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C!iAPTER,,l 
INTRODUCTORY 

Thi~ is the sec0n.d and finhl part of the Report 'by 
the Railway Accidents Enquicy ~ttee, 1971!. : 

2 .. Setting up _of . the Committee.-. i"ne . · Ranway 
Accidents Enquiry Committee 1978 (hereinafter refer" 
red; to as the Committee) was. set up as an 
aftermath of two serious. · railway accidents which 
occurred in quick .. succession during Octobe,r . and 
November 1977, . involving heavy casualties and 
damage . to · railway property. This greatly agitated 
the vub_lic and deep:concern was voiced in .,the Parlia, 
mentand the ,Press," Subsequently, tb~- Government; 
through their notification of January 3, 1978, appoin
ted a High-Power. Accidents_ Enquiry Committee, to 
go into the.:whole: question .of, accidents. The .. terms 
of reference of· the Committee. were :-

"(i), to .review the position of Accide;nts on .the 
Indian Railways since·, the . appointment o~ 
the Railway Accidents ~quiry Conm.Uttee, 
1968 and to review the IUlplementation of 
their recommendations; and 

(ii) to examine the adequacy of the existing 
organisation, equipment and practices for 
ensuring safe runnin)!; of trains on the Indiaii 
Railways, and to suggest measures for pre
vention of accidents. 

3. Subject matter of the Report.-The subjecll 
matter in Part I of the Committee's Report, was 
chiefly a review of the action taken by the Govern
ment on the recommendations made by the Railway 
Accidents Inquiry Cornmittee-1968 (Wanchoo Com
mittee) and a brief statistical appreciation of important 
categories of train accidents on the Indian Railways 
during the period 1968-69 to 1977-78. A detailed 
review of the accidents was then not possible due to 
the statistical information in respect of these not 
having been received from the zonal railways on the 
proforrnae required by the Committee. In this part 
of the Reoort we l!ive a detailed review of accidents 
on the Indian Railways during 1968-69 to 1977-78. We 
have also addressed ourselws to the second term of 
reference, requiring the Committee to examine the 
adequacy of the existing organisation, equipment and 
practices for e'nsuring safe running of trains on Indian 
Railways and to SUJI:gest measures for prevention of 
aCcidents. During the course of our review in Part I 
of our Report of. the action taken by Government on 
the recommendations made bv the Wanchoo Com
mittee. we had deferred fiaal comments on certai'n 
matters pending further examination. Such. of these 
matters <Yn which. after further enouirv. sometbinJl: 
needed to be said have been dealt with in this part of 
the Report. Some of those matters, however, we 
found, did not call for any further comment and we 
have not referred to them again. 

4. Programme of Work of the Committee.-At tho 
very outset, it was appreciated bv the Committee that, 
an accident is caused not only by a specific human, 
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materfal oi: equipment failure but.it is ~0 .the end 
result of some weaknesses or .deficiencies in the organi· 
sation, systems and . practices themselves. Focussing 
only .on the direct causes of . accidents as brought out 
in various accic!ent inquiry reports without also identi
fying the, more basic weaknesses in the organisation, 
systeinS. and, practices, can yield only limited results. 
The need to go deeper into the system so as to deter
nti'ne the Wcf<limesses or . deficiencies was, therefore, 
felt and a programme was drawn up to tour all 
the . zonal railways and production units, visit 
field installations and interview staff and ,officers con
nected with operation of trains and maintenance of 
railway assets so as .to ascertain first hand, the pre
vailing' _conditions .of working and practices obtaining. 
It was e,cpected to complete the work of, the Committee 
on the·;abow .lines by· 30th. September, .19~0. 

:;.,.Progresf C?f . Work of the , Committee.-Aftet 
submission of Part I of our Report i'n July 1979, the 
Committee started ~ours of the zonal railways from 
August, 1979. Due to their other pre-occupations the 
Chairman and the Members were available for the 
work of the Committee only part-time. The General 
Elections also intervened in January, 1980, and kept 
two of the Members extremely busy. In spite of the 
above constraint, the Committee were able to comolete 
by March, 1980 tours of seven railwavs systems, three 
production units, the Research, Desill:Ds and Stan
dards Organisation and four premier railways training 
institutions. A schedule of meetings. visits and tours 
of the Committee appears at Appendix •r. 

6. In the first week of April, 1980. the Committee· 
were requested bv the Minister of Railwavs to ~ubmit 
their report on the basis of evidence already collected, 
positively by the end of April. 1980. This date was 
subseouently extended unto th.., end of Mav 19RO. 
Due to the aforesaid time limit, the Committee had 
to cancel their t>rmrramme of visit to the headouarters 
of the Western Railways and the Central Railway 
systems. For the same reason, discussions bad to be 
rushed throu!!h witb the officers of the Commission of 
Railwav Safetv, officers of the Railway Board. the 
two· recoJl:Dised trade union federations of railway 
workers and Members and Chairman of the Railway 
'Board. It was. however. not possible within the 
stinulated oeriod. to hold the contemnlated discussion.~ 
with representatives of some State Gowrnments and 
certain d.-.nartments of the Centml Gnw.mment cnn
cerned with law and order and other subiects havinr 
considerable impact on the safe operation of trains. 

7. During the course of the tours. the Committee 
visited a very Ia~ number of railway instaflations 
including workshops, locomotive sheds, electrical 
multiple unit shP-ds, carriae:e and wajl:on maintenance 
depots and siclc:Unes. washing and pitlines, marshal
line: yards, stations, level crossings, sections of track 
bridges, signamn.g instanations like route-relay inter
Iocldng, centralised traffic control, panel interlocking 



traffic and traction control centres, running rooms, 
basic training schools, zonal training schoo~ etc. 
During these visits, the Committee had <JCCailOn to 
meet a very large number of staff. and office~ con
nected with almost all facets of railway working. The 
Committee also specifically intervie~ed railway S!afi 
in different categories connected Wlth the operation 
of trains and maintenance of railway assets; and offi
cers both in the divisions and headquarters of zonal 
railways. In all, over 500 railwaymen from the 
level of gangmen to general manag~ of zon!il rail
ways were covered. Such of the umons and asso
ciations of different categories of railway . s~aff \\>ho 
had volunteered to appear before the ComiDlttee were 
also invited to give their suggestions. Some members 
of the public and retired railwaym7n .also appear~ 
before the Committee and gave then- VIews. The list 
of the places visited, staff . and officers in!erviewed l?r 
with whom "diScussions were held appear m AppendiX 
It The evidence recorded during thes~. inter
views runs into about 5000 pages. In addition to 
t1ili the Committee also received an overwhelmingly 
large numbet of suggestions ~?~gh replies to ques
tionnaires memoranda from mdiVlduals as well as 
from uni~ns and associations of railway staff and 
officerS, trade union federations ·of railway workers 
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both at the divisional and headquarters levels of the 
zonlil railways. 

8. Formulation of Part II Report.-On the basis 
of the observations made during o~ visits, sift~g of 
evidence tendered before us and the data furnished 
by the zon!il railways and further in the light of dis
cussions held with the Commission of Railway Safe
ty, Rese~ch; Desi~s and. S~andards Organisation, 
trade umon federalwns of railway workers and the 
Railway Boaru, we hav7 com~ to ce:tain conclusit?ns 
and made recommendations Wlth a Vlew to promotmg 
greater safety on Indian Railways. In the Chapters 
which follow, we give our findings, conclusions and 
recom1nendations. In view of the constraint of time, 
we have deliberately kept the discussions on the 
evidence ·and the detailed reasoning behind our con
clusions and recommendations to the barest mininlum. 
Wherever necessary and in the light of the · material 
an:d' ·information which has now become available to 
tlie Committee, we have amplified, supplemented and 
even amended some of the views and recommenda
tions made by us in Part I of our Report. 

· 9. The overall impressions of the Committee have 
been summarised in ·the 'Overview' placed as Chapter 
xvm. 



:CJ#APTBR 11 

REVIEW OF ACCIDENTS ON THE INDIAN 
RAILWAYS DURING 1968-69 '1'9 J977-78 

_10 • . Gell(!r,q.l • ..,.,IJJ. ~hapt~r II in Part l of our 
Report, we had given a bne~ s~tistical !lppreciation of 
ijpportant ,c;ategones of tram acc1aents wat occurred 
~mg ,tp.e, -10-year period from 196!1-69 to 1977-78. 
Un .tlj.e biisis 01 the mtopnatton since furrushed to us 
.by zonal ~Wil.I'S. ;yte up.~rtook a detailed rev~ew or 
i!C<;:id~ts wM,cb. . pccune<;l .on · the , lJJ.dJ~ Railways 
<;lur!llg :the .atoresa1d 10-year period. '!o up<late our 
:rev1ew, we had .~o called for .. !ro~ zonal railways, 
in June 1979, infonnab.on in resp~ of accidents 
wJ;Ucn .occurred durl!Ilg the year 191!!-79.· Part inror
mation in tills regard nad been maPe available by only 

.,t.Qret; zol).a,l railfiays at the time of fi:nallsation of this 
,repoq~ JlS such :we have not been able to incorporate 
,t,h~ poslt~on pe,rtaipjng to the year 1978-79 in tpe pre
s.epf review. , #owever; fr~lJ:1. tJi!e information couec
,ted IJy ,the P:,mm.ittee on its own, ~trends of important 
.jiCCidents pn the Indian Railways during the· years 
~.978-79 ciil!d 1979-80 have been.· commented upon. 

1 L' The results of our detailed 'review have been 
·tabulated in Annexures I .to CIX of this Part. lJJ. the 
·paragiaphS:which follow, we bave ·commented on the 
a:ilam lrends. , For a complete appreciation of the 
pos1t.on, these should be read in conjunction with the 
,~;etevant annexure (s) shown within brackets. 

. COLLISIQNS · 
. ~ l - . • 

·12 .. Trend of .total number of collcyions ' on · ihe 
,btd{an ,Railway~ • .,..:~he ·trend of · collisions . on-.. the 
Indian Railway upto 1977-78 had been CQmmented 
,uppl). ~n paras f.~ and 22 in Part I of our Report. On 
'the' broad, metre and narrow gauge systems of the 
ln,Q.Ian Rililways, we find that, 11fter a drop in the total 
.iJ.WJ;~ber .oC f;p~ions to, 48 ~uring ;1976-77, a rising 
trend has set in, reaching .a peak . of .72 -J:Ollisions 
during 1979-80. This was the worst performance 

. in .ll!lY .OI).e ~a.r since.·. 1965-66. · The . deteriorating 
~~\f~n~ of1,th.e !aS;t.:tew· y~s ~,_a m!ltt~a" ,for.great. 
· so!lce'!l.: 

(Annexure I) 

. J.3; Incidence of coUisions in 5-~ear .pertoas.-We 
find that, on the broad gauge; after a drop in the 
total number of collisions to 205 during 1968-69 to 
1972-73 as compared to 269 during 1963-64 to 

. 1~67-68, ;14~ ., .njllll\Jer ,bad _again increased to 
7~5 1dl¢n_g J,973·J~ ~- 1977·78.,, Tile incidence of 

. :«9.1Jisiqnf! ,Pili ,n@oin -train kilometres ;p~ indicates .a 

.l>imilar ttC!In!l. _, {~nnex\ll'e ill) 

14. Alllllysmg we pooitioii 'on individual r~il~ays, 
we !mil that on the .PrQlld gauge ,~ ~ut4~n .and 
$outh Eastem )tailways, ~ter a: di"op in the· .ru10iber 
.llW4. iti;ci(lence ,of ,C~?llisions .ppr -~on traip. .\cjlo»Jetres 
during 1968-69 't;o ~972-13 •. ~ ·' ,cCWlpallid -1.0 ,t4e 
p~e:vi_ous 5-year period, the number and incidence 
I. . • . 

Cilf . eollisions had again gone up during the iast 
5-year period from 1973-74 to 1977-7lj_, The in
crease · in -the 'incidence of collisions · on the · South 
Eastern Railway· was to the extent of 66.7 ·per cent 
and on ·the Southern Railway it was 36;4 per cent. 
On the Eastern ,Railway, there had been ~to steady 
increase. iii the number. and incidence ' of collisious 
from'oi:ufS-year period to the next.c''Against 39 colli
sions 4urirlg ·· 1963-64 to 1967-68;· there f'ere 
41 collisions during 1968-69 to 1972-73 ilnd 60' com~ 
sions during 1973-74 to 1977-78. The incidence ,of 
collisions' per million 'tri!in kilometres which stood 'at 
0.14, as reviewed by the WanchQO · Committee, 
ittcreased _to 0.20 · irt the last 5-yeai period ' \Vhich; 
along with the incidence ·on the SQulli Eastern Rail
way,, was the 'highest amongst broad ~auge raih~l;lys; 
Special efforts ate called ior to arrest the trend. · 

(Annexure II) 
: - +' ' l ' ' ,, 

1$. ~9n ·the broad gauge of ... <;:en~al, . Nqrtll~nt, 
Noriheast Frontier and Western Railways there Jtas 
.qeen. UnP,IQVelllent in the number and mc1denr-". Of 
collision·s ' pet million train kilometres .. duriiii:'"" the 
~0 .Years under review a5 compar¢',t~ 4\.e '"5-year 
per101;! from 1963-64 to 1967-68 w_hich was reviewe4 
by the Wanc~o? C~I):\)P.ittee. i'll~t J!~ber aqd ippi
dence of collisions on zonal railways, year-w1se, is 
·given in Annexure IV. · 

[Annexure II) 

· 1 o. Un the J;llet~:e gauge, ther~. has' 'been' a c'onti
-nucili$ .drop in the number and incidence 'of collisions 
mr . t!te' lnc:Jirut 'Railwav• from one '5~year . period· .. to 
the next. · (~ex.ure III) 

· ' 17~ On the' me'tre gauge· of the South Central 
,J.3.ailway, t,\le incid~nce of ~ollisjoJ:!S duri,ng )97~-74 
,t() ~97,7~7~ ~ad gop.~ ~p by 22 .per, C~nt !IS ,GOnlP!\fed 
to 'the position. obtatnmg in 1968.-69 . to ).97Z..73. 
9.!1 .the W'e5\i:rn Railway .the. jricl:deiiee :or· -j;:Ollisions 
·.<w't~emetr~ gauge ~hich hll<litr9Ppe~ lo·,o.Q~ ;ui ~e 
preVIOJI~ ~-year pe,r~od had aglllll gone 1'\IP. t'? 0.07 in 
,the next 5-year penod. The number and mcidence 
Qf ·collisions on zona1 railways, year-wise, is given in 
Anne~~ V. (Annexure lii) 

J!ll! yn.me narrow .g~uge or .11101an Kailways, there 
J!!\S -,P.et;o. ~_pw:v,eme.n,t m .the ,number. and .incidence 
&J .;<;9J1i~j9ns J.n J:~ent yeai:s. ' ~Annexure :VI) 

. 19. ;Jnc.ffience_ oj c()(/isioM taken· ,s.epmately . for 
PMS.fng~r -'~ PUrer . Jrpins,--,Collisions. , inv.olying 
IDIS§I}P.ge};;tl'Jl\!l~;Pn t,he ,broad gauge . .had .increased to 
:;t.2~ J{iqojn_g ,~97?;-H J;o l971:-;7!! as &ompared~ to·,78jn 
1PA P.l.'tlv.i\>1\S. ~iY~ .peti()d. The ,num~ of .collisions 
involving other . ~!lin~.· r~rd!l<l Ji .sli&l?-t ·.drop ..during 
.t!Je ~a.JJle pe.god. . On the Eastem Railway, +1.0 3• ~ 



number of coliisions involving passenger trains on the 
broad gauge more than doubled to 3.> during 1973-74 
to l':J71-IIS as compared to 17 in the previous 5-year 
penod. T.b.e mc!Uence of collisions per million 
pa&enger tram .I:O.Lometres had shot up to ().23 uo.:n 
the earner 0.12. On the Northern Ra.tlway, the inci
dence went up to 0.17 during the last 5-yeil.r period 
as compared to 0.11 in the orevious 5-year period. 

_(Annexure · VII) 

20. On the metre gauge there was a drop in _the 
number of collwons, mvolving both passenger and 
other trams. (Annexure Vllll 

21. Types OJ co1u.swns.-1ne largeSt· number of 
collisions in ail the three 5-year periods were between 
two trams wlllch also mcluoes collisions between a 
tram and a llgh! engine. T.b.e proportion -of collisions 
ot' UllS type to the total nwuoer 01 colliswns was 
50.6, 61.5 and 70.2 per cent in the three respective 
:>-year penoas wlllch shows a rising trey1d. we aJSo 
find_ that . the colLsmns between a train and a trolley 
or a lorry w.b.Ich caused the third largest number of 
colltstons durmg 1963-64 to 1967-68 came !O the 
second posttton during 1973-74 to 1977-78. · 

· - (Amiexure IX) 

22. During the 5-year period from 1973-74 to 
1977-7'13, on the broad gauge there were 172 colli
·sions · between two trains. fhe comparative figures 
or collisiOns were 136 and ·126 durmg 1963-64 to 
1967-61!> and -196'13-69 to 1972'-73 respectively, show
mg cons.aerable. deterioratoin, which was mamly on 
the Central, Eastern, Northern; Soutl!em, South Cen
tral arui South Eastern Railways. 

Ann..:xw:es J.A ana AJ.J . - - . . .. . . . . - ... 

23. On the broad gauge of Indian Railways, colli
sions· between a train and trolley or a lorry caused 
by non-protection of trolleys and lornes increased 
from 17 ·dupng 1968-69 to· 1972-73 to . 27 during 
1973-74 to l'J77-78. · .. On the Central, Eastern, 
Southern· and South Eastern Railways, the' position 
had 'deteriora!ed in particular. '· 

(Annexur_e Xlli &-XV) 

· -ut. \.AllllStons oetween a tram and' buffer ends or 
statioilluy objects· which -had dropped to 6 dUring 
1'J6'd-6'J to 1972~ 73 as compared to 11 in 'the previous 
5'-yeai :Period again increased to 10 during 1973-74 
to 197·7-71!>. lne deterioration was mainly on· t!te 
Eastern. South Eastem'·and Western Railways. · ; • 

(Annexui:es IX ·& XI) 
• j ~ • 

25. un the- metre gauge, the continuous decline in 
the number of colltstons ttom one 5-year period to 
the next was also· noticeable in collisioli& of all types 
>n all zonal railways· except on the South Central and 
Westem.Railways where collisions between two trains, 
ncluding a train and a light engine, increased during 
1973.-74 to. 1977-78· as•comparedl to·· the --previous 
5-year;.penod.·I:-Qn-the•'North Eastern and Western 
Railways also, the.re was a- Blight increase· in collisions 
between a train and a rake or•-load ·or vehicli:s' stal>led 
on;.a::mnning line during 1973-74 to 1977-78 aii com
paml !o •the previouS- 5-year: period. · 

' (Annexurils· X & ·x:r~ 

. 26. Types of collisions taken separately for 
passenger and other trains.-Collisions involving 
passenger trains on the broad and metre gauges went 
up to 107 during 1973-74 to 1977-78 as compared 
to 68 during the period 1968-69 to 1972-73 and 
69 during .1963-64 to 1967-68. 

(Annexure XII) 

27.' Collisions classifi~d according to main causes.
'we find tha~·on the broad·gauge·of Indian Railways 
alinost 50 per cent of 'the ·collisions during · the 
10 years under review occurred due to drivers- dis
regarding signals or failing to control their trains. 
The total number of collisions due to this cause has 
also been going up from ·one period to the' next. The · 
position has deteriorated ori the Central,- Eastern, 
Northern, Southern, South Central. and South East
em Railways. 

{Annexures Xlli & XV) 

28. Rt!!Ceptiori of a 'train'. on a blocked line or 
·despatch into a blocked section aecounted for the 
second highest number of collisions on the broad 
gauge during 1973-74 to 1977-78. Collisions due 
to this cause, after dropping· to 66 during 1968-69 
to'1972-73-from 144 in 1963-64 to 1967-68, again 
increased to 78 during 1973-74 to · 1977-78. On 
the Eastern and South Eastern Railways, the position 
snowed considerable deterioration during 1973-74 to 
1977-78 as_· compared to the previqusS-year period. 

:Annexures Xrri &: XV) 

29. On tbe m!;tre gauge, collisions caused by drivers 
disregarding signals ·or failingj to control trains 
increased to 34 during-,1968.,69• to 1972-73 from 
29 during the previous 5-year period. During the 
period• 1973-74 to 1977-78,· however, the number 
dropped to 27. ·~The railwaywise positiO'll is given 
in ·Annexure XV-

(Annexure XIV) . . . 
colllStons on tn.e oroaa ana metre gauges · classi

fied according to the main causes;· during the three 
5-year periods,· are· shown :iJi Chart I. - · · 

3U •. CoUisionsl due to· failures ot· station statJ-classi~ 
ped,-'--Of -the collisions~ due to -failure of station staff 
on the broad gauge, the largest number, i.e. 52 out of 
144, (or }6.1 per cent), occurred due to reception 
of a train on an occupied line. Another 14 collisions 

.or 9 . per cent of the total, oecurred due to sending of 
:a; train into. a. blocked section. 

:Annexure XVI) 

31. •On the metre gauge, out of 45 collisions due 
to failure of station- staff during 1968-69 to 1977-78, 
there-were 12 collisions ·due to•reception·of a· train 
oil an1 oecupied line and 2 collisions due to despatch 
of train into a blocked section. (Annexure XVI} 

"32:' Ori''the brqad and ' metre gauges,· ·.out · of 
1'89. cbllisioils due-' to failure of station staff, 29 . col
lisionS" or, '15 .3 per cent occurred due to foulinlt mark 
ni>t. havinli" beim' "cleared· ·bv · trains. 

:.ADnexure XVI) 
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33. Coliisions due io failures of drivers-classi
fied.-Out of 296 collisions attributed to failures 
of drivers, on both the broad and metre gauges tak.en 
together, 196 were due to the driver's disregarding 
signals or overshooting. (Annexure XVII) 

34. Non-observance of rules by drivers when 
passing automatic signals resulted in 48 collisions out 
of a total of 296 (16.2 per cent). Of these, 41 and 
7 collisions occurred on the broad and metre gauges. 
South Eastern Railway witnessed the highest number 
of collisions, i.e. 21 of this type. (Annexure XVll) 

35. Staff held responsible for collisions.-During 
the 10 years from 1968-69 lo 1977-78, out of 
742 ralwiay staff held responsible for collisions, 277 
were drivers. In the same period, 132 staff in the 
categories of station masters and assistant station 
masters, forming 17.8 per cent of the total, were 
held responsible. Looking at the position of indivi
dual railways, we find that drivers formed a relatively 
larger proportion of the staff held responsible for 
collisions on the Central, North Eastern, Northeast 
Frontier and South Eastern Railways. 

(Annexure XVIIl) 

36. Casualties and damages due to collisions.
We find that in the matter of casualties the worst 
record is that of the Eastern Railway, who accounted 
for 50 per cent of the total casualties in collisions on 
Indian Railways during the 10 years ending 1977-78, 
even though their share in the total number of colli
sions was only 18 per cent. (Annexure XIX) 

DERAILMENTS 

37. Trend of total number of derailments.-The 
!rend of derailments on the Indian Railways upto 
1977-78 had been commented upon in paras 25 and 
26 in Part I of our Report. Taking all gauges to
gether, we notice that, after a drop in the total number 
of derailments to 636 during 1976-77, a rising trend· 
had set in, with 712 derailments during 1977-78 an.d 
778 during 1978-79. This is _the highest number in 
any one year since 1967-68. During 1979-80 there 1 
was a drop in the total number of derailments to 
691. 

(Annexure I) 

38. Number and incidence of derailments--railway
wise, gauge-wise taken ·in 5-year periods.-We find 
that on the broad gauge, after a drop in the total 
number of derailments from 2167 during 1963-64 to 
~967-68 to 1,421 during ·1968-69 to 1972-73, their 
number increased to 1,531 during 1973-74 to 1977-
78. The incidence of derailments per million train 
ldlometres, however, remained steady at 0.92 during 
the last two 5-year periods as compared to 1.60 dur
ine: the oeriod reviewed bv the Wanchoo Committee. 

(Annexure XX) 

. 3 9. The improving trend in the incidence of de
railments per million train kilometres on the broad 
gauge is also evident on the zonal railways, except 
South Eastern and Western Railways. On the ·south· 
Eastern Railway, after a drop in the incidence of 
derailments lo 0.93 durine: 196R-I\Q tn 1 ()7?..7"1 frnm 

6 

2.68 during 1963-64 to 1967-68, it again ro&e to 
1.39 during 1973-74 to 1977-78. On the Western 
Railway, a similar trend is visible. The incidence 
was 0.73 during 1973-74 to 1977-78 as compared~ 
0.82 and 0.58 during 1963-64 to 1967-68 and 
1968-69 to 1974-73 respectively. The year-wise 
number and incidence of derailments on the broad 
gauge of zonal railways is given ip. Annexure XXlll. 

(Annexure X.'<:) 

40. On the metre gauge of Indian Railways, there 
has been a continuous decline in the total number of 
derailments from one 5-year period to the next. The 
incidence of derailments per million train kilometres 
which had dropped to 2.43 during 1968-69 to 1972-
73 as compared to 3.86 in the previous 5-year 
period, increased ~ 2.58 during 1973-74 to 1977-78. 

(Annexure XXI) 

41. On the metre gauge of the Northern and 
Northeast Frontier Railways, there has been consis
tent improvement in the number and incidence of 
derailments per million train kilometres from one 
5-year period lo the next. On the North Eastern, 
Southern and Western Railways, after improvement 
in the incidence during 1968-69 to 1972-73, there 
was deterioration during 1973-74 to 1977-78. The 
increase in incidence was 32.4, 23.7 and 31.2 per 
cent on the above mentioned railways respectively. 
On the South Central Railway, the incidence had 
dropp-'..d to 2.54 during 1973-74 to 1977-78 as com
pared to 3.18 during 1968-69 to 1972-73. · Inspitc 
of the consistent , improvement in the incidence of 
derailments on the Northeast Frontier Railway, lt 
still remained the highest of all zonal railways in all 
the three 5-year periods. The year-wise number 
and incidence of derailments on the metre guage of 
zonal railways is given in Annexure XXIV. 

(Annexure XXI) 

42. On the narrow gauge of Indian Railways, the 
number of derailments in each of the last two 5-year 
period was 232 as compared to 315 during 
1963-64 .to 1961;-68. The incidence of derailments 
per million train 'kilometres which dropped to 4.11 
during 1968"69 to 1972-73 as compared to 5.5 in 
the previous 5-year period went nn tn 4.R'i durin!!: 
1973-74 to 1977~78. 

(Annexure XXII) 

43.. The highest incidence of derailments per 
million train ,kilometres on the narrow gauge was on 
the. Northeast Frontier Railway. Agains tthe inci
dence of 11.9 and 10.66 during 1963-64 to 1966-67 
and :1968-69 to 1972-73 respectively, it !Went up 
almost three-fold to 30.98 during 1973-74 to 1977-
78. On -the Eastern, Southern, South Eastern and 
Western Railways, the incidence of derailme-!lts went 
up during 1973-74 to 1977-78 as compared to the 
previous 5-year period. The increase was 61.8, 
53.5, 52.0 .and 69.9 per cent respectively. On the 
Central and Northern Railways there has beeq a conti
nuous decline, both in the number and the incidence 
of derailments, from one 5-year period to the next. 
During-i973~74 -to -19'77-78;--the incidence· on the 
Northem Railway was 1.94, which was the lowest of 
all 7nnal Tailwavs. On the South Central Railway 



also, there was a drop in the incidence of derailments 
per million train kilometres from 5.57 during 1968-
69 to 1972-73 to 4.44 during 1973-74 to 1977-78. 
The year-wise number and incidence of derailments 
on the narrow gauge of zonal railways is given in 
Annexure XXV. (Annexure XXII) 

44. Number of derailments at stations and in mid
section.-The increase in derailments- on the board 
gauge of Indian Railways to 153"! during 1973-74 
to 1977-78 as compared to 1421 during 1968-69 to 
1972-73 was entirely due to a larger number of mid
Section derailments, which iureased from 464 to 701. 
The latter figure of derailments during 1973-74 to 
1977-78 was the highest witnessed in any 5-year 
period. The increase was due to a larger · number 
of mid-section derailments -mainly on the Central, 
Eastern, Northern, South Eastern and Western Rail
ways. The increase on the South Eastern Railway 
was exceptionally high from 120 derailments during 
1968-69 to 1972-73 to 223 in 1973-74 to 1977-78. 

(Annexure XXVI) 

, 45. The number of derailments at stations on the 
broad gauge declined continuously from 1,572 during 
1963-64 to 1967-68 to 957 and 830- during 1968-69 
to 1972-73 and 1973-74 to 1977-78 respective
ly. The improving trend is visible in each zonal 
railway also, except the South Eastern Railway where 
the number of derailments at stations went up from 
117 during 1968·69 to 1972-73 to 137 during 
1973-74 to 1977-78 and Western Railway where the 
number increased from 67 to 98 during the periods 
mentioned above. , (Annexure XXVI) 

46. Inspite of the declining trend of total number 
of derailments on the metre gauge of Indian Rail
ways, derailments in mid-section had increased to 
1033 during 1973-74 to 1977-78 as compared to 
975 and 928 during 1963-64 to 1967-68 and 1968-
69 to 1972-73 respectively. The increase was due 
to larger number of mid-section derailments, mainly 
on the North Eastern, Southern and Western Rail
ways. Derailments at stations show a declining 
trend. On the North Eastern Railway, however, 
their number went up from 145 during 1968-69 to 
1972-7~ to 160 in 1973-74 to 1977-78. 

(Annexure XXXI) 

; 47. Main causes of derailments at stations.
Coming to the main causes of derailments at stations 
on the broad j!;auge, staff failures continued to be 
the most prominent cause. The number of derail
ments due to staff failures. however, dropped from 
814 during 1963-64 to 1967-68 to 497 and 409 in 
the next two 5-year periods respectively. In each of 
the three 5-year periods, the proportion of derail. 
ments due to staff failures to the total remained 
more or Jess in the region of 50 per cent. 

Derailments at stations due to carriage and wa!!;on 
defects after a drop to 187 during 1968-69 to 1972-
73 as 'compared to 289 in the previous 5-year 
rerlod. again increased to 201 during ,1973-74 to 
1977-78. The proportion of such ~errulm~nts to the 
total number of derailments at stations, t.e. 18.4, 
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19.6 and 24.2 per cent during the three respective 
5-year periods shows a consistent increase. The 
number of derailments at stations attributable to 
permanent way failures, engine defects and miscella
neous causes showed improvement from one 5-year 
period to the next. The trend of derailments at 
stations on the zonal railways, attributable to each 
of the main causes, is given in Annexure XXVIII. : 

(Annexure XXVll) 
48. The main cause of derailments at stations 

on the metre gauge during all the three 5-year periods 
was staff failures, followed by carriage and wagon 
defects. We find that there was a decline in the 
number of derailments attributable to staff failures, 
pemtanent way failuers1 engine defects and miscella
neous causes from one: 5-year period to the next. 
However, derailments at stations due to carriage and 
wagon defects increased from 187 during 1968-69 
to 1972-73 to 210 during 1973-74 to 1977-78. This 
was due to a larger number of derailments at stations 
on the Northeast Frontier and Southern Railways. 
Derailments due to carriage and wagon defects taken 
as a percentage of the total number of derailments 
at stations has, also increased from 23.5 to 34.7 per 
cent in the last two 5-year periods. 

(Annexures XXXII & XXXIII) 

49. Main causes of derailments in ntid-section.
On the broad gauge, the increase in the total number 
of derailments in mid-section to 701 during 1973-74 
to 1977-78 as compared to 464 in the previous 
5-year period, was mainly due to a large number of 
derailments attributable to carriage and wagon defects, 
staff failures and permanent way failures, in that 
order. Derailments in mid-section due to all the 
main causes _-except permanent way failures bad 
increased during 1973-74 to 1977-78 even beyond 
the level obtaining during 1963-64 to 1967-68. 
Carriage and wagon defects continued to be the most 
prominent contributory factor, and the number of 
derailments on this account were 178, 146 and 260 
in _the three respective 5-year periods. The deteriOoo 
ration was very marked on the South Eastern Railway 
on which their number went up from 41 during 
1968-69 to 1972-73 to 105 durin!!' 1973-74 tn 1977-
78. 

Derailments in mid-section due to staff failures 
increased to 148 during 1973-74 to 1977-78 as 
compared to 95 and 94 during 1963-64 to 1967-68 
and 1968-69 to 1972-73 respectively; this increase 
was mainly due to larger number of derailments 
on the Northern_ .Sonth' Ea<teTn anti WPotP.rn »ail. 
ways. 

Derailments in mid-section due to perman~nt way 
failures were 170, 72 and 119 during the three res• 
pective 5-year periods. The increase during 1973-74 
to 1977-78 was due to a large number of such derail
ments, mainly on the Central and South Eastern 
Railways. Derailments in mid-section due to engine 
defects were 27, 14 and 28 in the three respective 
5-year periods. Increase in such derailments during 

·1973-74 to 1977-78, as compared tO the previous 
5-year period, was mainly on Central, Northern 
South Central and South Eastern RaUwavs. 
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The. trend of derailments. in mid-section according 
to mam causes on zonal rrulways is given in Annex
ure XXIX. 

(Annexure XXVlll) 

. 50. 0~ the metre gauge, the ·. main causes of 
mcrease m deraihnents in mid-section: ·to 1038 during 
197~-74 to 1977-78, as compared to 928 in the 
preVIOUS 5-year period,· were staff failures, perma
nent way failures, carriage and wagon defects and · 
engine 4efects, · ' 

~Staff failures, as:a ·single factor, .contributed the· 
highest number of derailments, · i.e.·· · 366 · forming 
35.4 per cent 9f the total during 1973-74 to 1977-
78. The number of mid-section derailments due to 
staff failures i.e. 202, 320. and. 366 has been conti-

. nuously increasing from on:e ··s-year period to ' the·. 
next. . The increase in the last 5-year. period took 
place mainly on the North~ Eastern, Southern , and 
Western Railways.· · 

. The period 1973-74 t01 '1977-78 · ~tnessed the 
highest number: dt ·derailments due to carriage · and · 
wagon, defects. There . occuqed( 316;.315 and. 341 
deraihnents. du~. t~ this: cause :ill· the ,tlir~ respective 
5-year penods. The mcrease was mainly on thel 
North Eastern, Southern and Weslern Railways: On 
the Western Railway, the number of derailments due 
to this cause had more than doubled· from 46 during · 
1968-69 to 1972-73 to 99 in 1973-74 to 1977-78. 

Derailments in mid-section due to permanent way 
failures which had dropped from 162 during 1963-64 
to 1967-68 ·to 77. in 1968-69 · to· .1972,73' • again 
increased to 105· dUring 1973.q4 to 1977-78. The 
increase in such' derailments· was most nrominent on 
the Northern. and .. Western~ Railways. 

Derailments in 'inl.d~section. due t\) engine defl:(.-ts' 
increased to57.during .1973-74Lto· 1977-78. as 
compared to 49 and 32 diliirig ··196:3-64 to 1967-68 
and 1968-69 .to 1972-73 ··respectively. : The increase 
in such derailirie'ilts' was., in ore . prominent . on the 
Northern, Nortp 'Eastern and Southern Railways/ 
·· The" .railway-wise .~pos,ition •. of , deriunlen:~ at 
stations ar.d in· mid-section' combined , is · , given · in 
Annexure XXX. -for broad gauge and Annexure 
XXXV for' metre' gauge. The position of derailments 
on 

1
the broad and, -metre gauges . combined, &plit up 

into .wan .~<J.uses 'is _fho~rl, i~~Chart II.. . . 
· · (Anriexu!es1;{'-XXII' a~d.,{CXXI',') 

51. Incidence of derailme1its of passenger'· trains;;...::. 
On the broad gauge of Indian RailwaYs, the inci
d~nce \)f derailments of passengef trains. per million 
pas·senger r train · 1dlometres L witnessed a slight decline 
from' 0.47 'durin"·J1963~64:!to 1967-68 to 0.44 and 
0.45 during 196Sr69 to-1972-13 ''imd' 1973-74 to 
1977'-78 resP-ectively>" The ·year-wise number and 
incidence of -'derailmeritS>1

l of•<•<passenger trains on 
Indian· Railways is given' :in· Annemre XXXVII. On 
the Central Eastern and South Central Railways,: •the 
incidenc~ .~ent up P~'1g 1973):4 to _1977-?8, as 
·compared 't'o .the previous, two· 5-year penods! · 

- . - -. ' - ' '._ ., ' j. • . .• 

. (Anneirores .XXXVI & XXXVITI) 
" •Other trains refer to an train!' Ot&ei than passenger trains. 

4-46SRB/80 ' . . . . - . 
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52. ~ the n~et~e gauge of Indian Railways, after 
a drop 1n the mc1dence of . derailments of passenger 
trains to 0. 7~ duri~g 1968-69 to 1972-73 as compar
ed .to 0-88 m 1963-64 to 1967-68 it rose to 0.98. 
dur~g 1~73-74 to 1977-78, indicating censiderable 
deterrorat1on. 

~ne ye~r-w1se ?UD!-Der ot such derauments on 
Indian Railways IS gtven in Annexure XXXIX. 

On the Central, Northern and South Central Rail
wars, the ' inCidence. of derailments of passenger 
trams on the metre gauge had gone up consistently 
from one 5-year· period to the next. On the North 
;Easlem, _Southe~n _and Western Railways, there was 
mcrease m the mcidence during 1973-74 to 1977-78 
as compared to the previous 5-year period. · Consis
tent improvement in incidence of derailments of 
passenger trains was recorded on the Northeast 
Frontier Railway. · 

(Annexures ~ & XL) 
- · ·· . -r -, , : ~ I. 

· 53. Incidence of derailments .hi 'other traiiiS.-,-On 
the broad gauge, the incidence of derailments of 
other trains* per million other train' kilometres had 
come oown appreciably from 2.8 during 1963-64 to 
19~7-68 to 1.4 during the 1 0-ycar . period under 
review. The year-wise _number and •c incidence of 
derailments of other trains on' Indian Railways is 
given, in Annexure XXXVII. 

1ne Improvemenl m mcmence ur ueralliilenLS or 
other trains , on. the broad' gauge during J968-69 to 
1972-73 .as, .compared to .the previous 5-year period . 
is noticed on all the zonal railways except on the 
N'orth-easf · Frontier Railway. The srune trend was 
maintained during 1973-74 to 1977-78 also, except 
on the South Eastei:n: and Western Railways; on South 
Eastern Railway the incidence rose from 1.11 during · 
1968-6!1 to 1972-73 to 1.95 in 1973-74 to 1977-78: 
On the Western Railway, the increase during the 
srune ·, peiiod was from 0.97 to 1.34. 

· (Annexmes XXXVI & XXXVIII) 

54. On the. metre gauge of Indian Riillways; the 
incid~nce of derailments of other trains pet million 
other train kilometres had dropped sharply to 4.84 
during 1968-'69 to 1972-73 as _compared to 8.5 in the. 
previous 5-year· period> During 1973-74 to 1971-78, 
there was a slight increase in the incidence"to 4.97. 
The year-wise number and incidence of derailments of 
other trains on Indian Railways is given in Annexure 
XXXIX. 

Tnere was an 1mprovmg uenu on Luc z.uw:u. .1auwaJ.., 

during 1968-69 to 1972-73 except on_. the Central 
Railway. During' 1973-74 to 1977-78, ·the incidence 
went· up. oa the N{)rth Eastern, North-east Frontier, 
Southern and Western Railways. We may also point 
out. that the incidence of derailments of other trains on 
the·metre -gauge o£ the North-east Frontier Ra:lway was 
·more than. double the all-India leveL 

(Annexure~ XXXVl & ~L) 



55.· btcidence of derailments of passenger and other 
trai>rs vn ·the narrow gauge.-On the narrow gauge of 
the Indian ·Railways, after a drop in the incidence of 
derailments nf passenger trains per million passenger 
train kilometresoto 4.19 during 1968-69 to 1972-73 as · 
compared to 4.4 in the previous 5-year period, ·the 
incidence sh!!rPlY increased to 5.27 _during 1973-74 to 
1977-78. 

(Annexure XXXVI) 

.56 . .Taking ,the zonal railways' individually, we flY.d 
tha~ ~there .was. -deterioration in the incidence of derail
ments .1of ;passenger trains mainly on . the Northeast 
Frontier R:Jilway1where it-rose sharply to 38.46 during 
1973-;74 :to ·1977-78 •as compared to. 19.5 and 12.12 
durin!! '1963.,64 to 1967-68 and 1968-69 to 1972-73 
re&pective!y. This sharp increase is a matter for con
cern. ·Qn· the :Southern, South Eastern and Western 
Railways also. the incidence of derailments of passen
ger trains tduring. 1973,7.4 to 1977-78 was the highest 
as compared to the two previous 5-year periods. On 
the-Central and .Northern Railways, there was consis
tent intprov11111ent in the 'inci(lence of derailments of 
pas~enger trains from one ·5-year ,period to the .next. 

(Annexure XLI) 

,5,7_ The<inc:idence of derailments of other trains on 
the nai:r.()w .gauge,. declined to 3.96 during 1968-69 .to . 
19n-7~ as' compared to 8.6 .in ·the .previous 5-year 
period; during 1973-74 to 1977-78, there was, how
ever, a.slight increase in the incidence to 4.03. This 
rise waS:, mainly due to ·,the lj.igher incidence of derail
men;ts .of other !rains ·on the Northeast ·Frontier, 
S6tifhe0), South.~Eastern and Westef!l ;Railways. , ~ 

(Annexures.XXXVI .&,XLI)· 

;:,11.• · un tne: narrow gauge, the relative incidence: of 
derail merits. of• passenger and other .trains correlated to. 
the ·densitv •of .traffic was : 

1963-64 196s.,69 " ·1973J74 
to to to 

1967-68 11972-73 . 1977-78 

Pa'llengertrains 4·4 4·19 5 ·2:1 
Othe• trains · 8·6 3·96 4·03 

Th~s. the •inaidence,:Pf.derailmeots,of -passenger train~ 
whrch ·.was .onlV' .about 50. per cent of the incidence pf 
derailments.()f.other-trains duririe: 1963-64 to 1967-' 
6~. rose. to a.fevel.30.per .cent above the..Iatter during' 
1973-74 to. 1977-78. -The•same trend is to be .seen 
on many of the zonal railways also. 

(Annexures XXXV & XU) 

~9- Jl:1ain , _causes_; 'f!l • deraflments of passen~er 
tra!ns.-. The" tncrease• m 1 deratlments of passen!!er 
trm.ns •on the b!oad !!lluge during ·the-'10 years under 
rev1ew was mamly due to· the staff "failures and mis
cellaneous causes. ·Staff failures cau~ed 129 • derail
ments out of. 32· 011<sencrer •trnin· ·dP.r<~ilments · (rr 33.8 
per cent) dunng '1973..174 to 1977-78. ·Derailments of 
pa<<enPe; trains attributable to permanent way f•ilures 
and camage an" wagon defects which dropped durin!! 
1968-69 to 1972-73 as compared to the previous' 5-

year ·period ·again "increased ·to the level obtaining in 
1963-J-64 to 196':1.;.68. 

(Annexure XLIT) 

,~0. ,O.n.tbe m~tre ga,yge, the spurt in derailments of 
pa~enger trains to.374 ,during 1!173-74 to 1977-78 .as 
comPa~ed tp·287,iP il96S;;69.to, 1972"73, was ,due .to 
la!jger,~umqe~,pf ,de,railments. attrib$ble to each ,of 
the,p:~ai.D~!_;al\ses. · ~St,a.ff WJ.ures ~esulted 'in 1,Hi derail
ments or 31.0 per cent of the total. It llll\Y be JAI'W,7 
tioned that the share of staff failures in the 'total nuni
bei•or •oemilments has-:been -sontinuously .. going iup 
fi;om•one 5-'}'earperiod.tothe•next. '• . " 

~Annexure XLID) 
' 

-,61'. 1Main•causes of derailments.•o! other trains.-. 
On· 'the,broad gauge, -·~aff :failures COI!tinued to be the 
main • contributory -cause .of derailments. of, othen trains. 
This: factor ·Fesulted ·in .4!2.8:iderailments or 37;3 .per 
cent of the total during 1973-74 to 197.'1.~78. This.. was 
c]oj;!;!ly ·.fP.llowed by· 398 .der;lilments , P,ue Jo carriage 
aol!.,wagqn .. defects ·in .the ,Saj]le 5-year p~riqd:_Though 
th~;toW ;number :Pf deraijments of P!her~tr:l.ins d_uring 
1971-.7.4 .tP 19.7,7'-:78 had declined to .two~thirds -Qf 
those in I963-64 to 1967-68, derailments attributable 
to ,c;arri!lge !IDd wagon defects ros·e to the same level 
as.w~l;.pb~inillg iri.thelatter period. During 1973-74 
to J.!l77-7S, ,(Ie~il,ments of other tr;lins due to perma.: 
nent,w>ty-(mlw;es li\JsorjnC):eased. to .l~~s, again~t .141, 
in the previous 5-vear period. · -

:Annexure ·XI;TI) 

.'62. Un 'the <metre gauge, the consistent .aecJIDe' m · 
the ototal • number of derailments of other trains ·is laso 
refieoted ·in·~h,one of,the main causes .• except.in·,the 
cas'e of derailments•due to carriage and .wagon ·defects .. 
Der9i~ents;d,ue w carriage_and wagon defe$, after 
clroopi~g;tp>443r quring,1968-69 to 1972-73 from '493 
ini~e <previoUS\ .5~y~mr .Jieriod, ragain increased t<? .483, 
duJW!!,J9.7,3-'74 .to ,1977,78. -lt 10ay be, ,m~ntioqed 
that the. share, of, derailments. attributable .to can;iage' 
and W;l!Jl:OO; · !iefects .in , the 1 total. number, of deraiJll:!rnts 
Qf other , trai1Js, i.e. 22.9, 30.8 and 38-2 per cent 
h~s been contiiil,lously increasing from pne 5-year 
oeriod tO' the nextc · 

(Annexure XLIII), 

63.' Deraf~ents -4ue to .staff failures-classified.-· 
On ,the. QI'Qa.d ga,uge,. there has b~n a continuous dec
line in the number of . derailments attributable to 
failures• okooeratine: staff. 

l~e.JJailments·rattributable · to•.faliures of ;commercial 
.... ff Alue· 1 to- defectivenloadine: .v.iz. , ,uneven . loading, 
klrirftin<r-<ollloads-;etc.•·whicbl had•dropoed to ·39 during: 
•1.91iR~69'tol1972•13 as compared to 71-in the prevjous 
:5•veanneriod went· up .to 66 during -1973-74 to 1977-
7R. The. increase of. such derailments •was mainly -on 
the Cent&at·Northern . .Southern and South -EasteEn 
Rdilwavs. · 

IJeraumonLq , atttanutatue ,. to: . mvers dtsrev.ardine: 
~nm-<w:h.oq:leparture,.sij!Dals incr~ased from.123 dur
Jn~t-1263.~M t<tl91l7~1iR to''l55·anrl lJO durm!! 191iR· 
-69r t'>7!l9"'12·1,3n~n<b~2,7'ln74tq ~197,7~7$, ~PAAiife"Jy. 
'The increase was on the Central, Northern,.,lJ~do;W~st~rn 
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ka.i.lways. Derailments attributable to drivers running 
at excessive speed or failing to control their · trains, 
were 161, 84 ~d 107 durmg the tht~ respective 5-
year periods. The increase during the last :i-year 
perioel was mainly contributed by the South Easte~n 
and Western Railways. · 

Derailments attributable to engineering staff due to , 
non-protection of engineering works, failures to i$sue: 
cauuon orders for engineering works or inadequate 
protection ~~ s1te have been increasing continuously 
rrom 14 during 1963-64 to 1967-68 to 29 and 3/ 
during-1968-69 to 1912-73 and 1973-74 to 1977-78 
respectively. The increase was mainly on the Central, 
Northern and Southern Railways. 

(Annexures XLIV & XLV) 

64. On the metre gauge, the number of derailments 
attributable to failures ot operating staff due to incor
rect setUng, non-locking or other mismanipulation of 
po.nts,· etc. decreased continuously from one 5-year 
Jll:riod to the next Derailments attributable to failures 
of drivers running at excessive speed or failing to con
ttol their trains resulting in overshooting increased. to 
201 durmg 1973-74 to 1977-78 as compared to 172 
and 168 aurmg 1963-64 to 1967-68 and 1968-69 to 
1972-73 respectively. The increase was lpainl)' on 
the Northeast Frontier, South Central and Western 
Railways. Denulments on the metre gauge attributable 
to failures of engineering staff due to non-protection 
of engmeering works, fatlures to issue caution orders 
for engtneer.ng works or inadequate protection a,t site 
increased from 8 during 1963-64 to 1967-68 to 27 
and 31 during 1968-69 to 1972-73 and 1973-74 to 
1977-78 respectively. The increase was mainly on the 
Southern, Northern and North Eastern ~ilways. 

(Annexures XLVI & XLVII) 

Derailments due to failures of staff on the broad and 
metre gauges taken together, during the thi-ee 5-year 
periods are shown in Chart Ill. 

65. Derailments due to permanent way failures
classified.-On the broad gauge of Indian RaJways, 
derailments due to permanent way failures, after re
cording a sharp drop to 184 during 1968-69 to 1972-
73 from 399 in the previous 5-year period, increased 
to 208 during 1973-74 to 1977-78. The incrliese was 
mainly due to a larger number of derailments in mid
section which increjlsed from 72 during 1968-69 to 
1972-73 to 119 in 1973-74 to 1977-78. Derailments 
at stations due to parmanent way failures had shown a 
decrease. The increase in the last 5-year period as 
compared to 1968-69 to 1972-73 was mainly due to 
permanent way defects in the nature of incorrect 
gauge, rail fractures ~and slack or loose packing. The 
railway-wise numbet of derailments at stations and in 
mid-section, according to the type of permanent way 
failures, are given in Annexures LI & LII. -

c. (Annexures XLVIII to L) 1 
66. On the metre 'gauge, even though there has been· 

a continuous decline in the total number of derailments 
due to permanent way failures from one 5-year period 
to the next, the number of mid-section derailments 

lZ 

had increased from 77 during 1968-69 to 1!)72-73 to 
105 duriilg 1973-74 to 1977-78. Th!). increase in mid
section derailments was mainly on account of sinkage 
of track, badly aligned curves or incorrect super
elevation . or kinks in track, defective !J:ack mater•als, 
rail fractures and slack or loose packing. The increase 
on account of each cause is given in Annexure LV aild 
the rai1way-w~e position separately for derailments at 
stations and irt mid-sectioh IS given in ·Annexures LVI 
and LVIL _ 'J 

(Annexures Llii & LIV) 

67. Derailments due to rail fractures.-We find 
that, on the broad and. metre gauges of Indian Rail
ways, the number of derailments due to rail fractures 
had gone up by 79 per cent during 1973-74 to 1977-
78 as compared to the previous 5-year period. The 
position separately at stations and in mid-section was: 

Gaug~ 

I 
I I 

~umber of derailments due to rail 
fractures 

1968-69 to 1973-74 to 
1972-73 1977-78 

-----
,S MS T s MS T 

---- --'--------
Broad Gauge 
Metre Gauge , 

Total 

S: at stations 
T : total 

5 
7 

12 

4 
3 

7 

9 9 I 13 22 
10 5 7 12 

I 

19 14 20 34 

MS :in mid-section 

Wh;le derailments at stations increased from 12 to 14, 
tlwse in mid-section increased from 7 to 20. · 

:Annexures L & LV) 

68. Incidence of derailments. due to defects in 
coaching vehicles.-On the broad gauge of Indian 
Railways, the number of derailments due to defects 
in coaching . vehicles had increased from 46 during 
1968-69 to 1972-73 to 63 during 1973-74 to 1977-78. 
The incide)nce of derailments ,of coaching velticles pel1 
1 00 million vehicle kilometreS increased from 0.31 to 
0.38 durmg the same period. The increase was mainly 

. contribute4 by the .Central, Eastern, Northern, South 
Eastern and Western Railways. The ineiden~ doubled 
on the Northern Railway from 0.12 during' 1968-69 
to 1972-73 to ;0.24 in 1973-74 to 1977-78. During 
the same period, the increase on the South Eastern 
Railway was from 0.11 to 0.35. 

(Annexures LVIII & LIX) 

69. On the metre gauge of the Indian Railways, 
the immber of 1 derailments due to defects in ,coaching 
vehicles increased -fro~59 during 1968-69 to 1972-73 
to 68 during 1973'-74 to 1977-78; the incidence of 
derailments per 100 million vehicle kilometres increas
ed from 0.76 to 0.90. This increase was mainly con
tributed by the North Eastern, Northeast Frontier and 
Southern Railways;· •.On the Southern Railway, the 
incidence bad sharply risen from 0.06 during 1968-69 
to 1972-73 to 0.60 in 1973-74 to 1977-78. 

. (Annexures LVm & LX) 
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70. incidence of deraiiments due tC? defects in g_oods_ 
wagons.-On the broad gauge of Indian Railways, the 
number uf derailrilents due to defects in goods wagons 
had increased from 287 during 1968-~9 to I972-73 
to 398 in I973-74 to 1977-78. During the same period; 
the incidence of derailments of goods wagons per I 00 · 
million wagon. k;lometres increased from 0.65 ,to.0.8L 
This increase was contributed by all the zonal railways 
except the Northern and South Central Railways. 

,(~exures: LYcUJ; &: LIX):' ,•. 

. 71. Qn the metre gauge of Indian Railways, the 
number ·of derailments due to defects in wagon.s .had 
increased from 443 during 1968-69 to 1972-73 to 483 
in I973.J74 to 1977-78. The incidence of such; dera,il-• 
ments per I 00 million wagon kilometres ln'(reased. 
frum 3.63 to 4.36. Taking individual railways;- the· 
incidence on the North Eastern, Northeast Frontier, 
Souther~ and Western Railways ·had·· gone up-ur t11e 
last 5-year ueriod as comoared to 1968-69 to 1972-
73. 

. The deterioration in positibn was very marked on 
the Southern Railway where the incidence· went up 
from 2.\9 to 3.98, an increase by 81.7 per cent; and 
on the Western Railway where it increased from-2.32 
tj 3.51 i.e. by 51.3 per ,cent. · · • . · : · 

(Annexures yrr:r & LX) 

72. Jb~; IU'-JU"U'-" V" U~1ailments dUe tO defects in 
gcods wagons on the Northeast Frontier Railway was 
8.97 and 9.85 during the periods 1968-69· to 1972-73 
and 1973-74 to I977"78 as aganist the all-India ave
rage of [3.63 and 4.36 respectively. 

(Aml:exi.Ie. f..X) 

Derailments due to • carriage and wagori defects, on 
the broad and metre gauges taken together, duriilJZ the 
tl!ree 5-year periods are shown in Chart IV. • 

• ! ·.II 

/J • .tor a companson With tile poistion as obtain
irtg at the time of tho Wanchoo Committee, the inci
dence of derailments dlle~ to defects in coaching vehi
cles and goods wagons combined per 100 million 
vehicles i and wagol!- , kilometres . has been given in 
Annexnies LVIII to Lx. The summarised oosition 
is as under : 

Broad Gauge 
Metre Gauge 

Inoidence of derailments due to defects 
in coaching vehicles and gcods wagons . 

. 1963-64 1968-69 1973-74 
to to to 

1967-68. .1972-7.3- ---197.7--78. 

0·.9 Li i- · 0;56 · ' . 0-70d 

2.5 -~~~-1-"q~.~~--~ 

7 4. Derailme11ts d~-ec1r1iage and- wagofl-defeet~J
-c/assified.-From the analysis of derailments due to 
the type of carriage and wagon defects, we find that 
on the broad gauge of Indian Railways the number 
of derailments due to breakage of undergear and 

vacuum or brake fittings, broken hot ax1es and defec
tives buffers went: up during 19'r3~ 74 to 1977-78 as 
compared to the number in 1963-64 to 1967-68. nte 
number of derailments due to seized roller' bearitlgs 
w'ctWW,fron'l I6 during 1968-69 to 1972-73 to 24, i.e. 
a~ increas'e of 50 per cent, during 1973-74 :to 1977-

,7 8 ... Th.e railway-wise position of derailment!; accord
ing ttb ore type ¢ carriage and: wagon defect during the 
three 5-year periods is given in Annextire LXII. , 

(Annexqre Lxii) 

1 J. vu •u" Ul"u" ~;au~;" uL .wwan Railways, the 
numh.er of derailments due to breakage of lindergear 
and- vaeuum--or· brake fi.ttin'gs\aiJ.d broken hot axles had 
·shown consistant in\::tease from one 5-year period to 
.the next. The railway-wise position of derailments 
aCcording to the tyPe of carriage and wagdn defeets 
during the three reSpJective 5-year periods is: given in 
Annexqre .LXVII. · 

1 
1 

(Annexurt LXV.[) 

7ti. Derwilments cJj passenger trains accotding to 
the' ryp~ 'of carriage def~cts.-As indicated in'para 68, 
derailments. of passenger ·uafus due to defect!; in car
riages on the broad! gauge, increased from 46 during 
1968•69 to 1972'-73ito 63 in 1973•74 to 197'7'~78, thus 
recording an ilictease• of 37.0 per cent. This! increa&e 
was mainly due tQ a larger nmnber of detailments 
resulting frOIIl ' defe4t1ve or broken.· springs ot suspen
sions, whichi increased from 5 to 9; due to defcetive 
wheel or tyre which! ibcreased from-6 to 17; 'and due 
to.broken cold axle which went up'from 1 to·4. Thus, 
there has been ' almbst three-fold ·increase in\. derail
ments due td · defecMe wheels or tyres, the deteriora
r;on being mairily· 'on thb. Centra);. and Eastern Rail-

(Annexure!t LXIll &I LXIV) 

77. On• the metre gauge, derailments of passenger 
trains due to carriage- defects increased fromi 59 dur
ing 1968-69 't0• 1972-73 to 68 during 1973-74 to 
1977-78 .. 'the increase was due to a larger' number 
of derailments mainlY! due to binding brake lilocks or 
defective brakes ot'bmke power, the number of which 
increased ftem 1 ta-·6 in;tli.e two respectivb 5-year 
periods. The· railway-wise position of derailinents of 
paSsenger • trains due 1 to carriage defects is given in 
l}miexur~· LXIX. (Annexure LXVill) 

: : 78! Derailments. of· other trains accordi11l: to the 
type of defects- wagolzs.--On the broad g!fuge, the 
number of derailments of other trains attriblltable to 
:iefects in wagons increased from 287 during 1968-
69 to 1972-73- to391l during 1973-74 to 1977-78, 
an ;ncrease of 38.7 per cent. The increase Wall mainly 
due to .. a. larger number of derailments on the Cen
tral~· E?ult'er!J.; Sduthern, South Eastern and I Western 
~ililways. We wish to point out that the 1 position 
had shown very significant deterioration on the South 
Ea~t_ern _Railway where the nu_mber of. such derail
ments attributable to defects in wagons increased to 
147 during 1973-74 to 1977-78 as compared to 78 
in tl1e previous 5-year period. 

(Annexures LXIII & LXV) 



79. The types of defects in \vago;" dne •to whiCh; 
derailments of other trains' increased ·.during ·1973•74 ' 
to 1977-78 as compared to· the previousf··5•year·-
period are -summarised- 'below :-·-· ·'· ' :.-_, ·»I 

. · . . N\IIIlberqfderatail"'(lnt_s, _ .. · .. ' 
, . · o~ qther ~~~ins Percen\agc 

Type of defectmg wagon .. . - ---' 1 i ncreasr(3)' 
- · •: ·· •. · · 1t968-69 ·1973'74 -(2)xtoo ··; 

;•J";) -rto i J. !Jto · . -...:......;+£....!."'='"" 
. ~ ~· . .19,~2-7;3 ,-}97H8 _.; (2)c 
:I~iDefectiveorbrok~'n~~ 10 f+: i~ 'm·n _,_:- "1 ,! 'J.i 
-~~springS or·.slisPen- · r; - in·_,. -l~ ) 

.sions -l .,. - ..• · ··-~ , il.-4- .51· ·.r?.O,'O -
2. Breakage of under- " , . , . ; • . 1 .. , ; 

gear and vacuum 
or)>rakefittings : 26·7 

3. Defectiveorbroken 
. ·axle boxes· • . . . . . ., If/ \ 1 , 25 ·. · . 
4.--Bindiogbrakeblocks -. J : •. , ·• • ,-. 

47 ·I 

. or _defectivellralles · 
orbra)c~power . ., ' 8 · 

S. Dofective wheelor · o~·-,, 
IS 87·5 · 

J I ~ I 

; tyre· " . . 
6. •Broken axle :o or 

• jQurnal . ~ iJ'" 
(a) .J;!ot axle . 

. -{b) Cold ar~~. . , 
:], • Seizejl rollerkear-

ipgs . , • 
8: ,Coup~ngf&i~u~es" •. · 
9. Defec~Lv~u,lf~rs , 

10. D ,r~ctive · bogie · · ~,(,~r hangers '. r:.r · 

25" 1 • 

. ! ' ( 

._'II'; -

1 r :!\2r 
· ,J; r.U 

at 
' i 

. ··,69· . 
. ,, _.; 39. 

.•'. 24'0' 
·: J ' - i 1 . 
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The \j)Ositiorl ,has •deteriorated, apecifically·,on ':the 
Central,: >Eastern, 'South 1-Eastern · .ani:L·. ~I'W,esterri\ 

R~wa.~s .. ·. ', . r . ,}t\-\pjlew?s~tcfif.~}t.~Yc),1 

·.t80.-,0n- the··metre .gauge.mfciJnruan Railways, •theJ 
number :of/derailments of iotber qains ·JWmt!up -from 
443 ·-during :1968~69 ,.to '19'l2-15.!1XJ.1483 rinit1<973,74-
to r197'7•178, ·.alic•inerease oft91per~cent. -~This increaser 
wastmairtly•due toTa•larger,numberrof_,demilnlents.rom. 
the North Eastern, ·:Southern ;.andc Western !Railways.o 
'J;he,inc~;~e,\i'D, the Southern Railway was from 33 
to 55 and ori the Western Railway from 86 to 126 in 
th.~rt\fq.,+~~Rey~\fp .. ,S,;:y~ ,Il~~" 1t · •, ·, ~.: 1 • 

.· · · . · _.. · , 1('AlilnexuresmXVIII•& .. cxx~: 

'·sr., The .i!l~reilse _Ui't!;le riijj_\lJ¥'.}\(..,d~r~U.\TI~ii£5 of: 
o!hei, tn;tins · 9n ~t~e, .me~re_ g;t p,ge,_: '.d.ur.i!J:g ·~-~m~ 74, J't 
197.1" 78;. \¥~S ,IIli!.~ly ~tue)o iiie ·. fQ!JO'flJ?g.,cJ,eJ!',CJ~ 1p_ 
V:'~g~ps :- , .,,}, . ., ., ... ~· ... · . :, ; , 

, · 1 / • 1 Number of derailments' !'<tcontage• 
of other trains lncreo?se 

.• , • ~-, I•·:· .\ ·: .,,. .. ,•-:(3).,_,(~Jd 

JYP•<1~4efec_t .,111.\Yi".f;OJl . !968-69' ... 1973-74' h-···c""""~OO: 
,. -;--. ,, •• ··,' ... , t -· :to; , r:.;~- _,)tO-i· ·,,··~ ~ ,,, 

. , , . -, &~n·n . t977•78 -, · , . 
y-.:Breakai:eOfUriife~;-:-.. ,-.r,...; "n:-+ v, ~:=:;" ... -,' 

--. -aea-r-: and--va~um - ·- -· --- ----:.---- --- ·-· 
· w·or'brakefilfiriss' · .' · -·''49· 91. . ss ·7 

·•··[r:n·n•;-:J,r'j.- 1 
.~.-p_~fective~-,vl1e.e! or 
· ·. tvre . ' ' . 13 18 38 ·Sa 
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jou~nal · _____ __ _ ___ -----
(a) Hot axle 22 ''JZ'I """"¢5·."5 
(b) Col<loaxle ;!6 : 43 ,,,,. ; ·6~-lfl 

' 

.. 
Tl10 tailw~iyMivise.··position. of.- derailments of -otl'u:r· 
trains-..liln:tileT·.riletnle~ug!:, .acco.Idi.ng. to the .ty~. of, 
vragon-rdefecm, . is :gillen_ ilt· 4nn~JII.Ifed ... XX. , . . ;, , · 
. ;' 'r' ··· .: 1\· . >:rlu "(Annexti~e· LXVIII) 

.• :..--~~~ ... t..J-111.]lllhJJI);[ '•L 't 

.::S2.Jucidence· . dj.·. rderailme;I/S · due . . lo .engine: 
defects.-.on..rthe :buoad .gauge, ·.t;hl:l'e Y<as~. a,·,marlc® 
dfo.llj;,r ·;h!l ~nci~c.e 1 of Q!:~1J}).ille,nts due to engine 
defects j:>er million train . kilometres to 0.028 during 
1-968·69 to 19J7Q-73. from .0.063 in •1963,.,64- ~o•l967-
68: .;r@wing;·.:l9.J3~7JI, .oo rib9'i\7.-78, -there rt.Yas, how
ev.er.la: .. slight ;increase in the incidence _.to ~>.033. ·The 
position deteriorated .on· the iNorthem -Railway ·w}leser 
tim -Incidence Jincrease!L Jto u0.044 :and· • 0.043 ,in· ~e 
lasrllWoi5.year periods as· compared to-D.Q31'.in 196l..., 
64 ro 1>967•68,~ -OQ lth~South.EastePn,Railway.-.al81i>;:~ 
the incidence1of da:ailments due• ito defects: in -ongines 
went •UP lldur,ing 1913-74 •10' 1J971c~8 ·liD -().027 rollS 
compared to 0.016 during 1-9.6.8•69·11:> · !1)7!).,1:13 'i!nd · 
QJ)l:B !.ill 1969,;64 tp 1967"!)8.. On the Central and 

· E~~tern Railways, the i~cjdence increas,ed during 
1-9.1.3~z 4 · t,o' ·1·~17-78 a~. ~O,n:t.pared to lthe: previoutM~ 
Y~!lr ;Period:-:-'· · · .. · ' ; "- · , • · (Annexure 'L;:lOC'f)' 

' . 1- , ., •:!~ '._., ': 1 , 0 1 1 ·, JJ • ' • ' I' ·,1: 

,j3~_,..pq; .. ~he .J;tle.l;r~1 ga~J.gt; .pf the ,.JqdWI .Railways., 
qftec, .a. :mar-ked, prpp. jn .~e dll_!liden~e. Qf ~~ts 
~"tG- df.\fc.l:ts,_lq.,~es £rom,,Q,330,i4m:ing 1!)63~64, 
to, ;~-967-~B. t41 ,f).~!) iJ;L jL.!)6S-69 tCJ, ~97~7~. ~)j~r,e . 
wa;s.,i!1~e;-in -the i,n<;idence ~o t>.lJ2._,d.i!,:iQg -l973r:7.,4 
tp-.:lr:97~7~,, , .W-<: ~ ~t,-c9J:l,t;illuQJ!s. ,4eteP9.ra~· 
b!\S 1 ~~~!;0 i.J;>Ijie(l ,on. tJj~,-~~ . .R.a.i,J.Wa.Jii t ~e_ ~II!:i• 
dence was 0.181, 0.198 and 0.258 respectii!OO', dmiint: 
the three 5-year periods. On the North Eastern, 

. S_oufh ~<ili!I'al ~and Weitem ~ailwa~; 'tllere was dete~ 
norati0n'dllring·1973-74 to 1'977-'lS.•n 0n file' North-', 

. eru;t"JFt-oJitm;, .rutd: /Southern Railways. the incidence , 
, of d~railment~ due to en_gine qef~cts' per ,mi11iQ1l lr;jir 
· kitometr,es 1llas' t&,ord~d' fontiri1,1.ous' imnrovell)enf · 

( .. : sm:; ~ J~"H; ( ::!·~·,·,.., ~· ·') ,, ~. , ~~.,.-· .- : --,-,1 

· -.. ic_ ·'• W .cr-QI nt t'r·-~ ."J ·'' ,(A.IIIl!<llll~·.J,.XJCj,H_, 
' 84. Derailments due to defect$· in · c'ngines~krssl!i · 
fied. ~,.fR1bPf~ ~\!Pi (!fr ,the-lltd,iJut ,~~ilways, 
increase :in 'the number of derailments to 55 durin_g 
197~-74 to•1'977-78'·aS"•oompared to 44'\in·,the ·Pi'e
vi@usr·<S•year'<)!ieriod ·-wasP.' mainly cdueo:to defectivP. 
wheels • or~.>tyl'es• •and brea'k'age Of axles if1r ~journals· of 
looomotives';.I(Il>erllilments ~ue ·to en$!ine iderects·elas•• 
sifted· accordiri~ ·1o ~he nature of defect <>n the 'Lon at' 

,railways is indicated in Annexure LXXIV.· , ., ;· ·' 
, ~,;· 1· --,~; :· · (AnneXllre·LXXIH) 

. .- . ._ I -,. ! ., . ' , 

\Jl$,0Pn the,.i1):1(11re ga~,>G>f the Indtim Railways, 
the increase in• number of derailments to 84 during 
!?73:J'74 to J•97J_-:_78 as 'eotnjlared to 77 in the _l)Je.: 
VJous S:vear- 1)enod was due to breakage of lundet~ 
gear or braket·fittings, defective brake. uowero' whiclr 
det~riorated A;ontinuou•J,y from nne 5-vear 1'~r4ld to 
the....next.- -The number of -derailments on zonal . .r.ai-1-

, 'IMII-JIISnC~sified,1!tcQrdine to, :tbe-onaf!Ure :-of defect ;-in 
engille5;-,is, giv.en- ~~~ oAillW~ure ,,LX:xvtli. : '·: , , , : . 
'"//: 1 -"'· ··n,.A l (Annexure LXXVY 

. ,.--86! Deraflnients dut •to mll'li>e:llnnl!ffr~;< ('au.ves-das
sifiedc-4>rr ~therrbt'oad 'l!'anee <0f• >fhe iJ>lnlan Railwavs: . 
llhe -nnmbenof ~erailments'·•r.attr.ilrulllhle' 1'0 · miscella

·Reo_irs• caukeslld~li!fed~'t~ntinu<mslyr.froln _1lne"!i~year 
peribtl,.tCII"the nexf.,.~ ?I "' (-:').~'"'; .· rT!, ' I ••l 



' Coming to the detailed causes, we find that the 
number of derailments due to obstruction caused by 
road vehicles and by signalling failures have increas
ed, while those d1,1e to other detailed causes have 
declined. Out of 18 derailments during 1973-7 4 to 
1977"78 due to obstruction caused by road vehicles, 
13 occurred on the Northern Railway alone. 

(Annexures LXXVIT & LXXVIII) 

-87. Qn ~the metre gauge, the number of derail
ments attributable to miscellaneous causes has shown 
considerable decline, · driring the 10 years under re- · 
view, as compared to • the position obtaining during 
1963"64 to 1967-68. During 1973-74 to 1977-78, 

· out of 245 derailments' attributable to miscellaneous 
cauSes, in the· case of 61 (or 24.9 per cent), the cause 
could· not be determined; the largest number, i.e. 26 
being· on the Northeast Frontier Railway, followed by 
12 ·'On the- Western Railway. ' 

· Annexures LXXIX & LXXX) 

->88 .. -Staff held respo~ible for· derailments.-We 
find-that, out of 5090 staff held responsible for derail
ments on all gauges of the Indian Railways, 1458 
or 2!!.7 oer cent were drivers. This was followed by 
1'137 employees· (or 22.3 per cent) in the categories 
of train· _examining staff and_ carriage and wagon 
maintenance staff. It- is also seen that 431 perma
nent· way· iospectors and 439 . other_ permanent 'way 
st;tfhvere also .held responsible for derailments;_ taken_ 
to~ether; '.these categories accounted for 17.1 pet cent 
of the· t_otill.' . r ' ' 

.-o:fhe railway<-wise position ot tne stan ne1a respon
sible for- derailments is given in· Annexure LXXXII. 

·(Annexure LXXXI) 
], -,I ["! • 1 '' ""I . J ' j 1 

89. Casualties_ and .damage~ due to derailments.-. · 
The railwav-wise position of casualties and damages 
due;to derailments from 1968-69 to 1977-78 is given 
i!l ,Annexure .LXXXIII. 

'1 ' •• 

A.CCIDENTS .AT, Lt:. v t:.L J,;KV1»).1NU;:o 

_90. Number~ and' incidence of·-accidents af level 
crossin!!S.-On the Indian Railways, taking all gauges 
together, the- number of accidents at -manned and un-, 
manned .level crossings, ,declined ; steadily, from one• 
5-vear. period to the next. The- position· was· as· 
follows :-· , · · 

N•J'll'>er of "'i1ents 
Ty?e of .1~\~el: cro:s~ing , ~ 

'1'963-64 !'968-69'' 'J973•74 
to to 1 ·-·to ~, 

1967-68 1972-73 1977-78 
M~Mcd ·. 202 - 186 159 
Ul)inanned 441 424 390 
r, 1 I, • . 

Total 643 610 549 

· The number of accidents on the broad ·and metre' 
J!llUI!es. durin~~: the three respective 5-year neriods, is 
shown in Chaq: V, \ (Annexure LXXXIV) 

, 91. The steady ·declining trend is, by-, and large, 
noticeable on the three 113uge ·systems,: taken sqia
ratelv. rxceot ·on the ·metre gan!!:e, ·after ·a' droo in 
the P\Jmber of accidents a~ unmanned level crossings 
to 185 during 1968-69 to 1972-73, as compared to 
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190 in the previous 5-year period, the number went 
up to 198 during ·1973-74 to 1977-78. The number 
and inCidence of accidents at level cro~sings, ycarwisc, 
per million train kilometres separately for the broad, 
metre and narrow gauge systems of Ind:an Railways 
are given in Amrexures. LXXXVI to LXXXVII!. 
From the ·railway-wise position of accidents at level 
crossings we find that, out of 1159 accidents at man
ned and unmanned level crossings on all gauges dur
ing the 10-year period from 1968-69 to 1977-78, 
the largeSt -nwnber; i.e. 277-or 23.9 per .cenf occurred' 
on the Northern Railway. This was .followed bY" 172, 
169 and 157 accidents on the Southern, North Eastern 
and Western Railways'. 

(Annexures LXXXIV, LXXXV & XCV) 
'•. 

192. Accidents at level crossings correlated to the 
density of rail traffic.-When correlated to the densitY 
of tra:ffic, we find that the incidence of _accidents at 
manned level crossings per million,,train · kilometres 
has shown a steady drop, from one 5-year p~riod to 
the next, on the broad, metre and. narrow gauges, 
taken separately. The same trend is noticeable in 
the incidence 'Of accidents at unmanned level crossings 
on the broad gauge. On the metre gauge, however, 
the incidence of accidents at unmanned level cross
ings, having dropped to 0.26 during 1968-69 to 1972-
73 from 0.28 in the previous 5-year period, : again 
went up to 0.31 during 1973-74 to 1977-78. · ' 

(Annexure· LXXXV) 

93. Level •crossing accidents · co"e/ated to popula•· 
tion of ilevel crossings.-· The. rate of accidents per: 
manned level/ cro5sing .. dropped to 0.0022 durin)!: 
1973-74 to 1977-78 as compared to 0.0025 and 
0.0026 during 1963-64 to 1967-68 and 1968-69 to 
1972-73, respectively. On the Northern, North East
em,, Northeast Frontier-and' South· Eastern Railways, 
the ·rate of accidents per ·manned level crossing has 1 

remained con5istently higher than the all-India aver
age during the-:10 years rundev review.· '· 

(Annexure xq' 
94. The rate of accidents at unmanned level cross

ings 'during the 10 years under review was 0.0035 as 
comnare4, ·to · 0.0~34 ·during the. period . reviewed : bv 
the Waric'hoo Committee. On the Northern, North 
Eas~l'!l and Southern Railways, the: rate of accidents 
at'_ uninanned level crossin!!S was- consistently ~i,l!her_ 
tha!l the all-India. average. durin~~: the t 0 years under 
revtew; '··1 (Annexure XC) 

J.S, 'Accidents at W:el crossin11s involving passenfer 
trams ,and ather., trams. , take•t .wmaratelv.-On the 
broad and metre gauge svstems of the Indian Rail
wavs. the number of accidents at level crossin~~:s ac
cording to the type of train invo!ved-was as follows:-

'., Number of accidents at,level crossing~'< 
TrJe "ftr~ininvolved' 

Pas,senger trains 
@~1nr trains · 

1963-54 
tn 

1967-68 

338 

256 

1968-69 
to 

1972-73 

1973-74 
to• 

1977-78 

. 359' 355 
!98 ,,, 171 
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The increase in accidents at level crossings involv
ing passenger trains during the last two 5-year 
periods as compared to 1963-64 to 1967-68 was 
mainly due to more accidents at unmanned level
crossings on both the bro!\d and metre gauges. 

The year-wise incidence of accidents invoving pas
senger trains and other trains at manned and un
manned level crossings, on the broad and metre gauges 
combined, is given in Annexure XCITI. The position 
in th;s regard on the zonal railways is shown in An
nexures XCIV to XCVII. 

(Annexures XCI, XCII & XCVIII) 

96. Accidents at manned level crossings-cause
wise.-From the causes of accidents at manned level 
crossings on the Indian Railways, we lind that, dur
ing the period 1968-69 to 1977-78, the largest num
ber, i.e. 181 out of 345 (or 52.5 per cent) occurred 
due to open or improperly closed or secured gates. 
This was followed by 73 accidents (or 21.2 per cent 
of the total), due ~o road vehicles' crashing into the 
lifting barriers or swing type gates or breaking the 
lock and opening it. Another I 6.5 per cent of the 
total accidents at manned level crossings were caused 
by road vehicles coming on to the level crossing 
where barriers on the other side had been closed or 
due to road vehicles breaking or opening the chains 
at a level crossing closed by chains or road vehicles 
left at level crossings or infringing the track. Dis
regard of signals by drivers resulted in 4.3 per cent 
of the accidents at manned level crossings. 

·(Annexure XCVIII) 

97. On the North Eastern Railway, 40 out of 63 
accidents at manned level crossings occurred due to 
open or improperly closed or secured gates; the same 
cause was responsible for 26 out of 34 accidents on 
the Northeast Frontier Railway and 22 out of 27 
accidents on the Western Railway. This is a pointer 
to the laxity in observing the working instructions at 
manned level crossings. We also lind that on the 
Eastern Railway, 8 out of 29 accidents or 27.6 per 
cent, during the 10-year period under review, occur
red due to road vehicles breaking or opening the 
chain at a level crossing. Another 6 accidents 
occurred due to disregard of signals by drivers. 

(Annexures XCVIII & XCIX) 

98. Accidents at unmanned level crossings-cause
wise.-During the l() .. year period from 1968-69 to 
1977-78, we lind that, out of 814 accidents at un
manned level crossings, 811 occurred due to the 
fault of road users; and in the case of only 3 acci
dents railway staff (drivers) were held responsible. 

99. Acciden.ts at level crossings-State-wise, ac
cording to the type of vehicle involved.-The largest 
number of vehicles of. any single category involved in 
level crossing accidents were motor trucks. During 
1968-69 to 1977-78, 434 motor trucks were involved 
in level crossing accidents forming 37.5 per cent of 
all vehicles i1:lvolved in accidents at· level crossingS. 
The extent of involvement of other types of vehicles 
in comparison to the position obtaining 3t the tim~ 
?f the Wanchoo Committee is ?iven below :~ · 
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1963·64 to 1968-69 to 
1967-68 1971-78 

Type of road vehi- -------
cle involved Number Percentage Number Perceflt3£ e 

M ~tor trucks 219 38·8 434 37·5 
Passenger buses 39 6·1 102 8·8 
Taxis, cars and 

jeePs 48 1·4 ·129 11·1 
Tractors 25 3·9 172 14·8 
Tongas 3 0·4 . 11 1·0 
Bullock carts 182 28·4 284 24·5 
Others 97 15·0 27 2·3 

I 
643 100·0 1159 100·0 Total . 

It will be seen that involvement of tractors has in
creased from 3.9 per cent during 1963-64 to 1967-
68 to 14.8 per cent during the 10-years under review. 

In Punjab, tractors formed 44.7 per cen~ of all 
vehicles involved in accidents at level crossmgs; the 
extent of their involvement in Haryana 11nd Uttar 
Pradesh was 22.6 and 20.7 per cent respectively. 

(Annexure C) 

100. Involvement of motor trucks in accidents at 
level crossings.-The highest involvement of motor 
trucks in accidents at level crossings was in the State 
of West Bengal. Motor trucks formed 62 per cent 
of all vehicles so involved. In the State of Assam, 
Gujarat, Madhya Pradesh and Rajasthan, involve
ment of motor trucks varied from 45 to 50 per cent; 
in Uttar Pradesh and Bihar it was 42 per cen~. 

(Annexure C) 

101. Involvement of bullock carts if! accidents at 
level crossings.-In the State of Tamil Nadu and 
Andhra Pradesh, almost 60 p~r cen~ of the total 
number of vehicles involved m acciden~ at level 
crossings were bullock carts. In Orissa, Karnataka 
and Maharashtra involvement of bullock carts was to 
the extent of 37.8, 33.9 and 31.4 per cent of !he 
total number of vehicles involved in level crossmg 
accidents. 

(Annexure C) 

102. Rate of accidents at manned level crossi'!gs 
provided with/without telephones.-In a study whic~ 
we undertook regarding accidents at manned !eve~ 
crossings provided with/without telephone_s, · on the 
basis of information furnished by zonal .raii_ways for 
the period 1968-69 to 1977-78, t~e relativ~ mcid~nce 
of accidents at manned level crossmgs provided With/ 
without telephones was as under :-

Provided with Not pro
telephones vided with 

telephones 

Number of accidents at manned level 
112 201 · crossings . 

Total number of manned level cross- 7031 
ings • 

Rate of accidents per level crossing 0 ·02 

4096 
0·06 
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lt will be seen that the rate of accidenls at ma1med 
level crossings provided with telephones was much 
less than that at level crossings not provided with 
telephones'. {Annexure CI) 

103. Categories of railway staff held responsible 
for accidents at manned level crossings are given in 
Annexure err. 

FIRES IN TRAINS 

104. Number of fires in trai~s.-On the broad 
gauge there w~re 38, 25 and 14 fires in trains per year 
on the average during the three respective 5-year 
periods. The corresponding figures of fires in trains 
on the metre gauge were 18, 5 an_d 4. The same 
trend is noticeable in the incidence of fires in trains 
per million train kilometres. (Annexure CIII) 

The number of fires in trains on the broad and 
metre gauges, during the three 5-year periods, are 
shown in Chart VI. 

105. Incidence of {ires in trains, railway-wise.-On 
the broad gauge, during 1968-69 to 1977-78, the 
highest incidence of fires in trains per million train 
kilometres, i.e. 0.11 on the Western Railway, follow
ed by South Central and Central Railways where the 
incidence was 0.10 and 0.09 respectively. 

(Annexure ClV) 

106. On the metre gauge, during 1968-69 to 1977-
78, the highest incidence of fires in trains, i.e. 0.06 
was on the North Eastern and South Central Rail
ways. (Annexure CIV) 

107. Incidence of fires in passenger trains and other 
trains.-Taking the broad and metre gauges together 
on the Indian Railways, the incidence of fires in pas
senger trains per million passenger tr!lin kilometres 
has shown a declining trend from one 5-year period 
to the next. The same trend is to be seen in the 
incidence of fires in other trains per million other 
train kilometres on the broad gauge. In the case of 
other trains on the metre gauge, after a decline to 
0.003 during 1968-69 to 1972-73 from 0.05 in the 
previous 5-year period, the incidence rose to 0.02 in 
the last 5-year period. (Annexure CV) 

108. Number of cases of fires in passenger and 
other trains, railway-wise.--Out of 241 fires ln all 
trainS, during the period 1968-69 to 1977-78, 199 
fires (or 82.6 per cent) occurred in passenger trains 
and 42 (or 17.4 per cent) occurred in goods trains. 
The largest number of fires · in passenger trains, i.e. 
48, occurred on the Central Railway, followed by 36 
on Western Railway and 30 on South Central Rail
way. The largest number of fires in goods trains, 
i.e. 18 (or 42.9 per cent of the total) occurred on 
the Western Railway. (Annexure CVI) 

109. Causes of fires in pasenger trains.--On the 
broad and metre ~auges, the most prominent cause 
of fires in passenger trains was defect in or failure of 
eleetrical equipment or short circuiting. This factor 
was responsible for 46 out of a total of 199 (or 23.1 
per cent) fires in passen~r trains which occurred 
during 1968-69 to 1977-78. During the same perio.d 
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the largest number of fires in pass~nger trains i.•. 12, 
occurred on the Central Railway followed by Hl 
and 8 cases on the Western and South Eastern Rail
ways respectively. - (Annexure CVII} 

110. Negligence by passengers and other outsiders 
in throwing cigarette ends, lighting of fires in carriJ!_ges 
and carrying of inflammable goods were respo~ble 
for 42 fires in passenger trains, forming 21.1 per 
cent of the totaL The largest number of !ires in pas
senger trains due to such causes, i.e. 13, occurred on 
the Northern Railway, followed by Eastern and Cen
tral Railways with 10 and 8 cases respectiv~ly. 

(Annexure CVII) 

111. We find that in 71 fires in passenger trains 
on the broad and metre gauges, which com~ !O 35.6 
per cent pJ the total, the actual cause of fire remained 
undeternlined. (Annexure CVII) 

112. On the Central Railway, in 24 out of 48 fires 
in P?&Senger trains, which occurred during the; 10-
year period, the cause remained undetermined; on 
the Western Railway there were 20 such case§ out of 
a total of 36 (or 55.5 per cent). (Annexure CVIl) 

113. Causes of {ires in other trains.-Out of 42 
fires in other trains on the broad and metre gauges, 
during the 1G-year period from 1968-69 to 1977-78, 
the cause could not be d_eternlined in 16 forming 3 i 
per cent of the total; in another 9 cases, the cause 
was accidental. Negligence of railway staff in the 
exanJina~ion of loadmg of explosives, dangerous or 
inflammable goods, rough shunting, wrong marsh!ll
ling, etc., was responsible for 7 fires in other trains 
out of which 5 occurred on the Western Railwa}'! 
alone. (Annexure CVlli) 

114. Fires in EMU zrains.-During 1973-74 to 
1977-78, there were 9 fires in EMU trains on the 
broad gauge, as against 6 during 1968~69 to 1972-
73. Out of the aforesaid 9 cases, 4 occurred on the 
Central Railway, followed by 3 and 2 cases on th~ 
Western and South Eastern Railways respectively. 

vn the metre gauge, there was no case of fire in 
EMU trains during the 10-year period of our review. 

(Annexure CIX) 

INDICATIVE ACCIDENTS 

115. In our review so far we have dealt with con• 
sequential accidents, viz. collisions, derailments, ac
cidents at level crossings and fires in trains. There 
are other types of accidents, viz. averted collisions; 
breach of block rules, trains passing signals at danger 
and train partings which are termed as 'technical' ot 
'indicative' and which carry the seeds of serious 
accidents, although they may not result in a serious 
accident, owing to some fortuitous circumstances. Til& 
nature of lapses which lead upto averted collisions or 
breach of block rules or result in disregard of signals' 
are fundamentally not different from acts of omission 
and commission which result in an accidet!.t with 
grave consequences. It is, therefore, essential that" 
serious note should be taken of such accidents'. 



116. We had called for the figur=s regarding avert
ed collisions, breach of block rules, disregard of 
signals and train partings which occurred on the zonal 
railways during the years 1968-69 to 1977-78. The 
figures furnished show the occurrence of accidents of 
these categories to be incredibly low on some of the 
zonal railways. For instance, on the Eastern Rail
way 4 averted collisions occurred In each of the 5-
year periods viz. 1968-69 to 1972-73 and there was 
no c~se in 1973"74 to 1977-78; only one case of 
breach of block rules occurred during 1968-69 to 
1972-73 and 1973-74 to 1977-78. Viewed against 
the significant rising trend of collisions on the Eastern 
Railway during the two 5-year periods reviewed by 
us, as compared to the period 1963-64 to 1967-68, 
the fi.l:ures of averted collisions and breach of block 
rules furnished lose much of their credibility. This 
holds true in case of the incidence of averted colli
sions and breach of block rules on some of the other 
zonal railways ltlso. -

Similarly, we find from the figures furnished to us 
that there has been an incredible drop in the cases 
of train partings during 1973-74 to 1977-78 as com
pared to 1968-69 to 1972-73 on some of the zonal 
railways. For instance, the number of train partings 
on the Northern Railway dropped from 92 to 17 on 
the broad gauge and 81 to 3 on the metre gauge, on 
the Soutl!erR Railw~~oy tli.ese dropped from 91 to 22 
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on the broad gauge and from 166 to 21 on the metre 
gauge during the two 5-year periods under review. 
Understatement in ~e reporting of these types of ac
cidents was found by us during scrutiny of accident 
records on some of the divisions and this fact was also 
ad!.llitted by the management at the divisional and 
headquarters levels on the zonal railways. 

117. There is no gainsaying the fact that the atten
tion of the Railway Administration can be focussed 
on the danger potential inherent in thes~ types of 
indicative train accidents only if there is trutbful re
porting of their occurrence. Any analysis on our part 
of the incidence of these indicative train accidents, on 
the basis of the data furnished by the zonal railways, 
which <tppeared to be palpably doubtful, would have 
been an infructuous exercise and would have led us 
to draw conclusions which would have been wide off 
the mark and would not highlight the actual position. 
We have, therefore, refrained from making any re
view of these types of train accidents. We strongly 
urge the Railway Board and the Railway Adininistra
tions to evolve a suitable foolproof methodology which 
can ensure the truthful reporting of indicative acci
dents so that measures aimed at preventing their oc
currence can be evolved and implemented. We have 
commented on this aspect m Chapter XII Accident 
Statistics. 



CHAPTER ill 

THE HUMAN ELEMENT 

ll8. Significance of hwnpn eleme11t.-The detailed 
review ot acciden~ during th!! 10-year period from 
1~68-69 !o 1977-78, presenteq by II!! in Chapter ll, 
brings out that a substantial number of the accidents 
are caused by the failure of human element. Ev~n 
where accidents are caused by failure of materi!lls, 
equipment and systems, in a large number the cause 
can be traced to failure of human element due to poor 
maintenance or workmanship, inspec!ion, etc. In 
AnnC<xure C'.h we give the number of consequential 
accidents in which staff were held responsible din:ctly 
or indirectly. During 1968-69 to 1977-78, on the' 
broad and metre gauges, out of 7957 consequ~ntial 
accidents, in which the cause was established, 3218 
or about 40 per cent were caused due to dirCC! failure 
of stalf. Further, in 2430 consequential accidents, or 
31.0 per cent of those in which the cause w~ esta
blished, staff were involved indirectly. Thus it is 
seen that staff failures, direct or indirect. were res
ponsible for 71 per cent of the consequential !lCci-
dents. · 

This highlights !he significance of human element. 

ll9. Personnel Management.-since human failure 
account for about two-thirds of the total number of 
railway accidents, ensuring proper · perlormance of 
work by employees at all levels in the organisation 
has to be an important part of the effort !o promote 
safety on th(l Railwa~. It is in this context that 
sound personn~l management has a very important 
bearing on railway safety, especially since railway 
working ~ highly labour-intensive. 

120. Personnel management is. now recogmsed to 
be an important function in all organisations, medium 
and large, and covers a wide range of activities like 
manpower planning, recruitm~t, training induction,. 
deployment, promotions, transfers etc., industrial 
relations and collective bargaining, regulation of disci
pline, grievance processing, welfare and so •Jll. It is 
also now recognised that optimum performan~ of 
the personnel management function calls for specia
lised professional training, including training in 
beh.avioural s~iences like industrial psychology and 
SOCiology beszdes laws and rules relating to an orga
nisation. Acquisition of the Skills of negotiation, 
human relations and problem solving ~ also neces
sary. An a~equate exposure to such supjects, con
cepts and skills is necessary not only to personnel 
managers but also to line managers to enable them 
to cope adequately with the multifarions problems 
that inevitably arise when dealing with a large number 
of workers. · - · 

121. Our enquiry indicates that the railways ins
pile of the v!lst work-force that they employ, 'have! 
not so far pazd sufficient attention to building up of 
!l p7rsonnel Ifia!lllgement organisation adequate botli 
m SIZe and quality, although very recently a beginning 
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is stated to have been made in establishing such a 
specialised organisation. The view that seems to have 
pr.:vaued in the Railways so far hilS· heen that per:: 
sonnel management is coterminous with admiiiistra
non of rules framed for employees. Thus, the posi
tion of Chief Personnel Ofiicers on the most zonal 
railways are filled from among the senior· departmentiil 
officers JlCCOrding to availability. Even very large 
railway worksho~s employing several thousand work
ers do not seem !O ha.ve any properly trained per~on
nel officers at senior levels. Whenever minor or 
1uajor 'confrontationS deve~op witli employees a! local 
levels, there is no personnel ~n witli proper under
standing of industrial relations and !fad~ union beha
viour, to help and advise the officers who may have 
to face th~ employees. A large numb!lr of officers 
and supervisors frankly express~ ~ s~nse of helpless
ness, in dealing with what they call~d labour indisci
pline, erosion • of authority and declining work 
standards. We, therefore, recommend !hat :-. 

(i) the railways ~hould se~ up, opeedily, aii. 
adequate personnel manageme<n~ orgl!nisll
tion manned by persons with proper profes
sional training and the right aptitude, and, 
such organisation should reach all levehl and 
points on the Raiways 111 which !!dministra
tion h~ to qC{Il witli larg~ number of 
emplo)'ees; 

(ii) the departmental officers and supervisors 
Who have to lead, take work from and look 
after the -problems of workers, ~hould be 
adequately exposed to the varions subjects, 
concepts and skills in the arCil of manage
ment of p~ple. 

122. Lack of discipline and erosion of authority.
That there is lack of discipline, erosion of authority 
and decline in work standards ~ a genC<ral complaint 
on the railways. The situation is worse in some zonal 
railways, namely, Eastern, North~r!l. North Eastern, 
Northeast Frontier and South Eastern than in others. 
It is, of course, not possible. that railways can stand 
insulated from the general social embaince . in this 
respect. To bring about a change for the better in 
this social embiance is a challenge to the society as a 
whole and especially to the political leadership of .the 
country. That, however, should no~ become an alibi 
for the administration on the railways not doing what· 
ever is within its powers, to cope with the problem. 

123. The erosion of discipline and decline in work
standards can arise from legitimate discontent and 
frustration among workers due to unsatisfactory in
dustrial relations, accumulation of and long delay~ in 
the redressal of grievances, unsympathetic and high
handed attitude of some officers and supervisors 
towards workmen and so on. Needless to ~ay, such 
matters are well within the powers of administration 



to deal with, and an effective personnel management 
organisation _backed up by an attitude of scrupulous 
fairness and a genuine concern for the workers as 
people, should provide administration with the cap
ability of dealing with these matters. 

124. Plurality of trade unions.--But indiscipline 
and poor work standards can also arise from other 
causes. · Trade union 'rivalries and more specially 
the role of category-wise trade unions have been cited 
as one such cause. This problem was gone into at 
some length by the Wanchoo Committee and does 
not call for an elaborate discussion by us, although 
we recognise the problem to be a really serious and 
complex one: We would simply retierate what the 
Wanchoo Committee had recommended that from the 
point. of view of discipline among staff, functioning 
of the administratioQ. and the workers themser.,res, it 
is advantageous that there should be only one recog
nised employees union on each railway with a · recog
nised federation at the a11ex. 

125. Category-wise uriioni and associations.--So 
far as category-wise unions and associations are con
cerned, the only way of discouraging them seems to 
be for the. administration to ignore them entirely, 
taking care at the same time to speedily resolve the 

. problem of different categories of workers when tbese 
are brought up through the· recognised unions. We 
have .(!01 the impression that the present attitude of 
the administration towards category-wise unions is 
ambivalent, not recognising them formally, but deal
ing with thein all the same. This can only encourage 
. them. The two recognised federations of railwaymen 
strongly complained that the category-wise unions 
were getting pampered by the -policy of the al:hhini~ 
·stration. The policy of ignoring category-wise unions 
alto!l:ether will, no doubt, be resented by them, and 
some dislocation of operations may result from ,their 
effort to force ·administration to deal with them. Such 
temnorarv dislocation of operations must be viewed 
as the price that must be paid to overcome this pro
blem and bring greater order to industrial relations 
on the Railways. This. strategy, of course, is not 
easv nor painless; but the problem is such as does 
not lend itself to simple and painless solution. Ad
ministrataion must consciouslv build up its capability 
to cope with the temporary dislocations in operations 
forced. by the category-wise unions. 

· 126. Supervi,rors as memberS' of staff unions.
Wherever we went on the zonal railways, opinion was 
unanimous that membership of supervisors in unions 
of railway staff is untenable with their position as 
iunior members . of the management Difficult situa
tions arise ·when a foreman or Inspector who himself 
is· a member of one union has to deal with staff who 
befone: to . a rival union. Even where a fair decision 
is eiven in such a set-up, there is lack of faith amonj!s't 
•taff due to his being a member of .another union. It 
is· also difficult for the management to look for an 
u11biased ~ttitude and iudP.:ement from such super
visors. We are ·strongly of the opinion that mem
ber•hio of suoervisors in staff unions' is not consistent 
with th~ position of supervisors as a part of the 
ma"ae:ement. The exact modalities as to how this is 
to be achieved require serious considt;~ration by the 
Oov~mment, 
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127. Dealing with e"ant workers.-An equally 
serious· cause _of lack of discipline is a feeling among 
workers and even among officers and supervisors 
that administration does not have the strength nor th~ 
will to deal finnly with errant workers. A number 
of officers who gave evidence before us exl?ressed 
~uch a feeling. The front line officers complam that 
if and when_ they try to deal firmly with workers 
guilty of gross indiscipline, the issue gets escalated by 
the intervention of unions and when, as a result, con
frontation develops, .senior levels of adminsitration 
i.nstead of standing by the officer, patch up the issue 
to avoid confrontation and ·the errant worker goes 
scot free. Similarly, it is complained that outside 
pressure from political quarters often brought to 
bear upon the administration to let off errant worker. 

128. We would stress that firmness is as important 
as fairness and sympathy in administration's style and 
strategy for dealing with its employees. It is the 
responsibility of the higher echolons of Railway Admi
nistration to create confidence among front line super
vi~ors and officers that so long as they act in good 
faith and are not high-handled or vidictive, they 
will be backed in ensuring discipline and proper work
standards. Equally, Government also must act in 
such a way that the hands of administration and its 
officers and supervisors are not weakened by extra
neous political pressures. 

. 129. Redressal of grievances.-We got the impres
~Ion from our enquiry that Railway Administration 
~onsiders employee welfare to cover what should 
really be viewed as normal grievance redressal work. 
~e found that the work of processing employees' com
plaints regarding non-payment or short payment of 
1ues, confirmation, seniority etc. is entrusted to wel
fare inspectors. It should be stressed that what the 
~mployee seeks in such complaints is not welfare, but 
what he deems to be his rightful due. Viewed as 
welfare, perhaps, the urgency of redressing the griev
mce gets diluted and this may be the cause of the 
large accumulation of and long delays in pro
:essing employees' complaints. Redressing grievances 
;hould be treated by administration: not as a welfare 
activity, but as extending to the .employee his right
ful due and the necessary sense of urgency brought to 
bear ori this activity. 

130. Staffing of the Personnel Branch.-. The func
tion of redressal of grievances is the responsibility of 
the Personnel Branch. Accumulation of grievances 
which was commented upon in Para 71 in Part I of 
our Report, is an adverse reflection on the machinery. 
Our discussions with officers at the divisional and 
headquarters levels in all the zonal railwavs revealed 
that the strength of staff in the personnel branch is 
grossly inadequate to shoulder the increasing respon
sibility due to greater number of railway employees 
and increasiriJ); awareness amonj!St them of their rights 
and orivilee:es. We were told that over the last two 
decades, due to the ban on creation of posts by Gov
eminent. there has been no increase in the strength 
of the Personnel Branch except for some recent ad 
hoc increases allowed to the Rrulways. We are of 
the considered opinion that· the Railway Board must 
give serious thol!g!It to the question of adeql!ately 



manning of Personnel Branch so that ~ch employee 
is given his rightful due within a reasonable time, 
before it shows up as a grievance. A properly man
aged Personnel Branch should be able to take care 
of the grievances of staff. 

131. Announcement of awards in respect of pay 
and allowances of stafJ.-It was very forcefully repre
sented to us at all levels of management that the single 
factor which has been responsible for the maximum 
workload and pressure on the Personnel Branch dur
ing the last few years has been the sanctions of awards 
by Government which affect the pay and allowances 
of staff retrospectively. Following the announcement 
of an award, while staff clamour for early payment 
of the dues, the Personnel Branch are ill-staffed to 
handle the workload which in some cases may req
uire reference to pay-sheets of employees for the last 
3-5 years. The resultant delays are a source of bit
terness amongst staff. To remedy this situation we 
feel that, all awards should have prospective effect; 
and in the case of an award with retrospective effect. 
Government should indicate the lump SUJ!!_y~ents 
which should be made tO Staff, thUS ooVIating the 
need to go into old records and detailed calculations. 

132 .. Decentralisation of Personnel functions.
One of the General Managers of zonal railways drew 
our attention to the over-centralisation in personnel 
functions which has been continuing on the Railways 
in certain areas whereby the payment of dues, leave 
records and matters pertaining to other privileges are 
dealt with only at the headquarters of divisions for all 
the line staff who are scattered over the division. It 
was stated that this is one of the main reasons for 
increasing grievances of staff, specially relating to 
matters of payment of pay, allowances, advances, 
overtime -claimed and gi1Uit of increments. On the 
Southern Railway arrangements are being tried ont 
on one of the divisions to decentralise these functions 
by locating personnel clerks etc. at station with a 
large strength of railway employees, in major -sheds 
etc. We commend the efforts which are being made 
in this direction and recommend that similar measu
res should be adopted by other zonal railways, for 
efficient dicharge of the personnel functions, which 
give rise to the maximum number of staff grievances, 
in the hope of making railway staff a happier lot 

133. Employee welfare measures.-Welfa.re in the 
correct sense means such activities as health and 
medical services, educational facilities, housing, sport, 
recreation and cultural activities, family welfare pro
granune, provision of clean and wholesome food 
throul(h workshop/yard canteens, and so on. Welfare 
orgiurisation on the railways was discussed by us in 
para 68 to 74 in Part I of our Report. We find that 
at present the so-called Welfare Organisation on -zonal 
railways does little in most of these areas. We would 
uree that greater attention is devoted to welfare in the 
reiit sense of the term and not confuse it with normal 
grievance redressal function of the administration. 

134. Workload of welfare inspectors.--Our atten
tion has also been drawn to the unwieldy jurisdiction 
of welfare inspectors who sometimes have staff strength 
~~~ pi~ as :;ooo to be looked after, It woJII!f, pet'. 
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haps, be impdssible for a single inspector to devm, 
attentio~ to the welfare needs of such a large number 
of employees and to arrange speedy relief. We re
commend rational determination of their optimum. 
workload.· · 

135. Schools for children of railway employees.-· 
We would make special mention of one important 
welfare activity which appears to be a felt need of 
the staff. Concern for the education of their child
ren, we found, is a factor that causes cousiderablc 
anxiety to railway men at almost all levels. Many, 
therefore, try to secure postj!lgs at centres with good 
~ducational facilities and to avoid transfers to or post
mgs at centres where such facilities are not satlsfac
'tory. · This causes problems to administration too 
since . many railwaymen have unavoidably to do duty 
at distant,. out-of-the-way and .backward locations. 
For most railwaymen, it is not possible to work at 
one centre and keep their children elsewhere for their 
education. 

136. Railways have, no doubt, established schools 
at some places for t~e children of their employee£. 
These, however, are too few and far between, and 
can be availed of only by a very small proportion of 
railwaymen. Besides, most of these provide only 
primary education and their standard is also not con
sidered satisfactory by the staff. Since this is a gen
uine problem, .we would suggest that the Railways 
consider expanding these facilities greatly. Since it 
will not be possible for railways to open a school at 
every place where 'its employees work, large · schooli 
with residential facilities could be established in. c~ 
operation with the Central Schools Organisation,. at a 
fairly large number of suitable locations distributed all 
over the country. Uniformity of curricula, media of 
instruction and educational standards of such school4 
would mitigate any inconvenience due to transfers, 
and railwaymen would feel reassured that their em
ployer organisation makes due provision for their 
children's education. Railways do subsidise the edu
c!ltion!ll expenses of employees' children and- the sub
stdy m respect of those who avail of the schools. 
would partly offset the expenditure on them. 

137. Reservation· of posts during promotions for 
Scheduled Castes and Scheduled Tribes.-.. In accord
ance with the national policy, the Railway 'Ministry 
has made a number of provisions to meet the Claims 
of the members of Scheduled Castes and the· SChedu
led Tribes and provide them with 'Equality of <;~ppor
tunity'. While the reservation of posts in: the initial 
recruitment grade was not seriously opposed by staff, 
orovisions, which reserve some posts which· are filled 
by promotion or selection have come . in for sever~ 
criticism before us. It was stated that this reservation 
leads to accidents, thoul(h no specific case· has been 
pointed to us. It was urged that it leads to frust:rai
fion in persons who are superseded only on the wound 
that the post is reserved for members of the Schedul- . 
ed Castes or the Scheduled Tribes. It was added that 
frustration leads to carelessness and unsafe practices 
and eventually to accidents. It is clear that the Con
stitution permits reservation of oosts filled by promo
tion or selection-at least till the decision of the 
Supreme Court in the General Manager, Southern 



Railway Vs. Rangachari, is overruled. But Article 
335 specifically provides that the provisions to help 
the members of the Scheduled Castes and Scheduled 
Tribes should be consistent with the maintenance .. of 
efficiency of administration. · The' Supreme Court in 
the above case said that "The efficiency of adminis" 
tration is. of such paramount importance that it would 
be . unwise and impermissible to make any reserva~ 
tion, at. "the cost of efficiency of" administration." 

··r 138. In the Railways it is even more important to 
see that no accident is liable to occur due. to people 

'not fully qualified being given posts which are con
cerned with the safety of the public. The Railway 
Board realised this and have made special provisions 
for promotions in safety categories. This, . however, 
takes some care of the efficiency of the promotee 
!Jut ·does not appear to consider the effect of promo
tion· on persons who have been superseded. As is 
stated above, the persons who have been superseded 
feel frustrated and dishear!!:n~ because they see no 
justice in being discrimina_ted against only because 
Govermnent wants to help members of the Scheduled 
Castes and Scheduled Tribes. The result of frustra
tion may be inattention, carelessness and eventually 
accidents. · · But we have not been able to examine in 
depth the extent of frustration caused and its -effects 
on the safety of railway ·working. . We recoill!llend 
that this matter be studied further. _. We understand 
that the Supreme Court is currently hearing arguments 
on ·various aspects of re§.ervation·. of posts which are 
filled by. ·promotion or selection and the · Railways 
·would naturally be guided by the judgements of the 
Supreme Court. 

139. Psycho-Technical Cell and Labour Science 
Kesearch.-. We had discussed the question of appli
cation o.f psycho-technical tests to categories of staff 
and the progress made to widen the activities of the 
Psych~ Technical Cell in paras 95. to. 100 and 102 
to 106 in Part I_ of our Report. 

The question of application of psycho-technical 
tests to incservice staff was discussed by us with the 
trade union federations. There was a general apprehen
sion that this may create a problem in respect of staff 
who do not qualify.. It ·was stated that the absorp
·tion . of relatively small number -of staff who are 
medically decategorised is already creating problems, 
and psycho-technical testing may throw up problems 
-of .much greater dimensions._' Lookirig at the results 
of such testing· when applied at the recruitment stage 
in the case of some categories of staff, · we fell that 
the apprehentions of the trade union federations are 
not misplaced. On the· other hand the usefulness of 
psycho-technical testing in furthering safety on the 
Railways is .undoubted as has also been proved by 
broad reviews made by the RDSO in respect of the 
field performance of staff initially selected on the basis 
of aptitude tests.' We are of the view that psycho
technical testing should be used in the spirit of coun
selling procedure for the prese1,1t, to help the ,emplo
yee ·to improve 1iis perfOrmance. 
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We find that large numbers of employees who were 
initially recruited as casual labour/substituets in 
Class IV category, find their way by promotions, and 
may occupy positions vital for safety in train opera
tion. We suj!eest that all staff, who have suc'f!. chan
nel of promotion open to them, should also be 
brought within the scope of psycho-technical testing 
right at the initial recruitment stage. 

. 140. In view of the expanding role which we enVi
, sage for the Psvcho-Technical cell both in the field 
of testing of staff and research, expansion of this cell 
will be necessary. This cell is, at present, manned 
bv an officer in· the Senior Scale assisted by 4 more 
officers· another 4 officers are assigned to the zonal 
railway~ with headquarters at New Delhi. Bombay, 
Calcutta and Madras. We have been informed that 
due to inadequate strenvth of uersonnel in the cell, 
there have occurred considerable delays in the recrui~ 
ment of staff in vital categories to· whom Psvcho
Tt'.chnical tests Are auolied. In view of the foregoing 
And ·in oal't fulfilment of the aims set forth bv the 
Wanchoo Committee. we recommend the setting up 
of A DirectorAte of Psvcho-Technical Research in the 
RD<:O. which wonld om·sue the vanous are"s of 
. teotin" of stAff and resf"Arch in nsvcho-technoloP.V 
whl .. li l1Ave releva11ce to sAf,.tv in min onerntinn. We 
woulif also a-sign tlle followin" •nedfic areas for spe-
cial attention bv the urooosed Direc1orate : 

(i) PP.r<IDnnel s<"lPf'tlon for. iritroilnctinn of ioh
orientf'd antitnile tP.stinO' srhP.1Ties for an 
cate"ories connected with safety; 

(ii) · develoomerit of iob trainim~: 
(iiii) T.P1"nnAlity ~earch and counseliine: psy

chology; 
(iv) sll<'iAl nsv .. lloloi!Y and communication pro

cesses: and 
(V) .hnfn~n entnnPPTiT1cr. wnrlr .1'\C::'trl"''hnlo~,. argo. 

· nomics and industriAl :m"dir.ine. 

141. We have also been informed tllat limited col
laboration son<Yht in the fiPld of n!Mrrho-tecl!nical in
vestiaatiOTis with mtt,<iife terhnlr~f instltntinns are. not 
orovina on;fP. ·nrnr1nrfivP. ~nd 11c:IP"1'" WP ~TP ·,n,.hle 
to llCCP."t this nnint nf vi"w 11nd feel tllat Inter-action 
of' thP. l><lr<'hn-T""""; .. ~, CPl1 with lle Annti .. ~ nov<'ht>
loov if,.,ArtmPTtt< ;, Unlvf'l";itie• nnl'l ntl!P.r lnotitntioris 
,;,..,.,lif he of definite advantage and recommend iic
cordinl!ly. · · · · -

· · 142. During the course of our discussions with offi
cers of the present .. Psvcho-Technical cell we were 
constrained to note that the fast turnover of personnel 
in the cell. During the last 7-8 years. we were told, 
6-. oersons had left for better urosoects elsewhere in 
defence laboratories etc. In structnnnl! the proposed 
Directorate of Psycho-Technical Research in the 
RDSO, · the Government will no doubt keep the in
adequ~cies of the orP.sent cell in view and l!llarantee 
reasona hle orosoects for the technical nersonnel com-

-.J?'ensurate_ with those. obtaining elsewhere in similar 
circumstances. . 



CHAPTER IV 
RECRUITMENT,. TRAINING AND PROMOTION 

POLICY· .. 

143. Recruitment.-Dunng tne course of our 
.tours on the rai.:ways, the inadequacy of manpower 
ih a number of important areas connecred with safe 
operation of trains was pointedly brought to our 
notice. Detailed discussions with officers on the divi
sions and in the headquarters of zonal ·railways' re
vealed that not only was there improper planning in 
the matter of staff requirements, but this was com
pollhded by the exceedingly tardy procedure of re
cruitment through Railway Service Commissions, 
resulting in Ion~ delays ranging from 18 to 36 months 
in sensitive categories even like station masters, guards 
ets. we had commented on this matter in paras 201 
to 206 in Part I of our Report. Arrangements · must 
be made to streamline the recruitment procedures so 
as· to make available candidates as soori as vacancies 
arise •. 

We find that the manpower actually available at a 
given time is often far less than even the strength re
quired for normal. work, noe·to speak of ·adequate 
margin for periodic Test, leave a'nd trainee reserves. 
The position had further deteriorated in the recruitment 
io some categories. which we bad referred to in detail 
in ·para 196 in Part 1 of our Report. 

144. Coming to the ·qualitative aspect, it Was dis
tressing to find that while technology and sophistication 
in railway operation are going uo, the educational 
backgrollhd of the oersons recruited by the Railways 
is continuously falling and the Railways appear to 
have 11one into the reverse duri'ng the last 10 year 
oeriod with· stoonare of direct recruitment to manv of 
the intermediate levels.. in· safety categoreis of staff. 
We find that in some maior deoartments. directlv con
nect<'d ·with safe tv in trai'n ooerations, the intake is 
m~nlv at the lowest levei·where nersons are recruited 
either as casual labour or • substitutes without any 
li~racv-standard•at·all.' A Iar11e bronortion of· this 
staff_.in course of time. find thPir wavun bvuromotion 
to hi11her levels and resoonsibiliti"s but in the absence 
of· anv Pducation. it is not nossible for them to come 
un to the needs •nf the ch'ln<>:e in terhnolo!!V ani! the 
new challen11es thrown up by introduction of mildeni 
eouinment. nractices. etc. in flifferent fields. WP fin~ 
that even where late•al iniluction has bePn permitted, 
thee same has not.been 1Vlly .utilised by the Railways 
fo~ <;me reaso'n or .the other., 

145. Recruitment of firPmPn Grade 'A' . ..:.....We find 
that as from November 1970. direct recruitment in the 
Cilt<'!!orv of fil\"men Grnde 'A' bas been stooped. This 
mMter ~was (Jiscnssed bv us at various levels on the 
divisions and in the headquarters of zonal railways. 
ThP. tna~< nf evlifeTice ooints to a 11eneral deterinTation 
in the calibre' of din!vers due to stoppa!!e of direct r~ 
cruitment to this cat<"I!OTV. In their reolies to our ques
tionnaire zonal railways have stated that direct recruit~ 
ment of firemen would definitely enable them to get 
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staff with better qualifications and skills for handling 
modem locomotives. With the in~reasing introduction 
of diesel and electric traction, we feel that the stoppage 
of direct recruitment in the category of firemen Grade 
'A' was a retrograde step. We would strongly recom
mend that direct recruitment to the category of firemen 
Grade 'A' shoulil be revived with immediate effect. · 

146. Recruitment of trade apprentices for mechani
cal workshops.-Officers from mechanical workshops 
forcefully pointed out the dilution of skills in the work
men primarily due to stoppage of recruitment of trade 
apprentices. Tb~ trade appre'ntices scheme was in 
vogue upto 1959. Under this scheme the Railways 
trained their own apprentices for a period of 5 years 
and absorbed them in the vacancies in the skilled cate
gories. . This was replaced by the enforcement of the 
apprentices scheme under the apprenticeship Act of 
1961. Due to pressure of staff for promotional oppor
tunities for the lowest levels of workers the scheme for 
traini'n!!; apprentires for direct absorption in skilled 
catel!ories was discontinued. In January 1977, the 
Railway Board decided that direct recruitment quota 
to fill unto 50 per· cent vacancies can be resorted to 
provided suitable staff. aff)~r trade testing in the lower 
grade. were not available. · Later as a Tesult of dis-
'=Ussions in the Deoartmental Council Meeting (Joint 
2onsultative Machinery). zonal railways were advised 
in February 1979 that direct recruitment quota of 50 
per cent should be revived as follows :--

. (i} 25 oer ~eni from s~rving . eemi-skilled and 
· · unskilled staff with educational qualifications 

as laid down in the Aoorentice Act. who 
should be· given appropriate training before 
they are .absorbed in the skilled cadre; 

(ii). 25 oer cent by selection from course com· 
pleted Act Aoorentices, m pas&-...d candi~ 
dates and matriculates from the ooen market 
who are to he !!iven training to bring them 
unto .the· standards of the earlier trade 
aoorentices; Serving emolovees who . are 
cours.,-comnleted Act Aonre'ntices or ITT 
qualified and are not more than 25 years of 
age shou'd also be· considered for absorption 
<in the skilled grade~ 

147. From the forel!oing it Will be seen that for a 
. oerioil of nearlv two dPcades. there ha.<; been absolutely 
no nolicv on the R~ilwavs for inductin11 oersons with 
basic technical qualifications i'bto workshons. There 
CJ>n he no i1011bt that this is a major factor in diluting 
;kills in ·workshoo :cadres re<mltin11 in fall in the stand

. ardl' of maintenance of rolling stock. 

148.-In order to improve the skillS, we wonld re
commend that :-

(i) The scheme of training aporentices' in railway 
workshops should be revived forthwith. 



:uJ 50 per cent of the :vacancie5 in the skilled . 
~dnes should be tilled form trained appren

. ~ces. 

:n) The remaining 50 per cent should be· filledj 
from amongst raitwaymen ·in lower graoes 
With nnrumum eoucationa! quaillications ·of 
8th class. They shOUld recetve' intensive' 
_training for an appropriate penod, and· be 
subJeC~e4 to a swtaote traoe tesfbctore· being 
absorbed in skilled categones. · 

· 149. 'Recruitment of signal maintainer's and inspee' 
tors.-We have_ reviewed the present-policy of recruit
ment, quallticatJO!lS" and trrurung of signal maintainers
and signal inspectors. We tmo !hat ewn · the bastc 
nnrumum percentage of direct recruitment for difterent 
grades of signal mruntainers and inspectors prescrib~d 
m the Indian Railway EstabLIShment Manual has re--

. ~ained unfulfilled. Wtth progressive increase of sophis
ticated modern stgnallmg; higner levels ot electrical. and 
electroruc engin~o:ermg background are reqUJred from 
these m~truners and inspectors. The Rrulways hav€:! 
~o decided that tokeuless block, route retay inter.ock-· 
mg etc. should b.:: mamtamed by eiectrica! stgna! main-
tamers of the highest grade (Grade I). · 

150. In order to mee_t these requirements it is-neces-. 
sary to have lateral recruitment of electrical . signal 
maintainers in Grade I. We recommend that :--- , · 

, (i) ln Grade. I, 50 per. cent va~ancies should 
· · '· ~e filled by direct recrwlJilent from graduates 

-m PnyslCs. and Mathematics. or diploma 
holdrers i'n. Etectricaa; Electronics Engrneer
ing followed by one year trairung. _ lhe. re
mruni'ng -50 per cent Bhould be .filled uo .bY. 
promotion.'-

'(ii) In Grade II, all vacancies should be filled b) 
promotion from grade· III. · 

(iii) In. Grade rri, . the existing practice of fillinB 
50 per cent by direct recrwtment should con
tinue 

(iv) Direct recruitment for · mechanical - signal 
maintainers Grade ill shoUld be given up! 
as this category is being fast displaced by 
electrical signal maintamers on account of 
the modernisation programme. 

151. We consider thilt coming ·froni the. same aca:, 
demic and tech:nical disciplines, th.'l signal inspector 
should be able to maintain in addition to signalling, 
common telecommunication equipment in his jurisdic, 
tion after some initial training aD,d th~ category .. of; 
telecommunication inspectors should be confined to, 
specialised communication installations like Microwave,; 
VHF and other wireless Clquipment and large telephone. 
exchanges. Under these circumstances it may . _be 
advisable. to combine the requirements of signal inspeC
tors and telecommunication inspectors fo~ recruitment_ 
purposes as both require an Electronics background and. 
the annual requirement in each category is small. The 
minimum educational qualification for inspectors Grade; 
ill (extent 40 to 50 per cent) should be a diploma in; 
Electro'nicsjTelecommunication Engineering and f<>r 
inspectors in intermediate Grade ll (extent 3 5 per 
cent) a degree in Electronics/Telecommunication
Engineering. 
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152. To facilitate ·full utilisatipn .of . the . training 
facilities in Ind!a:n Rrulways Institute. of .Signal Engl•l 
neermg md TelecommuD!cation, Secunoerabad, .we ~ 
commend that ah the l{aiJway. ,Service CommlSSlons. 
showd synchronise their time table !or recrwtment . of. 
apprentice signal md telecommunication inspectors in 
the illltlal and_intermediate graoes so that.Ule candi· 
dat~s for all zona! rruJways, in-Qne q.tegory, .are re; 
crwted at the same time and made avruJable . to , the 
Institute a~ one time in the year tnsteaa or each railway 
~ndmg its batch at difterent time& of the year. 

15 3. Vacancies should take intc:> ·account, both ·per
manent and tempomry cadres mcluding the anti
cip@,ted requirements of signalling and tetecommuiuca
tion works, j;leputation to J:U r.c.S~ RD:sO and coun
tnes abroad and the percentages for lateral recruit
ment should take into account tor a niininlum of three 
grades ot promotion !or each l~vel of recrwtment, to 
ensure proper career planrung. "' 

· 154. Recruitment of welfare inspectors.-· In Chap
ter III we have outlined the 'new role wnich the \WI!Bm 
organisation on the Railways should play. For achieve
ing this objective the weltare mspectors would -have 
to ·be specially selected and trained. On some zonal 
railways; selection of weltare inspectors is restricted to 
clerical cadres in the Personnel J:lranch. We feel that 
the ·field of selection of 'welfare-inspectors should be 
e~arged to cover o\her departments also; and persons 
with the required aptitude and qualifications in social 
work inducted into this orgarusation and -trained; -

._ l55 .. Direct recruitment ·to, C~s IV categories.-· 
Recruitment to frJ up Class IV, vacancies is done by. 
the zonal. railways. _For this pm-pose, the unit of re
cruitment is normally a divlSio'n, major workshop, loco 
shed or .the jurisdiction of a permanent way inspector 
etc. We find .that, even .though procedure exists in 
stipulating literacy as an essential qualification for re
crwtment to Class IY categories, this procedure has 
been held in abeyance due to the very large 'number of 
casual labour on the Railways who are to be regularis~' 
ed. Most of them are illiterate. We see no remedy 
to this situation unless it is ensured that only personS 
with. minimum educational _qualification are recrUite~ 
in the lowest category and ~VI->n as. casual labour, 

156. Recruitment to gazetted· cadre.-We · were 
struck by the distortions in the cadres of officers which 
have occurred on the divisions and in some of- the 
departments on the· zonal railways ·taken' as a whole. · 
For ·example, we foUild -that on ·~he Adra Division of 
the .So\ltb. Eastern Railway, out of .. 83 offic~rs, ouly 7i 
were .Class 1 and the remaining were·proniotees. · In·the: 
¥echa:nical Engineering Department of the South Cen-1 

tral Railway, we were informed of the acute scarcity;" 
of Class I officers, due to which difficulties were e~ 
rienced in placing persons in different posts; We feel· 
that ili the matter of ·manpower planning and DfliCCI} 
cadi:e pllm'nin:g; theM has been no fresh-thinking inspite' 
of the fact that a large number of officers, mostly Class! 
I, have been sent on deputation either in this country or 
abroad. ~we would strongly recommend to the Railway 
Board that the matter of officer's cadre pliumi'ng must be 
take!l up i'n ·all seriousness to correct the irnbalanc~ 
which have occurred in different- departments- and 
which 'also get .reflected in the field units; 



151. Induction of graduate engineers.-One glar
ing fact wmch came out aunng our VISits to the W6rk
~ops, proouctJ.on unns ana open J.ule was the small 
number ot engmeenng graaualeS compared to the ISJZe 
of the Wllt. LollSlaenng tbe tact that m most of the 
technical departments there have been rapid technolo
gical advances, it is necessary to fi:nd ways of injecting 
aaequately quaWied personnel in the aifferent levels., 
In tillS context 1t alSo came to our notice that even the . 
exumng provwon ot an:ect recrmtm\::nt of engineermg 
graauaLes in supervisory cat;egories is not bemg fully 
taken advantage of. 

158. Training :- Training has to form an essential 
ingredient in any safety programme. D\l!"mg the course 
of our visits to the railways and from the dLscussions 
we had with statf and otncers whom we interviewed, 
we find that adequate attention to the training of staff, 
including refresh!<r training, in the lower formations is · 
lacking. Cases came to our notice where staff con
nected with safety in trai:n operatiolll! had not been to 
any kind of training courses at ail for periods as long 
as 10 to 15 years. This, in our opmion, is one of the 
main reasons for the dilutlOn in skills which has be
come so evident in workshops, sickli:nes, etc. Our ' 
visits to the training schools and institutions did· not 
reveal, by and l~ge, a satisfactory state of affairs in 
the matter of utilisation of capacity, quality of instruc~ 
tors equipment, models, :literaturt: and even libraries. 

159. Utilisation of training capacity and backlog 
of refresher training.-From our discussions with the 
teaching faculty in the schools and institutes we visited, 
and the information· made available to us, we found 
that the capacity available for training has been utilised . 
only partially; i:n fact the utilisation was poor in some · 
categorres of staff. For instance, the utilisation of 
training capacity at Zonal Traiuing School, Alipurduar . 
Junction on the Northest Frontier Railway in the cate
gories of station masters, guards, cabinmen; poi:ntsmen 
~d permanent way inspectors was only 57, 61, 52, 34 
and 21 per cent respectively during 1978-79. At the 
Signal arid Telecommunication Training School at 
Pandu on the Northeast Frontier Railway, the utilisa
tion of training capacity had fallen from 1!3.6 per cent 
in 1976-77 to· 59 and 39 per ~nt in 1977.-78 and 
1978-79 respectively. 

The annual utilisation of seats allotted to zonal rail
ways for refresher training of signal inspectors at the 
Indian Railway Institute of Signal Engineering and 
Telecommunication (IRlSET) varied from 63 to 88 
per cent during 1975 to 1979. Ewn thougll our obser- · 
vations relate to o'nly a few of the training institutes/ 
schools, but from the discussions which we had and 
the information made available to us, we fell that a 
similar position is obtaining in mimy other schools and 
training institutes on the wnal railways. This was also 
commented upon in paras 150 to 154: in Part I of our 
Re~ 

160. In the face of poor utilisation of the capacity 
in:training schools, we were struck by th!l heavy arears· 
in refresher training in certain categories of staff, such 
as,, station ma.:;ters, switchmen, yard masters, shunting 
jamadars and shuntmen on Eastern Railway, drivers 
on South Central Railway, trl!in examiners and fitters 
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on Northeast Frontier Railway, ~c. We· also . call1e 
across cases of statr who bad not· undergone any re
fresher traming at all. Mucb remams to Oe done lf the 
bacKlog in reuesber trammg is to be cleared and the 
rerresner trammg programmes placed on a sound toot
ing. We had wscussed tillS ques_tion in para§ 156 to 
158 in Part I of our Report. . 

161. The reasons for poor utilisation of the training 
capacity were given as shortage of statt, inaat:quaLe 
tramee reserves, poor hostel accommodation, unwlJJ.Lng
ness ot statt to go to traming due to loss of emoluments, 
etc. Some of tnese aspects nave been, discussed in de:
tail further in this chapter. Retresner trammg is an 
integral part of the satety programm!l and it is neces: 
sary that this is imparted to stan at the prescribed m
terva!S. We reiterate what we had statea i:n Part I of 
our Report that all factors which stand in the way of 
full utillsation of the available training capacity should 
be identified !illd remedied at the earhes!. 

.162. Monitoring the training of staff.-· During our 
visits to the railways .or discussiOns with officers at the 
divisional and headquarters' lewl, we did not come 
across any evidence of planuing being done for the 
training of staff. Instances dta come to our notice 
when the officers of the Safety Organisation and others 
pointed to the arears in refresher training of staff in 
their inspection notes. We found that at the divisional' 
and headquarters offices in zonal railways, thinking on 
the matter of training ouly commences when the allot
ment of seats is advised by the school/institute and 
ceases after the stalf have been nominated for the 
same. In our view, planning training of staff is an 
essential function of the Personnel Department, which 
does not appear to have received due importance so 
far. We would strong..y recommend that the subject of 
training of staff and officers should be placed under 
the charge of a senior officer in the headquarters of 
each zonal railway. · 

In the functions which we have envisagOO for the 
Safety Organisation, commented upon in Chapter XI, 
the responsibility for monitoring refresher traming of 
safety categories of staff has also been en joined on the 
divisional safety officers and chief safety superinten
dents who should also keep the senior officer incharge 
in the Personnel Department apprised of the require-
ments of training. -

163. Payment of advance travelling allowance to 
trainees.--Signal inspectors represented to us that some 
in their category who had been booked for refresher 
training in courses at IRlSET did not attend the course 
due to non-payment of advance TA to cover the mes
sing eharges for the period of their stay at IRlSET. We 
were informed that the trainees are required to pay, 
messing charg;:s (Rs. 250/-) in advance every month. 
As per extent rules, trainees are given advance TA res
tricted to a maximum of one month pay, which does 
not cover the aforesaid charges over a period of 2-3; 
months i.e., the duration of the course. We feel .that 
this is a matter which should have automatically re
ceived the attention of the Railway Adrninistrations.
Before the trainees proceed on training courses, ad
vance TA should be paid to them for the whole perjod 
of their com:~. · · · 



. 164. Capacity for refresher courses at IRISET.
Signal inspectors are reql!lied to be sent to lRlSET 
tor reu:t:Sner trammg, once in five years. On the 
bas1s or present §.trengtll of Signal _mspectors on all 
zogat rauways, 'i.e., 2U5 approxunately, the annual 
number of persons to be g~ven refresher training 
shoUld not be less than 4:l5. Agamst this we find 
that on an averaage only 104 signal inspectors were 
given retresner traming per year trom 1975 to 1979. 
ln ·thiS background and with actual utilisation in the 
range of 6:l per cent, we cannot escape the conclu
Sion that retresher training of signal inspectors is 
greatly in arrears. We recommend that adequate 
capacu y for the refresher training cif signal ins pee to~ 
§.hotUd be generated and utilisa,uon thJ?r.eof also en
sured in greater measure. 

165. Problems of language in training institutes.
It. was mentioned to us by the facui!Y members at 
.IRl.SET that the trainees coming from the northero 
p!!,ft prefer to take instructions in H@di, for which 
arrangements do not exist at present. It was stated 
that Lllls problem does not arise at the higher levels 
of staff, like signal inspectors, etc. in whose case the 
educational standards are better. Another instance 
was quoted in which s~ nominated by the Western 
Railway for a promotion course for maintainers, could 
not even understand .Hip.di, and had to be given the 
option to return to the railwaY. We feel that ·this 
problem is likely to grow, with the promotions of 
increasing number of staff who have risen from_Class 
IV cadres. We would recommend that:-

(i) there should be decentralisation of training 
for ar~an staff and promotional and other 
special cour~es for such staff should . be 
conducted in the. :zonal training schools 
where teaching could he done in the local 
language; and 
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(ii) railway administrations should also ensure 
. that the staff who are nominated for train.,., 
ing are in a position to understand the 
language in which the course is being con~ 
ducted. 

166. Feedback on failures of S&T gear and accidents 
on· S&T account.-During the·vislts to the some Signal 
and Telecommunication Training Schools, we were in-. 
formed that they do not get any feedback on failur':s 
of signalling and interlocking gear and reports of acct
dent enquiries, where signalling was held t~ be the 
cause.· We consider that such feedback and informa
tion should be sent to the signal training schools and 
institutes regularly, so that the instruction to staff is 
more practical and useful. In this context we would 
also invite reference to Chapter VTII where we have 
suggested that a detailed analysis of the signal f'allures, 
together with the remedial measures .should ~e made 
out and circulated to the field staff. Such informa
tion should also be sent to the training schools. 

167. Models and equipment in training schools and 
institutes .-During our visits to the sign'al and zonal 
training schools and institutes we found that ~ey w~re, 
not fully equipped with working models for unpartmg 
training to staff in equipment which had already been 
installed in the field. We found that even at IRISET. 

models of some. of the equipment in use on tl!e rail
ways were not available. We would strongly recom~ 
mend that the signal and zonal training schools snould 
be fully equipped w1th models for ensuring a good 
standard 91 traming. In this context we would sug
gest that, at the time of introduction of any new 
equipment or system, provision should be made in 
the project estimates of all new installations fqr the 
supply of models/spare equipment to IRISET and 
other signal and zonal tl.'aining schools .. 

168. Training to. loco maintenance staf/.-In our 
review of accidents in Chapter II, we have commented 
on tl!e trend of accidents resulting from defects . in 
locomotives and some of the areas which need ~::on" 
certed attention have been. discussed in. Chapter IX
Motive Power. During tl!e course of O\II discussions 
with officers of the Mechanic'al Engineering Depart
ment on t4e zonal railways it was forcefully brought 
out that while running staff are being given training 
in various schools and institutes, training of loco 
maintenance staff has remained neglected. It iS neces
sary that staff employed on repair and maintenance of 
locomtives are made aware of the functions and 
importance of different components and materials . for 
ensuring safety in trairi operation. We . recommend 
that regular training courses· should be conrlncterl fnr 
cate.,ories of loco maintenance staff. 

169. Recruitment and training of diesel and electric 
locomotive drivers.-In paras 130 to 136 in Part I 
of our Report, we had gone into the question of re· 
cruitment, educational qualifications and training of 
diesel and electric locomotive drivers. · Our attention 
was drawn to the deteriorating st~ndard of drivers and 
supporting crew both for diesel and electric traction. 
It was stated that the persons who are now <,:oming 
over from the steam side, by and large, have neither 
adequate ed11cation nor technical proficiency required 
for handling modem diesel and electric lomotives. 
Diesel drivers working mail/express/passenger trainsl 
are not ouly required to be familiar with the manipu
lation of controls ·but should also have ·a working 
knowledge of the various mechanisms so that minor 
faults developed enroute could be rectified by them. 
To achieve this we recommend the following :- , 

(i) The policy of selection of diesel and electric 
· drivers should provide avenues for drafting 

surplus staff from the steam side and direct 
recruitment from the open_ market. 

(ii) A· minimum standard of education may be 
laid down for the selection of diesel and 
electric drivers· from the steam side as well 
as for direct recruits. 

(iii) Selected· staff should be put through an in
tensive training course in the Diesel/,Elec
tric Training Schools. 

170. In paras 139. and 140 in l"art I of our Report 
we had gone into the question of simulators for train
ing of drivers.' During discussions with the officers 
on zonal r_ailways, tl!e general view was that for speeds 
obtaining at pesent, the conventional form of 
training would be enough and simulators for training 
purposes were not necessary. Considering the fact 
that. some railwavs in more develooed countrill!'l also. 



have given up the use of simulators for training loco
motive dnvers, we do not w~h to pursue tills maLter. 

171. Training of drivers and rUtming staff in signal
ling mauers.-JJurmg our VISits to the zonal railways 
we tound that wllL!e some dnvers;runnmg stan com
plamea bitterly regardmg rallure ot stgnals, the l>Ignal
Jmg stan responsiOie ror mamtenance on tne same ~ec
tion relt that tnere is a lot or contusion and miSconcep
tion m the mmas of runnmg stan about tne asp~cts ~f 
signals. We were inrormed. that on the Central Rail
way mere is an arrangement for sendmg motormen to 
the :Signal Trammg ~chool at _Hyculla. In. oroer to 
fully ramiliariSe tne dnvers With tne functiorung of 
signals, we reel that trammg in signalling matters, 
covermg specially signal aspects and tailures thereof, 
should rorm a part or syllaot for refresher fralillll!! to 
drivers. 

Instruction on ill-effects of drugs, liquors and intoxi
cants on the reflexes of a person, especially drivers 
and other runnmg staff, should also torm a Part. of 
the syllabi prescnbed for ditterent courses for runnmg 
start m lhe trammg schools. 

172. Training of train examiners and artisans.-In 
our review of accidents in Chapter II we have com
mented on the rise in the number of derailments due 
to carriage and wagon defects, during the 5-year 
period 1~73-74 to 1977-78, as compared to the pre
vious 5-year period. We found that excep~ on s_ome 
railways where a small number of tram exammers were 
undergoing training in the system technical and other 
schools, by and large, no _training is being give~. tq 
this category of stalf. While there was no provlSlon 
for trainmg train examiners or artisan staff on ~e 
carriage and wagon side on some zonal ~a_ilways, . m 
others we were informed that though provlSlon tor un
parting training exists, staff cannot be sent for _the 
same due to acute shortage. We also find that. in
creasing number of staff from lower · formations, 
namely· kha1asis and safaiwalas of the carriage and 
wagon 'department have been promoted to skilled 
cadres as a result of mass npgradation in that cadre. 
We were informed on some zonal railways that due to 
large scale upgradations, even proper trade tests were 
not conducted and the staff have been absorbed in 
working posts in skilled and highly skilled .P?sitions. 
Our enquiry revealed that no scheme of trammg had 
so far been thought of for such promotees. We feel 
that indiscriminate promotions to staff by keeping in 
abeyance the rules of trade testing coupled with gene
;rally low educational . qualifications and inadequate 
training are mainly responsible for dilution of skills 
on the carriage and wagon side. We, therefore, 
strongly recommend the following :-

(i) All stan m the carriage and wagon depart
ment on first promotion to semi-~killed, 
and highly-skilled grades should be given 
intensive training for an appropriate, period 
before they are placed. in their new positions. 

(ii) In the context of recent upgradations and 
promotions of carriage and wagon safai
walas into semi-skilled skilled grades special 
intensive courses should be conducted for 
such staff at the earliest. The course con-

ao 

(iii) 

. tent should take into account the educational 
background of such staff. 
Refresher and vocational training courses' 
must be plarmed tor train. exammers and 
other artisan staff at regular -intenuls. It 
should be ensured that tne staff are regularly 
spared for these. 

· 173. ·Training of tlain examiners !n Integral c;:oach. 
Factory.-We nnd that tner~ is no regular pracuce of 
senoJ.ng tram- exarnmers to Integral coach .J:o actory, 
l'eramour for trammg. On some railway~ we· were 
illl:ormed· that only a few sealS every year are lll'ade 
use of. · In our VIew, trainmg of train examiners in 
the Integral Coach Factory, .t'enynbur, will rmprove 
therr pelJ)ormance resulting in a lllgher standard of 
lll'amtenance of rolling stock. 

· · 174. Training to artisans in workshops.-We found 
that even lhougn system technical schools and/or basic 
trammg centres are avadable in major workshops there 
is no proper system of sendmg artisan ~tatf m work~ 
shops tor refresher and vocauonal trammg. .semor 
supervisors in some shops told us that there IS no 
standard system of trainmg for workshop staff, mclud~ 
~g artlsarJS and supervisors. On one zonal railway 
we were told that even though the..;e is programme tor 
imparting trammg to artis\UIS, since such staff are 
earrung jQ per cent incentive bonus, they do not want 
to take the training due to monetary loss involved. It 
is necessary tha~ .. this is remedied. We .recommend 
that artisan staff in workshops should be giVen regular 
reftesher and vocational traming and there should be 
a proper system of monitormg the same, artisan staff 
sent for training should not suffer any mc:>netary loss 
and their emoluments should be protected m lhe same 
manner as is being done m the case of running staff. 

.175.. Training for operators of ultrasonic rail flaw 
detectors.-ln Chapter VI-Permanent way, we have 
.alled upon the Railways to extend and intensify ul!fa
sonic testing of rails in rurming lines. For so domg, 
it is necessary to develop a trained corps of operators 
and maintenance staff who will look after this rela
tively new and expanding sphere of activity. For suc
cessful rail testing, the person-in-charge or operator 
should be thoroughly fanilliar with the testing method. 
He must have a good theoretical knowledge as well 
as thorough practical experience: We would, there~ 
fore, recommend that regular training courses, includ
ing refresher training, should be given to . op~rator~ 
and mamtenance staff employed on ultrasoruc rail flaw 
detectors. 

· 176; Training to welfare inspectors.-The Wanchoo 
Committee had recommended imparting of orientation 
training 'to the welf~re iru:poct?rs, .to e!lable lh~m to 
accomplish what therr designation unplies. ThiS \\as 
reviewed by us in paras 68 and 73 in Part I of our 
Report .. Our visits to the zonal railways and. tl>e dis
cussions we had with some welfare inspectors, did not 
reveal any impact of the training courses envisaged 
by the Wanchoo Committee. In fact most of the 
welfare inspectors had not undergone any training at 
all relevant to the nature of their assignment. We feel 
that to enable welfare inspectors to take up effectively 



the activities which we have outlined for the Welfare 
Organsiation,. in Chapter II, thev should be <riven 
appropriate training. 
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177. Calibre of instructors.-we are in.tormed that 
minimum educational qualifications for instructors are 
not laid down,. some of the persons working as instruc
tors have not undergone even the instructors' training 
course. For instance, only seven of the nineteen 
instructors in the Zonal Training School, Alipurduar 
Jn. OJ;! the Northeast Frontier Railway had ·received· 
training in imP'arting instructions. It was sugge~ted to 
us .that the instructors in the zonal training schools 
should be at least graduates and should uuderg() -an 
instructors' training course. We would like the Rail
way Administration to examine. this -question in all its 
aspects so that persons of high calibre, having aptitude 
for teaching, are posted as instructors. Such persons 
should undergo instructors' training course before tak
ing over charge. 

178. Scales of pay of instructors.-We find that per
sons with an outstanding record of work on the open 
line do. not like to come to the training schools due to 
lack of incentives for working as instructors.· · It .was 
represented that in some cases there is loss in total 
emoluments, the deputation allowance being.· very 
meagre. The grades of pay of instructors are aiso far 
below those of senior supervisors in the field, the gap 
having widened after the upgradations. For instance, 
the scales of Rs. 840-1040 and Rs. 840-1200 intro
duced on the open line, for inspectors and supervisors 
Eor a certain number of posts in each discipline · of 
railway working, do not opt for any posts in the train
ing schools. We consider this aspect unhealthy and 
o.ot conducive to achieving a higher standard of train
ing in the schools. We consider. that .instructors· in 
training schools should be onlv in . the highest grades 
obraining in the field viz. Rs. 840-1040 and Rs.. 840-
1200. 

179. lteaas or zonat training schoolS.-' . We came 
!.cross instances were heads of training schools had 
been transferred at very short intervals. In another 
;ase a person who had all .along worked in the ccm
IUercioaJ department was posted as Principal. We feel 
:hat the heads of zonal trainine; schools should be 
;elected with care and discrimination preferahlv from 
>ne of the 5 major deoartrnents concerned with safety 
>f train ooeration i.e. Ooeratine;, Mechanical Enl!ineer
ne;, Civil Enj!jneerine: Sie:nal & 'fele-communication 
E:ne:ineerine; oand Electrical Traction. The incumbents 
;hould ordinarily be allowed to remain at their post&' 
'or not less than 3 years. 

180. Assessment of refresher training.-We find 
:hat at the end of a refresher course. the trainees are 
~iven only an oral test which has taken the place of 
ll!itten examinoation and the assessment has become 
Jerfunctorv. Moreover, if a person fails in a refresher 
:ourse he is either given a repeat course for a few davs 
n continuation or sent back to his job and again called 
'or refresher training after 6 months. Durin!! this 
>eriod he continues to do the same work as -before 
wen though his knowledge of rules and procedures 
nay have been found to be wanting. We consider 
:hat from the point of view of safety in train opera-

~on, ~s is not a good practice. We urge that thil 
Situation should be rectified, and the modalities ol 
doing so, we leave to the Railway Board. 

.. ~8.1. Training of Class II officers.-'The system ol 
trammg of Class II officers on their promotion froJI 
·Class III does not at present cover all the officers con
cerned within a reasonable period, nor is the period 
of training adequate. We find .that during the fiv( 
years from 1973 to 1977, 1297 officers were promotell 
to Class- II from Class III out of whom 835 under
went training .. We came oacross cases where oromo
tee officers had been in working posts for 6-1 years 
before going for training. We .recommend that. be
fore taking over charge as, a Class II officer, he should 
be given adequate training. 

, 182. Trainee reserve posts-During the course ol 
our visits to zonal railways and in the evidence ten
dered before us, inadequate trainee reserve and/ 01 
non-provision of trainee reserves was stated as the 
main factor coming in the way of relieving staff fox 
training courses. We were informed that posts have 
not .been sanctioned as required for different reasons, 
including general ban on creation of posts. We veri· 
fied the position in this regard and found that in 
November 1979, the Railway Board had issued ins
tructions empowering the General Managers to create 
trainee reserve posts for running staff as well as for 
staff directly connected with safe working of trains in 
accordance with the prescribed norms so that the 
concerned categories of running or stationary staff are 
given adequate training, including refresher training, 
at the prescribed intervals. We were struck by the 
fact that even as late as March 1980, officers on most 
of the diVisions and even some heads of departments 
were not aware of these instructions. We would urge 
the Railway Admfuistration that the required number 
of trainee reserve posts for running staff as well as 
staff directly connected. with safe working of trains 
should be created without any further delay and posi
tions filled up at the earliest. It should also be en
sured that staff connected with safe working of trains 
-are sent for refresher training at the prescribed inter· 
vals. 

183. Deputation of officers to seminar.v.-It wa.g re
presented to us by a number of officers that the pre
sent powers of the General Managers to nominate 
officers for seminars within the country is Iimtted to 
Rs. 500/- maxmium fee per person per seminar with 
an annual limit of Rs. 10,0001-, and these are a seri
ou~ Iino.itations in deputing officers to such seminars
With about 900 officers on the rolls of some zonal rail
ways the aforesaid Iino.its appear ridiculously low. The 
need for greater participation in seminars where they 
can interact with managers from other public sector 
and p~vate organisations cannot be over-emphasized. 
Deputing of officers to seminars and short term 
management courses should be left to the General 
Manager who should be given full powers in this 
matter without assigning any monetary limits. 

184. Railway Staff College, Vadodara.-Tbe Rail
wa }' Staff College at Vadodara was established in 
January 1952. It is the premier training institution 
of the Railways which serves the needs of various 



railway departments in glVlng foundation training to 
new entrants to officer cadres and also to inservice 
officers. During the course of our visit to the Rail
way Staff College and in the discussions we had with 
members of the faculty, certain matters came to our 
notice on which we are commenting in the following 
paragraphs. 

185. Strength of teaching facility.-In most of the 
disciplines like Civil Engineering, Mechanical Engi
neering, Transportation, Signal & Telecommunication 
Engineering, the faculty consists of a single professor. 
Our enquiries revealed that since there is only one 
professor for each subject, the courses are so planned 
that the concerned professor is available because in 
his absence there is no one else to take up the sub
ject. It was mentioned to us by some professors that 
the teaching workload is 2t to 3 lectures daily or 15 
to 18 lectures per week. Besides they have to con
duct examinations, group discussions, etc. Some mem
bers of the faculty have also been assigned certain 
administrative functions like looking after the main
tenance of the campus, messing arrangements for 
trainee officers, etc. Due to the heavy workload and 
·the time required for preparing for lectures, we were 
told that very little is done in the matter of develop
ment of studies or research by the members of the 
faculty. We considered that the teaching workload in 
itse}f is . quite hea:yy fo~ an institution of this type and 
taking mto consideration the other functions which 
members of the faculty are also required to perform 
tJ;te . faculty should be strengthened in the major dis
Ciplmes enumerated above. . 

1'86. We also feel that some of the major disci
plines should be provided with technical or researcl 
assistants who will help the nrofessors in :developin! 
;tudies in various aspects and initiating research pro
e;rammes. . This will also enable the facultv .to mak1 
full use of the potential and facilities available and ir 
:ollection of material. 

187. Honorarium for VlSltzng tecturers.-We wer1 
told that at present the quantum of honorarium giver 
to vsiitinl! lecturers is Rs. 50/- per day which was not 
considered enou!!h by many of the lecturers called tc 
the college. This, we are informed, was coming ir 
the way of l!etting persons with specialised back~rrounr 
to come and address the trainee officers. There i• 
n<>.ed. to revise the scale of honorarium fnr v;.;t;n~ 
lecturers. ., 
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188. Promotion policy.--..:.se.Y.eral representations 
were received regarding the very poor prospects of pro-
motion for staff in almost all the categories directly 
connected with safety. We were informed that almost 
90 per cent of gangmen retire as _gangmen. In the 
categories of permanent way inspectors we found 
acute stagnation in the initial grade of recruitment. 
With 67 per cent of the posts of permanent way ins
pectors in the initial recruitment grade of Rs. 425-700, 
two--third of their service is spent in this grade only. 
The next higher grade of Rs. 550-750 overlaps with 
the initial grade except for the last two incremenfal 
stages. Some of the assistant station masters stated 
that they had been in the initial grade of recruitment 
for the last 20 to 25 years without any hope of pro
motion in the near future. This position is aggravat
ed by some of the promotional vacancies being reserv
ed. Carriage and wagon staff at the level of fitters 
and train exanJioers, very strongly represented to us 
that there was little scope for promotion and they 
have to remain in the initial grade for two to three 
decades. One of the carriage and wagon inspectors 
mentioned that he had been able to get promotion 
on lv after 24 years of service in the initial grade. 
Signal inspectors and maintainers also stated that they 
stal!llate in the initial grade for almost 20 years irres
pective of their qualifications and efficiency. It was 
represented by one of the trade union federations that 
the stagnation in Class ill and Class IV cate11ories of 
staff was so acute that iilspite of the higher grade posts 
al!feed to by the Railway Board recently, there had 
not been . much improvement. They SUJ!j!ested a 
scheme of time bound promotions so as to sustain the 
interest of staff in their work. 

. ·189 .. Another ailpect which came up during our 
discussiOns. w~s that,. by and large, the recruitment in 
all cate.e:ones IS restricted mainly to the lowest of the 
grade without any relation to the number of posts in 
higher grades, with the result that whfle staff in the 
lowest. recruitment l!!ade is · increasing, the relative 
prospects for promotion to higher grades are diminish
mg. 

~ 90. We, thu~, find that the present promotional 
policy on the railways has resnlted in deep di-scontent 
amongst staff. . We are aware of the inherent com
plexities of this problem and do not wish to over
simplify. Some staos, however, will have to be taken 
urgently, to modify the policy to mitigate the more 

. glaring aspects of discontent: 



CHAPTER.V 

OTHER STAFF MATTERS 

. . t91. Priority for allotment of quarters :_:.In para 
162 in Part I of our Report it was mentioned that no. 
clear definition of who should . .be treated as essential 
~tali had so far been •laid tlown by the Railway Board, 
an!f there was no uniformity on the zonal tailways.in 
so cliissifying the staff. Our enquiries on the , zonal 
rail.ways revealed considerable differences iii approach 
as to who should and who should not be treated as 
essential staff: On some railways the list 'of such 
categories· runs. to 300. We were also inforined that 
any modification in the extent categorisation . would 
not be without repercussi_ons . and . problems. We 
realise that there. would be difficulty in strictly defin
ing the essential categories, but it will not be denied 
that atleast the staff in' the categories of drivers, assis
tant drivers, firemen, station masters, assistant station 
masters, switchmen, cabinmen and guards are essential 
and merit allotment of quarters on priority near the 
place of work. We recommend accordingly .. 

• 192. Railway quarters for essential categories of 
staff :-In paras 163 to 169 in Part I of our Report 
we had gone into the question of provision of housing 
for railway staff .. ' During the course of our inspections 
and in evidence tendered before us, there were. wide
spread complaints regarding non-availability of hous
ing accommodation. We have surveyed th'e position 
regarding housing of certain ·essential categories . of 
staff on the zonal.: railways as. on 31-3-1978, in com
parison to the position which existed. on 31st March of 
1964 and. 1968, which was reviewed by the Wanchoo 
Committee in para .315 in Part I of· their Report. 
This we have placed' as Annexure CXI. It will be 
seen that the percentage of essential categodes of staff 
provided with railway quarters as on 31-3-1978 had 
declined on ihe Eastern, Northern, Southern, South 
Central and Western Railways as compared 'to the 
p<)sition obtaining on 31-3-1968. On all the . zonal 
railways' except Central Railway, the tJercentage of 
drivers and shunters provided with railw~y . quarters 
declined during the last ten years. On the Western 
railway it was as low as 38.5 per cent.against an a~
rage of 55.8 per cent for aU cate!!ories of essential 
staff included in our review. 

193. Some essential staff stated that while other 
categories of staff were given· quarters near the station, 
tunninlt and other essential' staff are aHotted quarters 
irt general colome~, from where it .takes about .two 
hours to reach their p1ace of duty. Some of the ~sen" 
tial staff posted at stations also represented that they 
are not provided with residential accollllhOdatidil. Tfl" 
suiting in their families being kept elsewhere· whicli 
distracts them from discharging theit duties . effi
ciently. Some senior drjvers complained abo'ut inatlfl" 
ouate accommodation in the two-roomed quarters to 
which they are presently entitled .. ~me o.t~tl£s c~m.
plained that they had !o ~ake do With o~I~ onet'oo!fi 
quarter .. They found 1t dd'lictilt to tatt ··oper rest m 
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these. They stated that previously a part of the run
ning, allowance was also taken into account for allotc 
'ment of _qtiirrters, due to which drivers were entitled 
to Type IV quarters b)lt this had now been discontic 
nued. 

194. One General Manager was of the view that 
90 to 100 per cent .l>f running staff should have rail
way quarters where a~ actually ~he p~rcentage is only 
5'0 to 60: He suggested that to ease. the situation, 
railway ~tali in headquarters, workshops. etc. should 
be- assisted to build their own .houses. 
. 195;' IIi view of the foregoing,· we recommend the 
following :-· 

. (i) In order to ·improve the position of hOusing of 
essential categories of staff, whom we have so id~nti• 
lied in para· 191, construction •of new staff quarters 
should be taken up for specific categories of staff like 
~vers, guards, firemen, assistant station masters, etc., 
with . a view to improving the declimng percentage 
housed in each of these categories. · . 

(ii) The entitlement of r~Iway aGcominodation. to 
diivefs, gliards and such other es,1>ential categories of 
staff sfiould be reviewed so as to enable them to take 
proper rest. It niay be necessary to revi~e the mini" 
mum requirement of accommodation for these cate
gories and not to link it with all other general cate
)~oi'ies, on the basis of l!fades of pav as is the case at 
weseilt •.. 

(iii) Railway staff at divisional and headquarters of 
zonal railwl!-ys, workshOps, etc. should be 'encouraged 
to build their own houses to ease the pressure on rail:. 
way accommodation. Housing cooperatives amongst 
railway workers should be encouraged and incentives 
given by way of easy loans and a}lotri'rent of spare 
railway land. 

.· 196. i~dve Reserve :-In paras 195 to 199 in 
Part I of our Report, the question of leave reserves bn 
the .railways was examined. During the course of our 
visits to the zonal railways, we were informed. that 
leave reserves being operated at tJresent are. grossly 
inadequate in comp!lrison to the level of absenteeism 
in almost an categories of staff connected with opera
tion. of trains. The. result was greater resort to staff 
.working without adequate rest· or overtime worlcihg. 
It. was mentioned to us that the leave reserves permit-· 
ted at present do not fully cover even the leave en~ 
titlements of staff. It was stated that though a rangel 
(minimum and maximum level) for the Ciperaiion bf 
leave reserves has been specified for different catego
ries of staff (reference Annexure IX in Part I of our 
Report) , however, the 2:ona1 raiiways are permitted to 
op:ehtte riruv at the minirtmm of the prescribed per
tenta)!es tor most categories of staff except loco run
ning staff. in whose ease operation of the maximum 
percentage has been allowed, 



In the workshops also, we were informed that 
against the permitted leave reserve of 12!: per cent, 
the actual absenteeism goes well beyond 20 per cent 
thus making it extremely difficult to cope with the 
workload. 

From the mass of evidence before us, we feel con
vinced that the leave reserves which the zonal railways 
are being permitted to operate are grossly inadequate, 
resulting in overtime working and staff working with
out adequate rest. We would strongly recommend 
t,hat the leave reserve percentages for different cate
gories is staff should be reviewed in the light of leave 
entitlements of staff . which have been gre1_1tly libera
lised since the leave reserve percentages were fixed. 

197. Running Rooms :-During the course of our 
visits to zonal . r1_1ilways and in the evidence tendered 
before us, widespread complaints were voiced by 
drivers and guards regarding the condition of running 
rooms. We were informed that running rooms ·are of 
dormitory type with as many as 16 ~s in each hall, 
thus making it practically impossible to take rest due 
to the disturbance caused by incoming and outgoing 
staff and service of the call book. Even the number 
of beds iS inadequate to- meet the requirements oJi 
staff at certain hours and many had to either go with
out accommodation or await their turn for a bed. for 
considerable time; In certain running rooms. the din
ing table was also kept in the same roon1 where beds 
had been kept,_ thus adding to the disturbance. The 
Chief Medical Officer of one zon~ railway expresed 
grave doubts whether a dnvet' who comes to a runnirig 
room for rest does get it. He mentioned from . per
sonal knowledge that runninl( rooms are, by and larj!C, 
overcrowded causing a lot of disturbance to those tak
ing rest. He suggested. that better arrangements in the 
form of cubicles be provided. ·Complaints were also 
voiced regarding poor cleanliness and insanitary condi
tions in runnings. rooms. Jt was mentioned that linen 
is scanty. bedsheets are soiled, water supply is inade
quate. At some stations, running rooms were being 
used by outsiders much to the inconvenience of running 
staff. Due to power cuts. which, in some areas, · arej 
for almost 20 hours in a day, it bad become extremely 

· difficult for the staff to stay in runnin!!! rooms and be 
able to have necessary sleep and) rest before proceeding 
on duty. At a numbe~ of places we were ~lso inform
ed that there are nQ proper arrnnl(ements for cookingj 
in the running rooms. In some cases, medically deca
tegorised staff had been posted as cooks very niuch to 
the dislike of the running staff. 
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198 .. From the mass of evidence before us, we con
clude that a majority of the running rooms on zon3l · 
railways are in an unsatisfactQiy condition from · the! 
point of view of accommodation, facilities, location, 
arrangements for cooking food and management. Faci
lities in running rooms have not kept' pace with increase 
in staff strength. We would recommend the follow
ing:- · · 

!j) Runmng rooms should be provided with indi
vidual cubicles in which staff can: take rest un
disturbed. 'The concept of providing halls 
with one or two .dozen beds is outdated and 
should be discarded at the earliest possible. 

(ii) Provision of basic necessiti~ like clean linen, 
m06quito nets, adequate water supply, ~lec
tricity, etc. should be arranged and samtary 
conditions improved. 

(iii) Ways and 'means shouid be devised by ~e 
Railway Administrations to insulate rumung 
rooms against misuse by outsiders. 

(iv)· Running rooms should be located 'in closej 
proximity to the place of duty. 

\v) Trained cooks should qe provided in running 
rooms to meet the needs. of staff fully. 

'(vi) 'Railways should. also .c~nsider . iestablishing 
regular canteens in the larger runninl!l rooms. 

.199. Crew' rest vans.-Drivers who tendered · .· evi
dence before us complamed about the unsatisfactory 
condition of crew rest vans. It was stated on thet 
North Eastern Railway that these vans are old parc~l/ 
horse vans in which a few planks have been ·put m. 
They found it exu;emely difficult to take proper rest in 
the crew ,rest vans-there .are no arrangements to cook 
food and to sleep. Vibration in these crew: rest vans 
was stated to be so intense that there is always a dan
aer of slipping down. In fact it was mentioned . tha~ 
4-wbeeler crew rest vans are not at all suitable for tra· 
veiling purposes and the crew are forced tq work with
out adequate· rest. On some zonat railways we were 
lnfornled that the work of fully equipping crew rest 
vans has been taken in hand· and completed partly. 
Crew rest vans .play a very important role in providing 
proper comfort and rest to the spare crew who travel 
on trains provided With double crew. We recommend 
that, crew rest vans should be provided with cushioned 
berths, ·lighting, fans. water. cooking facilities, bath
roOm,'etc. 

., ., w..,.uu a.<ov w.5~ the Railway Board to 'consider' 
development of .a proper 'type of crew rest van in plac.e 
of the existing 4-wheeler, which we feel, is incapable! 
of affording orooer rest. 

200-: Night duty of running staff.-It has been repre
sented to us by 'the'lqco ~nning staff that, at present, 
no· distinction is' made in' d)lty of running ~taff during 
day and night. It, .was mentioned that staff . working( 
during. night have to perform their duty under much 
greater stress and strain because of a number of fac
tors· like restricted visibility, inactive surroundings and 
general slaCkness of mental functions durin~ · night. 
They suggested that, duty hours o~ running staff during 
night should be less than during the day. 

On, ,the basis of information furnished to' us by zonal 
railways we have carried out a limited study correlating: 
collisions caused by failures of drivers and station sta.II 
to the time of tl)eir occurrence. • . The results are shown 
in. Chapter VII. We find that nearly three-fourth of 
the collisions caused by. failures of drivers and station 
staf!' occurred during night time, reckoned from 1800 
tQ · 0600. hours. 

We feeUhat duty during night would result in more 
fatigue in running/station staff than would ·be the case 
for. a .corresponding ·period during day. Wd would 
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sug,oest that this problem be studied by the RDSQ and 
an assessment of the fatigue level in running/ station 
staff in performing duty at night vis-a-vis day should 
be made. This should form a ratoinal basis fur deter
mining the limit of duty hours during' night time .. 

201. Jurisdiction and workload of permanent waY! 
inspectors:-In para 209 in Part I of our Report, w~ 
had considered the need to review the jurisdiction of 
permanent way inspectors in the face of considerablej 
changes in track structure, methods of maintenance and 
ins~tion, increase in traffic and speeds · of trains. 
During the course of our visi!5 to zonal railways, a large, 
number of permanent way mspectors represented re
garding the increase in their workload not only in the 
matter of track inspections and workS but also staff 
~atters which are increasing day by day. We wercj 
informed that the schedules of inspection which al per
manent way inspector is required to complete ·in a 
month, as _pe!-" the In~ Railways Way and Works 
Manual, will m fact reqwre a much longer period to 
complete. We feel that there is a strong case{ for 
reviey;' of the jurisdiction and workload of permanen~ 
way mspectors, and recommend the same. 

202. Stores workload of permanent way inspec• 
tors :-We have been informed by permanent way 
inspectors that the posting of a stores clerk has in ·no 
way lessened their responsibility in the matter of stores. 
Th~ ultimate accountability for stores, the value of 
which runs to Rs. 50 1akhs in some cases still devolves 
on them. The permanent way inspectm.s interViewed 
by us s~ that ~ responsibility bothers them not; 
only whilel m service, but even after retirement, duei to 
the non-finalisation of the stores returns, and conSe
quent non-payment of settlement dues to them. We 
ha~e also been told that the permanent way· depots! 
which ~ave been set up, one on each division, liavei 

- not relieved the permanent way inspectorSj in any way. 
-:r:hese d~?pots have become store houses for scrap mate-
nals whic~ are sent _by the permanent way inspectors, 
new mate~als are still received directly by the perma
~ent way mspectors and kept on their books. The ques
non o~ stores workl~d of permanent way, inspecto;rsl 
was diScussed by us m paras 297 to 302 in Part I of 
~r Report. We are of the considered view that posi
tJ.ve ~teps need to be taken to relieve the permanent 
way mspectors of the: s_tores workload, so that they are 
able to devote more tJ.me for inspection and mainte
nance of track which is their prime responsibili!ty. We 

· rect11llillend that, permanent way stores depots, each! 
under the charge of a store keeper in the appropriate 
grade, should be set up. one for each sub-division on 
the open line, under th!l charge of an assistant engineer, 
The permanent way mspectors must be relieved· of 
stores chnrge under them, and should be required to 
look aftel" ouly a small number. of items of storesi 
which .may be required for use during an emer11:encv. 

203. Workload of permanent way inspectors . in 
establishment matters.-some of the permanent ·way 
inspectors represented regarding the considerable esta;- · 
blishment workload under their !charge. We were 
informed that on the main. trunk routes, some perma
nent way inspectors have as many as 500. employees 
under their control. All establishment records of these 
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staff are required ta be maintained in the petmanenQ 
way inspector's office. The one clerk provided for 
thi~ purpose is grossly inadequate and, by and large, all 
permanent way inspectors requisition the assistance of 
literate <;asual labour working under them. We do not 
consider these to be satisfactory arrangements, and feel 
that to meet the requirements and aspirations of staff, 
this work should be placed on a satisfactory footing. 
We recommend accordingly. 

204. Workload of inspectors oft works.-It has been 
represented to us by inspectors of works that they have! 
exceptionally long sections extending to 100 to 120 
kilometres and are consequently unable to completej 
inspection of bridges and .other structures. They me1J.
tioned that carrying out of scheduled inspections as 
laid dQwn in the Indian Railway!l Way and Works 
Manual would, in fact, require double the timej actually 
provided therefor. They urged that presently there is 
no yardstick or ·norm available for beats of inspectors 
of works, which should be laid down. One chief track 
engineer also informed us that there has been no ratio
nalisation of the workload of inspectors of works. We 
find that the Efficiency Bureau of the Railway Board 
had carried out a study on the workload of inspector~ 
nf works in· 1968 but for some reasons, /this study 
report was not released. In view of the fact that ins• 
pectors of works are closely connected with safety and 
maintenance of bridges, we feel that there is· urgent 
~eed to lay' down norms or yardsticks for inspectors of 
works on the basis of which their workload should be 
rationalised. 

205. Workload of· assistant engineers.-The assis~ 
tant engineers incharge of sub-divisions on the open 
line whom we interviewed, mentioned to us about the 
excessive workload under their charge. Besides the 
scheduled monthly inspections of track, we find tha~ 
assistant engineers have to record .measurements for 
works, supplies of ballast, attend to. repair and main~ 
tenance of staff quarters, service buildings and water 
supply installations. The assistant engineer is also theJ 
personnel officer for about 1500 or more employe<:sl · 
who work under his charge. With increasing aware.. 

· ness amongst staff about their rights and privileges and 
demands on time from the numerous categorywise 
unions and associations of staff, the assistant engineer 
is hardly able to devote any time towardSj planning for 
jniproved maintenance and increased produc\ivity as 
also the welfare of his staff which are his prime respon• 
.sibilities. We would recommend a study into the work
load of assistant engineers on the open, line followed 
by raticinalisation of their jurisdictions. 

206. Traction cadre.-We find that on the Rail
ways diesel locomotives are being maintained ·in a set
up under the mechanical department, assisted by eleo-
1?~1 engineers at the appropriate leveL Separate faci
lities have been set up for the maintenance of electric. 
locomotives which fall under the charge of the.electrical 
tlepartment who are also assisted from thel mechani~ 
·side at the appropriate level to look after the mechaDi. .... 
cal Po/tion of t~e transmission and running gear of 
electnc Iocomo!Ives. The running of locomotives of 
both these types is being monitored separately by the 



mechanical and electrical departments respectively. Dur
ing the course of our visits to zonal railways and dis
cussions with the officers, we were informed that diffi-< 
culties often arose duel to the isolation of functions · of 
the mechanical and electrical departments. A strong 
suggestion has been put forward beford us for the ·crea
tion of a traction cadre consisting of mechanical and 
electrical engineers who would be responsible for tht:~ 
maintenance and running of both diesel and · electric 
locomotives. 

· ·2~1~._ l'he electric and :diesel locomotives are highly 
sophisticated assets which requir!'l personnel who are 
well versed in both Electrical and Mechanical disci
plines, Under the circumstances the Railways would 
do well to create a combined cadre of what · today; 
conStitutes their Mechanical and · Electrical Depart~ 
ments- and, after giving them the requisite training·. at 
Jamalpur, put them in charge of .the runningJ and main~ 
tt;nance of locomotives, carriages and wagons · of all 
types; . ·It . will be desirable under these circumstances 
to separate the workshop cadre from the traction cadrQ 
a~ the_ work in workshop is alsO, becoming highly tech~ 
meal and calls for a high degree of specialisation. · The! 
training for the workshop and traction .officers- could! 
per~aps be co~on for:2 years, and then get specialis
ed m the remll!IIm~ 2 to_ 3 years of the. appr,enticeshipi 
before. absorption m therr respective cadres. With the 
increasing introduction of dieset and electric traction aU 
:over the Indian Railways, we feel that· the Governmen~ 
must give serio11s though( to this question so tha(the 
management and ~tenance of this highly dev~1ciped 
asset are appropnately looked after. · · 

208. Incentives to -officf!rS and supervisor$ for mem
~el:ship of tecluzical. and professional institutes.-Dur
ing visits. to the_ zonal railways officers and supervisoi'SI 

forcefully represented that they find themselves handi
capped, in the matter of developments which take place, 
in more advanced countries of the world, due to their 
iluibility to become members of technical and profes
sional institutes and societies because of financial cons
traints. , There is no gain saying the fact that techno
logy is tast advancing and in this context it is. importan\ 
that all officers and supervisors on the RailwayS! keep, 
themselves apprised of these advancemenlSl so that they 
can give their best ro the discipline to which they belong. 
We feel that every encouragement needs to be given to 
all officers and s~~pervisors to take up membership ·of 
technical and professional institutes and societies in this 
country as well as abroad. As a positive step we; 
recommend that membership feel and subscription paid! 
by all officers to one national and one · international; 
institute/society and that paid by seuior supervisors to 
one national institute/society should be reimbursed. 

:l.U!I; Jncemtve tor acquiring higher educational, 
technical and professional qua/ifications.-Our disc~ 
sions with a large number of staff and officers in th~ 
field revealed that in the present state of afiairs, there is 
no incentive either to the staff or the officers for acqJiir.. 
ing higher educational, technical or professional quali
fications. We found that there was hardl}l a easel 
where officers and staff had taken advantage of th~ 
existing rules for taking study leave, We, feel tha~ 
encouragement needs to be given II), the . officers/ ·and 
s,taff to acquire.higher qualifications· so tha~ they give a. 
better account of themselves. We have been told that 
ih the Defence Services, professional officers are en~ 
couraged to acquire higher qualifications by givin~ 
them adequate facilities and allowing a. qualification 
pay/lumpsum grant_ on their having acquired higher 
professional qualifications. We suggest that the Gov
ernment consider providing similar facilities and incen• 
tives to railway officers and staff. 



CHAPTER VI 

PERMANENT WAY 

210. Trend of accidents attributable to per'}'l/Jne'!l 
way jailures.-ln the review of accidents grven Ill 
Chapter II, derailments caused by permanent _w_ay 
failures have been commented . upon. The post~ou 
obtaining on the broad and metr~ gauges of the Indian 
Railways during the 10-year pen~J!i frol_ll 1968-6~ to 
1977-78, split into two 5-yc;ar penods, m companson 
to the position obtaining durmg 1963-64 to 196~ to 6~, 
which was reviewed by the Wanchoo Comnuttee ts 
as follows :-

Broad Gauge 
(1) Numberof derail

ments due to 
Permanent way 
failures. 

(2) Tola)numberofde
. railments on Indian 
Railways 

(3) Percentage • 
(1) 
-x100 
(2) 

Metre Gauge 
(4) Derailments due 

to Permanent way 
failures 

(S) Total number of 
derailments on 
Indian Railways . 

(6) Percentage . 
(1) 
-x101) 
(2) 

1963-64 
to 

1967-68 

399 

2167 
18·4 

363 

2548 
14·4 

1968-69 
to 

1972-73 

184 

1421 
13·0 

157 

1724 
9·1 

1973-74 
to 

1977-78 

208 

1531 
13·6 

149 

1638 
9·1 

211. We are happy to note that there has been a 
marked improvement in the n~ber of der!iilments 
attributable to permanent way failures, dunr.g the 
10-year period under review, on both broad and metre 
gauges, as compared to the position obtaining during 
the 5-years from 1963-64 to 1967-68. During the 
latter half of the 1 0-year period reviewed by us, there 
has however, been a slight increase in the number 
of derailments on the broad gauge attributable to 
permanent way failures. 

212. Track sJructure.-The recommendation of the 
Wanchoo Committee for the use of rail section 60 
Kg per metre (hereinafter called 60 Kg rail) on 
broad gauge section where density of traffic may not 
have reached 20 gross million tonnes per annum but 
may be rapidly increasing, was not accepted by the 
Railway Board, as st~ted in _Para 218 in Part I of .our 
Report. Our discussions w1th the Research, Des1gns 
and standards Organisation have revealed that the 
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standard of rail section adopt~ in this country 
1 
~ 

rather ·low. In foreign countnes, for traffic ~d . 
oss million tonnes or more, the g~neral sta~~; 15 

fo Kg. rail. On the strength of ~VIdence: which ~: 
subsequently come up before us, we t;etterate , . 
recommendation of the Wanchoo Comnuttee mad:ail' 
Para 221 in Part II of their Report ~t 60 Kg -~ 
should be laid not only on section carrymg traffic mor 
than 20 gross million tonnes but also on other ro~t~ 
where the density of traffic maY. not. have ·. reac e 
that level but may be rapidly incre_asmg. 

213. On the metre gauge system, track' 'ge~erally 
consists of rail sections 29.7 6 Kg per me tree ( 60 lb 
per yard) and 37.13 Kg per m~trC? (7~ lb per yard~ 
Some sections on branch lihe.s ,,still have r 
sections 24.80 Kg per metre ( 60 lb yer yard)· . Th~ 
Railway Board ha.ve alreday' permttted tlte 1JISI: • o. 
rail section 44.61 Kg per metre (90 lb p~r yard) 
on selected metre gauge sections. We constd.er ~hi:& 
a step in the right direction. This, together Wltlt rail 
section 3 7.13 Kg per metre ( 7 5 lb per yard), should 
progressivelY replace 29.76 Kg · per metre (60 
lb per yard) and lil!hter rail section on metre gauge 
routes. 

214. Track structure in yards.-Track in.some ~f 
the important yards on tlte bro~d gauge still ~onti
nues to have 85 lb per yard rai'ls and other lighter 
non-standard rail sections which are now obsolete by 
Indian Railways standards. We are told that fittings 
for these are no longer procured as ~ regu!ar measure, 
resulting in shortages which affect tlte mamtehance of 
track. We reconmtend that the stimdard o~ track in! 
yards should be upgraded in keeping witlt tlte stand
ard prevailing elsewhere on the running lines. In 
doing .so, priority should be given to tracks in impor
tant yards which handle large volumes of traffic. 

215. Track renewals.-During tlte course of our 
visits to the zonal railways and in tlte evidence ten
dered before us, great concern has been voiced by 
staff and officers connected with plinnanent way, 
regarding tlte deteriorating position of track renewals 
and the increase in backlog thereof. We were inform
ed that this has resulted in increased number of rail 
fractures, defective rails in truck, deterioration in 
trac~ l!lainten~ce st~dards and imposition of speed 
restrictions on mcreasmg length of track. Our review 
of accidents in Chapter II shows tltat, on the broad 
gauge derailments attributable to pennanent way fai
lures had increased to 208 during 1973-74 to 1977-
78,_ as co~p!ifed to 184 in the previous 5-year 
penod. Thts ts a matter for concern and is a pointer 
t!' tlte deteriorati~g condition of track on some sec
tions. W~ had discussed tlte subject of track renewals 
at length m paras 249 to 257 in Part I of our 
Report a~d had expressed the hope that th·~ Railways 
full rcqmrement of funds for track renewals, will be 



mad\) available .in the: coming years so that the 
arrears are wiped out at the earliest. Our discu~
sions .·with the Railway . Board show th~t out of the 
funds placed at their disposal by the Government, it 
is not possible'· to •meet. even the modest requirement 
of Rs. 560 crores :in 5 years i.e. Rs. 112 crores per 
annum during the current 5-year period 1978-79 to 
1982~83. The allocations in the last two years have 
been .. much less. We feel that this need has not 
received :sufficient attention from the levels of Gov
ernment which determine the allocation of resources. 
In our view, economy in matters ·like this can only 
be ;at the. cost of greater danger to silfe runlling of 
trains. .· The. requirement should, therefore, not be 
viewed by the Government on considerations of eco
nomy only but as an essential input for safety 
and should get commensurate priority. 

- lt .sh~uld also be noted that as the renewals are 
piit off,, th~ costs of such renewals keep on escalating 
arut; the possibility of catching up with the needs 
gets .. more _and more remote. Unless, therefore, much 
larger financial allocations are made for this purpose, 
with immediate effect, the backlog will get totally out 
of papd. 

- :216: Arrears of track renewals on Northeast Fron
tier 'Railway.-We find that derailments · o'n the 
metre gauge s·~ctions of the Northeast Frpntier Rail
way due. to the permanent way failures have aU 
along been disproportionately high; out of 306 derail-· 
ments . attributed to ·this cause during · 1968-69 to 
1977-78, 'lOO.derailments' (or 33 per cent) occurred 
on this Railway alone. In this background the moun
ting arrear~ of- track renewals on the m~tre · gauge 
sections •of the Northeast. ;Frontier Railway is distres
sing. ·The track is mostly laid with 29.76 Kg per 
metre (60 lb per yard)· rails, which ·we were 
inforined;r are · more than '40 years old. · The wear of 
rails· .was· generally, in ·the range of 15-· 20 per cent 
a'nd;·goes .upto·· a maximum of 26 per cent at some 
locations which· is far . beyond the permissible limit. 
The· most vulnerable section is from Gauhati to Fur
katinl1:. on whicli the number · of ·rail fractures has 
also· gone Up from; an average of 2 per year during 
tlie years 1969 to 1972 to 39 during 1978 and 137 
during 1979. (upto 22-10-1979) .· Besides; 50 per 
cent of the rails were found · defective on • . ultrasonic 
testing :because· of .which· speed restriction . .has been 
imposed ·on a:·Jength •of; 227 :kilometres OUt'· of 330 
kilometres · ofc metre gauge main · line section from 
AIW!ori- to Furkating. We consider , this · state of 
affairs .far •from- satisfactory· •even from safety· stand
a~ds' and would ·strongly incommend that track rene-· 
wals-' ·. on . ,these ·, and · other '· similarly 'distressed' 
sections ··should be takerl• up on an urgent basis and 
completed , .- within : the shortest possible · · time 

217. Renewals on account of .running·of heavy axle 
locomotives.-There are a large 'number of branch 
lines on . which· locomotirves :- with light loads only 
are·· permitted to ··operate~ .. , We· have. ··beeiJ informed 
that- a.· large ··number of steam locomotives which arc 
inc.the light axle load 'category ·are' getting averaged, 
condemne'd ·and· withdrawn fronF··· service arid in · lie'~ 
thereof heavier ·axle load ·locomotives· are being in~ 
creasin!!lv deoloved o'n the branch lines, Due to this 

the track on-inost branch lines needs to be upgraded 
through secondary r~ncwals. We were also inform
ed that on one of the branch lines on the Northern 
Railway where heavier axle load locomotives ·.vere 
introduced without upgrading the standard of track, 
unsafe situation· had developed. We would urge the 
Railway Board to draw up a time-bound programme 
for upgrading the track on branch lines, which should 
be completed prior to the introduction of heavier 
axle load locomotives on these lines. . 

218 . . Speed restrictions due to unserviceable sleep
ers in track.-On the basis of information furnished 
to us by the railways, we have examined the pre
vale'nt practices for imposition of speed restrictions 
due to unserviceable sleepers in track. We find that 
while the limits of speed have been stipulated by some 
railways on the basis of the exrent and disposition of 
unserviceable sleepers in track, certain other railways 
are silent on the · subject. w_e consider that quid 
lines should be laid down: in respect of the percent
age of unS'.':rviceable sleepers th~t can . be permitted 
in track and the extent of speed restriction which 
should be imposed with progressive increase in the 
number of unserviceable sleepers in the track. 

219. Organisation for track renewals.-We ;com· 
mend the idea mooted by the Chairman, Railway 
BOI!fd; during the discussions we had with the Rail
way Board that, ii separate organisation should ba 
set up for executing track renewal programmes on 
the Railways. With the higher financial outlays for 
track renewals which we are ca:lling upon the Gov
ernment to . provide with immediate effect, we 
visual)se the need for a sound or,ganisation which can 
Ian and execute track renewals on zonal railways 
on a much larger scale than obtaining at present. We 
feel that an a!J-India organisation under the char~ 
of, a· separate General Manager, encompassing the 
functions ·of planning of renewals, procurement of 
permanent way materials a'nd execution of track rene
wals. in the. field is called for. In setting up the pro
posed organisation, the Railways should draw upon 
their _experience _with the . Railway Electrification 
Organisation which was established on similar lines. 

/220. Supply· of> rails.-Our attention was drawn to 
the unsatisfactory' position of supply of rails whicb' 
wiis. coming- : in the way · of speedy track renewals. 
We were informed that inspite of the capacity being 
available, there ·was great reluctance on the part of 
the steel-- plants to meet the Railways' full require
ments. Rather, in recent years, · evc;ln the commit- · 
ments td meet the part requirements in rail sections· 
52 Kg -per metre, 44.61 Kg per metre (90 lb. pi:r 
yard) . a'nd 37.13 Kg per metre . (75 lb per yard), 
had not - been' kept up. Supplies of rail . section 
29.76 Kg per metre' ( 60 lb per yard) have failed 
continuously for more than 5 years, which has serious
ly affected- the progress of · track renewa:s on the 
IQetre gauge. Further, the steel plant, which had 
hitherto been supplying 29.76 Kg per metre (60 lb 
per yard) rails, has now stopped production there
of. To meet the urgent requirements of this rail sec-. 
tion, the Railway Board have also gone in for imports. · 
We do 'not - consider this to be a real solution 
in . the wake. of rising backlog of renewals .. 



· ~ e h~ve been informed that the pricing of rails, is 
commg m the way_ of adcqu_ate supplies: St~:~Cl plants 
do not find the pnccs of rails, determined by the 
G<;lVernm~nt, remunerative enough as compared to 
pnc-.::s of other comparable steel materials and the 
tend:ncy, therefore, has been to take up larger pr6-
du_c~mn of the latter. We feel that the question of 
pnctng of _rails, which is seriously affecting supplies 
to the Rahway~, must be looked into by the Govern
ment at the htghest leveL Conditions should be 
~reat~ so that _the steel plans _meet the Railways' 
mcreasmg reqmrments of rmls in fulL 

221. Reprofi/ing of second-hand released rails.
~co'nd-hand released rails are being increasingly used 
m track rcne"":eals on ~e br~d and metre gauges. 
It has been opmed that In the mterest of satisfactory 
runnin~ and mainten~nce of both track and rolling 
stock, 1t would be adVIsable to lay a released rails in 
track only after it has been reprofi!ed. In line with 
the pr31ctice followed by railways in more developed. 
countries, we recommend that released rails shoUld 
be reprofiled before being relaid in track As a first 
step in this direction, 90 lb rails, released form broad 
gauge track, must be reprofiled before these are re-
laid in metre gauge track. · 

222. Measurement of rail wear.-Track renewal 
programmes are presently framed on the basis of 
condition of rails and sleepers. ID. this process the 
actual wear of rails in an important deciding factor. 
Therefore, collection and collation of data thereof 
assumes importanoe. The methods presently in use 
for determining the extent of wear of rails involve 
measurement of cross section of the rail and even 
weighment of the tail after it has been taken out of 
the track. These methods cannot be adopted to any 
great extent. We have been informed that on some 
railwav systems in more developed countries, a sys
tem of automatic rail wear inspection· is in use which 
enables the sampling of rail wear at intervals while 
the self-propelled vehicle is travelling at a speed of 
30 kilometres per hour. . The results come out -in 
the form of a point-out which can be used for record 
also. We recommend the use of such a system on 
the Indian Railways. . 

223. Development of special quaUty rails.-We 
have . been informed that the medium manganese 
quality of rails supplied by the steel plants in this 
country undergo rapid wear on sharp curves, in ghat 
and suburban sections. It would be desirable to lay 
wear-resistant rails at such locations. We have been 
informed that wear-resistant rails had to be imported 
due to inability of the steel plants to supply the same 
for some reasons. Considering that the railways 
will have recurring requirement of wear-resistant rails, 
ar;anpments for supply thereof by steel plants in 
th1s country need to be finalised early. 

224. For the manufacture of strobger points and 
crossinl!s required for hil(h speed heavv density routes 
:the nu1ways will require thick web rails. As ~ 
trial measure, some quantity of the5e rails are pro
posed to be imported by the Railway Board for fabri
cation into points and crossing!>. · We would urge 
that development and manufacture of thick web rails 
should be undertaken on a priority ba:sis. 

225. Supply of sleepers.-In P.llfas 259 and 260 
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in Part I of our Report we h~d gone into th~ ques.
tion of unserviceable sleepers ·m track. · During the 
course of our visits to zonal railways, ~rmanl:nt 
way engineers and inspectors have given evidence _that 
due to poor availabiltiy of wooden sleepers for mamte
nance, there has been an increase ,in the number 0\ll 
unserviceable sleepers in track. . We find · that on· 
large lengths of metre gauge track on the Wes~m 
and Northeast Frontier Railways, speed restrictions 
had· to be imposed on this account. · One of ·the 
Senior Divisional Engineers stated that against an 
annual requirement of 20,000 wooden sleepers foJ; 

proper maintenance of track under his charge, less· 
than 5,000 wooden sleepers had been supplied in a 
period of 3 years from 1977-78 to 1979-80. Concern 
over inadequate supplies of wooden sleepers was 
voiced on other railways also. -The availability of 
wooden sleepers is not likely to improve in future 
and indeed may get worse. The technology for use! 
of concrete sleepers for broad gauge has already been 
developed and with some effort it shouLd be possible 
to adopt it for metre gauge ·also. The long term 
remedy· to the problem of unserviceable sleepers; 
therefor::, lies in _speedily developing and enlarging 
production capactiy for concrete sleepers on both thef 
broad and metre gauges. This will also assist in the 
matter of progressing track circuiting which is now 
possible on concrete sleepers. · 

226. Procurement of permanent WaY materials.
Complai'nts of shortage of permanent way materials, 
specially track fittings, were voieed to us wherever 
we went on the Railways. This has affected the pro
gress of track renewal works and also maintenance 
of track in some areas.. We were informed that this 
situation has existed since , the takeover of procure
ment of permanent way fittings· by the Stores Depart
ment o'n the Railways from the Directorate Generai of 
Supplies and Disposals in 1975. without providing 
necessary infrastructure for the, puipose. In Sep- , 
tember 1979, the Railway Board, in consideration of 
~he , fact that the Stores Department of the railways 
'.s alrea~y .. overburdened With <>tlilir purchase furic
tions andi IS not able ·to devote undivided attention to 
the procurement of trac~ fittings, transferred the entire 
pro~ur:"!ent work relatmg to these items to the Civil· 
En!l'"ee~ng Departmenl. · We were infornied by some 
Ch~ef Engmeers ~a~ the new arrahgement is likely 
to 1niprove the posiiiOil f~ the t:Up.e being, due . to 
extra efforts. which are bemg put m. · They· however 
stronll!y, felt tha~ n~cessllf'Y organisation, whlch has s~ 
far not been proVIded II! the new aril!-ngement, Will 
be ' absolute!Y 'necessary if . the procurement ·effort . i§; 
to be sustamed .. ~efeel. that by not providing the 
necessary, orgaru~atiOnal I~-structure, the Railway 
Board; Isrepea~ng :Jle nnstake of 1975, which led 
to the present !?~lion; we strongly recommend' that 
n~:ssary. org~msa!Ion must now be provided in tlte 
CIVIl E!Igmeenng Department.· 

227. We have been inforn:ied that in the re t 
an:angemen! for procurement ofl permanent ~~ sen, 
tenals. requtred .for,. programmed track ·renew 1 Y k. 
finanetal comnutments are made ot1ly aft ffi wo~ s, 
mencement of the fiscal year Due to th e .com
tim~ ·for supply of these mat~als, suwli! 

1~ttf~~ 
ma~re towards the end of the financial . J 
wh1ch results in considerable delay in th year • only e execution of 

----~ 



work and throw-forward from )'l'!ar to. year. Consider
ing the fact that track renewal is a continuous activity 
for which p~rmanent way materials are required year 
after year, we recommend that ordering of these 
·materials and financial commitments therefor should 
be ensured well in advance so that supplies are recei
yed in time to carry out the work during the fiscal year 
Itself. 

228. Use of concrete sleepers for track circuiting 
works,-In para 233 in Part I of our Report, we had 
referred to the use of concrete sleepers for track cir
cuiting works. We find that in this matter not much 
headway has so liar been made on the railways. Whil~ 
on on·~ railway w~ were advised that concrete sleepers 
had been successfully used in track circuiting works, 
on another railway we were informed that trials were 
under way. There was also some resistance to the 
laying of concrete sleepers ·on platform lines due to 
difficulties in op~ration of co'ncrete sleeper laying 
machine. In our view, these reservations and objec
tions have liJttle force. We would impr!ss upon the 
railways to make full use of the available concrete 
sleepers for track circuiting works. It must also be 
ensured that concrete sleepers are laid in continuous 
lengths to avoid discontinuity in track structure. 

229. Ballasting of track :-Ballasting of track was 
discussed in paras 246 to 248 in Part I of our Report, 
wherein we had stressed on the need for taking urgent 
steps to increase tl!e procurement of ballast to meet 
fully tl!e requirements for normal recoupment. During 
the course of our visits to the Railways, we have found 
tl!at here are constraints both in tl!e procurement and . 
training out of ballast. The procurement has been 
affected by the steep rise in cost and the allotment of 
funds has not kept pace with the same. Training out 
of ballast is affected by the very low efficiency of ballast 
trains work•!d by old steam locomotives and also due 
to non-availability of adequate traffic blocks. It bas 
been suggested to us that the efficie'ncy of ballast trains 
would improve 3-4 fold with the use of diesel shunters. 
We strongly reiterate that, the ballasting programm~ 
on the Railways must be speeded up to meet the re
quirements; for recoupment of ballast on the basis 
of aco,oted norms. Adequate funds- for tl!is purpose 
should be made available. The functioning of ballast 
trains should also be streamlined by providing ade
quate traffic blocks and suitable motive power. 

230. Disturbance uf ballast in · track :-On some 
sections of tho~. South Eastern Railway, miscreants, in 
th0 prcc;!ss of removing coal dropped on the track, 
from wagons on running trains, also rip up and some
times remove stone ballast from track, tl!us disturbing 
the packing under the sleepers. This problem bas 
assum~d such serious proportions that on certain sec
tions soeed restrictions have been imposed. This is a 
serious law and order problem and, because of its im-· 
l'lication on the safe running of trains, we urge the 
Railway Administration to take. uo these matters with 
the State Government (s) at the highest level. . We 
have comme'nted on this proble_m in . Chapter XV 
dealing with Law and Order. 

231. Gang Strenfl(h :-The question of j!an~t stren
l!th was examined by us in paras 266 to 268 in Part 
I· of our Reoort; we had mentioned that evolution of 
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a rational formula for determining the gang strength 
had alr7<~dy been considerably delayed and had urged 
the Railway Board to finalise this expeditiously. 
During the course of our visits to the railwaYs and 
also in discussions with one federation of railway 
workers, certain new aspects have been highlighted. 
We found that while at the senior levels of adminis
tration there was a firm thinking that tl!e gang strength 
was adequate, the staff and officers in the field 
represented tliat the strength of. gauges was not in 
keeping with maintenance practices in vogue, We were 
informed that -blanket cuts in the strengtl! of gangs 
have been imposed in regions where neither modern 
methods of track maintenance nor modem track struc- · 
ture obtains. This has left a large number of vacan
cies in the gangs to the detriment of track main
tenance. 

In our view, the strength of gangs should be correla
ted to the mainrenance practices in vogue and the track 
structure actually obtaini'ng on that section. Arbitrary 
cuts in the hope of introducing modem methods of 
track maintenance and track structure will not be 
rational. We reiterate the recommendation made in 
Part I of our Report that finalisation of the gang 
strength formula should not be delayed any longer and 
th·~ strength of gangs on the sections must be rationali
&~d on the same basis within the shortest possible 
tin! e. 

232. Track tolerances :-We find that the Com
missioners of Railway Safety in ilieir enquiry reports 
on some serious accidents, attributable primarily to 
track defects, have recomnrended the laying down of 
mininlum acceptable track, tolerances beyond which 
the track should not be allowed to deteriorate even on 
branch and unimportant lines. We have discussed this 
subject with a wide cross section of staff and officers 
responsible for the maintenance of permanent way. 
We w~re informed that the 'service' tolera'nces follow
ed at present on the main trunk routes are based on 
considerations of comfort and good riding quality; 
they felt that since 'safety' toler!lnces will be more 
liberal than these, laying down tl!e same may encourage 
a complacent attitude on the part of permanent way 
maintenance staff and lead to a general deterioration 
in th0 track standards. In this matter the RDSO have 
also opined that laying down of safety tolerances 
cannot be viewed i'n isolation from the type and condi
tion of maintenance of rolling stock. Considering the 
evidence before 11s, we feel that if 'service' tolerances 
are adhered to on all sections, the requirements cf 
safety will automatically be met. We, therefore, reco
mmend that 'service' tolerances, indicati'ng the linlits 
b~yond which track will need attention, must be laid 
down for various spe>!ds and categories of tracks inclu
ding branch and unimportant lines and these must be 
rigorously implemented through an effective system of 
monitoring. 

In the present conditions because of shortage and 
oilferage of track materials, it may often not be possi
ble to maintain ilie 'service' tolerances on certairi 
sections. The question would then arise as to bow 
much deoarture from the 'service' tolerances will be 
permissible without safety· being: jeopardised, we feel 
that. this is a point which needs to be examined by th~ 
RDSO. 



233. Monitoring of track :-The use of track re
cording cars and Hallade track recorders for monitoring 
the parameters of track was gone into in detail in paras 
290, 291, and 293 to 295 in Part I of our Report. We 
had referred to the good work done with track recar
dihg cars in the field of monitoring of track and the 
need to extend its scope to increasing lengths of track. 
We had also taken a view that no useful purpose would 
~ served by equipping each division of the Railways 
With ~ Ha~ade tr~ck recorder. During the course of 
O~!f d1scuss1ons With permanent way engineers and 
With the RDSO the advantages using a portable 
accelerometer over the Hallade track recorder for 
monitoring the riding quality of track have been high
lighted. In view of the advantages of this equipment 
and the ease with which it can be handled, without 
the need for arranging any special runs on the concer
hed sections, we feel its use must be extended to give 
the permanent way engineers and staff the means of 
quantifying and checking the quality of running of 
track free of human subjectivity. We recommend that 
the zonal railways must be equipped with adequate 
humber of portable accelerometers to supplement 
monitoring by the track recording cars. 

.234. Track geometry rating.-At present, on the 
main trunk routes of the Indian Railways, the indivi
dual parameters of track are recorded and the improve
ment or deterioration is reckoned on the basis of com
parison with the previous recording. We find that on! 
the Northern Railway, a system for arriving at the track 
geometry rating has been developed which Jdves a 
ready index to quantify the condition of track and 
affording a ready tool to the management for measuring 
difference in work quality between gangs, measuring 
track improvement/deterioration with time. Such a. 
ratin_g will also enable a comparison of the efficacy of 
the different track maintenance methods on a long-term 
basis. We feel that track geometry rating has a useful 
role to play in assessing the state of track maintenance 
and RDSO should lay down guidelines therefor for the 
benefit of zonal railways. 

235. Speed restrictions on new track.-Speed res
trictions are imposed during the course of execution of 
certain engineering works. It was stated by somei dri
vers that from the jerks they experience! while movinl!l 
on newly laid track they have a: feeling that it was 
sometimes not fit for the speed limit stipulated. Ouii 
discussions with permanent way staff revealed that 
there are no guidelines for determining the permissible 
speed at the site of work on the basis of track para
meters actually obtaining. The Railway Board have laid 
down that normal speed may be restored after the track 
irregularities are brought within the tolerances, gene-
rally prevailing on the section of track with normal 
speed. We feel that such a blanket provision will not 
be of much assistance to the field staff. We recom
mend that guidelines in respect of tolerances for gauge, 
alignment, sleeper spacing. cross-levels, unevenness! and 
condition of sleeper packing etc. should be laid down• 
for the guidance of field staff for imposing and pro
gressively raising speed limits at engineering works. 

236. Imposition of speed restrictions m connection 
with engineering works.-On some railways the exist
ing practice requires the engineering afficial to serve 

caution messagei at midnight forth~ im~osition of speed 
restriction in connection with engmeenng works. We, 
were further informed that in this arrangement also, 
there is no certainty If the 'caution ~es~ge has . b~n 
accepted for imposition of speed restr1ct1on resul~g m 
considerable disruption of work. From our reVIeW of 
accidents we find that, derailments due to non-protec· 
tion of engineering works, failurei to issue ca'!tioli or~er 
for engineering works or inadequate pr?tecbon at s1te 
increased from 22 during the 5-year penod 1963-64 to 
1967-68 to 124 during the to-year period 1968-69 to 
1977-78. We feel that the causes leading to the afore-
53id increase in derailments are entirely within the con~ 
trol of the Railways and everything possible mus~ l?e! 
done to eliminate the same. We suggest that, Within; 
the overall limitation of time provided for engineering 
works, speed restrictions for engineering :vorksl should 
be planned in advance and become operative from a; 

pre-determined hour. 

237. Display of speed restriction boards.-Drivers, 
have drawn our attention to the non-display of speed 
restriction boards as required under the rules. We 
have also been informed that the distances at which 
such boards are displayed have not been revised im 
accordance with the maximum braking distancel of 
trains operating on the section. For ensuring the safety 
ut trains smd permanent way staff, it is necessary that 
engineering resTriction boards are displayed at thei 
maximum braking distance of trains operating on the 
section. It should also be ensured that the speed res
triction boards are displayed properly and those which 
require to be lit at night are done so, effectively. 

238. Our attention has also been drawn to the use 
of electrically lit 'speed indicator lamps' which have 
taken the place of conventional speed restriction boardS\ 
on railway systems in more developed countries. We 
would recommend the development and usei of such a 
'lamp' by the Indian Railways. 

239. In Para 312 in Chapter VITI on Signalling and 
Interlocking, we have drawn attention tOI the system in; 
use on the German Federal Railways wherein the Auto
matic Warning and Stop (AWS) equipment on thej 
track is used for enforcement of speed restrictions. 
Under this arrangement, if the driver fails to heed the 
.risual and audible warning in the cab the brakes are 
applied automatically. We recommend the use of! 
A'!'~ system ~ track for p~otection o_f . speed res
trictions on sections where this system 1s m operation. 

240. Track recordi11g-cum-research car.-The Indian, 
Rail~ays had acquired a track recording-cum-researchl 
car tn 1976 at a cost o~ Rs. 1 crore. During the visit 
of the. Committee to RDSO they had the opportunity to 
see th1s research car and discuss its potentialitie!i in: the 
field of track-vehicle interaction and vehicle dynamic~ 
with senior officers of the RDSO. We understand that 
due to certain reasons, it has so far not been possible 
to m~ke extensive u~e of this research car and during 
a penod of 4 years, 1t has been used for about 25 per 
cen! of the available time only and that too mostly for 
testing and not much for research. We were informed 
that a number of rese"areh projects, to bei undertaken! 



with the help of this car, tave been drawn up. In view 
of the potentialities of the track recording-cum-research 
car, we would urge the Railway Board and the RDSO 
to plan for its intensive use. The projects assigned to 
this research car should be taken up with a sense of 
priority so that the benefits ma}" flow to the field. 

241. Maintenance of yard.ll.>-J)uring our visits tOI 
the zonal railways we have been apprised of the poor 
conditions of maintenance in some major yards due to 
inadequate yard drainage and absence of regullll' 
arrangements for cleaning. Staff and officers from 
the carriage and wagon side and yard staff stated than 
falling materials from wagons cause obstruction in free 
movement for examination and repair of wagons and. 
for yard operations. On the other hand, from the 
permanent way side we were informed than yard lines 
are not made available for maintenanet:~ resulting in 
deterioration in their condition. We would stress onl 
the need for proper cleaning and maintenancf! of yards 
so that the interspaces between tracks are kept clear 
and free from obstruction. Drainage should also be 
improved. Yard lines in major yards should be made 
available for track maintenance on the basis of a pre
planned schedule. 

242. Welding of rails in yards.-We find that in 
some of the major yards considerable reduction in the! 
number of derailments has been achieved through the 
welding of rails. We were informed that this alsoj pre
vents entanglement of the skids at rail joints. W~ 
consider that welding of rails in major yards will not 
only reduce derailments but also improve thel maint~ 
nance and enhance the life of rails. We recommend 
accordingly. 

243. Ultrasonic rail flaw detectors.-Incidence of 
rail failures on the Indian Railways was examined by; 
us in paras 278 and 279 in part I of our Report. The 
availability of ultrasonic rail flaw detectors for carrying 
out the work of testing was discussed in paras 273 to 
277 ibid. On the basis of further information: made 
available to us some railways, we find that during thq 
last 5 years the number of rails requiring removal from 
track as a result of visual examination or ultrasonic 
testing of rails has been increasing from year tc! year as . 
the following figures will show :- ' 

Year 

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

Number of rails requiring 
removal from track• 

5,297 
10,934 
9,333 

12,516 
15,599 

• Inform1tion is for the Eastern, Northern, South Cen
tral, South Eastern and Western Railways only. This 
pertains to the sections where such testing has been 
done. 

From our review of accidents in ChapteJ.1 IT, we also 
find that both on the broad and metre gaugesi the num
ber of derailments due to rail fractures has gone up 
from 19 during thf! period 1968-69 to 1972-73 to 34 
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during 1973-74 to 1977-78. The increase was mainlY, 
in mid·section derailments. In this background we feel 
that more determined and urgent steps are called for 
to extend and intensify ultrasonic testing of rails m 
running lines and also for timely removal of rails found 
defective. . 

244. During the course of our visits to the railways! 
we found shortage of ultrasonic rail flaw detectors on 
some divisions. In some cases the equipment is shared 
between two or even more divisions. On one division, 
ultrasonic testing equipment had not been returned for 
almost a year with consequent arrears in the testing 
programme. We also find that arrangements for maintd
nance and expeditious repairs of ultrasonic rail flaw 
detectors are lacking on some railways as a result p~ 
which equipment sent for repairs is returned after con
siderable delay. We would strongly recommend thalj 
adequate number of rail flaw detectors must be pro
vided on each division of the zonal railways to enable 
regular testing of ·rails on running lines. 

245. We consider that schedules for testing of rail$ 
with ultrasonic rail flaw detectors mus~ be laid doWDi 
for all types of track an the basis of importance of th• 
line, traffic carried, speed of trains, age of rails and 
trend of rail fractures, etc. Such schedulei ;:ould be re
vised on the basis of the experience gained during the 
esting process. The railways must also develop, 
adequate facilities for repair and maintenance andi 
periodic calibration of ultrasonic rail flaw detectors. 

246. A"angements for recording on ultrasonic raia 
flaw detectors.-The inference drawn during testing 
by ultrasonic rail flaw detectors depend considerably! 
on the ability of the individual operators to iden~ 
and interpret signals received on the oscilloscope 
screen. We have been told that continuous scannin!!l 
by the operator is a very difficult and fatiguing task. 
Under the circumstances, he is likely to misinterpret 
signals received on the screen 'during continuou~ 
movement of the instrument on rails. It may,_ perhaps, 
be quite dangerous if, in such a state, a highly deve
loped flaw is either not picked up or reckoned as/ 
non-dangerous by the operator. In this background 
we recommend the provision of recording arrange
ment on ultrasonic rail flaw detectors which will bej 
available for scrutiny after the recording session i~ 
over. This will, to a great extent, eliminate the influ• 
ence of human subjectivity in the evaluation of results; 
of testing. 

247. Ultrasonic rail flaw inspection car.-The pro
gress of testing with ultrasonic rail flaw detectors isf 
necessarily slow, being linked to walking pace of thel 
operator and his ability to picki up signals from the 
screen of the instrument. We were informed that the' 
target coverage with th~ help of even two operators on 
each equipment is about 40 kilometres per month. In) 
the background of increase in the number of defectiv~ 
rails on sections where ultrasonic testing has been 
_done so far, and with many more perhaps n:mainingj 
undetected, on sections where testing of rails by ultra
·sonic means has so far not been commenced, we fee~ 
that there is need for adopting faster means of test
ing of rails in track. In this regard we refer to the 
suggestion given by the Wanchoo Committee fu para! 



269 in Part II of their Report, for taking in hand re
search and development Olf a self-propell_c~ ultra
sonic rail inspection car in the hope of prov1dmg one 
car on each zonal railway before long. We are con
&trained to state that no progress has been rna~<:( 
in this regard so far. The sel_f-propelled ultraso:mc: 
rail inspection car has proved Itself on the German, 
French and British railways systems. By wa_y of com
parison we wish to point out that as agamst about 
10 000 kilometres of track which was tested on all the 
zo~al railways with 42 ultrasonic rail flaw det~ors 
during the year 1975-76, on the French National 
Railways about 14,000 kilometre~ of track were tested 
annually in the early 1970's with the help· of twQ 
self-propelled ultrasonic rail inspection cars. We 
would strongly recommend that the railways sh~d 
go in for ultrasonic rail inspection cars at _the earli~s~ 
possible so as to quicken the pace of testrng of rails 
in running track. 

248. Studies pertaining to propagation of dejects i't 
rails.-As a follow-up of the testing of rails With 
ultra-sonic rail flaw detectors we find that a~ present 
no suitable guideline is available with the railways as 
to when a rail is to be removed from track 011 the 
basis of the defect detected. Rails which are found to 
be defective as a result of ultrasonic testing are 
basically being categorised as those requiring imme~ 
diate removal from track and those which are to b~ 
kept under further observation. We h~v: been inf~rm
ed that due to lack of sufficient data, 1t IS not possible, 
at this stage, to give a precise !!mit. of defect. nee~~ 
sitating removal of rail or allowmg It to contmue IDl 
track. The rate at which a particular type_ of def~ 
may develop on the basis of which retestmg Olf rail! 
can be arra~ged or replacement undertaken, is also 
not kno<Wn. We consider it necessary that RDSO 
carry out studies on the relationship between defects 
or flaws in rails and their propagation under actual 
traffic conditions. 

249. Amzlysis of rail failures.-The RDSO carry 
out numerical analysis of rail fractures, every year, on 
the basis of the reports feceived from zonal railways. 
The results of·these analyses from 1969-70 to 1977-
78 showing the different types of rail fractures, are 
depicted in CHART VIII. We find that since 1975-
76, weld failures have come to be the main cause. The 
proportion of weld failures to the total '?umber od' 
reported rail failures on the Railways, which ranged 
from 9 ta 14.5 per cent during the period 1969-70 
to 1975-76 shot up to 30.5 and 52.2 per cent during 
1976-77 and 1977-78 respectively. Of the reported 
weld failures over 75 per cent were those of thermiU 
welds and over SO per cent of these had failed within 
the first three years of welding. 

250. The RDSO has informed us that in the ther
mit welding process, there are some inherent defects 
due to the involvement of human element for judging 
the temperature of rail surfaces which are heated and 
which cannot be free of error due to colour deception 
and other factors. We feel that everything possible 
must be done to reduce if not eliminate altogether 
failures of this type. We recommend that in view Olf 
~he inherent weaknesses in the thermit walding pro-

cess flash butt welding of rails shouid be done told: 
~urn extent possiole anu all new thermit we 
JOints must be uluasomcally testeu. 

251 Uttrasonic testing of new rails.-We also ~d 
from llie numencal analyses !hat a size;lble proporuon 

f ail failures on the Indian Railways are attr10uta~le 
~0 ~anutacturing defects in the rails. "lhe proportioail!l 
of sucn trulures to the total number of rep?ned r .. 
trulures was 21 {ier cent during l<JTI-n. Rail fml~es 
of tne aoove type, can only be .reuuced by cxercislll;g 
greater quahty control and check at me manuf~c~ure~ s 
works. 1D conformity with the pracuces obtaJIIIng m 
most foreign countries1 scm: arrangt<men~ ~hould be 
made whereby every rail put m track IS ~ubject to ultra
sonic testing m advance. 

252. Reporting of rail failure~.-We f4ld that lh:e 
reporung of rail failures as reqwred by the RDSO. JS 
not being regularly d_one by_ zonal railways. W~e 
tne RJJSv has been unpressrng upon the z.;>nal rail
ways the need for subDlltting ~ reports ~f rail. failures 
including those detected w1th ~trasomc rail. flaw 
detectors. We fi,nd that in certam years ~orne zonal 
ratlways had not subm.itt~d even a single report of 
such tailure. The Railway Board should en&ure. that 
the required infonnation on rail failur.::s is furn1shed 
by all zonal railways to the RDSO. 

We also note that there has been considerable delay 
in the publication of numerical analyses by the RDSO. 
Analyses pertaining to the years 1975-?6 and. later 
had not been circulated to the zonal railways till the 
end of 1979. The Railway Board should ensure that 
information required by the RDSO for aumeri~l ana
lysis of rail failures, is furnished by all zonal railways, 
timely "fhe results of the numerical analy5is should 
be published and circulated to zonal railways with the 
~east delay. 

253. Effect of flat lyres on track.-Our·attention has 
been drawn to the deleterious effect on rails in track 
by .flat tyres, specially of loaded BOX wagons. We 
have been informed that these are potential causes of 
rail/weld fractures specially during winter months; the 
stresses produced by the fiat tyres, which are presently 
permitted in accordance with the niles for mainte
nance of rolling stock, exceed the endurance linlits of 
!hermit welded joints and also the yield point in nor
mal rail steel. With the laying of long welded rails 
in track, the stress pattern in rails has undergone con
siderable change from what it was in the case of single 
jointed rails. We feel there is a case· for review of 
the permissible limit of fiat tyre on rolling stock. 
which we urge the RDSO to undertake. Effective 
means ~o need to be develop~ for detecting flat 
tyres, Which should, under no cucumstances be per-
mitted on running trains. ' 

254. Facilities for Inspection of bridges.-With the 
incr.ease !n the nu!D-b~r of distressed bridges (JD the 
Indian Railways, as mdicated in Para 263 in Part I of 
our Report, inspection of the bridges and the follow
up action assumes great importance. We find that in 
t~e fie!~ of bri~ge inspection1 specially in the case of 
h1gh bndges With arches wh1ch are otherwise not 
easily approachable, inspection presents considerable 
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di!Jiculties. Railway systems in more developed coun
tries make use of self-propelled access platforms which 
can be extended and r~tracted from the unit which 
~oves . on the trac~ so as to give ready access for 
msp~c~on and mruntenance of bridges. We teel that 
pr~v.1s1on of .self-propelled access platforms will greatly 
facilitate mamtenance of bridges and over-head struc
tures and must be progressively introduced. 

.255. Theft of permanent way fittings from track.
Wldespread theft of permanent way fittings from track 
in certain sections of the Eastern and South Eastern 
Railways passing through the states of Bihar and West 
Bengal has been reported to us. Steel keys, and cotters 
are stolen in very large numbers, fishbolts arc stolen 
even if the ends are burred, tie bars are cut from track 
and taken away. On this account it has even become 
necessary to impose speed restrictions over the affect
ed portions of track. We would, urge the Railway 
Board and the railway administrations to take up this 
issue at the highest level with the State Goverriment( s) 
so that safety in train operation is not jeopardised. 
We have also commented on this aspect in Chapter 
XV-Law and Order. · 

256. Besides organised theft by criminals our 
attention was also drawn to the stealing of two-way 
keys, pandrol clips and such other fittings which ei1her 
fall out or can be removed from the track with c-.a~e by 
passerby and shepherds, who sell the same to the vil
lage blacksmiths for fabrication into agricultural 
implements. In this context, we feel that such track 
fittings should be developed, as to make their pilfer
age difficult. We suggest accordingly to the RDSO. 

257. ·Telephones for permanent way inspectors.
We find that some of the permanent way inspectors 
responsible for the maintenance of open line tracks are 
still to be provided with telephones at their residences. 
We feel that for a permanent way inspector to func-
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tion effectively and to be available in an emergency, a 
telephone at his residence is a must. We wou~d urge 
the zonal railways to complete the provision of this 
basic necessity in the shortest possible time. 

25]!. Maintenance of platform Unes.-. During the 
course of our visits to zonal railways we have seen 
that, even at some important junction stations, plat
form lines have not been provided with washable 
aprons. The track was water-logged r!)Sulting in mud
pumping under the sleepers with consequent deterio
ration of track parameters and creation of unsafe con
ditions. Some of the engineering officials who appear
ed before us bitterly complained about problems of 
maintaining tracks on platforni lines at stations. It 
was stated that due to intensive occupation of platform 
lines, time for maintenance of tracks was not made 
available. The problem was aggravated due to soiling 
of tracks by droppings of p!ISsengers wastes from trains 
and sweepings from the platforms. This also creates 
problems in the maintenance of coaching rakes on 
platforms lines. To remedy this situation, we recom
mend the following :-

(i) At important stati9ns where trains stop on 
platform lines, washable !!Pions should be 
prov!d_ed. The zonal railw~ys should take up 
proVISIOn of these on a time-bound pro
gramme. 

(ii) Platform occupation should be planned in 
such a manner so as to leave adequate time 
for the maintenance of tracks on platform 
lines. 

(iii) The subject of droppings of passenger wastes 
from trains needs serious thought. With in
crease in the volume of passengers handled 
this Problem will aggravate and there is 
need to devise improved arrangements 
whereby platform lines do not giv~ the 
impression of open air latrines. 



CHAPTER VII 

LEVEL CROSSINGS 

259. Trends of accidents at !eve( crossings.-The 
trend of accidents at level crossings during the 1 ()... 
year period from 1968-69 to 1977-78 has been re
viewed in Chapter II. We find that there has been a 
steady decline in the number of accidents at both 
manned and unmanned level crossings. We have also 
discussed the main causes of accidents at level cross
ings, involvement of different types of road vehicles: in 
such accidents, and the categories of railway staff 
held responsible. 

260. Manning/upgradation of level crossings-In 
paras 306 to 310 in Part I of our Report we had 
stressed the need for laying down normS' for manning 
unmanned level crossings and upgrading manned level 
crossings. We find that, even after the need to man 
an unmanned level crossing or upgrade a manned 
level crossing is established, the actual manning/up
gradation of the same takes a very long time due to 
delays in getting the work sanctioned and in obtain
ing the concurrence of the State Governments. We 
also find that, even in cases of unmanned level cross
ings which have been categorised as 'accident-prone'. 
on the basis 0'1' the norms laid down by the Railway 
Board and which are required to be manned entirely 
at the cost of the Railways, the proposals are remitted 
to the Railway !Board for approval which . processi 
takes time. In view of the heavy toll of life and limb! 
which accidents at level crossings continue to take, 
we recommend that:-

(i) manning of accident-prone unmanned level 
c;:ossings, on the basis of norms laid down by the 
Railway Board, must be left to zonal rnilways them
selves who should complete this work within the 
shortest possible time, and 

(ii} once the need for manning an uumanned !eve~ 
crossing/upgrading a manned level crossing on the 
basis of existing norms is established, the work should 
be process~ and completed expeditiol!sly by .z<?nal 
railways; adjustments of cost etc. could tn our opmmn, 
be settled with the State Governments later. 

261. Census at level crossings.-During the course 
of our visits to zonal railways, it came to our notice 
that at some of the level crossing gates where rail and 
road traffic has increased substantiallv, conduct of 
census has been delayed seriously. As per extent 

. instructions. zonal railways are required to conductl 
periodic census af traffic. at such. unmanned level 
crossings and census-cum-job analysts at each manned 
level crossing once in 5 years. The need for regular 
conduct of census at level crossings and follow-up 
action on the results thereof cannot be overempha
sized. 

·262. Manning of level crossingM by one gateman.
Manning of level crossing gates was reviewed by us 

in paras 311 to 315 in Part l of our Report. We had 
expressed unhappiness with certain aspects like intro
duction of split-5hift rosters for ~ingle gateman to 
open the gates during specified night hours. On the 
basis of further information received by us from zonal 
railways, we find that there were 353 level crossing!! 
situated outside station limits, where tlte incidence~ of 
road traffic was not enough to justify an ~ddition.al: 
gateman for the night and at such level crossmgs split
shift rosters have been introduced. In our opinion, 
manning of level crossings by one gateman with 
split-shift roster does not afford a satisfactory and 
safe arrangement. We feel that at level crossings, 
where opening of the gates becomes necessary at 
night· also, two gatemen must be provided on 12-
hour shift duty. Alternatively, level crossings with 
light road traffic at night should be considered for 
being kept closed during that period. 

263. Railway Safety Works Fund.-In paras 316 
to 321 in Part I of our Report we had conunented on 
the. poor utilisation of Railway Safety Works Fund 
in some of the States. Our discussions with some State 
Govts revealed considerable awarness of this aspect 
en their part; not orily had these States spent the 
entire allocation but had to slow down planning and 
execqtion of additional works due to lack of funds. 
Thus, while safety works in some States are being 
retarded due to non-availability cf funds, greater 
accumulation is taking place due to its poor utilisation 
in most other States. As indicated in para 319 in, 
Part I of our Report, the unspent amount at the credit 
9f the Railway Safety Works Fund totalled Rs. 14 
crores ·as on 31-3·1979. In view of the foregoing, wd 
recommend that it would be in the overall interest 
of safety in train operation as well as· of the public if 
the States are encouraged to·· utilise the fund to the 
extent . of actual requirements, adjustments vis-a-vis) 
actual share of each State on the basis of extent rules 
C'f apportionment being done on <l long-term basis. 
We also consider that the Railways must be free to 
use a.ccumulated funds fo~ !llanning/upgrading of level 
crossmgs and ~or proviSion o£ road over/under 
bridges. We realise that such an arrangement may 
have political implications. However in view of the 
accidents which continue to take pl~ce at level cross
ings, endangering public life, we consider that such 
an al!angement should be worked out a: the highest' 
level m the overall interest of safety . 

264. Tel~phone co"!munication at level crossings
!n _our reVIew of accidents in Chapter II, we have 
ondtc~ted that. the r~te of accidents at manned level 
crossmgs provtded wtth telephones was much Jess than 
that ~t those without telephones. In the context of 
~ed~cmg the number <?f. accidents at level crossings, 
.he. tmportance of pr~dmg. telephone conununication 
at manned level crossmgs IS, therefore evident We 
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bad discussed the progres~ made in the provision of 
telephone communication between the gatemen at a 
Ievei crossing and the adjoining slatton in Paras! 322-
326 in Part I of our Report. We strongly reiterate that 
the provision of telephone communication at all mid
section manned level crossings must be completed 
within the shortest possible time. 

265. Provision of undulationS and bumps on ap
proaches to level crossings.--Our analysis of accident~ 
at level crossings has shown that 21.2 per cent of the 
accidents at manned level crossings during the period 
1968-69 to 1977-78 occurred due to road vehiclesi 
crashing into the lifting barriers or swing type gates 
or breaking the lock and opening it. Further, out of 
814 accidents at unmanned level crossings, 811 oc-" 
curred due to the fault of road users. On the North 
Eastern Railway we were informed that the incidencel 
of road vehciles dashing against the lifting barrier:S 
and sometimes breaking both the barriers was on! 
the increase. During the year 1979 alone. there were 
33 such cases on the Varanasi Division of the North 
Eastern Railway. We are of the considered opinion: 
that some means need to be provided a~ both manned 
and unmanned level crossings to act as a restraint on 
the drivers against speeding in the vicinity of !eve~ 
crossings. We have gone into this question in paraS 
338-341 in Part I of our Report wherein we have 
mentioned that the reaction of some of the State 
Governments to providing speed breakers at level 
cr~lSsings had not been entirely favourable, perhaps 
in consideration of the damage which may occur to 
the road vehicles moving with speed on. such roads. 
We find that provision of speed breakers/bumps or 
rumble strips in the vicinity .of city areas, collie.. 
ries etc. is an accepted policy of the local authorities 
and the State Governments. During our tours we 
found that these measures had been adopted even or! 
national highways so as to arrest, effectively, speeding 
by road vehicles. In view of the danger to puolic and 
safety of train operation, we feel that such measures 
must also be prdvided in the vicinity of all level 
crossings. We strongly recommend that speed break
ers/bumps or rumble strips should be provided <m 
approaches to all level crossings. The drivers of 
approaching road vehicles will need to be pre-warned 
adequately of their existence. 

266. Interlocking of level crossi•tg gates with sig
nals.-In paras 342 to 344 in Part I of our Report' 
we bad reviewed the implementation of the recorn.. 
mendation made by the Wanchoo Committee for 
interlocking gates with signals. We have been informed 
that due to the deteriorating law a!ld . order position! 
the gatemen at level crossings which are not protected 
by gate signals are finding ii difficult to comply with 
the stipulation that the gates be normally kept closed 
to read traffic. For increasing the level .of safety, we 
suggest that all Special, A and B class manned level 
crossings in mid-section should be protected by gate 
signals. In doing so, all such level crossings in ere 
and Automatic Signalling territorie~ should be giv~ 
priority. 

267. Warning devices. at! level crossings.-In the 
review of accidents at level cro5sings in Chapter n. 

we found that 5.2.5 per cent of th" accidents at man~ 
ned level crossings were caused due to open or im~ 
properly closed or secured gates and another 21.2· 
per cent because of road vehicles crashing into lifting 
barriers or swing type gates at level crossings. We feel 
that for guarding against some of these accidents, 
devices in the nature of loud warning bells/hoou:rs. 
which are actuated by approaching trains would be 
necessary. Such devices would serve as an indication 
to the gatemen that a train is approaching and also 
give warning to the approaching road vehicles. As aJ 
first step we would recommend the provision of such 
devices at all manned level crossings in mid-section; 
priority should be given to level crossings in areas 
where the incidence of accidents of the aforesaid type 
has been high. 

268. As indicated in para 265, more than 99 per 
cent o fthe accdients at unmanned level crossings 
dur:ng the period 1968-69 to 1977-78 occurred duet 
to the fault of road users. In many of these which 
involved heavy casualties, we found that the drivel'S 
of road vehicles. had been taken unawares by thei 
apprcaching trains. We consider that the provision of 
warning devices at unmanned level crossings would 
warn the drivers of road vehicl~s and serve as an 
effective means of bringing dowa the number of such 
accidents. · 

_ 269. We appreciate the enonnity of the, problem 
in so providing warning devices at such a large num
ber of manned and unmanned level crossings spread 
3:11 over the country. We suggest that zonal railways) 
adopt a selec?ve approach whilei implementing these) 
measures, taking up :first, level crossings in areaS' 
where accidents have been high or where road traffiC! 
is higlt and/or is increasing. It has also been suggest~ 
ed to us that providing of overhead wires for such 
warning devices, as an alternative to underground 
cables, may prove economical. In our view RDSO 
must take. upon itself the problem of developing 3i 
warning device which will function satisfactorily in the 
conditions obtaining on the Railways. 

; 2~0. Educating public about the dangers at level 
crossmgs.-We find that in the States of Punjab, 
Haryana and Uttar Pradsh, the involvement of tractol'Si 
in accidents at level crossings has greatly increased. 
Staff and officers monitoring safety of train operatiolll!l 
informed us that the increase was due to large scalel· 
~nauthorised driving of tractors. Zonal Railways pass~ 
mg througlt these States must tak·~ up with the Statej 
Govemments. the question ?f tractor drivers observing 
safety rules m the averaU mterest of safety of public 
and of train operations. 

271. In the southern and central parts or the coun
try. we find that the involvement of bullock carts in 
acCidents at level crossings is high. Such accidents 
mainly occur in rural areas. We feel that niass media 
can play a very important role in creating a sense of 
awareness amongst the rural population about thei 
ha7ards at Jevel crdssings. We strongly recommend 
that the Railways, should, in consultation . with the 
State Governments, undertake . a continuous pro
gramme of educating the public in rural areas of the 



dangers at level crossings and their responsibilities in 
this regard, through mass media. like radio, television, 
newspapers and cinema. 

272. Policy in regard to unmanned level crossings
Of all types of accidents, those at level crossings have 
caused the highest fatalities. In para 20 in Part I of 
our Report, we had indicated that during the period 
1968-69 to 1977-78 accidents at level crossings were
alone responsible for 45 per cent of the total fatalities 
although they formed only 13 per cent of all impoii
tant accidents. On certain sections, level crossings, 
manned and unmanned, are located in very close 
proximity-at times three or even more level crossings 
are within a kilometre or so. In view of the dangers 
inherent at level crossings," the Railways in consulta-4 
tion with the State Governments may like to examine 
the possibility of closing down some of them. 

273. Our Teview of accidents also shows that for 
the ~st three 5-year periods the incidence of accidents 
was consistently higher at unmanned level crossings 
than at manned level crossings. New unmanned level 
crossings should, therefore, normally not be permit
ted, and, if they have to be provided, the decision 
should be taken only at a high level 

274. Po~·ting of literate gate11Jen-Wc find that a1 
some of the mid-section level crossings under the 
control of the engineering department, where tele
phone communications have been provided with thi:l 
adjacent stations, gatemen posted are illiterate and 
cannot exchange private numbers with the station! 
masters. 'Ihis is an unsafe arrangement and we recom• 
mend that only literate gatemen should be posted at 
such level crossings. 

275.Working instructio713 at level crossings.-We 
find that instructions for the working of level cross
ings have not been provided at a large number of 
level crossing gates, specially those which fall under 
the control of the engineering department. We would 
urge the Railways to ensure that working instructionS! 
are available at each leve] crossing and an assurance 
is taken from each gateman about his having under.; 
stood these. 

276. Automatic half-barriers at level crossings.
Tbe question of provision of automatic l!a1f -barriers 
at level crossings in implementation of the recom-· 
mendation made by the Wanchoo Committee was dis
cussed in paras 333 to 337 in Part I of our Report. 
We had mentioned therein the c.:>nsiderable diffe
rence of opinion and the reluctance on the part of 
zonal always to undertake trials with automatic half 
barriers at level crossings even though one such trial 
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had met with success and had been favoured by the 
public and the State Government. The police authori· 

.ties have also not favoured such trials in metropolitan 
areas. In. the discussions we had on zonal railway!;~ 
we found that the idea of providing automatic half
barriers was generally appreciated and acceptable, but 
there was difference of opinion regarding the actual 
conduct of the trials. We feel that having met with 
good results in the first trial installations on the 
Nortl:lcm Railway, it is necessary to gather more data 
on this !Ubject and in this conte>ct we recommend more 
extensive trials on non-suburban sections, away from 

metropolitan .cities. 

277. Provision of road-over bridges-During the 
course of our discussions with lhe representatives o~ 
State Governments, certain suggestions were given in 
the matter of providing road-over /under bridges in 
replacement of level crossings, which we have serialised 
below:-

(i) The apportionment of the cost of a road 
over-bridge between the Railways and the 
State Government is done on the basis of 
2-lane bridge only. It was stated that in 
metropolitan cities where the road traffic 
is high, the requirement is normally of a 
4-lane bridge or even more. The Statel 
Government suggested that the approtion
ment of cost of road-over/under bridges 
should be done on the basis of the actual 
requirement of the width of the road which 
should be left for the State Government/ 
Local Authorities to decide. 

(ii) According to the present norms for sharingi 
tbe cost of the road-over bridges bctwce11 
the Railways and the State Government; 
the cost of 1and is required to be borne eri~ 
tirely by the State Government. It was sug
gested that the total cost of the road-over 
bridge including the cost of land, should be 
shared equally by the Railways and the 
State Government. 

(iii) It was stated that matching allocations fofl 
works for which the State Government has 
made provisions is at times not made in thel 
Railway Budget which hampers the progress 
of works. They suggested that the Railways 
should take into consideration allocations 
made by the State Governments while mak
ing provisions in the Railway Budget. 

We are not in a position to comment on these mat
ters of policy and rules of business and would SUJ!

gest that Government may look into these for sucb 
action as it may deem fit, 



CHAPTER VTII 

SIGNALLING AND INTERLOCKING 

278. Safety in operation of trains very largely de
pends upon a very reliable signalling system. Modern 
technology has helped the signalling systems to wake 
substantial advances · both in India and elsewl:!ere in 
the world. It is important that the systems now exist
ing arc operated at the maximum . level of effective
ness and ·c.ontinuously updated to keep in step with 
technological advances. Since Indian Railways have 
already introduced a number of super fast trains; and 
it is contempl.ated to further step up the maximum 
speeds, th~ critical importance of s:gnalling systems. 
needs no emphasis. 

2 79. Provi.Yion of rudimentary interlocking at non
interlocked stations :-The progress made in the pro
vision of rudimentary interlocking at non-interlocked 
stations, in implementation of the recommendation 
made by the Wanchoo Committee, was discussed bY. 
us in paras 407 to 411 In Part I of our Report. 0~ 
the strength of the discussions which we had during 
the course of our visits to zonal railways. we are 
convinced that for ensuring minimum basio safety ~ 
well as to guard against derailments at stations, atleast 
rudimentary interlocking must be provided. We have 
already recommended in para 411 in Part I of our 
Report that rudimentary interlocking should be prop 
vided at all stations on the broad and metre gaugeS. 
We have now come to the conclusion that such rudi
mentary interlocking needs to be provided at all sta
tions on the narrow gauge also and we recommendl 
accordingly. 

280. Improvements in the standard of interlocking 
at stations.-We find that, on some metre gauge 
sections of the Western Railway where the density oll 
train services per day has increased to over 24 trains 
both ways on single line and on which important ex~ 
press trains with booked speed of 50 kilometres per 
hour have also been introduced, stations oontinue toi 
be provided with only rudimentary interlocking. Iii 
the interest of greater safety, we consider that the 
inter'locking on such sections must be raised to Stan
dard I. We also consider that guidelines should be 
laid down for upgrading the standards of interlocking 
at stations on the basis of density and speed of traffic. 

281. Item& requiring i.Ysue of disconnect~n. 
notices:-We have been j!i<ven to understand that on 
most railways, the signalline and interlocking g~ars 
for the maintenance of which a disconnection noti~ 
should be issued, have not been identified. We recom
mend that, for the l!Uidance of maintenance and 
operatin~t staff, maintenance work at s~alling instal
lations should be analysed and split into its various 
comnonent units, separating items of routine mainten
ance like cleanine, oiline, graohiting and obstructi-on 
tests. not reauirine disconnection, from items of 
adiustrnents of signal and points fittings etc. requiring 
disconnecti-on, 

so 

282. We further consider that in view of the com
plexities of sophisticated electrical signalling and its 
inherent vulnerability to unauthorised tampering, only 
electrical signal maintainers in the highest grad~ 
(Grade I) should be permitted to sign the. reconn~ 
tion notice in Form S&T/DN prescribed in the Indian 
Railways Signal Engineering Manual, while the dis>
connection notice may be signed by an electricali signal 
maintainer in a lower grade. 

283. Time for maintenance if signalling gears:
As indicated in para 397 in Part I of our Report, the~ 
Railway Board did not accept the recommendation of 
the Wanchoo Committee for making provision for 
fixed time blocks in the time tables .. From the evidence~ 
given before us, during the course of our visits to the 
Railways, we find that disconnection notices; for main
tenance of signalling equipment are frequently not 
accepted or are accepted very late and for much 
shorter periods by the operating staff on the plea of' 
heavy intensity of train services and the possibility of 
detention to trains. The problem is becoming more 
acute day by day due to the increase in the density 
of traffic and the provision of more and more sophi~ 
sticated signalling equipment which need intensive 
maintenance. This is also giving rise to adoption o~ 
short-cut methods by staff for rectifying failures. The 
Railway Board had earlier advised that instruction!~ 
already exist to the effect that disconnection notice&! 
issued for maintenance of signalling gear should be 
accepted by the traffic staff. We feel constrained to 
say that the position remains unsatisfactory and ha~ 
deteriorated on some sections with the increase in/ 
traffic making preventive maintenance all the more 
difficult It is imperative that all problemll cqnnected 
with the maintenance of signalling equipmen~ should 
be thoroughly examined and a practicable and rea
listic solution is found so that the availability of ade
quate time for maintenance of signalling equipment is 
ensured. We reiterate the recommendation made by 
the Wanchoo Committee that necessary time blocksj 
should be provided in the time table for the mainte
nance of signalling and inrerlocking equipment, special
ly on busy sections. Such time blocks can be used 
for inte~trated maintenance prograrmnes of track and 
overhead equipment also. 

284. Recovery time on signalling account:-We 
were informed that one of the main reasons for 
inclreasing resort to shortcut methods by signalling 
maintenance staff is the fear of detentions and the 
co'nsequent punishment. In fact there have been 
some serious accidents on this account due to the 
anxiety of staff to save detentions to trains. We feel 
that, the oneration of trains, as olanned at present, 
does not cater to the requirements of failures which 
may occur any time in a signaiiing system as in any 
other en!O!leering system. . We recommend, that, 
some nnmmum recovery tune must be provided in 



the time table&, atle~~st on the busy sections where 
important tralllli run, WJlleh will cover ae~enuons to 
traJJli o'o. account or Signlll rauwes. 

285. Testing of ele.ctrical signalling equipment :
At present the emphasiS IS oruy on p_enoOical testing 
ot ,ocKlllg between levers in lll\l 1ewr ttames ana 
overnallilllg oi lever ttames and the e1ectncal SignaL
lmg poruoll mcmamg tile CIIC\Utry wmcn alSO pro
VIuc& lllLeriOoKlllg 17.-tween SignalS ~d polllts does not 
receive such anenuon. bwn cable-LesU!lg IS not be
lllg aone accoramg to 1>chedWe on the pu:a that it is 
ume co'nsU!lllllg and auecLS tile runrung ot trams 
severely, It aone strictly accoramg to rwes and re
qurro;mt>nts or sarety. Witll me gtowlllg tenaency to 
adopt snortcut metllods, which have been·~ommented 
upon e.se-wnere ruso, ana tne ease WIUl wJ:Uen o;!ec
trlcal crrcuitry can be tampered With, we consider it 
necessary tllat all electriCal s1gnalung equipment and 
crrcwtry are inspected and tested ~oramg to snpu
lated schedUles. Adequate ume mt!St ruso be pro
vided on the sections to enable tbe ~1gnaL1U1g stm to 
eftectively carry out inspecuon and testing of such 
cqwpmeilt. 

286. Maintenance of fOute relay installations and 
other sophtSt1cated equipmeut.-There is no gain
saymg tlle fact that tlle mamtenance of route reJay 
insEallatlons, automatic block sJgnalllllg, tokeruess 
bloc.k: and otber sophisticated signailUlg equipment 
reqwres a higher stanctatd of experuse tban IS need
ed !or mamtenance o~ conventlonaL sJgilaLUng eqwp
ment. We, therefore; consrcter tll!!t qn.y mspo;ctors 
met maintamers who have undergone specJal trainlhg 
in these subjects in tbe lndJan J:l.atlways. Institute or 
Signal Engweermg & Telecommuwcauoil, Secooaera
bad, shoUld be entrUsted with the maintenance of such 
eqwpment. 

287. We would suggest tbat, a system of issuing 
competency certUicalt>S to stalf, on the succeSSJW 

comp1enon of theii raming in ~e relevant specialised 
fie1ct, should be introctuced. While posting staff in 
the neld, specially on modern signallmg installations, 
tbis shoUld be taken into accooo~. 

288. Electric lighting of distance signals :-In pata 
356 in Part I of our Report, we had referred to 
the instructions issued by tbe Railway Boatd to the 
zonal railways for completing electric lighting of 
semaphore QIStmt signals by 30-!:1-1979. uurmg the 
course of our visits, we found that while on some 
dllVISlOns a few distmt signals have been prov,cted 
with electric righung, on most other divisions there 
has been no progtess at all; we were infonned tbat 
indents had been placed for tbe requirement of mate
rials, on receip~ of which ~e job woul.d be Wider
taken. On the other hand, drivers who tendered 
evidence before us complained bitterly about tbe non
lighting of distant signals. Both tbe progress and 
the follow up action in implementing tbis impor
tant safety measure has been extremely trady. We 
feel that the Railway Boatd having taken a decision 
Shou.d have pursued it effectively. We stress that 
tbis work should now be comp~eted wi:tbout further 
delay. 
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289. Night visibility of Semaphore sigmils:-It has 
been ~peaU;;OJy empnaSJSed m me ev1Ut>uce tenue,ea 
beLOre us mat, many ou-ut Slgnai lamps ate not 
llgllted during iligtit ume and wnere J.Lt, tllese get 
exungw&Jli;Q aner some tUlle Clll!l to a vatiety of It;a

sons and generruly olfer poor visibility to the driver 
on accoWit or non-sJano.lard WICKS, non-cl~;aillng of 
rounctets and lenses, poor quality of kerosene ou and 
bact 10ct1Ss!.ilg. we,· tller.,1on:, collSloer tnat enc:et
ive st~;ps shoUld be taKen by au the conc~rllt>d depatt
ments tlliougti more ttequent rnspecnons at dillerent 
levelS to rrnprove the V!SlOIUty 01 signaiS at rugnt. 
As a long-term measure, we reiterate the recommi>D.
dation maae in pata 357 in Part 1 or our Kepon and 
stress tllat the wor.k: ot e1ectr1c hghtLll2 ot semaphore 
signals shoUld be progrussed at a !ast~r pace. 

290; Visibility of colour light ~ignals :-We have 
received compJamts durmg our tours that •the VISlbi
Jity of colour ught s1gnrus IS otten poot aurmg day 
time, parucUJatly on east-west augnments aue to 
glate ot the sun or aue to low-vonage or voltage 
nuctuations. It has also been suggested to us that 
visibility in such cas~ can 00. rrnprov~ by use 
of:-

(i) automatic voltage stabilisers !l! different 
locanons of Slgnals, 

(ii) higher wattage bulbs of 33 ..yatts instead of 
25 watts. 

(iii) improved desigtl of double lenses, produc
tion of which has recently comm~;nced, 
and 

(iv) power supply from OHE instead of local 
hUppiy. 

We recommend adoption of these measures uni
formly on all such colour light signalled sections. 

291. Signal sighting inspections:-It was represent
ed to us tllat LD~ tootpJale rnspecnons 01 s•gnrus by 
~goal inspectors indlVloUally or JOJ.$y wrtll loco 
Inspectors and traffic inspectors ate not catried out in 
accordance with the prescribed scheaute on account 
of the heavy workload of inspectors. We emphasiSe 
that, in view of the increasing speeds and dellSlty of 
traillC, tbe joint inspecnon or sJgnrus by Signal, ,oco 
and trafic inspectors as per schectUle Showct be made 
more effective md intensive in order to ensure pro
per visibility of signals by day and by night. · 

292. Operation of distant signals:-It has been 
repeatedly brought to our notice by drivers that distant 
signals are not normally taken "off" by cabinmen for 
reception of trains and in tbe absence of any positive 
indication at tbe distmt signal, tbe drivers have to 
=cessatily restrict tbe speed of the trains or talre 
risks. On account of the location of tbe distant sig
nals at distmces exceeding one kilometre from the 
cabin. the cabiilman finds it strenuous to operate such 
ignals manually. At locations, where distmt signal 
is worked electrically, no such complaints have been 
received. We, therefore, recommend that all sema
phore distmt signals Should be provided with electric 
.ignal motors, and tbese Should be made to assume 
automatically the signal aspec~ correspondlllg to the 
position of the home ~. · 



· 293. Colour light signalling :-In paras 347 ~~ 351 
in Part I of our Report. we had commented on the 
progress made in the provision of colour light sig
nalung. While it is tne policy to provide colour 
light s1gnalling on electrified sections we find that a 
few single l.ine sections with A.C. traction have been 
left out. We recommend that all these sections should 
be provided with colour light signals, taking advantage 
of the OHE power supply. 

294. We note that, on many of the electrified sec
tio:OS, signals on passenger tui!J!ing lines only are 
colour light while goods running and stabling lines 
still have semaphore signals. We consider that, this 
mixtUre of mwti-aspect colour light and two-aspect 
semaphore signals is a source ot contusion to the 
running staff. The conversion of semaphore sig'nalS 
into colour light signals at such statio~ should be 
taken up on a programmed basis. 

, 295. Provision of route relay inter-locking at impor
tant yards :-In the evjdence tendered before us it 
has bee:n stated that, in some of the major yards and 
at important junction stations, where trains from· a 
number of directions converage, very · heavy train 
movements have to be dealt with. Moreover, tlle 
movement has to be coordinated between various per
sons in different cabins which increases the possibility 
of human failure. The example of Mughalsarai was 
cited to us, where we unaerstand over 500 such 
movements take place in a period of 24 hours under 
the control of certain cabins. We feel that, in the 
interest of safety as well as efficiency of train opera
tion, route relay inter-locking, wliich aims at centra
lising the CO!}trol, must be provided at the more 
important junction stations. 

296. Norms for signalling failures :-Failures of 
~ignal and in.terlocking gears wete diScu!;~ed by us 
m para 414 1n Part I of our Report. At that stage 
we felt t!J.e need for correlating failures hot only to 
~e density of tr~c b~t also to the population of 
Stgnalhng gears. Signalling system like any other 
engmee~g system. is apt to fail, specially when the 
system Itself IS des1gned to 'fail safe'. We. however, 
find that ~ere. are at . 11resent h~ norms J:egarding fai~ 
lures of Signalling and mter-locking gears on the basis 
of which the efficacy of the system could be judged. 
We reeommend the laying down of such norms. 

297. Analysis of signal failures :-We were inform
ed ~at, prese;Dtly, only such signal failures· are reviewed 
which alfect Importa!lt trains and after the explanation 
therefor, h~wsoeve~ mept, the occurrence is forgotten:. 
The ~ys1s of .failures at most levels, which we had 
~19n to see,~ ~nfined to a· statistical summary for 
ass1gnmg respoUSlbility. We consider that signal fail
ures must be reviewed with the intention to learn more 
about the inadequacies of the system for taking coil:~ 
t!ve measures. In this context 'Ye. ~mmend· the piac
tic~ followed on ~e Bombay DiVISIOn of the Western 
~ilway, where Important. signalli~g and interlooking 
f~ures are analysed an~ diScussed m detail With reme- · 
di~ measures, and are crrculated to staff in the field for 
~dance. We recommend· that such action is taken 
uniformly OR all the· zonal· railwavs. 

298. Reporting of signai jaiiures :-On a. few divi• 
sions we found that while the drivers had a lot to com
plam about Signalling deficiencies and failures, the sig
nallmg staff wnom we interview¢ did not seem to be 
aware of such complaints. Drivers invariably report 
deficiencies in the Signals, noticed by them on the run, 
in the signal defect registers maintained in the ~oco 
sheds. lnere is no systematic way of retrieving this 
information for rectifying the reported detects. We 
stress that the defects reported by drivers should receive 
the attention of the signalling maintenance staff and 
remedial action taken without any delay. 

299. We find that, it is a generaJ. practice now ~t 
wherever a signal maintainer is avauable round the 
clock at the station, the station master does not report 
in writing the failures of Stgna !ling and inter-loclting. 
gear which occur at the stauon, notwithstanding the 
provisions of the General and Subsidiary Rules. The 
signal maintainer,. by attending to the 1:ailure on oral 
instructions, exposes himself to the charge of unautho
risedly tampermg with the equipment m case of an 
accident. 'fhis also results in tne actual number of 
failures not being reflected in the records. We consider 
that the station master on duty should report in wntmg 
or by telegram all cases of signal failures. 

30('). Statistics of signal failures :-It came out in 
the evidence that the incidence of signal failures as 
reported to the headquarters office dla not reflect the 
correct position. Even the failures- recorded in tne Slg
llllil failure registers did not correspond to those which 
actually. occurred. This was also confirmed by one 
Chief Signal & Telecommurucation Engmeer. · The 
record of signal fallures helps the admm!Stration to 
analyse the causes of failures for evolving remedial 
measures. It 1s, therefore, necessary to ensure tnat 
signal failures which actually occur are faithfully 
recorded and reported and tnere must be cross~hecks 
on the reported ngures of Signal failures to ensure tneir 
veracity. · 

3(')1. Adoption of slwrt~ut methods by sigMlling 
staff :-It has been repeatedly represented to us that 
sh~rt-cut. methods are adopted by s1gna lling staff in 
t!Ierr mamtenance work, particularly wlule rectJfying 
Signal frulures. A number of accidents have also occur
rea on this- acco~t: The "loopmg" or bridgmg of 
relays, }illd~r conditions of failure of a signal, powts or 
track: crrcwt, by 51~ staff, either individually or joint
ly_ With !Iaffic statf, IS' an undesirable practice fraught 
With senous consequences and should be prohibited 
under f1!1es. We, ~erefore, recommend that where 
any s~t10nal release IS required in the interests 'of train 
o.peration, authorised technical solutions like calling on 
Signals and emergency cancellation switches should be 
emploved Wl'th built · · · · ? -m safegnards for safe movement of trains. 

302. Securing of relay rooms :-We have been in
~orm~ ~at the re~y rooms at some stations were 

evoi o . any locking arrangements; in some case.S 
~elay rooms w~re ~o used as offices. To safegnard :SJso tampermg With yital equipmen~ in relay rooms 

th to gnard agamst the adoptinn of short~t 
~ ~ 7h recommend' ~oub~e locking of all relay 

ms Y e ~c and Slgnallmg ~jaff. 



303. Track • circuiting :-·We had· discussed the 
progress made in the provision of track circuiting at 
stations ~ paras 37_5 to 383 in Part I of our Report. 
~·.mentioned th~ren;t •. progress mainly relates to pro
VIding of track cucwting of run-through lines at way
side stations on the trunk routes and sOi:Iie important 
main ~es. Even in this limited programme, 285 and 
72 stati<;ms on the broad and metre gauges respectively, 
~ere still left over. In reference to the suggestions 
giVen by _the Wanchoo Co~ttee in para 347 iii Part 
ll of therr Report, the Railway Board have informed 
us that ~ack _circuiting of 2284 passenger lines at im" 
portant Junction and way side stations on truilk and 
important main line routes still remains to be done. 
The requirement of funds for the remaining works is 
estimated to be Rs. 39 crores. At the present level of 
all~tme!lt of funds, i.e., Rs. 3 crores per year, and after 
taking mto account the accumulated throw-forward as 
obt~~g during 1979-80, completion of the aforesaid 
remammg_works may take another 15 years. This does 
not take mto account the heavy increases in cost of 
labour and materials and also the fact that the track 
circuiting as now executed at niany stations is only 
from fouling mark to fouling mark. Thus, if these 
safety works have to be completed within a reasonable 
span of time, a much higher level of allocation of funds 
Will be necessary. We recommend accordingly. 

304. We are disturbed to notice a distinct lack of 
decisiveness in the Railway Board's policy regarding 
extension of track circuiting to those stations where it 
has not been done so far. The. thinking all along has 
been that track circuiting of such stations was to get 
high priority. Assurances to this effect were also 
given by the Minister of Railways in Parliament. How" 
ever, in actual implementation, there has been conti
nuous vacillation. The question of availability of 
wooden sleepers has been raised again and again. Even 
the import of wooden sleepers, to make good the short
fall in their indigenous availability, which had been 
seriously considered at one time appears to have been 
abondoned for reasons not clear lo us. The present 
thinking of the Railway Board seems to be to use axlt1 
counters in lieu of wooden sleepers for track circuit
ing. 

305. We seriously apprehend that this vacillation. 
between the two proposals, track circuiting with 
wooden sleepers on the one hand and with axle coun
ters on the other, will result in neither being pursued 
with sufficient speed and a large number of stations! 
remaining without any kind of effective protection. 
We strongly feel that, the installation of an adequatei 
number of axle counter~ whether by import or by indi
genous production is not likely to materialise within a 
reasonable period of time and therefore the original! 
proposal to extend track circuiting using wooden~ 
concrete sleepers for the remaining stations is, the onl 
feasible one. Any difficulties such as shortage o 
wooden sleepers o~ use of ~op.crO!e sleepers for track 
circuiting are not, m our oplUlon, msurmounta~le. _vye, 
therefore maintam that the work of track cucutting 
using w~en/concrete sleepe!S, at the remain_ing 
stations, must be proceeded With and completed With
out any further delay. 

· 306; Track ·circuiting between block clearance 
points:=-We had gone into the question of track cir
cuiting between block clearance points in Paras 3 84 
to 388 in Part I of our Report. From the evidence 
before U!l we find that, not much progress has been 
made in extending track circuiting to block clearance 
points and _at present there is no means by which the 
station/cabin staff can ascertain the presence or other
wise of a train between the starter and advanced star
ter particularly during night, thus, increasing the 
chances of collisions which have occurred on some. 
sections of zonal railways. It will be pertinent to 
point that, during the years 1968-69 to 1977-78, 116 
side collisions 9ccurred on the broad and metre gauge. 
systems of. Indian Railways, of which 53 involved 
passenger trains. . The. side collisions can be prevented 
by track circuiting between block clearance points. We 
consider that the portion between fouling mark and 
advance starter at stations on trunk routes and main 
lines must be provided with track circuiting using 
wooden sleepers or axle counters on high priority and 
constraints of funds and materials must not be: allowed 
to stand in the way. 

307. Track circuiting at block huts:-We find that, 
on the main trunk routes where the run-through main. 
line at stations has been track-circuited, track at block: 
huts has not been provided with track-circuiting. We 
consider that track circuiting must be provided at block 
huts also to cater for the eventuality when a ~rain 
comes to a stop at the block hut. 

308. Effect of dropped loads on track circuiting:
It has been stated in the evidence recorded on th~ 
Northeast Frontier Railway that loads remain stabled 
on the CTC section for very long periods. Due to 
heavy rains and rusting of rails, the electrical conduc
tivity deteriorates with the result that a signal could 
be taken off for an occupied line. In such circums
tances the Railway Adininistration should ensure by 
regular checks that the conductivity of rails is, main• 
tained at satisfactory levels. 

309. Axle counters:-As stated earlier, it is the 
policy of the Railway Board to install axle counters 
in the face of continuing shortage of wooden sleepers 
which had held up works of track circuiting. Where
ever safety works of this type have been planiled, these: 
should be taken up on a time-bound programme and 
nothing should be allowed to come in the way of its 
implementation. 

310. We have been informed that there has been, 
delay in the production of axle counters due to 
teething troubles and failures. Manufacture of axlel 
counters on the basis of a new design evolved by the 
RDSO is now being undertaken by the Southern and 
Centr.i! Railways. In this context it has also been 
mentioned that imported axle counters installed Ollj 
the Grand Chord section of the Eastern Railway and 
also on Central and South Central Railways had work
ed relatively trouble-free. We suggest that the Rail~ 
way Board give sufficient thought to the design now 
being adopted for manufacture in regard to its relia.
bility in service. so that this important safety device., 
doeS not meet the fate of other devices like vigilance. 
control device, speedometers, etc. We lrecotnmend 



that, in the event of reliability in the performance of 
the indigenous design of axle counters being in que&· 
tion, the Railways should not hesitate to adopt 
impqrted destgns which have stood the test of time 
and Import axle counters in pan to cover the interim 
period of indigenous development. 

311. Automatic warning and stop system:-In parts 
390 to 392 in Part 1 of our .Keport we had d!scu~sed 
th.ts subject and recommended that a time-bouna pro
gramml! be arawn up lor extenamg t.ne Automatic 
warrung and ::.top lAWS) system on all trunk routes 
'With speed of lOll kmph aria above, covering all pas
senger and goods tral'lls. We WISh to add that, in 
adamon to tne first stop signal which is proposed to 
be covered under the present scheme, the - last stop 
Signal wruch is the aut.nonty to enter the block secuon, 
should also be provided Wlth A WS equipment. 

312. We have been advised that the AWS equip
ment on the track now bemg provided for lhe pro
tecuon of station stop signals can also be used between 
smuons for proli!Ction of level crossings and speed 
Jc>mctions. '!ne permanent way inspector can easily 
fit up the portaole, passive traCk eqUipment to locations 
of permanent and temporary speed restrictions and, 
if t.ne driver fails to heed the visual and audible warn
ings i!ll the cab, the brakes will be applied automatic
ally. As such systems are used on the German Fede
ral Railways and elsewhere, we would recommend 
their adoption on lndian Railways also, thuS provid
ing a total continuous protection system for the train 
from the start of the journey to the end. 

313. We understand that the AWS system, now 
being provided on the suburban sections of Western 
Kauway, has the necessary infrastructure to facilitate 
i!lltroduction of a simplified system of cab sigiialling. 
We, therefore, recommend that, taking advantage of 
this feature and the availability of continuous track 
circuiting and in view of the prevalence of curves; tall' 
structures, road and foot -over bridges, afiecting conti
nuous visibility of signals and track on suburban sec
tions, cab signalling may be provided on busy subur-
ban sections. · 

314. Perfor'!Wnce of.-1-utomatic warning and stop 
system :-DurnJg our VISit to the Eastern Railway we 
have examined the performance of A WS on 
Howrah-Burdwan (Chord) and Gaya-Mughalsarai 
sections. We found that more than 50 ~ cent of the 
field equipment had been stolen and repfucement had 
taken more than a year. Only a small number of 
locomotives wer~ fitted with AWS equipment to cover 
mail and express trains alone and some of these loco
motives were subsequently diverted to other links 
with the result that even all mail and express tr~ 
were not covered. We are deeply concerned at the 
absence of any effective monitoring and serious lack 
of interest in such a vital safety pilot preject at all 
levels of administration, particularly when the railway 
has been in a position to maintain satisfactorily other 
installation like colour l.ight signalling and track circuit
ing equipment spread all over the line on these electri
fied sections in spite of thefts and other outside inter
ference. We, therefore, consider that an effective 
monitoring spstem should me set up at rifferent levels 
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of maintenance and user departments for su~h key 
projects. Pilfer-proof housi!llgs should be prov1ded. for 
all field equipment of AW::. system _and_, on the ~es 
or Central Railway's proposal, the cu:crutry should m
corporate earlier warnmg to the driver if the track 
~quipment is stolen. 

Working in automtJtic signalling and centralised traffic 
control territories 

315. Automatic signalling:-During the last few 
years there have been a large number of collisio~ in 
territories with Automatic :signalling and Centralised 
Traffic Control. Some of these accidents in the subur
ban sections took a heavy toll of life and limb and 
aroused deep concern. Our detailed review of acci
dents has shown that non-observance of rules by 
drivers when passing automatic signals accounted for 
48 out of 296 collisions (or 16 per cent) attributed 
to failures of drivers. The South Eastern Railway 
alone contributed 21 of these collisions which form
ed about 40 per cent of the collisions on that railway. 
In view of -the extreme gravity of such accidents and 
the repetitive nature of the prinlary cause viz. drivers' 
failure to observe properly the 'Stop and Proceed' 
rule, we have examined in detail the Automatic Block 
and Absolute Premissive Block system with particu 
lar reference to the various repercussions of the 'per
missive' working involved in the 'Stop and Proceed' 
rule on the suburban sections in Bombay, Calcutta 
and Madras areas as well as the high density ere 
territories on North Eastern and Northeast Frontier 
Railways. We have also carefully considered the 
evidence tendered by all sections of staff and officers 
on different aspects of such working. Since the per
missive working on such high traffic density sections 
cannot be dispensed with, we consider that adequate 
safeguards should be built into the system of working, 
both by way of technical aids, designed as an integral 
part of the equipment of the system and rules stipu
lating specific procedures without any ambiguity. 

316. We consider that the provision of AWS system 
shall be an effective means to ensure the observance 
of 'Stop and Proceed' rule by the drivers. In para 
392 in Part I of our Report we had urged the Railway 
Board to take steps to fu1fil atleast their commitment 
of providing AWS system on trunk routes and sub
urban sections at the earliest. In view of the serious 
nature and consequences of collisions on suburban 
sections, these should be given priority. AWS system 
should be coliUilil;sioned on suburban sections of Bom
bay, Calcutta and Madras on a speedy time-bound 
programme, by taking full advantage of the available 
sources of supply in the country and abroad. In 
respect of the suburban sections of the Southern Rail
way and Sealdah Division of the Eastern Railway 
advance planning for provision of AWS system should 
be initiated straightaway. 

317. The AWS system should incorporate a 20 
kilometres per hour speed check, so that trains after 
stopping a~ an automatic si~al at 'ON' canpot pick 
ups~ Ill _excess of 20 kilometres per hour till a 
s1gnal d1splaY'ng the 'OFF aspect is reached. 

318. While there have been collisions on the sub
urban sections involving two EMU trains, in some 



cases one of the 'trains involved was other than an 
EMU train~ As recommended earlier, AWS equip
ment of the type envisaged in para 317 above, should 
be provided not only on EMU trains but on other 
passenger and goods trains also. 

319. As an interim measure, till AWS system is 
introduced, we recommend provision of an auxiliary 
warning switch in the motorman's compartment in 
EMU trains as on South Eastern Railway which should 
be operated by the motorman when he stops at an 
Automatic Signal at 'ON', to display a red light as a 
reminder to him of having passed an Automatic Signal 
at 'ON'. 

320. Rules of working in automatic te"itories :
We note that General Rule5 277 and 436 enjoin upon 
the driver, after stopping at the automatic or permis
sive stop signal at 'ON', to proceed ahead towards the 
next stop signal in advance, exercising great caution 
so as to stop short of any obstruction but does not 
prescribe any speed restriction except where the 
visibility is poor, in which case a speed restriction of 
8 kilometres per hour is specified. We consider that 
a speed limit should be specified for normal condi
tions of visibility also, and recommend that the 20 
kilometres per hour restriction, now being enforced 
by Central Railway, is adopted by all other Railways 
under 'Stop and Proceed' rule during normal condi
tions of visibility in automatic signalling and ere 
territories. 

321. We further recommend that the guard should 
be enioined under General Rules 278 and 437, to 
aoolv ·the brake with a view to bring the train to a 
stop· when he observes the driver exceeding the speed 
restrictions laid down. 

322. We consider that motormen and drivers of 
trains in automatic svgnalling and ere territories 
should be !riven a snecial course of traininl!' in Auto
matic Block and Absolute Permissive Block Systems 
in Sienal and Telecommunication traininl!' schools in 
a 11 asnects of the permmsive working and further thev 
shnuld undergo refresher courses atleast once everv 
year. 

323. Flashing tail lamps on EMTJs.-We find that 
on the Western Rai1wav flashinO' ta.il lamns have been 
nrovided on the last vehicle of EMU rakes as a more 
T"romimint indication to attract the attention of a 
driver of the following train. We recommend that 
other railwavs also provide the flashing lvghts in the 
rear of the EMU trains. 

324. Flickering/bobbing of signals :-It bas been 
repeatedly brought to our notice that automatic signalS 
on suburban sections often display flickering/bobbing 
of signals and also display of more than one aspect by 
the same signal at the same time. We recommend 
that technical measures suggested by a Committee of 
Directors of the Railway Board and the Research, De
signs and Standards Organisation to overcome these pro
blems .should be implemented without delay. Further, 
General Rules 277 and 436 should be amended to 
classify flickering/bobbing and display of more than 
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one aspect by the same signal as defective signals, on 
the lines of General Rules 78 and 79. 

325. Cascading of signals.-We recommend that 
the 'cascading' principle should be uniformly adopted 
on all Automatic Signalling and ere territories so 
that when the green aspect bulb fuses, yellow aspect 
is dis pia yed and so on and, under no circumstances, 
the driver comes across a signal without any light due 
to the fusing of the signal bulb. It must also be en
sured that not more than one aspect of the signal 
appears at any one time, by using an improved design 
of lamp-proving relay. 

326. Telephones in CTC te"itories :-It has been 
brought to ·our notice that out of 78 telephones pro
vided on signals in the CTC section on Northeast 
Frontier Railway, 45 were reported lost; a similar 
position exists on the ere section of North Eastern 
Railway. General Rule 436' lays down that the 
drivers shall wait for the stipulated. period and pass the 
permissive stop signal at 'ON' after contacting the 
station master of the next block station or the ere 
operator if telephone communication is provided near 
the signal. Both Railways seem to have taken no 
action to replace the telephones reported lost since 
General Rule 436 also provides for working the 
ere system without telephones. We consider that 
the Railways should take steps including use of 
pilfer-proof fittings to ensure that an telephones at 
signals on ere section are replaced and kept in good 
working condition so that drivers can ascertain posi
tion of the line upto the next siena! and avert colli
sions like the one between 26 DN Passenger train 
and 1 Dn Avadh Tirhut Mail on 23-12-1979 on the 
CTC section of Northeast Frontier Railway in which 
18 lives were lost 

We further recommend the provision of similar tele
ohone facHity in non-suburban Automatic Signalling 
sections like Raikharswan-Sini-Chandil-Kandra on the 
South Eastern Railway and Sitarampur-Pradhankanfa 
section of the Eastern Railway. 

327. Overhauling of lever frames and block! instru
ments :-It has come to our notice that on some rail
ways a high percentage of lever frames are over due 
overhauling. On the Eastern Railway, 400 lever 
frames and in Vl'jayawada division of South Central 
Railway, 28 lever frames were due overhaulin~t. It 
was stated that this was due to the non-availability of 
assistant station masters and traffic blocks for non
interlocked working. Overhauling of lever frames 
according to the stipulated schedule is necessary to 
ensure safety and to prevent frequent failures, parli
cularlf in the context of increase in the intensity of 
train services. We had gone into the question of over
hauling of lever frames in paras 421 to 425 in Part J 
of our Report. We consider that, on the basis of 
arrears and normal workload of overhauling of lever 
frames and similar equipment, maintenance gan~ts 
including assistant station masters required for ·non
interlocked working in the affected yards must be set 
uo and co-ordinated programmes of traffic-blocks 
drawn up for every division. 

328. Yardsticks for sit?nalling staff :-There are 
t~ree tiers of_ signalling sta~ resD?nsible for the inspec
tion and mamtenance of s1gnalhng gears viz. super-
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visory signal inspectors, sectional signal ins~tors 
and signal m~tainers. We had gont: into 1:J?.e qu~
tion of yardstick for the above categones of signalling 
staff in para 426 ~ Part I of our R<:Port. ~e 
yardsticks are available for the supemsory signal 
inspectors, we find that no yardsticks have been evolv
ed for the sectional signal inspectors and signal main
tainers. The sectional signal inspector has to perform 
the dual functions of inspection as well as maintenance 
of signalling gears. The supervisory signal inspector 
is assigned the duties of inspections only. The signal 
maintainers are responsible for basic maintenance of 
signalling gears assigned to them and rectification of 
all failures. There has been considerable increase in 
electrK:al signalling installations on trunk routes and 
main lines in the last decade, as even from the Annual 
Report of railways and the maintenance cadre strength 
has not been keeping pace in regard to optimum levels 
of workload and jurisdiction, particularly in the con
text of the heavy increase in traffic on such sections. 
We consider that yardsticks should be evolved wi<th
out any further delav for both sectional signal inspec
tors and signal maintainers, based on the workload -In 
eauated signal units with due allowance for local 
conditions on individual sections. 

329. Strength of officers, Inspectors and maintainers 
in the SignalUng Department :-It has been repeatedly 
represented to us that the strength of officers at all 
levels, signal inspectors and signal maintainers is in~ 
adequate to cope with the increased workload of 
inspections and maintenance of signalling gears This 
asoect was discnssed in paras 399 to 406 in Part I 
of our Report. It has been represented to us that even 
though detailed studies had been conducted by the 
Effi~ency Bureau of the Railway Board on the work
load of signal and telecommunication engineers 
and supervisory signal inspectors, the strength 
of officers and inspectors on railways is far 
below the requirements according to nonns laid 

.. down in the Efficiency Bureau's Report. We 
consider that the cadre of signal and telecom
munication engineers and signal inspectors I!IUst be 
stren~hened to the levels envisaged in the study of 
the Efficiency Bureau to ensure safe · and effi.cieht 
maintenance · of signalling and telecommunications 
equipment. 

330. Duty hours of signal maintainers :-In paras 
171 to 174 in Part I of our Report, we had gone into 
the question of roster of duty hours of signal main
tainers. During the course of our visits to the ·rail
ways we received representations from signal maintain
ers that they had to attend to signal failures outside 
their duty hours. Often failures occurred at wayside 
stations away from their headquarters ahd this entails 
considerable time in travelling to and returning from 
such stations which was not counted for overtime. We 
consider that the position needs to be remedied by ad
justment of jurisdictions, provision of adequate rest 
givers and by restorihg of signal maintainers on the 
basis of proper. job analysis of their work and pro
perly remunerating them for the time spent in travel
ling. We wonld also recommend provision of night 
maintenance staff on l!ll tnmk routes and busy 
yards. 

331. Supply of insJruments and equipment to signal 
maintainers and signal inspectors :-From the evi
dence tendered before us, we find that the electrical 
signal maintainers and signal inspectors are not pro
vided with mstruments and equipment like multime
_ters, insnlated pliers, etc. for testing of electrical sig
nalling gear. As this is a serious handicap in the ac
tual performance of maintenance duties on the line, 
we strongly reeommend that testing instruments and 
equipment !IS are necessary for the performance of 
duties by signal maintainers and signal inspectors must 
be supplied to them and maintained in god order. 

332. Dual trained inspectors on signalling side :-
We find that on some sections of the South Eastern 
Railway, separate inspectors for mechanical and elec
trical signalling are still continuing even though instruc
tions to combine the two cadres were issued many 
years ago. We recommend expenditious posting of 
dl•al-trained signal inspectors on all sections on the 
railway. 

333. Token balancing missed and damaged 
tokens :-We observe that the procedure followed for 
balancing of tokens and tablets on single line sections 
is not safe. The traffic on most of the sections is not 
balanced between up and down directions and the 
tokens stored ip. the block instrument at a station get 
exhausted at frequent intervals, resnlting in suspension 
of block working on the section, unless the excess 
1lJllllber of tokens from the block instrument of the 
adjacent station are brought by train by signal main
tainer or inspector, sufficiently in advance and placed 
in the instrument, the tokens in which are on the 
point of being exhausted. If safety of train operation 
is to be ensured, during the process of token balancing, 
block working should be suspended and the passenger 
train by which the signal maintainer is travelling should 
be worked on paper line clear system and the main
tainer should get down at every station, open the block 
instrument, remove the excess tokens and proceed to 
the next block station to replenish the stock of tokens 
in the instrument there and then restore the block 
working and so on to the next station, till the entire 
section iS covered. While this time-consuming proce
dure can be followed in sections with light and medium 
leVels of traffic, it affects train services adversely on 
heavy density sections and hence maintenance staff 
resort to the unsafe nractice of balancinp, the tokens. 
without suspending block working. Further, we have 
noted that the incidence of tokens being missed or 
over-carried by drivers, particnlarlv on high speed 
trunk routes, is on the increase. The existing token 
system demands from the driver of a fast train a care
ful scrutiny of the token or tablet handed over to him 
while nmning through the station to ensure that he 
has in his possession the correct token. The token 
pick-up apparatus is not provided on all sections and, 
even where provided imposes a physical strain on the 
driver. 

We, therefore, recommend that token-less block 
instruments, manufacture of which has been wen esta
blished indigenously in more than one sector are pro
vided on trunk routes in replacement of the ~utmoded 
token or tablet instrun!ent. 



--334. 'Signals' on Vaigai Express rbjlte o1the Souihern: 
Railway·:-• We find that''the inslrrictions of' the: Rail~ 
way Board ~dr' providing bracketted home' sfgnills or 
alterhativel:Y track" circul\ing of' mairl'' aruf :loop Iiii~s 
with .electrical· dete¢tors. for· faCing ·points ·on' 'seCtions 
of ·multiple-'asp~t upper quadrant, sigilallin~, W:i~h '.s,in:O 
gl~~ ann home SignalS have, SO far'not 'be((n' complied 
wtth 1•by- Southern· and Northeast Frontier 'Railways. 
Even· though speeds in ·excess of?:S kmph"are not to 
be ,Pe!mitted normally With single:' arin hbm~ signals, 
Va1ga1 Expres,s, on Sout~er~ ,R!i-ilway,is hl'JPg, ron 
betwee':l Ma~as, an~ Madunn,~t 1~0 Icnwb: , 'o/e find 
that stipula!Jons .laid down by the Commissioner, of, 
Railway Saiety,,,'fo~ J;Upning ,Vaigai_ Exprll~s, l?ti!Wee~' 
Madras-MaduraJ; VIZ., 'the distant signals to 'lie ~elo-. 
cated at 1 km. from the home signalS aru:fpri>Visioi:l 
o~ brac~etted hom~ ,si~als ha~e no~ .~1!- cpmplied 
~th so far( We· cons1de,r 'that, 'bavmg: commenced. 
the rulining . of'a~ _supet:-~~iSf .. frn:il( oq '' the ~ aforesa,i~ 
me~ ·gauge s~tion, the b~1~ · .r~qurrements of.,, sig-, 
nan1':ig ta P_Crrni1 safe opera!Jort at .thaf.~pee9;1,must .~, 
orov1ded Without .anv further 'delay: 

';335~ D~~elop~~nt "ot mobile communieationsr:L-Not' 
much progress bas been •inade-in. the field of mobild' 
communication on ,the· Indian·.Railways•·"·Sucbl:comJ 
munication will have vast apPlicationS on thei •operation 
of trains particularly in the field of safety like protec
tion of trains. •Wheutoy:)ped in inid-section.or:·ar, sigli3Is, 
w:orking o£ trains, under. conditions 9f ·intemiptloU:''of' 
block and communication.circuits;1etc ... We 'llllderstand' 
th.at }vith the .trunk. route& of;zoriaJ, ra~wa~ ·haVing' 
been covered _by Microwave .network;•rcommu~ication· 1 
~etyl'eenJrain; station and con,trol office-is no loriger ~' 
msurmountable ·problem and 1n factr,' such·communica•·· 
t\on .bas been.,provideddn: Brindav~ :Express\ouwe,t 
would,,!. therefore, :recommend 'this··· aslione''of the• 
prloJity: orojects ~on,. which work.·niust M ilttdertakeit' 
wi~ a view to d~elopcsatisfaetory an(fi'reliable"cbm!.·• 
ll)qnication between . trains . irl; motl6n oand ·the · gromid'
s~ations and :also. Lbei,ween: functionaries 'On· 'tlie·itraln'l 
itself · · · ' ·-- -. ~,, 

... ~r ,,. , ,: 
:. 3~16., Com!/IUI!icattop. .racwr(es lJI-yaras:=UUJJ atten• 

lion,. ha~)'e~n,i Cl£!iwri .to. tlJe, ooor ,facilities ,for: COin• 
mup1cation III ~1or yard~,. bo~ pa.~senget and goodsi 
We .recommend -that. walkie-talkie rwtreless packsets be 
provid~ .extensivelyip all ~ilsy;,yards for:use'by traffic 
aNd; l~'s,ta~,4_ef!lin$ v.rJ~.mov'<111ents in tbe;yard~i' t 

. .' · .. · • · ,·, ·- '· . .,_, -· ;:.rr· r··•·tf -, ... ,n'll;!l 't·. 
11337;·:Signal 'Engineering Manual :-.. We SUI!:eest.that, 

b'and bOok_s _on !ristatla~o~ ~~~ mainte.nan<;~ ,of different 
types of Signttllirip: eqUJomen~ should be .prep:ired,:and 
supplied to signal inspectors arid signal'mainfalnem,for 
their guidance.'· -Further even the lndiao · RailWavs. 
Signal En~neerinll ~anual_ in its ,l)rest;n~ f,oiD1' I~ out
dated and •not suffi~1ept~ comp~~el)~'ve ,lo cover al~ 
aspects of modem sJgnallinl!: svstem~. -'w, $U~&e!;t that 
the ~ion1• of the 'c!l~li~ iS' ~en".ii{)•im4, wi,dlimt' 
further 1delav _an~ e~D!t!! of_,!he Ipa]!U!I' -~i'ti ,supplied, 
t() alt inspectors:: Retevanf sCicfions, ',' sl)ould ~ tranS., 
lated into fegfonal lani!Uillies' and ,suoplied, to ~ani, 
and 'inaintalnet'S for'their ~erter .un~er~t;UJ4ipg~ · • · 

~.33s.'. •oile. trmii ·one· slot> r,;rinct,;l! -:· "' Yle. eonstcie~· 
thaf JiceDtfon· and depaiihre• slllliaTs tal,ceit"iift' for. a 
fil'IJl.- the fmoressfori ·that. tTwhre'!ictib~ bra lc~ J1(>wer,' 
lo nnt Alwvq i.v .. ihTe or nassenl!:erl'· andio'ods 'trains' 
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the po~sibility .ot.a touoWIIIg ttain oliservlng the'';OFF 
position of the signal and entering a blocked or ~cu~ 
pied line' 1:lue · to the . failure of the cabinman : in 
fotgettfug 'td pur: back 1he "signans eliminated .. '' . we 
recommend 'that;: ~ arrangem\lnt 'in.i:orporating·'·one 
train-one slot' principle should be alopted on an single 
and double line sectious on trunlt ~outes an~ m:,Un ji~~· 

. 339".' Last vehtcle 'cnecK- aev~ee;-u. ui!S. """u 
brought to ,the notice. of the Continittee. that, diffihilties 
are' being faced by station:'masters, . switchmeri 'aild 
cabinmen 'in: verifyin~ the 'complete arrival of a. train 
before giving permissu)h' to approac~ or for taking off' 
signals for another train;' particularly during night_ and. 
inclement weather.'' A fuither strain is imposed on the 
Station master. Wherever a central Cllbin Of pane~: .is 
provided for .. operation, of an signa~ ·,and points. :, A 
bist vehicle check device, which is to be fitted Oil the 
last vehicle of bvei:Y. train. along . with' .the tailjloard . or. 
taq,lamp arid whic!t.'.m; ,conjun~tion ·w!th the .trl\ck 
eqwpment. fitted insJ~e the home ,signa!,· g~yes the neces~ 
sary r\)leage, ~ ·~he signal and ,blqc){ <;Ircu1ts a4er com
ple~e ·arrival. ,of the,. train, . has J?een )lll4er dev~_Iopmen~, 
for over .~o decades with little _suce~ss. · Some ,pro:ven, 
devices.Jri use of i'ailways ~~~road ,could have ~en im-. 
pOrted' imd, Bfter trials, a desigil Sl}itable for Indian. 
conditions could have been easily eyolved during this 
period •. ,. We re<;ommend that, . in yj,ew o~ the distjnct 
benefits available.~~ such.!!. device, parti~ul.arly ,fr\}m 
-the safety ,Wigle, .~nuted toJmpo~ of. last :ve4Jcle, checiC 
deyices Jllay be resoited to, pending development of 11 
suitable indigenoos design .whi~b should be pursueQ.,by 
tl}e Rf!ilway, ~o;~rd: \y!tpA ~~l)l~~ _9f urgency. 

, 340:'·flse'of solar energy tn szgnal!ng;-, we'".bave; 
a!Sd lJe~ infqrrned that ~olar cells can be used for ,en •. 
sriiing proper cisibility ·of self"luminous t:'sign boards, 
proVi~ed for'.tli~ gliiill\IIce'of drivers, I! has .ills<? b~ 
mentioned that solar cells can be used for Ught111g. of 
semaphore signals and even approach lighting of colour 
light sigpals. We suggest that ;RDSO shouldjnyesti
~m the use' of solar erieigy_for such pul:pos~; 

' 
· -~4~:; Brfikin'g ?ista~ce:faM 7~ter~Sifni!l. distances:~. 
W~ hav~·.lilre,ad)t'rr.fep-ed to! thi~,subJect III. paras;,364, 
to' 37l'm,Part l_of}>UT Reportand commented th~, 
ex<:e)?.t.for;the big~~spee4 ro~t~, fr~~ Howrabto.Delh!·~ 
no action bas been taken to res1te signals on the basiS 
lf b,a'lci~g .~stance tri~ on;other sec!lons. :q.e ~ail~ 
way ~oard ,bali :taken.a .s~nes-of policy deciSlons., In 
July,l!16!1, .like; proviSion of. a .second c:listant: 1signal, 
conversion qf,,$'1 cl~ss stations to.!A;' class and,,~.h:re 
not. feasibl~, . separation of, warner, .sJI!;IIal .. or proVJSJon 
:>f 'nitiltiple aspect' ,siwal!lp.a .or.J11odified lower. 1quard
rarii. si~allin~, ~c: -.with .the. ,warner/distant . signals 
locafe4' at .)'.5,. IQlometres' from,; the firSt. stop sigruil: 
But. we ppd froll): oUI;: visits tor zonal ~ways that none 
of t~es~,decislons have l;le:n hp.plem~nted _so. far to any 
~iJ!:J;lllicant '<'IM.nt ,.Onlv ,s,ghtme;/wiirnlng boards ,bav!l 
been, re-locat«t, ~the basi$ of emergency braking dis• 
tanceS; Jpi, goops, and ,passenger .!1'1\il!S.i• 

~34-2;:.Tbe ,evidence :tendered before us and out' own 
e:s:amination' of .. the resiJlts of. trials oonduded by the 
.. qp,al 'ra.nway! ,and, neutral control Organisation, con
firm,th~ .. lmP,resSi?" tlJ,at,.,tbe prescn'bed brake_ ~et 
is not always ~V!IJ!able on passenger and goods trains 



with the vacuum brake system. Since a total change
over to a more positive system like air brakes for al1 
·£YPI!S of passenger and goods trains is not possible in 
the forseeable future,. wt> consider that the sigrial
ling systems should take in to account the . variations 
in brake power from the · prescrij)ed values. 

.. . , 
343. As a step towards this objective, we consider 

that the present method of taking emergency braking 
distance as the basis for inter-signal di:ltances should. 
give kay to service braking distance being taken as .the 
basis. This parameter is followed by railway systemS 
in Europe, United States of America !ind Japan and. 
provides an in-built safety factdh in bringing the train 
to a stop, covering the vagaries in weather conditiom. 
while sighting a sigrial, varition in reaction time from· 
driver to driver and the deviations. in brake . poweJ; 
from the prescribed values. Further; the application of. 
emergency braking by the driver every time he has to 
stop suddenly,. involves consiae~le discomfort 1 • t~ 
passengers, apart from repercussiOns on : trams. With 
long loads. We, .therefore, recommend that the. Rail~ 
ways should design an· their future sigo!!lling systems 
on the basis of service braking . distances and in regard 
to existing signalling systems,' signals on routes where. 
high speed trains· run; should be re-Jocate..t ' on· this 
basis. 

'344. At the same. time, we feel that the Rail~ys
cannot be continually altering il!ter signal. distances t~ 
keep pace with the continuing upward trend in increase. 
of braking distances, as this will involve large scale 
alterations to cabling and. re-location of all line equip-; 
ment. We, therefore, recommend· that a system of 
modular addi~ons, like the super-inlposition of another 
distant signal pver tlfe existing signalling system for ar 
block increase of one kilometre, or below in ~!raking. 
distat~ce, should be. adopted for an. high .speed routes,.' 
as has been done for the route between Howrah: and 
New.Delhi. · · · · 

345. 'Ye furthe,r .!_eiterll.te that any propbsal of iii:. 
crease or speed on a route tor one train or a class of 
trains should be treated as a composite project involv
ing the motive power, carriage and ·W!Igon. permanent 
wa}l and signalling , .disciplines of ·thCj :1Uilway$ -and 
btaking distance anp inter-sign~ distance studies should 
be conc;luct¢ jointly, b)l !ill tp.e con,cerned discipli!Jes,: .,, 

· 346. Mrmufactl;:re: 9!. signaping ' ;eq~i~trnt;_!,.,. U~ 
Kunzru and Wllpchi:lo COIIIIIll~s bad COJiside,red at 
I~ngtjl . t~e subic:ct .o.f. tPanufacture ,of', mapem Signal.:. 
lm~. ~utpment m .one or' · 11,10re workshops., , Arisil.l~ 
o~t of• the reyommendation of the .Kunzru Committee 
to set up a central sii!JI.al workshop the Railway B~rd 
d~ided to develQJ> tl)e Railwiw Siin,al, Wor~hQps' at 
Podanur (South~rn ;Railway), .1\f'ettii!!llda (~ulh Cen, 
tral Railway) ,and Gorakjlpur, (No~tli Eastern· Rai~ 
wav) and also .encourage a nuplic · sector· firm. in 
Calcutta and a nrivate seetor firm ln Bombay for the 
production of electrjcal. si~rtmlling' 1 ' eql!lpmen( 'This 
multinron~ action do·es not appear to have tiioduced 
the anticinated . results a,s. see11 from th,e. evide~ce t111!
dered before us, · Shorl!l!le. of vital· el~!r.jcal siS!l~linl! 
m~terlals has' been. brought ~o',our po~ce· )Y. :·:z9~at 
T"dl)Ways. Furth~r •. tt1 na~ b~;en. rc;pr~nted' . that 'on 
account ·ot marked' fluctuations in allneiitii\n nf r:,.;.t; 

f?, s~~g in so!De. years, the. ut~sation ,of produc
tiqn ~pacity: o~ dif{erent factones m regard to these, 
~pecialised, ~uip~ent .has been adversely,, ~ecte4. 
Equitab~e distribution or orders beJwee'!- .the .diff~rent, 
railway« signal workshops and. ~e J?~blic and p~~~te, 
sector. factories.:. based on theii IDd!VIdual , capabilities, 
COUld 1not be' e~sured .. as the railway signaf WOrkshops 
are·· Iri·anaged'. by the · zonal railways'. Production, ,of. 
certain'. items has been given. up by some of the facto., 
ries on' ,aCcount o( dwindling orders .. 

; 'From ,the foregoing .it is 0bvious . that better ~r 
ordiiuirlon of the activities in the different signallin~ 
w<irkshops with. a view to utilising their full produc-, 
tiori: eapacity 'is called. for., Approppate steps W,o~ 
be· taken to ensure this. 

;·341:'Jnvest~nt trends in signalling:-, An: exami-.1 
nation 'of the investment made. under, the plan· 'Signal-j• 
ling_ and 'Telecommunication' over the' years )968-69. 
a nil' 'the' proportion. of allocation made for, 'signalling 
to' the total plan outlay· as placed at Annexure CXII 
reveals no inlprovement.' If the escalation in material 
and labour •costs over the· years is taken into account; 
the,t&_.,Jias, iiifact been· a declining trend in the alloca~ 
tioa, of.~resources and· .consequently replacement and 
modernisation nrol!TB.mme hP.~ •nfl'ered' ' 

.>8411: ;Th~ ,contraints that were inhibiting the Rail~ 
way~vin"the past from resorting tO' a· greater use: 'of 
~odeli"\1 signalling technologies. in furtherance of 'SafetY 
cvntin!le :to pose difficulties' in· the executioti' of · signalJ 
ling;:workS"r·::rbe.'progress ·ofreveri' essential' •safety 
works,.tike ·track- circuiting• an'dr Automatic' Warning 
and,: Stop· systems· has been 'poOr. The reasons ·given 
fQI7;suc)l haltilig progrei;s,' apart from: lack of funds; 
li~ •oll>-availability· 'of wooden and concrete' slee¢1.'5 
afld{waiting for indig~ous development are not ~!\" 
vmc~.t.it hasl been nointed out that,· wooden sleepers 
':f:)uld ·be ·ntade available through Government agencies 
>ro\',ided• treasomtble jlrice8 are paid; 8Itematively; "a 
>art ~f the production of concrete sleepers could·11ie 
:armarked for track circuiting of main and loop lines 
Lt~rstations) and· ax}e • ·counters ·and A W s equipJDent 
:~_d.~'imported in'~}ci ¢over.:'the mterim.,peri()d 
)1\ .• !Ddi~nous ~~v.elop!l!ent: ,f!veil. wb,ere such '<;op,, 
;trfunl:s> ate'll!Ot InVOlved an,d no' .SO!lhisticated, or·iril.~ 
xirt.~ techn~l~gy is r~uir~.:as ,in the case of resjtin~ 
>f stghalg m SUit brakin~ dtstances of trains sepilratinn 
~.f ';Va~ner. from .outer si~, .pro~isior·~flr'eye,-s~ on 
~b~~tl· ~nd· AesP,atcb. Signals. on the ,one•.slot<One 
:~ant~ nnnl:lJ)le, .ln!edockin~ of level, c,rossing ~es ,and 
'~~~Idin~ tpem \yit~. telephones 1ind electric ligb~.~~ 
iLstilfft. Signals, there has been nn.nntir ... ilh1A progress-,.: 

;.~~~:·.su~~ a sit,uation,.. in spite·of-rrepeated··reOO!h· 
~e~~l!tion,s ,of. .~e KllDZrl! .and Wanehoo, Co'mmlttee~ 
~'! .th!l,.matter ,of. ~ele~atin_~ programmes, for'1ipl!flld• 
''I~ ,1m?. mC!fle!iDt~~ti?n ,of s~gnalling, reveals' a! ·lac~ ·ot 
~bo,r~~~~OJl.,llf •.fu.e .liDPOrta~ce of. such,inlproveint!nts. 
"Y~ .. r~~~~~l)d. tJwt; • 'Yith. ll-. yiew. t01 inieerra• ~~e.-01 
nrgencV ~p4 .1iPDr~l!IIon -o~ the• Impact. of,·siP.nalli'n~ 
nn _!iafety and. effiCiency of train operation and evnlv1 
~ei!SW~~ tm socedy .. impltmtentation"nf'·sucli 'brOfecfl 
n~ -~- .plao,ned,.l>asls .. the. decision· inllin~r• biidt'iil flit 
R~1lwa)( ~d ~ds ,to btt Stren~henoo· at' ttie·aorii:'O! 
""rl~te. ;teohmc.a~ ~ovcl, . · 
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"""350:' Trend cot accidents due to defects 'in· enifines:';,!f
trheireview .of. accidents on the Indian: ·Railways 1nade 
in Chapter 'U has: shown that;bothuon the broad and 
metre· ga:uges;,·the• number of • derailments ''due'-. tb 
engine ·defects has declined considerably dining 'the 
lO"year period from 1968-69 ·to' 1977.:.78, ·as "ctim" 
pared to the period 1963-64 to 1967-68,' whicli' was 
reviewed by thfl Wanchoo Committee. The pp~ition 
was as under' ':-·-
'(' .'- 1.'1 •• 1 -~' ·,_; •• r, · 

' ' Totar~humber ·o'r'1.' ·.:: ' 
derailments .. ,_:..-.:·?1t;'7 ·?~1st · ld.?f· '·1'7?d.·r 1 ~<1\~H .H,~1Jr 

N'uiiiboh>t'dl:r ail~' 
·.JneDts due.·~ · ' ''to·• 
engine defects (aU 
railways) · 90 228 44 77' .. ss 84 

... .. 1 

-.. ~ -~ ~~~;;- , : J •. 1 ··.:·:, ._.- ·:;~· 1 1 ,: •·:.·: 1 It rr • '•.rl 
_,,A.. rjsing, trend is noticeable in !he number of derail.; 

. meutS .. PU¥, (01,epgine;, !jefects :during the.,second !ha!Ji 
of ,the, lOc~r_period. under xe,view~ . ·The<,main• cono~ 
tributory Cl!USes for .derailments due to engine defectS 
\}'e~e ,dc:fectiv~ wheel, 9.r,.tyre, 1 breakage. 1of axle, •:UDder!. 
gear cir brake fittings. · " · 

,, '3-$1.: :Maintenaric.e of steam>locoinotives.=The 'ques
tion of attention· to; :overagedl steam locomotives·' wa:S' 
gone. ·into.· in parasA66• to .468 in· Part l·of. bur Repm:ti 
Duri.ng .. the,course·jofnOUI"Visits to'· steai:n: shedS'iOn 
the, railwaysrand, •.also' from the. e\lidence , 'tendered! 
before , us, --we -.find :that the'- maintenance o~·: steanr 
locomotives is not- being: done in- a ·satisfactory manu 
-ne!1J ,. , We had, occasion •to1examine .engine repair· book& 
in, ~orne of ·which the -repairs centered by the· ·drivets1 
had not. been fully executed; these books had not :been 
~igned or:checked by ~ny supervisor·or:inspector; With! 
~f ,aging , of locomotives and: · ·r!:deployment ofo!Well! 
qualified personnel froliJ. steam to diesel an~t:reiectricl 
sheds, there is no gainsaying th_e fact that mainten;fnce 
hf steam locomotives. is suffering. '· This" .po~tion, · is 
t'llrth~r 'ag_grayate'd' _by : iriadequ\lte ~ luid '_de.~ye~ ,sup~ 
plies of ·VItal' stores; even when· such materm!S 1 and 
Sp8res''iire supplied,:' they are not · .. of .·:f~~· ',requisi~~ 
q~ty._P'It was also brought to' our notice that thll\ 
is iincreasiiig!y leading to the adop~9n of 'u~cqp.venc 
tiona! and undesil:'ilble practices 'like resorting to )Veld; 
!n!1..il!' .Place. q~ boltiilg or riv~ttj'!g, ~ven where w~ding_ 
~: nb! r~mmended, ... ·canDJ~.~hsati00~ of parts, ~.~1\~. 
fOiiilir ·of 'certain items· as a· make-shtft arrangement 

fustead of replacing''theni ·~·steam locomotives are 
·going 'to' be 'With the railways for a long time to come; 
·therefore, the orgilnisation for their maintenance must 
·not be weekened.' -
"·· - •,J:..· "· ' •' -· 
· , 3,5f. Headlights OJ. sceam wcomonves:-. in tne ev1· 
dence tendered 'before· us it has been stated that the 
actual performance :of headlights on most steain loco
motives is not satisfactory. This, we were informed, 
is because of the poor quality of the refiector used 
in the headlight and also due to improper fixing and 
focussing of. the bulb in the headlight. It was also 
mentioned to us that ui . many cases the holder for 
the bulb ,is comp~etely missing I!Jld the bulb is tied 
with, a wire ·or a rope, on account of which there is 
complete or partial failure of the headlight. We would 
stress the need to maintain headliWtts in fully operative 
condition. ' 
·'•. J, '. 

·.•·353.' Sanding equipment on locomotives:--Serious 
complaints regarding the ·non-functioning of sanding 
equipment on steam locomotives have been made to 
usi• JWe.,were informed that the sanding ·equipment 
does not work in most of· the cases. · This results -in 
detentions and-· sometimes' parting of ~e train. We 
would stress the need to provide and maintain sand
ing equipment on steam locomotives in proper working 

· order. : This equipment ·should' be· specially certified 
at· the time when the locomotive leaves the shed. 
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· '354. Vigilance control device:-In paras 458 to 464 
in ran. ~ of ou,r Report,. we had discussed the recom
l)l,~ndation l)lllde bY. the WanchoQ Committee regard. 
ing provision of driver's vigilance control device on 
di~el locomotives. _ During our visits to the railways 
and ,production units, we found that the; vast majortt}' 
of ,running staff and .officers .• were not convinced of 
the 'n~ for a vigilance control.device on diesel loco
motives, p#ticularly wbere .these are .manned by two 
~q:tployees. . We. were informed. ,that the engine crew 
are. ayerse. to tlie,, :vigilance control device because .of 
i~ npisance value, arising _from its repetitive operation. 
t\ 1 v1ew was also put forward that operation of this 
device at such short intervals is apt to distract the 
driver. from his important safety functions like noting 
the .aspects. of signals aqd controlling of trains on 
gnlded sections.· One . ,senior .divisional mechanical 
engineer mentioned to us that even though every diesel 
locomotive is turned out With vigilance control device 
in. working order; on .line even mail and express trains 
do not have this ·equipment• in working order. The 
same state of affairs was prevalent, by and large, on all 
the zonal railways. , ·This, we were informed by one· 
General· Manager, was due to design of .the equip
ment• not ~having been well-developed to match ~ith 
the .delicate repeat-functioning of the equipment and 
to·s~ up to-the working conditions normally obtain· 
iiig. on the railways and also due to .the difficulties in 
maintenan.~ of such· delicate equipment.. We were 
;tlsoJnfonned that the provision of the vigilance con
trol device adds to the tension in the minds of the 



driver. In fact, one of the federations of railway 
workers went to the exten~ of stating ~t since the 
vigilance control device places a lot of strain on the 
drm:r, his working hour!) must be reduced from HI 
~o 6 if this device ~ provided • 

355. In this context we would like to draw a~wn· 
tion ~o para 454 in P¢ 1 of our Repon in which we 
had referred to the, ~tudy Ulldenaken .by the Psychoc 
Technical Cell of the RDSO which. reve~ed ~ ope
ratjon of viguance control device by thy driver did 
not generate fatigue and exhaustion !O !!IIY ~gnificant 
level likely to impair efficiency. On the strength of 
evidence given before us by all categories of anveJiS 
and field officers responsible for the operation of trains, 
-we have serious doubts about the vahditv of the above 
conclusions. ' 

::l:>o; The evidence now · before us has 'led us to 
reconsider tlie · subject. · We feel that the vigiland 
control device as now installed in diesel' locomotives 
has had a faidly long period of trial and its utility haS 
been· found to be very limited. · We have also been 
informed that there is considerable' rethinking· on ttie 
utility of vigilance control dC<vice on the British, Ger
man and o~er foreign railways. Further, 'With' the 
progressive provision of. Automatic W~g and Stop 
(~WS) system on the. sub-!Uban,,and reavy.density 
routes, . the vigilance control device in the locomotive 
will. b.ecome redi\Ildant since ~e AWS equipment will 
also do the same job. In view of the foregoing, we are 
now of the view that installatiop. of the vigilance con~ 
tj:p~ .. device )n diesel and electri<; locomotives, recom
m~nded py the Wanchoo Committee, . need , not ·be 
pursued under .. conditions of , train operation . now · 
obtaining on the Indian Railways, .. namely, two, em
ployees manning every, diesel and electric locomotive. 

•357• We, however, feel that· a: decive of this kilid 
may find application if·and when the Indian RailwayS 
adopt a system of single-manned 'crews on diesel and 
electric 1loc<imotives. · we; therefore, ~ stress that'~rti~ 
se~ch.and ~«:velopmental efior~ for e':olvili~ a stiita~le 
des1gn of• VIgilance control deVIce, which will ptnctioli 
satisfactorily without·the present disabilities, may. be 
c:ontinued.-- We. understand ·that a system on • Britisli 
Railways .make& use of the movement of any 'one•·of. 
the driver's normal locomotive controls to indicate 
his alenness and it operates only if he fails to act over 
a pre-set distance. On the German Rliilways and the 

· Swiss •''Integra'' syi;tem, the alettness of the driver-is' 
tested through the AWS system in force and if ·he doeS 
not heed the warning at locations of speed restrictions; 
level crossings and other vulnerable ~ts between.: 
stations, the brakes are applied automatically. .· 

. ;;;;:,11 •. ;:;peeaometers:-Tne . proVISion·· of speedi)' 
meters/speed recorders on locomotives was discussed' 
in paras 438 to 442 in Pan I of oU£1 Repon·wherein 
we had stated that the recommendation made · by 
the Wanchoo Committee that all locomotives working 
trains must be ·equipped with speedometers had not 
been fully ·implemented. The mass of evidence' tell.;, 
dered before us during the course of our visits to the 
zonal. railways corroborates this · conclusion; ' It · ·was 
mentioned to us that, even with 40 per cent · sjlare 
speedome~ers in the sheds ll!"d workshop!i,',it 'hils ';nqt 

been possible to ensure that every locomotive, whl~;h 
goes out of the shed to work a train, i~ fitted with a 
speedometer in working order. We were informed 
that the speedometers are expected to be in service 
in good order for about 3 months, but they actually 
gp, Qut of order within a f_ew days. w_e fuund . ~t 
most of the locomotive workshops which we VISited 
had well equipped speedometer repair sections. We 
were, however, mformed that ~e m_!!intenance becomes 
difficult, . becajlse of, high . failure . rate of the VDO 
~peedometers , in .use , at present. .. The , difficulty J :is 
,aggravated, due to, non-availability. of spare parts. At 
.W!\S the .,unanimous opinion. tha~ this speedometer, 
whic)l was desigllf'ff tnr mnlnr ve<ideo ;. not •nitoble 
t% lq'Oo111Ptiv.,s. 

· "359:'\ve had in para 456 in Pai:t I of our, 'Repoii 
also referred to the decision taken by the Railway 
Board, on· the b<J,sis of the recommendations made by 
the 47th Loco Standards Committee in March, 1978, 
to.· inipon Hasler speed recorders for all main line die

'sel locomotives and! also for replacing VDO speed 
recorders. We find• that till December, 1979, Di!lSel 
Locomotive· Works, Varanasi, who were asked to co
ordinate the impon . of Hasler speed recorders, had 
received the indents from only three zonal railways. 
We are constrained to say that this matter is not even 
now being pursued with a sense of urgency. · 

360. On the question of development of a reliable 
indigenous speedometer/speed recorder, we had in 
Para 445 in Pan I of our Repon referred to the action 
taken by the Railway BOard to draw up a collabora
tion scheme' for their indigenous· manufacture.'· We 
have now .b~n .infon;ned that, the efforts to develop 
manufacture of Teloc -Hasler or Deuta instruments 
have not borne fruit since none of these firms is 
interested in establishing manufacture of their equip:. 
ni.ent lin India. Considering that this problem has been 
with the railways for nearly two decades· now, we feel 
that' there has been· a lack of determined efion 'to 
develop -•a suitable speedometer/speed ' recorder 
indigenously. 

., 36L. Attention of the Committee has been drawn to 
instruction.,issued vide Railway Board's letter No. 
71 /M(M&P)/467/71 dated 19-1-1980, making drivers. 
res ponsib'ler for' . changing speedometer charts so as td 
provide against mcltiple recording and to ensure that 
charts ar~ changed every trip. Under these instruc~ 
tipns; it ·is·:also. the driver's· responsibility to see that 
a .correct chan ·is .fitted in the speed recording instrU
ments. and that it records :correctlY'. We consider that 
this procedure, where the ·driver has 'free access ' to 
the . speed recorder charts; is apt to defeat the : very 
.purpose for which sneed recordin!!' . is· frnmd tn Mi 
necessary.· 

,,. · 362. 'iiulicatwn of train-parting to drivers of diesel 
hauled-goods trains:-In para 54$ -in Pan I of our 
Repon,. we had· . gone· into the reported . difficulty . of 
diesel drivers not getting a proper indication on, their 
erigine in the event of apJ?lication of vacuum in goard'~. 
brake-avan or ,evep. parting of the . train!. While , the 
weight of the eVIdence tendered before us suggests 
that the drOp 'hi, vacuum, after application of brakeS 
in guard's brake-van or as· a result of .train ~ 
should attract the attention ~.,driver, ~orne guards 



did bring to our notice instances where the driver had 
continued to ·proceed to the next station unaware of 
~e .. ~-partingin the rear: At the RDSO w~· w~re 
infqrmed tha~ a. new tYP!l of brake equipm~nt ,manu
fac~uredby Bntish Westinghouse, in .which the. driver 
ge~ ~ plear indication of train parting, is presenUy o~ 
trial on the Kottavalasa-Kirandul section of the South 
~tem l,ta.ilway. Equipment of this ,type would ,be 
useful 'and its trials shou!~ be expedited., . · · · 

. 363 • . Working ot diesel locomottves with tong nooa 
liading:-, Diesel locomotive drivers gave evidence· that 
difliculty is experienced by them in observing signals 
when tne locomotive is worked with long hood lead~ 
ing. They also stated that under this method of 
wor.\cing, toxic' gases from' ·the exhaust fuines of. ;the 
locomotive :find entry into · the driver's cab causing 
in~o~venience and perhaps injury to their health.'' On 
th~· basis of information furnished to ils by the ronal 
ra.ilways,. we have undertaken an ' analysis of the. ·in~ 
volvement of diesel locomotives in collisions depend
ing upon whether these were worked with }ong · or 
short· hood leading.• The results· of our review :for 
the period 196~-69 to 1977-78 are given in Annexure 
CXIII. These are summarised below ·:-· ·· · 

Broad gauge 
,Metre gauge 

Number of collisions involving diesel 
locomotives 

Long hood Short hood Total 
Leading leading 

109 
19 

16 
8 

125 
27 

lt will be seen that 87 and 70 per cent of the col
lisions mvolving diesel locomotives on the broad and 
metre gauges respeetively, occurred while these loco
motives were worked with long hood leading. Con
sidering that the kilometrage run by locomotives with 
long hood and short hood leading would be roughly 
equal, the abov~ figures show greater accident-prone
ness of diesel locomotives while working with. long 
hood leading. 

364. The RDSO, whom we consulted in this mat
ter, have advised that the visibilil}l' with long hood 
leading is not worse than that obtained in steam loco
motives which were working regularly before the 
introduction of diesel traction. They further feel that 
the ability of the engine crew to sight signals is not 
in any way impaired if the diesel locomotive is driven 
with long hood leading instead of short hood leading. 
However, from the data made available by the RDSO 
regarding visibility . of track and signals from diesel 
locomotives working with long hood/short hood 
leading, which is given in Annexure CXIV, we find 
that, in the matter of visibility of both track and sig
nals, the driver has a distinct advantage when working 
with the short hood leading. 

- 365. We may also mention that, while· according 
sanction for running of superfast trains, the Additional 
Commissioners of Railway Safety (now Commission
ers of Railway Safety) had stip~ated that hi.gh s~d 
trains should always be worked by locomotives With 
short hood leading and in the event of such trains 
being worked by locomotives with long hood leading, 

thC< maximum ,speeds .should be reduced by 10 per 
~~-
-' , 366. On the question of effect of diesel fumes on 
diesel 'locomotive drivers, the RDSO has advised' us 
tl:iat;' on the basis of studies carried out by the British 
Railways and the fielg studies conducted on broad 
guage main line WDM 2 locomotives by the Central 
labour Institute; Bombay, it has been concluded that 
diesel engine crew are not · exposed to any health 
hazard due to engine. fumes coming into the cab • 

·! '-, J . ' . 
~. 36J. On the basis of the foregoing, we feel ...... 

workiilg of diesel locomotives witn long hood lC~~ding 
does presen~ . more difliculties iJ!, visibility ot 
track. ,and, sJgruils and has greater accident. 
proneness. , While we appreciate the operational 
problems that . are likely to arise if a blanket 
stipulation is . made that trains should not . be 
wpf)c.ed, with ,long hood leading, we are of the consider
ed view that i:n the overall interest of safety, this sti
pulation will have to ~ made. As a beginning, this 
restriction may be imposed on all passenger-carrying 
!fains,. with maximum permissible speed of 100 .IODS. 
J?Ct·, ho\lr and pver on the broad gauge, and. 75 ~ 
per hour and over on the metre gauge. This safety 
measure should also be extended to all trains hauled 
by diesel locomotives which IlJ!l over diffic!J].t sections 
where the visibilicy of signals is restricted due to sharp 
cuttings, curves etc. 

As a long-term solution to this problem, provision 
of a second driving cab on diesel locomotives should 
be given serious consideration. 

368. Water level gauge on WDM 2 locomotives:
On the WDM2 diesel locomotives, the gauge of the 
overhead water tank is located awkwardly i:n the nose 
of the engine, making it diflicult to read the water 
leveL We were informed that the driver/assistant 
driver bas to climb to the top of the engine to deter
mine the water level. On electrified sections, there 
have been some cases of assistant drivers getting kill
ed because of contact with overhead cantenary when 
they went up to check the water leveL We recom
mend that the water level gauge shoQld be modified 
so as to serve the purpose for which it is intended. 

369. Headlights and cow-catchers on WDM 1 loco
motives:-We have been informed that WDM !loco
motives which are still in use on the Eastern and 
South Eastern Railways and which, quite often, are 
required to work in both directions do not have any 
headlights and cow-catchers in the rear. Due to 
long length of the portion of the locomotive in the 
rear of the driver's cab, the driver faces considerable 
difficulty in ascertaining clear position of· track while 
moving in the reverse direction. We would recom
mend that cow-catchers and headlights must be pro
vided in the rear of WDM 1 locomotives. 

370. Facilities for maintenance of electric locomo
tives:-We have been informed that facilities for 
maintenance of electric locomotives have not kept with 
the increase in their population on the Indian Rail
ways. ThiS iS specially so 9n the "Eastern and South 
Eastern Railways. Because of this it is not possible 
to follow the schedules of maintenance laid down. 
The unsatisfactory position in respect of failmes of 



electric iocomotives was discussed in: paras 436 and 
437 in Part I of our Report. We would impres6 oli 
~he Railways Board the need to provicle adequate main
tenance facilltie's in workshops, and Sh~ for electric 
locomotives, which should keen naoe with additions to 
I he 'locninntive flp.et 

... 371. Mcmufacture of.tocomotives and EMUs with 
basic. fittings for AWS system:-. The Indian Railways 
have .planned. to go in increasingly for the Automatic 
Warning and Stop (AWS) systems. To start with, 
these· systems are being installed on the suburban sec
tions and, in.' due course, shall be extended to the 
important routes covering high-speed' traffic. We 
recommend that all diesel 'and electric locomotives 
~nd· electric multiple units manufactured 1m the counJ 
try' should be' provided with the basic fittings So''that. 
iribunting of .AWS equipment on the driving unit could 
be'u' done · without · inuch difficulty · at a later 
stage' 
~.: )j 

",. 372. Bell 'c01ilinunication between motormen· and 
guards in EMUs:--Complaints have been voiced that 
anifu '1'reimentlv. there is failure of communicatio'!-

sy5tem' netween motormen and guaras m e1ectnc mwu
ple units (EMUs) trains on· suburban 'services: . The 
comniunicatiori' is W.·the·'form'ofi bell and failures 
oceut due to its' pilferage· and 1 development of lithe~ 
defects' 'We would •stress :that steps should be taken 
to' tone. up · the' maintenanCe Of bell· ' I COmmUniCatiOn 
between mbtormarr and·· g'mird in :-suburban serviceS 
alid"en.Sui:e·that these are: kept' Ui working order. ' hi: 
Chapter VIII-"-Signalling iuid Interlocking; we have re~ 
commended development of communication system 
between: th~ driver;' ~?a~~ l!ri,d' the m-ound_' control ·: t~ 
be used While the· train IS on the run. Th1s should be 
el(tended to 'EMU "tra.in''services also. · · · · 

· .· 373.' tacking a{ mpi'qr,iz{in's/guard's compartment 
in EMU trains-:~We were ,infprmed on the Southern 
Rail WilY .th!lt,. wi.thJ ;the rwmj~g of 8.,coac_. h _EMUs ,pn 
thl' metre gauge, tne, )IDOCCUPI\!d., l;llOtorman's/guard's 
t9mpartme'nt .falls in ,the1 middl~, i.e, 4th and the St~ 
cpacht:11 which ,are often oc;cupied. by, I!lischievous/ anti~ 
social elemen.\8 wl).Q ,t;l,!nper-,_wit4dhe. gears., .We ,feel 
that a ;-eliable locking arrang~~pent .fo~.the unoccupied 
compartjllent~ §hould.,be deYised so as. to make them 
inaccessible to outsic;Ie~, eleD;Jents,1 



I CHAPTER''X. 

COACHING AND. 'GOODS1 ROLI,lN"<tSTOCK 

'~74.' Trend OJ a~Cidenis_ifufto 'Pat;riage and wagJ;_,S: 
costs.-In C~J!er n: we:: , haye co~el!-ted . on the; 
trends of der ents · dtie ·to defects m carnages and· 
wagons .. ' The COmJ?ar,ative 'position :;ill ' this ' regard . is I 
summansed below :-· ; ,, ,, ·, 

;·t··Totar·number'-ot·· :t~ .... ·•_:.,,;·_,._~t :.c'J ~,_/ l• 'T ·i "'~!J 

·-.'derailments'·· ·.216'7'" :251S"142tni11724 '1531:'1J63g 
:2·, D;:railniehts ~aused;· · '.~r~-t · :!l·)r.··:J:• :--.· i.,. ,-_. ·-· 

·by d;:f~ctsJ in car .. ·~ 1iJ·• ::-'~ . .. _,.-1 vn.·,, :; :; · il -~: :--,:.: ·-
riages . . . NA NA. 46 , 59 ,. 63 ; _;"j68 

3. D}railln~iits Cius..;: 1 : ~- !'.' 1 ·-~ ·•\'.~· ·.• , .... -)~ ':'! · 
! ed by. defects in -;i ·p ;.:ro1qf'l · ··t~: li·:r•, \, ·- ~: ·-" 
_,.,wagons. . (. , ~A J'!l!Ac 1:?&7 •'·fl!l-) ,; '·!39~ . :.~83, 
4, o,railnieDtS caus-::.' J ':;:·. P i'i l. ·.J_ 1i1 ," I· ·,I 

.. _;~d--duc: to defects.: . .- . .- ... -~ :i .·It •;:,:I'J· j· ... , · ... r:1 
. tnc•rnages and, . , · ''i-: . , · -.-~ · . 
· · w1•ots. -· ·. · . : 467-' 17 '56f ·c ~33 :•502 ·' !4ot 11'551 

.:~ ', :·r, i .· , · •:; ! •. · : r•. .•, ·!: •; , ·. , . ,._,! 1 
~·- :Percen'tage ,._. •. •11 f·.-. 4 1 ,~ .•. -., ., 1-.,: ••. : , .. :·r, )~. . : (4). . '-· ' ,, ' -~' ' . . ... 
!1f -XlOO .. , .. I.· ··r·i ·.-i ·,· ~,-rl! · ,;..· • ·' ~~ ~ .. '/ 

(1) .21·6 22 ·3 23 ·4' :i9 ·1 ',30 ·1 ~3·,6 

If will be seen' that _there lias' ~een' 'lin fucre~ .i& 'the 
number' of derailmeilts' atfributabh~"to defectS in .ciU.'
rfuges· and wagons''dui:ing ti;te.·,:s-yellr1•}veJ.:iod 'from 
1973-74 tci -1971~78 on':botli'tlie'broad'" and'' lnette 
gauges as conipare!l t9 theJ:irbvious ·~riod:' :' f~et. 
the proportion of such der~ilnients·to ilie toflil numbet 
of derailments has beei:t going' 1jp from. one·: S•yeat 
nerinif tn· the'next: 'This'iifli'matter-'for Concern.''., 

'':J75. The lnrun·-atea's re~poJ:lsitile' fqr·tlie increase' iii 
the number of•derailnients were~'defective ·of' broke'!' 
spfihgs or suspensio~, "breakag~: '?f'-ii~der~gear ':iuic 
vacuum- or ·brake fittings, _ defe.ctiv~· or ·broke~ -~~ 
boxes defective:' :·brakes ''of' inadeqtiatenbrake''pQwer, 
defucti\ie wheels bi' tyres:·brokeri axles,' seiZ;ed rolle1 
bearings and defective bogie bolster·'llai:lgers~ 

1 

r 376 .. Examination pt gqoar:u·azns ,:~f!! '~aras .. I~ 
to 475 in Part I· of' ou(~~~?.~!.:'W!l, :JiaO. .• <IIscpssed .~~ 
examination of gb?ds. trams.:; AS',!Ae11.tio~ed there1J;1 
two types of examuiations 1 o'f' gcfcidS' trams are under
taken on,th~ Railway~;·V~ ·il}te~~~~ !lnd.safe to run; 

: 377. From the informat,ion1fumisbed.,j>y zonal-.rail, 
w~ys-,we find that ~ere. is- n~,qniformjty in il\e·pattern 
of train examinations1 -.Whjl.e.the;. Railway,Bqll!d ~av~ 
la,i<i down that 1jnfl:nsLve>an,d-;:safl:. to run, examinations 
are to. be .cqnduct.ed,atTiA~.als _of .500 !l!ldr2D,O'knu 
respectively,r we., fi.nli t~ljt,-i~ac:tua~ pra,cttc:c<, d1s~CE 
between -, two·r,inle~ ~~xam,matiqn;, pomtsr vane~ 
cpnsiderably_ c" Ev~den~-: gu.ren, .,before,. u~-shows; .tha: 
nqi IJ!.Ucb- ~-t,ity i~_pr~e.11t~-~~nac4¢d. ~o·th~ pa~m 

df:e'xanunaiion laid down and examinations are sop;.e
t1ines' skipped~ :nus .. ev!den.tly :~appens becaus~ t\'-~1 
old system of tram: exalllUlations IS no longer valid m 
view ot. the' 'changed operating conditions, introd~c-~oll· 
Of die~el' ·and electric tr~on and US!l of new¢~ tyP~1 
of rolling stock fitted With roller beanngs. Trams are, 
now running over long disfallces' without the need' of 
long. 4;Uts ,at interinediate _ points, sometimes. in. close 
drcuit. movement, _ah<i full benefj.ts of, these ,can v,be_ 
achieved· only if the train examining · points are re
located to suit these new. streams of traffi.an 
.:··: :.l'r ·_ r'• _ .• r :·,-- .-· ,: li.l ' t ,;~ '. ·,- ·-·· 

'378. Qri. the basis' of the information .and evidencll! 
before 'us we . feel .con~inced that the present patterl), 
ot goods, train ex11mination is not in keeping with the, 
c~angil)g si~eams of traflic and ~ode!D types of rolling. 
st!)ck. · This matter would. ,reqwre m-depth. study , on, 
an hll-India basis.: We.recommend,that the Railway, 
B9ard. Set j!P. 'a cqlnmittee consisting of ojli.cers of the, 
niecbanical and : operating departments who will go, 
into the pattern, of goods · tram examination a.n!L 
rationalise, it. on .a~, all-India basis, ~tipulating.the pla~esl 
where exammatton should be .. earned out together,;W!thf 
tHe _ type'.' of examination to ,be· done, .time . r,equired,, 
facilitif18', 1 equipmen~. and -~~po"!er :required .for, this1 
purpose'. ; , The. work of this , ComlDl_ttee J should,_, 'be. 
completed as quickly as. possible. · 

· 379. While rationalisation of goods. train examina, 
tion on the aforesaid lines may take some time; in the 
background, of rising trend. of derailments : due .. ' to 
wagon 'defects during the s,year period from 197.3-741 
to .191~ 78, as compared to the previous 5-year periodo 
oath 'on :the .broad. and metre, gauges, we stress thet 
¥ed' of, ensuring thorough examination ·of goods trains· 
at all tbe stipulated points. Skipping of examinatioil:• 
should,; ordinarily, not be permitted, but ' in .case 'jtJ 
b¢cames ·:unavoidable, ·arrangements must. oe .madel·to
get 1 tl)e_ · . load · exaJllined within the shortest jlossi'6lei 
distance thereafter. · 

·~3.Prt+~~br~n.gth.cf train examininf? gangs'and jaciUiie${_ 
for,-.~od.s.,,train, examination:-· During-the• course Of• 
ow:. visi~. to some ~oods yards and also' interviem '!i!lt~ 
sfaf!: !jDd; o~c.ers<. madequat~ gang strength and ,t1me' 
fo~ examn;tation• of ai!d. reprurs to ~oods wagons was' 
forcefully represented. We were informed that agaiiist i 
the requirements of 40/50 II!an hours for carryinp;.out 
intensive l!xaminati,on,. as ~r griidelines of the Ran:.vaY.1 
Board,l.the actual•ava1]abi11ty wa.s' only 16 _tcqO 'Pail! 
hours •. ; Con~equ_ently It was not_possible t0 '.f\lrj::Y p11t, 
proper :.exammatto!} Of ·and, repairS tO j!OOds wa~onsil 
This.,subjecr was discussed in paras 47~ to A-15 ,iij1 
Par.t.I·of ~~·~epcirt wherein we ~~d m~ntio~ed-~ 

.arifinal d;c~on m·th!' matter of a~ditiOn.~reqmr~.men~, 
ol':_stafl\ l!i"Vet to be ·taken and th1s nosttion· ner&Ists ... ~ 

38'1. lt.w~s illso_Ji:!entioned to us that .facilitie9~and 
e_quipmenr:qbt:\i!Jiilg iR tlJe yal:i!li-. fo.f ~aqying, 9~ thO: 

:~ . . ~ . 



stipulated exiunination and repairs of $Oods wagons 
are not adequate. Vacuum testing equtpment is not 
installed in some yards. There were no arrangementS' 
for material handling, which work was mostly done by 
khalasis in the Carriage and Wagon Department. With 
shrinkage in their cadre, consequent to the recent 
upgradations, lot of difficulties are being experienced 
because sufficient number of helpers for skilled and 
semi-skilled ·staff were not available. It . was also 
represef?ted by the train examining staff. that the yards 
are mo'stly cluttered with materials falling from wagons 
which n~i only endanger their personal safety while 
moving alongside the trains but also stand in the way 
of making an effective examination of all the wagons,,, 

· The I.,;Omnuttee recommenaea to oe set up m par!! 
378 should also go into the aspects mentioned aboVe." 

• •• • ' • • • f }1 

382. Examination of goods loads in marshalling 
yards :-We find that at Mughalsarai, it is the practice 
to examine newly formed loads on the sorting line~ 
in· the marshalling yard. According to the procedure 
adopted, the first 40 wae;ons are examined in the sortc 
ing lines and the remaming after the load has been 
drawn into the departure lines: In the evidence ten
aered before us, it was stated by staff and officers that 
this is not a satisfactory arrangement both. from the 
point of view of ensuring proper examination of rolling 
stock as well as safety of the men employed on thiS. 
JOb. We were informed that, even .thouJ!h the.sorting 
line 'is isolated before commencement of examination 
of wagons dn it, sonie fatal accidents involving, staff 
had' ~urred. Due to the fear of . per.onal danger; 
exanunafion cannot be conducted properly. We consi-, 
der that the practice of e:~ramining goods loads on 
sorting lines in marshalling yards should b,e11stdpped 
wherever it exists. 

383. 'Examin{ltion of stabled loads 'and loads origi; 
1111ting from non-train ·examining <points·:'-:-We find 
except for one or two zonal railways, loads stabled' a1 
wayside stations are neither examined nor retested fo1 
vacuum'before thes~ are moved again after,'an interva 
of it number of days and even weeks. . One, division!J] 
mechanical engineer mentioned to us that retesting ol 
such 1 loads ·is done only if the driver is adamant anc 
insists· on the issue of a fresh vacuum certificate.' ' 

·: ·' ; I i L~ 

384. Another point which came out 0'11 the Northern 
Railway was that th~ is no proper system of conduct
ing examination ·or testing of vacuum of goods trains' 
such· as · foodgrain specials; which originate from 'Way- ' 
side stations. We were infomied that 'the driver arid: 
guard carry out the examination and advisetf anvthinli 1 

is lacking. · 

'' '385 • . We feel that both in the. matter. of stabled· 
loads and goods trains originating from wayside . sta-1 
tions, the practice of moving . them without> proper I 
examination and test of vacuum is not free from' 
danger.· .We recommend for adontion,.,the, practice 
f()llowed on the South .Eastern. Railway: of deputing a' 
mobile . gang to exanune the load and give a fresh' 
vacuum certificate before a stabled ~ds load/~toods 
train originating from a wayside station is moved. __ 

! • ·386: 'Brake p~er on goods trains :-This subfect. 
was discussed by us in paras 530 to 540 in Part I of 

our Report wherein we had also referred to the test 
checks made by us through the neutral control organi
sation which revealed a highly unsatisfactory state of 
affairs. These observations were corroborated during 
our . vi,sits to zonal railways. Complaints regarding 
shortage of brake power, especially in the case of goods 
trains, have been made to us by many drivers. . In 
many cases, adequat~ brake JlOWer is not available at 
the originating station and this 'fades away on the run., 
Some drivers also mentioned to, us that brake power,, 
much below the prescribed levels, had led to c~rtain, 
accidents. Some of the running staff who gave evid,. 
ence before us stated that they bad represented to the 
sectjoif ~ontrollers regarding inadequate brake power 
but they were a8ked to continue to operate their trains 
on the conditism that they would not be held respon• 
sible -for the conseqnences thereof. We would 
reiterate. the recommendation made by u~ in Part I of. 
our Report that the Railways must ensure .. that trains 
leave the originating stationjs with the stipulated brake 
power. All impedirilents which stand in the way of 
achievin" thio .,;m must be effectivelv removed. 

387. Vacuum gauges on trdins :-We find that in 
the case of mail and express trains running between 
the North Eastern and Northeast Frontier Railways, 
vacuum gauge is fitted in one brake van only so that 
in the return direction there is no vacuum gauge in the 
guard's brake van. We consider that the provision of 
a vacuum gauge in the guard's brake van is an 
important safety measure and the · Railways · should 
take stens to see that it is invariably provided in-·· all 
cases;. 

. .38S. We had referred to the absence of the vacuum, 
gauge5 in brake vans of goods trains in Paras S38 to· 
540. in Part. I of our Report. . Guards working goodq 
trains. forcefully represented the difficulties .encountered ' 
in:fixingr vacuuni gauge in the. brake van •. ,We were 
informed ·that !}le adapters required for 'fitting the 
vacu11m ~uge are usually missing.. It was stated that 
the I!WII'd certifies and sil!llS on the vacuum certificate 
on the strength of the reading given on the portable 
vac'uum gauge·which the.maintenance staff~ with 
theni., Some guards mentioned to ns. that eVen in cases· 
where-the vacuum gauge can be :fitted,-it iS not possible 
for the .instrumen~ to stay .;in position during .the· ron 
due .to fhe intense vibrations in the brake van; becanse 
of this i!he vacu~ lfaue:e · either falls down or e:ets 
damaged internally .. _ 

. We feel. that the existmsr .arrangements for. providing 
vacuum gauges in .guard's brake vans are .not satis,. 
f~_q.tory:; K.mlist' 'be, ensured that, guards l!ilve. ,a 
vai:il~ gauge, fitt,e4 m. the. brake van. 

389. Loss of brake' power on the run :.:::..In: para S37 
in Piirt I of our Report we. had referred to the dr® 
in"theibrake j,ower on trains during the''run: ·We 
discussed' thiS' su'&iect further durin11;'our tours. · WbiJe 
the RDSO bas i¢ormed that the drop hi. brake power' 
sbou1d be i11 the range of 8' to 9 PCI: cent. after about a 
ruii' of 400 li:Jlometres, on :idnal. railwavs it was com
plained· to us by ~any drivers that 'the drop wa8 lllUch' 
mote: · It was stated ~at the poor quality ot rubber 
materials 'ri,~ed :in the aut~atid vacuuill brake system 
and !her inadequate supply d. these 'materials · · 'Were 
responsffile for the loss of briilce power. We consider 



that zonal railways should undertake trials to deteniline 
the extent of the loss of brake power in different trains 
urider actual; fie!O conditions and take remedial mea
surliS acll~tdingly. 

,3!)0; Air brakes :-During . discussions with the 
RDSO it was indicated th;tt the present automatic 
v~cnum brake system has· been stretched to its maxi
mum limit. It was- suggested by them and the zonal 
railways that air brakes, will provide a more efficient 
braking system, particuhidy with the introduction of 
heavier and faster trains. Director General, RDSO 
infotmed U§ that the question of afr brakes has been 
exa:mirlea by them, and teconuilendations regarding 
thiS ifi!li1ile't in which air brakes may be adopted, have 
biielt made to the Railway Board·. In view of the 
irilpo'l!tance o'f this matter we would urge the Railway 
Bsatd to take an early decision. 

391. Maintenance af coaching stack :--Coaching 
stack., on the Railways is: examined and repaired in 
washing and pit! lines, sicklines; maintenance depots 
and workshops. We visited these places on many 
zonal railways and interviewed the concerned staff and 
officers. Orl the basiS' of oUr observation, tlie evidence 
tendered befdte tis and the iiifomiation made available 
to us< by the zonat rilihtii'ys, we fib.d tliat the capacity 
arid the facilities at alfnost an stages of examination, 
maintenance and repair of coaching stock are inade
qlillte:. 11re gafi O'etweeil! the actual requirements _and 
av~il.ability of fa~iliti~s is futthe~ W.ide_ned due to. iJitro
ductu)Ii of a nuinber of new tr~;uns and extensiOn of 
existlriit passenger tniiil sejvices. Viewed in tht: con
text cif increa-se in derailments, due to defects in 
cattiagifs,. by 37.0 and 15.3 pet'_ cent on tlie broad imd 
metre j!;lluges respectively during the 5-year period 
1973-74 to 1917-78 as compared to the previous 
5~year J'c#iod, the unsatisfactorY position of carriage 
nia:tiitenance fadlities is irideed distressing. 

392, Examination af and rf1pair to coaching rakes 
in 8tatiali yards :-Provision of facilities for the exami
nation and maintenance of coaching rakes was discuss
ed in para~; 500 to 502 in Part I in our Report. On 
the :basis· of the information: made available to us now. 
we find that, at a large number of stations, a substimtial 
nuuioer of coaching rakes are not placed on the wash
ing and pit Jines for maintenance. The proportion· of 
such rakes to the total number of rakeS' himdled at 
some m'l'ijot siatiol'IS is j!iven in Annexure CXV. It 
wiR.J?e seen: that dur}iig ~lie quarter ending 30-9-1979, 
75 pet cenl of ~he· coa:cht!ig rakes at ~hopal, 66.3 P.er 
cent at Jbansi. 36.1 net cent at Madras Central and 60 
per cent at Cochiri ffarb_oui:' Terminus y-tere not plact;d 
on washing and ptt lines for: mamtenance. Shp 
coaches are receivirtli: even less attention, since at manv 
stations, none iS' placed ori washing and oit lines. The 
main reasons eiven were inadequate number of washinl! 
and pit Jines. inadequate canacitV of stablinl! lines and 
operational .reasons. In the evidence tendered before 
us it was atso mentioned that there are a larj!e number 
of stations wliere passenger trains either oril!inate or 
terminate but at these there iS' no wa'shing and pit line 
for mairit~riance. 

Because af tbi~ coaching ralc:e~r a:te beini! exaririned. 
at times. on platform lines or are not being given any 
examination at an. 
1 I-465R1l/80 
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393. In some cases pit lines are of inadequate length 
ruld ritost of the longer rakes of 16 coaches and above 
cannot be attended to in one placement. We also 
found that the lighting arrangements and drainage of 
pit lines was unsatts.factory, thus inlnbiting the staff 
from carrying out proper examination and repairs to 
(he undergear. · 

8~4. Wl! feel that !his state of affair~ should ~ot 
continue and strongly recommend the followmg 
sfeps, :-:-

(iJ ·ririlely pllicementjwithdrawal of rakes on/from 
pit lines must be ensured. 

(ti) Adequate stabling capacity must be created to 
stable· exarninetl loads and release the pit lines for 
placement of other rakes. 

{iii) Railways m~st imniediately undertake a review 
of the pit line facilities and equipment requited and 
make up the deficiencies on a time-bound programme. 

(ivj A1l pit)ines shbuld,befon~ enoo~ ~0 aCCO!fi• 
modate the longest passenger-carrymg tram m servtce 
arid tliat contemplated in the near future. 

( v) Adequate lighting of pit lines should be erisured. 

(yi) Drairiage. in pit lines should be imp_Io'!ed· 
Perhaps a change in the basic design of the examma
tion pit is called for. 

(vii l .411 slip coaches should be examined on 
pit Une8. 

395. Polley far introduction of new ria~se,~er 
trains :-We have noted in the foregoing pariii; that 
while !JC_cidents attributable to carriage defects have 
increa~ed. lately the gap between the requirement and 
av~ilability of maintenance facflities is widening. The 
policy for introducing new train services has to be 
reconsidered in this context. 

396. it was mentioned to us by some senior officer~ 
on wnal railways that, on most occasions, new trains 
have to be introduced and existing services extended 
under pressure, without ensuring that adequate main
tenance facflities are available. Introduction of new 
trains and extension of existing services, apart from 
straining the available maintenance facilities, have also 
cause4 acute $hortage of spare coaches. As a result, 
coaches due POH cannot be spared in time, nor 
replacement pravided for coacheS' marked slc.k. Also, 
in an effort to muster more coaches for running addi
tional services and augnienting existinl! serVices, i11te:. 
gritv of rakes which is essential for effective control nf 
maintenance, is being disturbed. Thus, the introduce 
tion of new trains without moviding necessary main
tenance facilities and additional coaches, has very 
adverselv affected the overall maintenance of coachin!i 
stock. Since it would take time to set uo the reauired 
maintenance facilities. we feel that the Railwavs liave 
to be extrenielv cautious in the niatter of introducing 
new train services and extending the run of existin'! 
ones. There -are obvious limits to the resistance wliich 
the Railwav Board and zomit railways c.a!l ~ut .uo in 
thll face of nooular demand for mote p'1ld fasfer trains. 
Wt~ would. therefore, urge on the noliticiil .autboritv in 
the country not to stretch the raiiway system too far. 



397. Facilities and equipment in sicklines tmd 
mailltenance depots :-Most of the sicklines visited by 
us were devoid of the basic facilities like adequate 
covered space for protection of workers from inclement 
weather, pucca flooring and pathways for easy and 
qnick movement of men and materails. We were also 
informed of inadequate lighting in sicklines. Shortage/ 
non-availability of jacks, equipment for ultrasonic 
testing and welding and pneumatic tools, were reported. 
Wheel lathes were available in very few maintenance 
depots and even these were very old. In one depot 
the wheel lathe was so outdated that it took 48 hours 
for turning a pair of wheels. Because of this con
straint wheels have to be regularly sent to work~hops 
for turning, with consequent delays which affected 
repair work:. It was also mentioned that the funds · 
made available for this purpose through the annual 
Machinery and Plant Prograrume of zonal railways 
were grossly inadequate. 

398. We afe of the opinion that occasional efforts 
at providing a shed in one depot or a machine in an
other depot on an annual basis do not serve any 
purpose. Deficiencies have to be made good in a 
coordinated manner. We, therefore, recommend that 
modernisation of sicklines and depots, which should 
cover the provision _of facilities like. sheds, flooring, 
pathwavs for workers, plant and machinery, equipment 
for handling materials, reouirements of electric power, 
requirements of staff and their training should be taken 
up as a project. We feel that a task force, not bothered 
by the day to day stresses of railway working, must 
be set up to carry out this work within a period of five 
years. Necessary resources will, no doubt, have to be 
provided. -

_ 399. Periodical overluiul to coaching Stock on 
suverlast trains :-Periodical overhaul (PO'R) of 
coaching stock is presently undertaken at the following 
time intervals :-
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400. Reduction in time intervals between successive 
POHs in· ihe case of intensively worked rakes will, no 
doubt, enhance the workload in workshops. We feel 
that arrangements to ·take up the increased workload 
should precede the stipulation of revised intervals 
between POHs. The requirements of spare coaches 
may also have to be reviewed, having regard to the 
'fact that the coaches will now have tel be sent to the 
workshops more often with attendant delays in transit 
and yards. These factors would, no doubt, be taken 
into consideration before revising the POH intervals. 

· 401. Lifting of BEML coaches :-We were infdrmed · 
on the Northern Railway that the lifting (IOH) of 
BEML coaches required to be done every six months 
as per extant instructions is not being done at Delhi 
and New Delhi due to the non-availability of capacity 
and materials for repairs. If this is so, we would urge 
the Northern Railway Administration to take unrent 
steps to organise undertaking of the stipulated schedule 
within the shortest possible time. Other zonal railways 
should also review the position and take action 
likewis~. · · · 

402. POH of EMUs :-It was deposed before uS 
by senior officers on the Eastern Railway that the 
capacity for POH/ AOH* of EMUs is not enough to 
meet the requirements. Besides there is backlog ot 
POH of EMUs due to rakes not bein~t spared for the 
shed. With the aging of motors, additional facilities 
for lifting were- stated to be necessary. We consider 
that EMU services should be so plannd as to provide 
for the required time in the shed. Besides, the Railway 
Administration should also plan for expansion of the 
existing facilities for POH/ AOH to meet the mainten
ance requirements in full. 

403. Examination of roller -bearings in sickline~ :
Since 1976, quarterly examination of -roller bearingS 
on coaching stock is being done in sicklines. The stafi 
are required to open ·the face plate, check the locking 

POH interval plate and bolts and the condition of grease. As men• 
(months) tioned in para 5 69 iii Part I of our Report, this exami~ 

(i) Passenger carrying vehicles (PCVs) 12 nation which wa.S required to be conducted iri 
and other coaching vehicles (OCVs) nominated sicklines under the supervision of a senior 
on mail/ express trains. supervisor of workshops, was ordered with a view to 

( .. ) PCV immediately arresting roller bearing failures, a number 
n s of other than mail/express 18 of which had caused accidents. · -

ralces. 
(iii) OCVs of other than mail/express 24 404. · Dnring the course of our inspectionS dn zonal 

rakes. railways we found that, at m<ist places the quarterly 
examination of roller bearings is being done in washing 

Our enouiry revealed unanimity amon~tst staff and and pit lines in the open, in dusty and dirty surround-
offic-ers that. rakes of superfast trains should be given ings. -Even though instructions exist for providing 
POH at shorter intervals. We were informed that the shields over the axle boxes for excluding dust, water. 
rakes nf some superfast tr!lins are now running 4 lakh etc., we found that these instructions· were, by and 
kUometres -oer annum a~trunst 1 lakh kilometres in the large, not complied with. We, therefore, have ~ave 
past. Such extensive use results in extra strain and reservations on the desirability of continuing quarterly 
wear- and tear on the coaching stock. We feel that. examination of roller bearings in sicklines. 
to C"nsure a hi..-h standard of maintenimce, POH of 
coaching stock should be planned on the basis of kilo- 405. We discussed this question with the RDSO. 
metres- eamPrl so t'hat more intensively worked rakes Thev advised us that since roller bearing components 
are Piven 'POH at shorter intervals than at present. We are ·machined to -very close tolerances and made to a 
understand t'hat this matter is already en!!a!'ing the high degree of precision. these should be handled with 
attenHnn of t'he Railw.~v Bn~rd and we would smi!!est utmost care so as to obtain the desi~tDed service life. 
an early decision o'n the same. ·-- It ·was stated that if conditions. of roller bearings are 

*A'J;I-stands for Auxiliary Overha:::uJ;-. ____ _;_ _________ _:_· _;_----------=-· ___ _:__ 



kept Close to the ideal by proper care in use and main
tenance, long se,rvice life C!IIl be expected from them. . . --. 

On the zona! railways, some_ Chief Mechanica 
Engmeers . were of the firm view that opening up oJ 
roller bearmgs must ~e done only in works_b.ops. I 
was menuoned that, With proper care of roller bearing~ 
in workshops, these should not require attention more 
frequently than POH !o POH. 

406. W ~ fully agree with thi~ assessment, whiCl 
needs to be given practical shape. The quarterly 
exanlination ot roller bearings in sicklines was ordered 
by the Railway Board as a temporary expedient 
because of a number of failures of roller bearings and 
this should not be made a regular mamtenance practice. 
We recommend that the standard of maintenance of 
roller bearmgs in workshops snonld be improved so 
that attention to these on line does not become neces
sary at all during the interval between two POHs. 

407. If, however, the Railway Bdard and the Rail
way Administratlous feel that inspection of roller 
bearings between two POHs i.$ absolutely necessary, 
then conditions similar to those obtaining m workshops 
should be created in nominated sicklines and mainten-
ance depots. · · · - - - · ·-

408. Facilities and equipment in workshops for 
maint~nance of roller bearings :-While ;ldequate 
arrangements for giving proper attention to roller 
bearmgs exist in some workshops, in a number of. 
others much remains to be done. In the workshops 
at Ajmer, Hubli and Kharagpur, we found that the 
work of dismantling the incoming roller bearings had 
been isolated from the cleaning and assembly side. In 
some of these, presSw:ised chambers were available for 
cleaning of roller bearings. We found in some other 
workshops that the cleanmg and assembly sections had 
not been segregated, there were no arrangements for 
pressure washing of roller bearings and this job was 
done manually with brushes. We urge the Railway 
Administrations to initiate urgent steps to provide 
adequate facilities for inspection and maintenance of 
roller bearings. · - · · · · · -

409. lmplemelltation of the recommendations or the 
One-Man Committee on roller bearings :-In. para 570 
in Part I of our Report, we had referred to the recom
mendations made by the One-man Committee appoint
ed by the Railway Board in December, 1975, to 
investigate the incidence of roller bearing failures and 
to go into various aspects ()f servicing, maintenance 
and design of roller bearings. During our fsfi,ections 
of the servicing facilities on line and in wor ops we 
found that some rycommendations made ):>y the said 
Committee, and acl:epted by the Railway Board, have 
so' far not been implemented by zonal railways. We 
recommend expeditious implementation of the accepted 
recommendations. · 

410. Condition monitoring of roller beal'ings :
.From the information made available to us, we find 
that, M/s. SKF, in collaboration with Mjs. SPM 
Instrument, Sweden, have developed a method for 
diagnosing faults in bearings in-situ, using the high 
frequency shock impulse trailsmitted by the roller 
elements and have developed an effective ~!Jlent 

for this purpose. These special instruments are at 
present usea for the condition monitormg of bearings 
on traction motors so as to avoid failures in serv1ce. 
In ~iew of the vastly increasmg population of roller 
bearmgs we feel that new ways ana means would have 
to be devised so as to morutor the condition of roller 
bearings fitted on stock _without the need to open them. 
We recommend the taking up of ~uch a project by the 
R.D.S.O. . 

4ll. Quality of indigenous roller beari11gs :-We 
found that in many of the workshops there were com-' 
plamts regarding the quality of inrugenously manufac
tured rolle.r bearings. ~t the Integral Coach Factory 
the Committee were told that durmg a period of about 
one month in early 1980, a little less than one per cent 
of the new roller bearings inspected for fitment on new 
coaches, were rejected. The rejectiOilS were due to 
either missing rollers, scratches on the inside face or 
due to excessive clearance etc. Some of- the staff in 
the field mentioned to us that there were cases where 
new roller bearmgs had failed Withm a penod of i 
years of having b€en put into service. It was the 
general impression that the quality of imported roller 
oearmgs was much better and there were fewer failures. 
There is thus need for an urgent dialogue with the 
manufacturers of roller bearings who should be apprised 
of the failures in service for ¢[c;ctiug improvement in 
the produc~. 

412. Identification ·marking on roller beaJ·ings :
We find that there is no tmi.form practice of giving 
identification numbers on roller bearings so as to be 
able to identify and collate information regarding their 
age, kilometres run etc. in case of failur£. We saw 
that at ICF and in some workshops, etching of identity 
n~n;nbers on roller bearings is d~ne and records thereof, 
giVmg the axle number on which it was mounted, are 
~lso _maintained. We _feel tJ:!at, for a purposeful inves-
tigation of roD:er bearmg failure:>, it w!ll be necessary 
t<;> know thl? !J!stor~ of ~e bearmg which will be pos
Sible_ only if Identification numbers are given on all 
bearmgs and pr~per records maintained. We recom~ 
mend that, workshops and depots on zonal railways; 
should follow a uniform system of giving identifu:ation 
numbers on roller bearings and maintaining record of 
the axle number on which it is mounted. · 

413. Ove_rloading of BOX wagons :-The question 
of overloadmg of BOX wagons was examined by us 
in paras 507 to 518 in Part I of our Report. Most 
of the supervisors incharge of maintenance of box 
wagons stat~d lh:at tJ:le heavy breakage of springs in 
box wagons IS pnmarily due to the overloading of box 
wagons. Checks made by us in the field, evidence 
tendered before us by staff and officers and the docu
ments made available to us, have also confirmed our 
earlier impressions that large-scale overloading of box 
wa~ons is rB;ID,Pant. Our scrutiny of the. weighment 
register pertaining to Andal yard on Eastern Railway 
revealed that a very large number of box wagons were 
overloaded With coal. In some box rakes, out of 30 
boxes, 28 to 29 boxes were overloaded generally tQ 
the extent of 6 td 12 tonnes, with the maximum going 
U,Pto _15. 7 tonnes. The results of this scrutiny are 
given m Annexure CXVI. A study made by the South 
Central Railway had shown !h!l~ 70 to 80 per cent of 



lh¢ b~~ J.v.~&.on.S w11re dvciioaded. this siudy was 
Il!llc!e !>y cl:l!lC.Jcillg tb!l guJJ.per. !lf springs of the loaded 
b~xwi!gOI\S. -!\g~t thll ~um permissible nega
tiv~ .;amber of 41Plll thll ac~ual camber in springs. in 
tl)e !R~ p>!liliti-911 · wils fgund m b~: going even upto 
-~~ ~ ~ oyl)r 20 .. per !;llUt . of th.e cases. 

41~. The reasons for oveflo~~g \)f box wagons 
were stated !O be·:- . '··'-' - ' ·· · 

(i) non-availability of weigh-bridges in most of 
the loading siding and 'in some cases wagons 
not . being .passed ove£. the weigh-bridges; 

(~) wei8!!brid~C<s J;eJ!I;lln.ip_g oil! of order; 

(iii) Difficulties in readjusting loads in wagop.s 
fotlnd overloaded. · · · · ' · · · · " · 

. ' 
We had elaborated in para 507 in Part I of our Report 
the measures ·being taken to instal more weigb.-oi:idges 
at-loading points which are capable of weighitJ.g wagons 
on the move. On the Eastern Railway'·we·were'also 
informed that under the scheme Of rationalisation of 
coal' loading Eoints; it is proposed to nrovide weigh~ 
bridges in individual coal sidings. · · 

' , .. 

415. During our inspections we found that even 
where .weigh-bridges have been provided at stations 
or 'in sidiligs;'theii ·upkeep wa8 far ·from satisfactory. 
For instance, the weigh-bridge at New 1 'Gailbati 
(Northeast Frontier Railway) was out of order for 
the last' 3 years and the one at Kanstoria · colliery 
siding (Eastern Railway) remained o'u~ of order for 
80· days in 1916; 21 days in · 1977, 94 days in 
1978· and 89 days in 1979 upto the month of 
October. The position at other places may not be very 
different. ::rhis. indicates a highly unsatisfactory state 
of 31Iairs which needs to be" remedied. ·I We were 
slirprised to know that orders had been issued not to 
weigh the loads at Bhojudih · destined' for Bhilai 
Durgapur and Rourkela Steel' PlantS due to conges
tion 'in Bhojudih yard and 'coilsequently the loads' for 
these steel plants were ·being allowed to go withou~ 
weighment ·since August;' 1979:' Such orders could 
leaQ. to serious accidents, apart from conveying the 
impression ·to staff · that the ·administration'· gives 
scant respect to its own safetv rules: · 

we1g11ment . wait .tor consiQ.er<Me time in the yard or 
in .the .outgoing .lifillS; The .Railway .Boar4 -had also 
expressed a desire that necessary adjustment should 
be' -made so that no box wagon ·with excess load was 
despatched •from the booking station. Irt actual prac
tice we'find -that- all overloaded box wagons are passed 
on . unadjusted . .Jn faol, With· the existing faeilities and 
conditions OJ; working, .the·· •officers and staff in the 
field consider it impossible tci' implement the aforesaid 
directions. Thus, this serious problem is still eluding 
praetiCi!l solution and earnest 'efforts 'need to ·be made 
to' 'resolve it.· We n1rtlier rcconlm.end· that :-· ' .. 

(i) Weigh-bridges capable of weighing wagons 
on' the 'fuo've be prt>vided at' coal and mine-
ral T6adini(points; 1 ' • · · · · ' ' · · 

·. .._.q; ! - .t ·) 

(ii) Arrangements be made for the proper up
keep and maintenance of weigh-bridges. 

(iii) Deterren~ penalties like confiscation of 
materials in over-loaded wagons be con
~idered . in, order to discourae:e overloading. 

fl:l}. ,.f.pi/fi.[!l of Jfl/1J£1j!J(f1fl Sf!fif!C.S (}n Bp~ 
wagons :-From our discussiOns on some ~11!1! r~
ways we find that considerable problems are p<>Sed by 
the fail.un~. 9f .l.!!minated bea:ripg sprin_gs on BOX 
wJJg!ul$.' Not p!Jly does . this create . unSjlfe conditions 
bqt ,l!l§o !!ff~tl! .tl:lll operaP..ou!ll.. e:f!!.ciency due to 
inroloqjlis_i!.tiO!l . of a very .13.rge numh.er . of wagops. A 
st!J.~Y ,!Jl.<uJe 1zy the ROSQ, 91;1. the .basis of rei?orts 
frgm. ~9!1-.al ra_jlways, s)wV(.~.tlmt l!boJ.J,t 8.0.Q.0,b+eakages 
of ~f!nW!ated beiJr.i!J.g ~pp.jJ~ tl!k,e plaCll every year. 
1'1fPFII!Mton f!IIQis]J,e\f , to tb.e Cpm~piJt.ee ~bows high 
in.9ijlei!.9Y of b~<j.ek;ages ()!1 SOI!J.e . (!i,yj!;.igp.s. On Adra 
Di~~gn, the a,ve~age nqwber Qf q)§~ of br!lakage of 
spr!ngs <l,crt.eirte4. ~g ~979 'w;~s 2~S per inonth 
wl)!~b, ~I?JD,~s J!? .~\)\l,t :4·S I>!'! p~IIt of the BO~ 
WiJ&l~ e~~~ 91!-. tl!<!~ 4!\llli~oiJ; <Jt Mugh~ll® 
tli,e il-V:I(rytge preil~ilges ,per . mggt):l, d!,!liPg UJ.e period. 
~glJ~~ ~o Octop\ll," 1~!,7~, !D<?JJ.J,d)P..g mo~e cl~;fccf¢ !It 

irta i!llB .l?.P.hr~-og,~~op\l, ~l!,s ~6~. 



i!p.pmving the .quality of springs has been tardy. We 
would reco.lllpllmd that expeditious action should be 
take~,by .the R.ajlw~ Adnpnistrations to improve the 
quality of springs manufactured in railway workshops. 

419. ~ilsti¥g of Sp~ings:-f'..s p~ the present 
staJ:iilards, scrag test Is to be earned out on all 
the spririgs ·and the load deflection test which gives the 
c~~eristics' 'of"the''spring, i:> required to be ~one 
oiily ron 5· per cent of the camage and wagon spnngs 
aild 100 per cent of locomotive 'springs. We find that 
springs on carriages and wagons were responsible for 
13 and 25 per cent of the total number of derailments 
attributable to all carriage and wagon defects on !he 
b~d~d' id.d m.etre · gauges respectively, during the period 
19n-74 · io 1977-78. l\1ore · extensive testing of 
springs is,· therefore, needed before these are put into 
servj,ce. We would recommend tha~ the statistically 
o~ijfu,J.JTI s~w~Ie ~ize · ~~q\¥d be asce~tained, and that 
pe~<;rn,~'ge ot spr111gs should be subJected to load 
defiel:tiOii' test. ' · 

.' ,,. ; : [!' ~ (: ' 

~qo. Clflmping of broken bearing springs on BOX 
wagons :-In: paras 504 and 505 in Part I of our 
Ri:poh we had ilientimied about the practice on some 
zonal railways of permitting movement of BOX 
~a$\?P-li w!t!J. ,cl~lll]e,d .springs, inspite of instructi'?ns 
of the Railway Boru,-d Is.s.ued i,n August 1969, calling 
upon, ~qq~l ra,i\~\lY~ tp ·. <!i~co,ntinue the practice. 
Officers w1th whom we discussed this issue were un
a.l¥iQ.pus that ~ven \ltter . cialllping of the brok.l!n 
s!?ringi it is s~e to n;tove over short distances onty. 
But '··in the evidence tendered by some staff it was 
sfuted' that wagons with broken springs" were being 
nw\e to run right upto the destination/unloading 
poin,t which may be over 100 kms away, and that on 
a parti<;ular division it had been ordered not to detach 
wagons with a )>roken spring. We were informed that 
clainping leads to UJ1even lo~ding on the two wheels 
of the same axle, one having the healthy spring and 
the o~her with the br~ken spring, and continuing to 
ru)J, tpe wago1,1 jp. this condi.tion, is fraught with 
d@geJ;. we ;p;e of the view that, while clamping of 
broken BOX wagon bearing springs may be permitted 
as an expedi~nt to enable these wagons to be moved 
at restricted" speed to the nearby station, having faci
lities for repair, the practice of moving_ such wagons 
over long distances upto the destination, is definitely 
unsafe lfild sho\11~ be· curbed effectively. 

421. Permitting wagons with broken helical 
springs:-In the evidence tendered before us on one 
of the divisions of the Northeast Frontier Railway, it 
came to light that some sicklines and depots are 
turning out wagons without replacing the broken 
helical springs due to their non-availability. This, we 
gathered, has been the practice for quite a long period 
now. Even though the gravity of the problem was 
appreciated at the field level by both staff and 
officers, they appeared to be helpless in the matter. 
We take strong exception to this practice even as a 
temporary expedient and urlle that it be stopped 
forthwith. 

~22. Failure of axles on the metre ~;c.uge :-A 
larier j#u.nper of. faihii;e,s. of ~es on both carriages 
an(l w<t"gons have been reported on the metre gauge 
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sections of the Northeast Frontier, SouUl Ce~tral 
and Western Railw~ys since 1978. Many of these 
failures· resulted in der~ents also. In a study in.to 
these failures which the South Centritl Railway had 
undertaken, it was found that a majority conformed 
to one pattern, i.e., failure in the vicinity of the wheel
seat. Another common feature that emerged was that 
the carri~ and wagons on which the axles failed 
had undergone POH in Hubli Workshops and the 
axles involved were old, having been in service for 
more than 20 to 25 years and had been pro~ed 
with new wheel discs. We have been informed that it 
is an old practice to forge down and machine old 
broad gauge axles to lower diameter, for use on 
metre gauge rolling stock. In the study referred to 
above, the South Central Railway had come to the 
conclusi011 that failures are maiuly due to reduction 
in the fatigue strength in the press-fit zone. Doubts 
were. also expressed about the desirability of pressing 
out old wheel discs· from usable axles. These issues 
would need to ·be investigated in detail through col
lection and analysis of more dala and laboratory tests. 
We recommend that RDSO should undertake this 
study so as to standardise the practice of using old 
broad gauge axles. 

423. Ultrasonic testing of axles :-Even though 
some worksh~s and maintenance depots have been 
equipped with ultrasonic testing equipment, the test
ing is restcicted to a percentage of wagon axles only, 
while all axles of locomotives and coaches are tested. 
Our inquiries into the failures of a large number of 
axles of wagons and coaching stock on metre gauge 
sections on the South Central, Western and Northeast 
Frontier Railways reveal that old axles had been 
reused after a visual examination ouly and no ultra
soiJ.\c testing thereof was undertaken. We would stress 
the need for ultrasonic testing of all axles in work
shops and in maintenance depots where re-tyring or 
re-<fi~cing qf axles is llfidert'\ken. It is essential that 
adequate· equipment is available in the workshops 
a11~ n;tai~te!la~ce deJ?Ots for this purpose. 

424. Failt,u:e of draw bars on the metre gauge :
We find that on some of the metre gauge div,isions 
there has been very heavy incidence of draw · bar 
failures, resulting in train p\lrtings both in staqon 
yards as well as in. mid-section. In the evide11ce 
tendered before us on the Northeast Frontier Jtiil~ay 
it was stated that failure of draw bars is basically due 
to substantial increase in the loads of trains on metre 
gauge from ?dO tolllles to 1200 tonnes. Breakages 
have also occurred due to mismanagement by engine 
crew, material defects and fatigue. On the Alipurduar 
division of tl~e Nortlleast Frontier .Railway we found 
tha,t about 40 per cent of the accidents during the last 
3 years were attributable to breakage of draw bars. 
The,year-wise position was as under:-

Year 

1976-77 
19.77-78 
1978-79 

Total 
number 

of 
a.Cl'idents 

112 
88 
90 

Number 
of ' 

drawbar 
breakages 

49 
32 
35 



425. in 2oo cases of draw bai failures which were 
investigated by the New Bongaigaon workshops the 
cause-wise breakup was as follows :-

Cause of fllilure 

Mismanagement by engine crew 
Manufacturing detect in draw bar 
Material defects 
Fatigue failures 

Total . 

Number 
ot 

failures 

78 
30 
56 
36 

200 

Percentage 
of 
the 

total 

39 
15 
28 
18 

100 

Thus, in 61 per cent of the failures, material and 
quality of the draw bar were in question. Our 
enquiry on the zonal railways also revealed that pro
vision of modified draw bars on metre gauge stock 
has still not been implemented to any significant 
extent. In view of the dangers to safety of train 
operation which failures of draw bars entail, it is 
n~;Cessary that all-out efforts are made to check this 
trend. In this context, we recommend the following :-

{i) Provision of modified draw bar on metre 
gauge goods stock should be completed 
within the shortest possible time. 

( ii) Quality control and testing of material for 
draw bars and process control during their 
manufacture should be tightened. 

426. Neutral control examination :-We had gone 
into the question of neutral control exanJination of 
rolling stock in workshops, marshalling yards and 
sicklines in paras 590 to 594 in Part I of our Report 
wherein we had expressed the opinion that, in the 
interest of safety of train operation and to improve 
the condition of rolling stock on U1e Indian Railways, 
extension of neutral control examination would 
appear to be an effective means. We had the opportu
nity to look into the working of the neutral control 
organisation. We found that a large percentage of 
wagons turned out of workshops, wagon maintenance 
depots and si<;_klines are reected by neutral control 
staff. It is true that in some cases rejection by neutral 
control is for reasons which do not have any bearing 
on safety. Similarly, in many cases the local passing is 
after the deficiencies pointed out by neutral control s!aff 
are rectified. Still some wagons at least would be going 
out under this arrangement, with some safety deficien
cies unattended. 

427. In order to arrest the trend of increasing 
derailments due to carriage and wagon defects, we 
recommend that :-

(i) The Neutral Control Organisation should 
be brought under the charge of Director 
Mechanical Engineering in the Railway 
Board so as to give it the necessary status 
and make it an effective organ of inspec
tion. 

(ii) Neutral control examination should be 
extended to all the workshops and major 
carriage and wagon maintenance depots. 

(iii) At the remammg depots and · sicklines, 
neutral control staff can be deputed · on a 
selective basis depending upon the impor-
tance of the unit. · 

(iv) Neutral control examination should be 
extended to selected major yards depending 
upon the pattern of goods train examina
tion, which will be adopted on the sugges
tions of the Committee, the setting up of 
which has been suggested by us earlier in 
this chapter. 

428. 'S' Marked defects in Conference Rules :
In para 601 in Part I of our Report we had referred 
to the finalisation of the list of defects in coaching and 
goods stock which have a direct bearin&; on safety 
or 'S' marked items in the Conference Rules. Our 
discussions with staff on zonal railways showed 
considerable difference in opinion whether certain 
items really pertain to safety. We have been informed 
that this matter is still under review. Finalisation ef 
this matter has been pending for a very long time and 
i~ view of its implications on safety of train opera
tions we urge the Railway Board to finalise this issue 
without further delay. 

429. Handbooks for carriage and wagon mainte
nance staff :-We would also consider it necessary 
that rules pertaining to the maintenance of carriages 
and wagons which are applicable to the work carried 
out by staff at different work spots like yards, sicklines, 
depots, workshops, should be prepared in the form 
of separate handbooks for guidance of staff. These 
handbooks should also illustrate the type of defi
ciencies which the staff are likely to come across 
during their work and the hazard which these may 
pose if not attended to properly. These handbooks 
should also be brought out in local languages for 
the benefit of staff not knowing English. 

430. Maintenance of l'Olling stock :-The South 
Eastern Railway has furnished the following informa
tion regarding expenditure per maintenance unit of 
rolling stock :-

Year 

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

Expenditure Percen-
ture tage 

on escalaR 
materials tion in 
per price 
mainte- of 
nance materials 
unit as com-
Qn rupees) pared to 

759 
993 

1166 
1124 
1215 
1094 

the 
Previous 
year 

9·9 
8·6 

10 ·1 
10·9 
20·0 

Expendi
ture ! 

on 
mater
ials at 
1974-75 
prices 

759 
904 
977 
855 
834 
626 ----------·-------------------

It will be seen that, after providing for the escalation 
in the cost of materials, the actual expenditure on 
materials at 1974-75 prices per maintenance unit of 
rolling stock has continuously declined since 1976-77. 



In a period of 4 years, the drop has been approxi
mately 30 per cent. This, we were advised, was due 
to non-procurement non-availability of materials 
which had caused extreme shortages. During our 
visit to this Railway widespread sortages of 
materials for carrying out. repairs and maintenance of 
carriage~ ap.d wagons were reported. 

Both staff and officers stated that large-scale canniba
lisation of parts was being resorted to. Our detailed 
review of accidents shows that, on the broad gauge of 
the South Eastern Railway, tlie number of derailments 
attributable to carriage and wagon defects has gone up 
steeply from 80 during the 5-year period 1968-69 
to 1972-73 to 153 during 1973-74 to 1977-78. Prima· 
facie, there is correlation between the number of 
accidents and extent of shortages of and fall in 
expenditure in materials for repair. Since all zonal 
railways suffer from such shortages, we strongly 
recommend that effective steps be taken to overcome 
them. 

431. Modifications to rolling stock :-During the 
course of our visits to the workshops, we found that 
considerable delays have taken place in carrying out 
safety modifications to rolling stock. On the basis of 
information furnished to us by some zonal railways, 
we have reviewed the progress of implementation of 
a few safety modifications on goods and coaching 
stock. This is placed at Annexure CXVII. We find 
that safety modifications on coaches and wagons 
ordered as far back as 1967 and 1968 were still to 
be implemented in a substantial manner on some zonal 
railways. For example, the work of replacement/ 
repositioning of defective vacuum reservoir suspen
sion straos on broad ~uge ICF coaches was still to 
be completed on 406 out of 600 coaches on the 
Central Railwav. The modification to pressed steel 
axle guards to eliminate their failure in service which 
was ordered in November 1968 was still to be 
completed on 43304 out of 44808 wagons on the 
Central Railwav, on 4373 out of 4776 wagons on the 
South Central Railway, and on 13020 out of 28020 
wagons on the South Eastern Railway. Modification 
to retaining ring on BOXIBCX wagons centre pivot 
assemblv ordered bv RDSO in 1971 and 1972 was 
still to be done on 6196 B.OX wagons on the Central 
Railwav due to non-availability of materials. Like 
wise, there are several other examples in which work 
on safety modifications has so far not commenced on 
some zonal railways. 

In reolv to our enauirv. the Eastern Railwav has 
given onlv ~reneral comments regarding the implemen
tation of safetv modifications and has not arlvised us 
the actual number of coaches/wagons modified so 
far. - · ---............ 

432. Discussions with officers in worksnons and in 
the headouarters of zonal railwavs revealed that the 
main constraints in imnlementinll: the modifications 
were non-availabilitv of adeouate manoower and 
materials in the workshoos. We were informed that 
the numher of m~n-nours required for carrvinlt out 
some of these modifications is so hil!h that it cannot 
be managed within the available stremrth in work
shops. 
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433. It is imperative that modifications ordered in 
the interest of so.fety are executed within a specified 
time and everything possible is done to achieve this. 
We recommend the following :-

(i) While ordering safety modifications, the 
Railway Board should Jay down a period 
within which these should be completed. 
If additional manpower is required for this 
purp~e. the Zonal Railway Administration 
should have the authority to sanction the 
same. 

(ii) A special drive should be 
complete all pending safety 
speedily. 

launched to 
modifications 

(iii) Neutral Train Examiners posted in work
shops, should make a special check on the 
execution of safety modifications on all 
coachesjwagons turned out of workshops. 

434. Machinery and plant in workslwps :-During 
the course of our visits to the workshops, we fonnd 
that a very large number of old and obsolete machines 
are still in use. This was stated to be due to the 
replacement of these machines, under the annual 
Machinery and Plant Programme, being very slow 
due to shortage of funds. We understand that recently 
a few major workshops have been selec~ for 
modernisation and funds for these have been obtained 
on loan from the World Bank. This will, no doubt, 
improve the position in these workshops, but we 
would recommend that replacement of old and 
obsolete machines in other workshops should also be 
done at a faster pace. 

435. Hand-brake in EMU :-It was represented 
to us by the motormen on the South Eastern Railway 
that in the EMUs built since 1977-78. the hand-brake, 
which used to be earlier provided inside the motor
man's cab, has now been relocated. It was stated that 
the hand-brake enables them to protect the train from 
moving in case of prolonged power failure or on fall-. 
ing gradient. With the harid-brake away from 'tbe 
cab, the motorman can no longer make use of it. 
Instead, it is now accessible to outsiders and mis
creants, unauthorised operation by whom had resulted 
in a case of skidding on the South Eastern Railway. 

We do not consider the new arrangement satis
factory since the hand-brake should be available 
readily to the motorman. Besides, there is always the 
danger of its unauthorised use which wm also be 
de'terirnental to safety in train operations. We recom
mend: that the hand-brake should be provided in the 
motorman's cab. 

436. Problem of corrosion in coaches :-During 
the course of our visits to carriage workshops on 
zonal railways we saw the extensive damage to coach
in!!; stock due to corrosion, not only in the vicinity of 
the lavatories but all alon11; the base of the side panel
ling which had also affected the longitudinal members 
of the frame. We gathered that the workload on this 
account has ~~:one up considerably in recent years 
nece!!sitatinl! the or>eninll: of corrrn;ion repair shops fu. 
certain workshoo's. In the RDSO we were informed 
that new formulations of anti-corrosion paints had 
been developed in the laboratory and put on service 



trials. Suggestions had also been given by them to 
lCF in the mater of steel to be used for coaches. A 
manual for corrosion repair and maintenance of ICF 
coaches has also been issued by the RDSO. While the 
remedy suggested by the RDSO should continue to 
be made use of, we feel that there is need for further 
research into this problem, in collaboration with other 
research institutes. 

437. Height of couplings in CRT wagons :-It was 
represented to us by the staff that, due !O the coupling 
in CRT. wagon being at a greater height than in other 
types, there is a tendency for the coupling to slip out 
in the case of jerk. There is also the danger of injury 
to the band during coupling. We examined this matter 
ana found that, depending ripon the tolerances in the 
wagons, the coupling in the CRT wagon is higher 
than the coupling in the 4-wbeeler wagon by 98 mm 
in the worst case. We feel that, in view of the difii
culties indicated, this matter should be looked into 
thoroughly. 

438. Marshalling of anti-telescopic coaches on pas
seliger trains :-Marshalling of anti-tele5copic coaches 
on .passenger trains was dealt with in paras 549-552 
of Part I of our Report wherein it was mentioned that 
the extant instrnctions on marshalling passenger trains 
are not always fOllowed. On the basis of further in
formation furliished to us by zonal railways, we have 
eJtamilled the availability of anti-telescopic/steel 
bodied second, luggage, brakes on the basis of mar
shalling instructions of tlie Railway Board. The rail
way-wise position is given in Annexures CXVIII & 
CXIX. The overall position is as under :-

Anti-Telescopie/ Broad Motro 
Steel Bodied SLR.s Gauge Gauge 

SLRs Coaches SLRs Coaches 

Rcquil·emen:t 2459 9434 2091 8373 
Holding 1925 10501 909 6858 
Shortage 634 1182 1515 
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439. Zonal railways have advised us th!lt, due to 
shortage of anti-telescopic/steel bodied coaches and 
SLRs on the metre gauge and ariti-telescopic/~teel 
bodied SLRs on the broad gauge, it is not possible to 
comply with the instruc!ions for safet;v marshalliilg cif 
mail/express/passenger trains as latd down by the 
Railway Board. It is disappointing to find that, even 
after the lapse of over. a decade since instructions re
garding safety ni;arshallirig were first iSsued by the 
Railway Board, zonal railways are still not in a. posi
tion to complY' with the same due to shortage of ariti
telesi:opic/steel bodied SLRs on both the gauges. 
There are also instances of wooden bodied coaches 
being marsh3ned riex~ to the engine and in the teat. 

In view of the implications of this on safety, we 
would urge the Railway Board to plan the production 
of adequate mimber of anti-telescopic Steel j)odied 
SLRs and coaches for the broad arid metre gauges 
to enable strict compliance with the marshalling 
instructions. 

440. In para 551 in Part I of our report we had also 
referred to the questib:O: of treating steel bodied coaches 
at par with anti-telescopic coaches manufactured by 
ICF. We have beeq informed during discussion with 
RDSO and ICF that the modified de'sign tece:O:tly fina
lised fot the steel bodied coaches (BEML) envisages 
strengthening of the ends and it is expected that the 
modified steel liodied coach shall penonil a:~ well as 
the ICF. We do :ilot consider it neeessary to pursue 
this matter further. 

441. Use of centre buffer couplers for coaching 
stock :-On the British Railways it is reported to have 
been found that the use of centre buffer couplers on 
coaching stock reduces the number of casualties in the 
event of accidents. We would like this matter to be 
examined further and, if the claims made are found 
to be correct, the adoption of this type of coupler for 
coaching _ stock on Indian Railwavs should be 
considered. 



CHAPTER XI 

SAFETY ORGANISATION 

442. Set up of the safety organisation :-The set up 
of the ~afety organisation on the Indian Railways, 
created m pursuance of the recommendations of the 
Kuniru Committee and enlarged and strengthened on 
the basis of further recommendations made by the 
'Yancboo Committee, is now functioning in a three
tier arrangement. At the apex there is ·the Safety 
Directorate in the Railway Boards' office under the 
charge of a Director, assisted by two Joint Directors 
and supporting staff. In the headquarters of the 
zonal railways, there is a Chief Safety Superinte!!dent 
in the Senior Administrative grade assisted by a Senior 
Transportation Officer (Safety). On the divisions 
there is a Divisional Safety Officer in the senior seal~ 
with a team of safety counsellors' drawn from different 
disciplines. · 

443. Impressions of the present safety organisa
tion :-We bad the opportunity, through discussions 
with staff and officers, to go into the role and func
tioning of the safety organisation. We found that 
by and large, the personnel working in the safetY 
organisation were not of high calibre. Instances came 
to our notice of officers holding posts of divisional 
safety officers who had all along worked in the Com
mercial Department and bad neither the flair nor the 
background for the work which they are now called 
upon to do. Except for a few instances, divisional 
safety officers were Class II officers, who were 
on the verge of superannuation and were holding these 
posts on first promotion to senior scale. With their 
attention understandably concentrated on their impend
ing retirement, they lacked involvement in their tasks 
and the drive to achieve resnlts. The general impres
sion given was that this organisation is a refo1ge for 
unwanted persons and rejects of the departments' and 
for accommodating employees with health or domestic 
problems. Both amongst officers and the staff in this 
organisation, the majority felt that, given the chdnce, 
they would like to go back to their parent department. 

444. The incumbents of the posts of divisional safety 
officers as also chief safety superintendents were get
ting frequently transferred; the stay of a person in one 
post, during the last 5 years, was in some cases iis 
low as 6 to 9 months only. 

445. We found that the divisional safety officers 
are allotted a variety of duties' unrelated to saff'f}'. 
such as supplv of uniforms, postings and transfll"!! of 
operating staff, etc. In addition, they are also often 
deploved on sundry trouble-shooting assignments for 
the Operating Department. By a recent order, they 
are also required to deal with disciplinary enquiries 
on commercial matters pertaining to station masters, 
guards, etc. 

.446. A handicap wb;cb was forcefilllv represented 
on all the divisions· was the relatively junior status of 
the divisional safety officerS. In the present set up, 
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when all the divisional officers of the executive depart 
ments are in the junior administrative grade, the clivi 
sional s'afety officer, who is in the senior scale, i 
placed at a disadvantage in status and is unable t 
carry weight with his peers in other departments. 

447. The officers manning the safety organisation 
in its three-tier arrangement are, at present, all draWl 
from the Traffic Department, and in some cases fron 
the Commercial Department also. There was n~o: 
unanimity among officers from other departments tha 
there is need to make the safety organisation mou 
broad-based by drawing officers from the other mnjo1 
departments like Mechanical Engineering, Civ'J Eng!, 
neering, Signal and Telecommunication Engineerin1 
and Electric Traction, which play a major role ii 
safety of train operations. The need for inductin! 
other technical officers was accepted by some officen 
of the Safety and Operating Departments also. 

448. In so far as safety counsellors are concerned 
we found that there is no uniformity in the composi· 
tion of the team on the divisions. On some railway! 
major disciplines like Signalling and Telecommunica· 
tion, and Electric Traction have no safety counsellor! 
at the divisional level There were cases where s:~fet} 
couns'ellors are shared between two divisions which. 
apart from being inadequate, results in their spendin~ 
large part of their time in journey only. The posts ol 
safety counsellors in some cases bad remained unfilled 
for l<>ng neriods. Not infrequently, the divisional 
safety officers had to be content with men of indi· 
ferent calibre posted as counsellors. AS against this, 
instances were quoted where persons special!~ 
selected for the job were not spread by the executive 
departments. 

449. The safety counsellors themselves were not 
verv clear abo'Ut their functions. Examination of the 
work done bv safe!V' couns'ellors on some of the rail
ways showed that thev have become yet another cate
f!,Ory of inspectors who do little else besides pointing 
out acts of omission and commission on the part of 
staff. and calling for remarks and explanations. They 
seem to have very little idea what the ("otmselling 
function is and bow to go about it: they bad not been 
trained and guided for such work. 

450. Both at the divisional and beadouiirters levels 
on the zonal railwavs. our inquirv revealed that there 
wa~ no system of effectively monitoring the follow-up 
action on recommendations made by committees of 
inquiry into railway accidents. 

451. Verv little is being done bv wav of rePular 
statistical studie.: and analvse5 <>f long-term trends of 
various tvnes of accidents bv the safetv orl!iinisations 
now functinning at t'he divisional and beadouarters 
level~· on almost an the railways and even at the Rail
way Board level. In the paragraphs to follow, we have 
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given O'c'r views and recommendations on the safety 
organisation. 

452. Role of the safety organisation.-The responsi
bility of ensuring safety on the railways is squarely 
that of the different departments and their account
ability in this respect must not be diluted. The safety 
organisation has to be essentially a service department 
helping the other departments to discharge their safety 
functions effectively. The safety orga'!lisation has to 
be structured r. t all the three levels to perform this 
fervicc ;l'::c:i~.;l use;ully, but should not be burdeneq 
with direct executive responsibility of other depart
ments in the name of safety. The .:oncept of the 
safety organisation as a service organisation can best 
be served by inducting into it officers from any of the 
major departments, namely, Operating, Civil, Engi
neering, Mechanical Engineering, Signal and Telecom, 
munication Engineerinjl;, and Electric Traction Depart
ments. who are mainly concerned with safety in train 
operations. 

453. Functions of the safety organisation at the 
di-..isional and heculouarters levels.~ Taking the divi
sional level first, we feel that the main functions of the. 
safety organisation shoulcl be to carry out preventive 
nnd spot checks, safety counselling of staff and con
duct of safety propaganda and education, putting up 
periodic reports to the Divisional Railway Manager/. 
Divisimal Superintendent on the deficiencies and uro" 
blems so that the latter can get the executive officers 
to t2ke action. watching the conduct of refresher train
ing of ,u staff connected with operati~>n of trains on 
the division, dealing with accident cases and arranging 
inquiries in connection therewith, and ensuring· the 
imo.Jemertation of various recorun~endations made by · 
the inouirv committees and other. bodies, which may 
have been accepted by the Government. 
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454. At the level of headquarters of Z()nal r~Plway~, 
we visualise the Chief Safety Superintendent report- . 
in'! directlv to the General Manager .. Fis functions, 
inter alia. will indnde compiHn" infnrmation relating 
tn accident<. hi~hli!!htimt weak Jinks and uoints in the 
sv<tem and advising remedial action to be taken, steps 
t~1-rn frr !h~ ~r.o~~('l~i(\,., of . safetv":"Consciousness 
am()no-st the sti:lff. fo1-~'""' 1'-1Hl actit)n. 'fuken ·on re.com~ 
mP'1notiryns bv various officers and committees inauir
in" into accidents, conducting on-the-soot checb to 
~"'est ",;,, 'c ""'s'ices andeliminate · them. keeoin~ 
n wotch o., refresher trainin of ~talf of. all . den~rt
ment< cnnnerten with ooeration of trains and under~ 
tolri"" ~nnlvsis of various types of acddents, organis, ·· 
i,.,"' <:~fpot, r:lrnn~1rms af1if lJSe ni; mass media· for. · 
e,J•wotin~ the oublic about hazards. 

(ii) Persons posted to the safety orianisation should 
have a minimum tenure of 2 years. 

(iii) The status of the divisional safety officers 
should be brought on par with divisional officers of 
other ex~uUve departments. 

(iv) The divisional safety officer should be relieved 
of his miscellaneous functions and left free to con
centrate on his main responsibility of promoti!ig safety 
on the division. · 

(v) E!\9b, P.ivis.ion shQWd ~a.v.e safety counsello~ 
frol!l the fp.ur 111ain dis~iplines, nal!lely, Operating, 
Civil pngineering, ¥~l;lanical ):lngine~ring ancj, Signal 
and T-elecoiJ:Wlwlicatio,o, En~ering. There should 
be provision to apd to these, C91!nsellors from specia
liseq qi~ciplines like I!lectric Tra.ction wherever 
nec.essa+Y· 

(vi) Safety counsellors should be appointed after a 
careful sele!ltion ~o as to ensure that they have, in ad
ditipn to some technical background, a proper under
st<uJding of human nature and flair. for counselling. 
work. 

(vii) The persons selected as safety COilho~~v·~ 
should be given a].i)p~;opriate trl!.ining in counselling 
te9h11iq_lles. · 

(viii) An effective system of monitoring the follow
up a.ction on recommendations made by committees 
of inquizy into railway· accidents evolved at the divi
sional and headquarters levels of zonal railways. 

(i)!:) Regular statistical s(1Jdie,s !!nd ~nalys~ of ~e 
short and lqp.g-term trends qf various types of. acci
dents must be done ;~,t the divisional a,nd he!ldquarters 
l~vels. of. zonal railways. 

45!). Functions of the safety organisqtion in the 
Railway B.o.ard.-. . We enq(lrse the view· expressed by 
the Wanchoo CQmmittee th;~,t the Directorate of 
Safety. in tl;le. R!\Uw-ay I!oar<l ~~ a useful function to 
perforll! inasmush as it focusses attention, at the , 
hig@st. level,, on matters, b;lving a bearing on safety. · 
lq theil; view tl;le :Pir~tpr~e of !;iiMY. should ~on
tinue tQ, PeP'orm, ~ a. p~rl!lanent measm:e, fu~ctions 
relq.ting t,o. l!!lalyses of }op.g"term qends of accidents, 
ex[jlllipf!tion of vlp;ious, sqg~~:estions, ap4! reC?mmenda
tions. to piO!JlPte saf~ty, apq t9llPW,liP· the ~mplemen, 
tatWn of thy, rc;c.om!lle1141\ti.Qns cpupled with 011"the-spot 
checks to see whether short-cut methods are being 
adopted and how these. can be eschewed. 'We' iii:td 
that in the implementation of the recommendations, 
conducting spot checks, and! analysing of· lon~-term 
trends of accidents, much remains to be done. . · · · ' . . . 

4'i". T" en"hle ~ more effective dischar.qe of 
ofnr~<~id funr.tinns hv the safetv orglnisation at 
rliv'<i0n~l anrl he~dnuarters levels we make the 

457. We find that the Direetor, ori¢nally sanctioned 
exclusi¥ely, for 'safety\ ·is now· required to. deal with 
'co!!<:;hing' m,!).tter~. ~l~o. 'J;'h~ latter; work . has become 

the oujte !>!ler:o:qs Wehr apd,. it will• ·be ~fair to expect 
the . th!l.t be S:IW c;lp. jqstice tQ. \lath. We are of the con, 

lowiTJ<Y r~cnmmendations :- . . 
fol- si.<:lereq view· that Director ~afety sh~uld exclusively· 

, .... addre.ss l\imse,lf tQ. tl).e :functjQns. qetailed above. Be-· 
·l ,. sine.~.· we a!s.q. ~:m<:(:t tl]e> Dir~tor~tl} of . Safety . to 

(j) The !'Pn•er"l imores<iOn· that· the safety orl!aDi.- x\1' cnrrdtn:j~e tl;le e.fiQrts. of ~onal railways in the field 
~~Hnn ;, "~ r~f',!Ye hr unwantert o. eopl<! has to be cor-. J·tt.,t of safety, monitor .such of the problems a. s have inter, . 
rro•~,J. Thi, rory pP achi~VI'n bv· O(l'Ofinl! . men . of . ::: TalJWaV ramificationS, COOrdinate the effortS Of V3nOliS 

~J-;Jitv ~nd. clvnami~m in. this or<>anis"tinn,. whicli : ~\ railwA.Vl'l fol'llse ef. rnas~metfia for 'DT'Otnotion ohafety
>houH h~ !'tVe'1 a fmr share of such officers, . along-''· •· conscJmlsness: amongst- l'aflway staff· .·and also among· 
, •. :•J, rt'·~r deryal'fments. . . . the pllblic. .. 



CHAPTER." Xll. -

ACCIDENT STATISTICS . 

Grotipj··:':.·- · d>iri'sfO~~~ dCf~ilmints, · aci:1deDtS at·fiVei 
crossings and fires in trains: 'fh'e~E ~·are 

.referred to as. 'Consequential' accidents. 

Group'Il:---" . faihlre c5t~a\f~af . ecl.Uip.heiii,:- iiiuiuni, 
filillire ot'l'ocbmoii\fes; 'roilihs s'i'cc1<; per
manent~' way,-· overhtad' wrr·es·,~ si&iiatlii;s 

Group.m-

apparatus} eici.' · · · 

· Miseellaneo.us acciden!S; ~uch as .tnins 
rwinlhg civer. o!lstructions; collisions invplv
ing light engines; trollies,. derailmtnts. (jf 

~-iisiit·engines, -fu.es at staiicns; etc. _ 
- '' '..,.. ,-, 1 ~- ''. ·:. ,, • • • ... ,.. .• • 

Technical accidents such as·oreach cif brock 
rules, disre$ard' of signals by driVers, ax<rted 
coilisions and iraHr partings*, .nso referred 
io a·s; 'IndicatiVe"; acbiaents. 

459: THe relative inlP:iirtai:ice of accidents)s. judged 
by the casualties and ex~en~ o.f damage whic)l occur !n 

-each group; Here we mVlte reference t~ para· 1~. m 
·pan l of oiir Report,. wherein Table l we had. men
·1iori.ed -tliat 95.5 per cent o.f the;:- casualtiei>' and 77:3 
per c¢il.t- o.f tb,e damages· ·-in' an accidents' dlii:ing, the 

·period 1968~69 to. 1977-78 had beeii carised by .a:c:_ci
. dents iii Group I alone; Thtis;it is clear that aceiden:ts 
-o.f: tJie··types·;falliiJir in Gtoui)1 and· some cat\lgo.ries 
·.o.f accidents falling iti · Gto.up Ill}>Dly, are indicative 
·o.f the standard' of safety·m tram-operation @if would 
be of interest to. the public. iFailutes ·of i;lill-W!IY ~qu~J?
ment, wh.ic;:h fall under Grpup ll, are .IJlllirilY !lld.Icative 

. of defec!iy,e_.d,~~ign_i #ilili~¥acture attd maintenance . o.r 
faulty managemen! of assets. 

460. Accident statistics as compiled today and 
placed before Parliament include figures o.f accide!lts 
in Gro.up I, 11 and ill. In the table below, we give 
the gro.up-wise number of accidents which occurred 
during the 10-year period fro.m 1968-69 to. 1977-78:-

_GrOUJ<> t. 
~J;irbpup!{ 
.Gr upm 

Number Percentage 
of of 

accidentS - tflc tctal 

8753* 
. 58424 
ll!J8 

11·2 
74·6 
14·2 

.tt<haL: 78295 I 00 ·00 

· .. 1t~4( ~~- seen .t!ia~ oiiiy one~fo.IJXtli o.f a11 aceidents 
-~~C!W!lu.!.thes}ll)istics, as compil_ed at present, pertain 
_tp_ G.t;ou,,p~ J. anc!_,Ill and the remaiJiing three-toUrths 
ars:.Jagure)"pf rajlway .equipmt~nt. . Thus, 1nc)usion o.f 
,fa)!~("S):!fcriillwax ~wpment in statistics o.f accidents 
·;~}~~s11fi!y_i']~~tes the fig~JXes and pushes the more 
i¥,lp9rtant ·~~tego.nes .gf ,accide!]ts into relative back
ground. ·We feel that this situation should be recti
fied so. that accident figures give the correct picture 
o.( safety in. train operation, which would also be o.f 
·!#~~r~st)o. tli~.P!ibli,c~ StatiStiC& pertaining to failure 
. 't>nailway eqliipmeiihv'ould really be o.f interest o.uly 
'to :~e .concerned, department. Hence such incidences, 
iri. .whicll nq·, actual mishaps to. trainS are involved, 
sM\lld not be miXed up so. that. the public do not get a iniSltilidiiig picture o.f the safetv tierforniance of the 
:rill ways. 

461.. Wt~, · therefore, feel that the term 'accident' 
needs tO' be redefilled-: In . our opinion, the term 
:accident'· ~hohld be applied to what are at present 
terined 'Consequential' acc,dents listed under Group I 
·abov~ and certaip categories of accidents under Group 
m=Miseellaneoils accidents, excluding those of the 
types like trains running o.ver cattle, fires at stati-cns, 
etc. this would, also. be nearer to the practice followed 

-by the International Umon o.f Railways (UIC). 

Indi<;ative- accidents such as breach of block rules, 
ayert(ld collisions; disregard of signals, etc., although 
.nQ.t to. )le included· under. accidents must be investi
gated;· analysed .!!lid statisticS thereof compiled since 
'they are indicative of lapses which lead to. unsafe acts 
or unsafe conditions of work and are, thus, important 

:sources of potential' datiger. 

. 462. ,Cklssi{ication of train partings.-We filld that 
fra:i_I'i -_partings'_ whiclii were earlier tr~ated as indicative 
accidentS, have been sho.wn as 'failure of railway 
equipment' from 1-4-1979; Out study has revealed 
that train partings were the cause of 13 derailments 
and 8 collisions during the 10 years from 1968-69 to. 
1977-78. One of these derailments was a serious 
accident causing the death o.f one person and was 
inquired into by the Commissioner of Railway Safety. 
In this connection our attention has been drawn to 

•As from 1-4-1979 train partings have been treated as 'failure of railway equipment' under Group U. 

•Note -This figure is b>sed on the information furnished to us by zonal railways. The number of accidents differs slightly from 
tnose given in Annexure I in Part I of our Report. 
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the reference made by the Chief Commissioner of 
Railway Safety to the Railway Board. pointing out 
that the deletion of train partings from the category 
of indicative train accidents was not a wise step in 
view of the accid~nt potential of such occurrences. We 
have gone into this matter carefully and are of the 
view that train partings should contmue to be reckoned 
as indicative accidents. 

463. Broken rails.-We find that cases of broken 
rails are reported and included in statistics but cases 
of fractures detected by permanent way staff during 
normal maintenance are excluded. It is obvious that 
the statistics of broken rails only partially reflect the 
position and this is likely to diveq !he attention of the 
Railways from the nature of the occurrences. A 
broken rail is a source of potential danger to trains 
irrespective of whether it is detected by the permanent 
way staff during their normal course of maintenance 
or is detected by other than permanent way staff. The 
incidence of broken rails, in fact, indicates the health 
of the asset, i.e. track in this case. We consider it 
essential that every case of rail fracture is reported 
and is included in the statistics of permanen! way 
failures. 

464. Failures of tyres, axles, brake, apparatus, 
couplings and draft gears.-Failures of tyres, wheels, 
axles, brake apparatus and couplings and draft gears 
figure in the accident statistic~ on!~ when the r?lling 
stock is attached to the runnmg trams or the failures 
result in serious damage to property, i.e. in excess of 
Rs. 2,000/- or loss of life or injury to persons. Thus, 
a large number of failures of these components, which 
do not fulfil the above conditions, are not reflected in 
the statistics. We consider this prevents the Railway 
Administrations from giving attention to the causes of 
such failures. It is necessary that a methodology is 
evolved by which the failures of the components men
tioned earlier are indicated in totality for the benefit 
of the Railway Administrations. 

465. Failure of signalling and interlocking gears.
The Wanchoo Committee had suggested that break-
down of modem signalling installation or means of 
communication may also be classified under the head 
"failure of railway equipment." In acceptance there
of, the Railway Board had classified the following 
failures of signalling apparatus as accidents: 

(a) Failure of route relay interlocking causing 
detentiQn to traffic for more than one hour; 
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Ct!) Failure of centralised traffic control causing 
detention to traffic for more than one hour; 

(c) Failure of ~utomatic signalling; 

(d) Total interruption of communications ati:ect
ing running of trains~ and 

(e) Ar!y failure of signalling apparatus on me 
unsafe side. 

Compilation of separate statistics of the aforesaid 
failures commenced from 1975-76. 

466. We find that, presently, statistics of failures of 
signalling apparatus are being compiled only in res
pect of failures of sophisticated si&!!alling installations 
like route relay interlocking, centralised ~aflic control 
and automatic signalling. There cannot be two 
opinions that every failur_!: of a signalling apparatus is 
a failure of equipment which needs to be investigated 
for evolving remedial action to prevent a repetition of 
the failure. We feel that f!lilures of other s_ignalling 
equipment also, which affect the running of trains, 
should be compiled. The criterion of detention to 
traffic should apply not only in the case of failures of 
route relay interlocking and centralised traffic control 
installations but also in the case of failures of other 
signalling and interlocking gears which resnlt in sizable 
detentio~ to traffic. 

467. Accidents in yards and stations.-We found 
that accidents in the yards or at stations like derail
ments of light engines, trolleys, vehicles and wagons 
not involvin_g a train or a part of a train, such as de
railments in marshalling yards, shunting yards, loco 
yards !ffid sidings etc. are not reported if the cost of 
the damage is less than Rs. 500/-. There is no deny
ing the fact that the computation of the cost of 
damage is alway§ subjective and creates a tendency of 
underestimating in order to avoid reporting of such 
accidents. We are unable to understand the basis on 
which the aforesaid limit of damage was- prescribed. 
In our view, all occurrences of this nature in yards or 
at stations should be reported irrespective of the cost 
of damage involved. Statistics !hereof should be 
locally c,ompiled and analysed for !_!~king remedial 
measures. 

468. Accident records.-The maintenance of acci
dent records on zonal railways, both at the divisional 
and headquarters level, leave~ much to be desired. In 
many instances, the records were very shabbily kept 
and the posting was grossly in arrears. Besides, many 
of the essential data to be recorded, were also not 
entered. A comparison of the accident registers main
tained by stations/yards with those maintained in the 
loco sheds regarding breakdown trains, rev_ealed 
serious discrepancies. 

Serious notice of these deficiencies should be takeri 
and it should be ensured that the maintenance of 
accident records is put on satisfactory footing. 



CHAP:rER XIll 

THE COMMISSION OF RAILWAY SAFETY 

469. Historical.-The origin of the Commission of 
Railway Safety (hereinatter referred to as the Com
mission) was gone into at length by the Wanchoo 
Committee in paras 572 to 580 in .Part II of their 
Report. 

4 70. The Commission, earlier designated as the 
Railway Inspectorate, functioned under the control of 
the Railway Board since the estab~hment of the 
latter in 1905. The independent Commission of to
day has its foundations in the Government of India 
Act, 1935, Section 131(3) of which provided that 
functions for securing the safety both of the members 
of public and at! persons operating the railways, in
c'Jucling holding of inquiries into the causes of acci
dents should be entrusted to officers independent of 
the Federal Railway Authority. The Pacific Loco
motive Committee of 1939 headed by Lt. Col. 
A. H. L. Mount, then Chief Inspecting Officer, British 
Railways, also suggested that steps should be taken to 
end subordination of the Railway Inspectorate to the 
Railway Board, so as to eradicate the anomaly of the 
Board being the inspecting as well as the i?Xecutive 
authority. 

4 71. The principle of separation Of the Railway 
Inspectorate from the Railw~y Board was endorsed 
by the Central Legislature which recommend¢ that 
Senior Government Inspectors of Railways (now 
designated as Commissioners of Railway Safety) 
should be placed under the administrative control of 
some authority of the Government of India other than 
the Railway Board. Accordingly, the Railway Ins
pectorate was placed under the administrative control 
of the Department of Communications in May 1941. 
At this stage the post of Chief Government Inspector 
of Railways (later designated as Commission~r of 
Railway Safety and now as Chief Commissiom~r. of 
Raiway Safety) was created to enable the Min1stry 
under which the Railway Inspectorate was placed to 
exercise effective technical control. Subsequently, 
the Inspectorate was placed under the Department of 
Posts and Air and then the Ministry of Tr<!_nsport and 
Communicati~ns. Since May 1967, the administra
tive control over the Cominission is exercised by the 
Ministry of Tourism ~nd Civil Aviation. 

472. Functions.-Under the Indian Railway Board 
Act, 1905 and Notification No. 801 dated 24-3-1905 
of the Department of Commerce and lndustq, the 
Railway Board is vested with powers and functions of 
the Central Government and is authorised to make 
General Rules for the operation of railways. The 
:responsibility for safety in the working and operation 
of railways rests solely with the Railway Board and 
the zonal railway !iuthorities. 

473. The Commission functions through the Chief 
Commissioner of Railway Safety (her_einafter referred 
to as Chief Commissioner) as the head of the organi~ 
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sation, and the Commis§.ioners of Railway S~ety 
(hereinatter referred to as Commissioners), ea~n 
holdmg tile charge of a circle. The Chief Comnus
sioner 1s tile prin~1pal technical adviser to the ~overn
ment in all matters pe_rtainmg to the Commiss~on. He 
directs the technical acuviues of the orgamsatlon and 
supervises the wor~ . of the_- Commis~one~: He .is 
responsible for adVISmg the controlling Ministry m 
matters relating to recruitment, transfer and promotion 
of office's and staff, budget and expenditure. 

Commissioners derive their aut.Q.ority from Section 
4(2) (a) and (b) of the Indian Ratlways Act, 1890. 
These have been further amplilied in Sections 18 to 
21, 23 and 24 of the said Act. These mainly pertain 
to the inspection of new lines, undertakin,g of pJ<riodic 
inspections of railway .oF o~ rolling. stock .and conduct
ing of statutory enqum!'s mto tra~ . aCCidents. 

The functions and duties of the Chief Commissioner 
and the Commissioners were given in detail in paras 
577 to 580 in Part II Report of the Wanchoo Com
mittee, and we do not wish to dilate )llrther on these. 

4 7 4. Organisation and jurisdiction.-Prior to 
February 1960, the organisation of the Commission 
of Railway Safety consisted of 4 circles-Northern, 
Eastern, Southern and Western, each under the 
charge of an Additional Commissioner of Railway 
Safety (now designated Commissioner of Railway 
S~ety). On account of development. works under 
the Five Year plans, the workloa~ mcre~sed con
siderably, speciatly in the Eastern crrcle, which at that 
stage included the Eastern, South Eastern and North
east Frontier Railways aggregating to 14,465 route 
kilometres. An additional circle known as 'Construc
tion Circle' was, therefore, created on 1-3-1960 based 
at Calcutta, to deal with major projects, the Electrifi
cation on the Eastern and South Eastern Railways 
and the new Dandakaranya · Bolangir-Kiriburu Rail
way Construction. The position was reviewed during 
the year 1967-68 and the ConstJ:uction Circle was 
renamed as the South Eastern Circle with headquar
ters at Calcutta and jurisdiction over the South Eas
tern and Northeast Frontier Railways. The Eastern 
Circle waS redesignated as the North Eastern circle, 
Calcutta with jurisdiction oyer the Eastern and North 
Eastern Railways. This was the position at the time 
when the Wanchoo Oimmit!ee was appointed. 

475. Pursuant to the recommendations of the 
Wanchoo Committee, two more circles called the 
'Central Circle' and 'North Eastern Circle' located at 
Bombay and Gorakhpur respectively, started func
tioning from February and April, 1973 respectively. 
The erstwhile North Eastern Circle he:;dquartered at 
Calcutta was renamed Eastern Circle. Each circle is 
under the charge of a Commissioner. The P.resent 



jurisdiction of the seven circles showing the Railway/s 
which each cove_rs, is given below:-

Circle 

1. Western 
2. Central. 
3. Eastern 
4. South Eastern 

5. Northern 
6. Norih Eastern 

7. Southern 

Headquraters Railway(s) 

Bombay 
Bombay 

.Calcutta 
_Calcutta 

iucki>ow 
· · Gorakhpur 

Bangalore 

Western . Railway 
Central Railway 
Eastern Railway 
South Eastern 

:Railway. 
Northern Raiiway 
Ncrth :Eastern 
and Northeast 
Frontier Railways. 
Southern and South 
Central Railways. 

476. Each Commissioner also exercises jurisdiction 
over the- various Metropolitan Transport Projects, 
Company managed Railways, Port Trust Railways 
and D1strict Board lines wi!hin th~ir Circles. 

477. Technical wing of the Cominission.-Thete iS 
a Teduiical Wing iri: the headquarters of tlie Coii:lriiis
sion, _which assi~IS the Chief Conimi.Ssionet and the 
Comn:iissioners ill Cilrryirig out inspections aild cbecks 
on the quality and standara of J:illi.iiiteriance of IOeo
motives, rolling· stock, state of equipment, safety 
aspects of actual practices followed by ~e zonal ~~ 
ways and observance of rules and reglllat10ns a!Iecting 
the safe operation of trains. · In this cell there are 
four Deputy Comniissioners of Railway Safety (here
inafter referred to as Deputy Comniissioner) from 
each of the disciplines, Signal and Telecommunication, 
Electrical Traction,. Mechanical Engineering and Ope
ration. 

4 7 8. The Chief Conirilissibner Is also assisted by 
one Deputy Coinniissioiier of Railway Safety, an 
officer trorri the Civil Engineering Department of the 
Rall.ways who a1s6 acts as a leave reser¥e officer and 
is utilised in plaee of the· Ccrrimissioners when they 
proceed on· leave. · 

479. Administrative control over the Commis
sion.-We have held' detailed discussions with the 
officers of the Commission and also with the Railway 
Board on matters relevant to the functioning of the 
Conunission. ·We were informed that in the present 
arrangements where the Comniisslon works under tl).e 
administrative control of the Ministry of Tourism and 
Civil Aviation· and executive authority on matters 
dealt Wi!h by the Comniission vests in the Railway 
Board, under the Ministry of Railways, a number of 
problems arise. It was mentioned that even on purely 
technical matters the officers of the Conunission are 
greatly handicapped, because in the present system of 
working they are required to address the Railway 
Board thro•agh their contro!liilg Ministry. It was 
argued that since the officers of the controlling Minis
try are not in a yosition to fully appreciate the tech
nical aspects and the points disputed with the Railway 
Board, the Commission's Vliew-point does not find 
sufficient backing in inter-mini!!terial deliberations. 
We were informed that officers of the Conunission do 
not have powers even in minor establishment matters 
and have to approach the controlling Ministry. These 
difficulties stand in the way of effective functioning of 

the Chief Conunissioner as . the principal technicai 
adviser to the GOvernment in the field of railway 
safety. 

480. For streamlining the functioning of the Com
mission, we have received a number of ~uggestiOII!! in
cluding the_ one to place it un~er the Ministry_ of 
Home Attau:s. here we also WISh to draw attention 
t9 the views of the Reviewing Conimittee who in. para 
27 of their Report on the .Keview of_ the RC?port of 
the Railway Accidents Enquiry Committee, 19~4, had 
observed as under :-

"2 7 . . . . . . It does not, therefore, seem to ris· to 
matter much, from the public angle, whether a 
parucu1ar . orgarilsation fuhctio~- under. one 
Mmistty or som:e other, ptovtdea lha:t urere is a 
rational anti well-established telationsllip oetween 
its work and the general held of activities of i6e 
Muustry to Willen i~ iS aUachea. Expert en~ 
qmnes 1nto maJor railway ai:C1deillS c6iiiU:, tD.eie
tore, be conducted as sllitaoly by an ol:garusatioii. 
unaer the Klillwa:y Mmisli:y aS by an organ.tSiitioil 
unaer any other Ministry. iii our opinion, Ji.ovi
ever, the time haS Come to take a wluer view and 
deai With all ma!(ers .aflectirig pilollc saiefy; and 
public property, undet the CQriJini>n J.liw _of tJie 
llUlCi. 1here appeai:S to be ii.O iea~on wny major 
rrulway accidentS shoUl.d iiof, tlieretoie, oe dealt 

• wittt m a manner sllllllaf to road acCidents or air 
accidents, i.e. under the" .law. The enqwnes 
necessary to ascertain- the caliseS, prevent recur
rence aJ;J.d fix responsibility could theri be en
trusted e1ther to magiStrates or ~o judicial offi-
cers, trained in: legat procedlir~s ...... " 

481. We have given §_erious thought to the problems 
posed and the suggestions given. 'Ihe overall consti~ 
tutional respOnsiblllty for safety on the Railways is 
that of the Mmister of Railways, It iS, therefore, 
proper that the Chief Comnuss10ner of Railway Safety 
shOuld function as the Prmcipal Technical Adviser to 
the Minister of Railways on all matters· of railway 
safety .. His independence can be ensured by not sub" 
ordmating him to the RW!way Board and: by enablm~ 
him to r~port directly to the Minister of Railways. 
Under tlus arrangement, difierences between the Rail" 
way Board and the Conunission in: vanous ml}tters 
affecting railway safety could be resolved more easily 
and expeditiously. 

Tlie Chief Conunissioner should also be given 
suitable status. -

482. Inquiries into accidems by off~eer,s of the Coin: 
mission.--One of the important functions of the Com~ 
mission is to inquire into serious accidents. In exer
cise of the powers conferred· under Section 84 of the 
Indian Railways_ Act 1890 (9 of 1890), the Central 
Government (Ministry of Tourism and Civil Aviation} 
vide_ Nqtification No. RS. i3-T(8) /7l, dated 
19-~19_73 ~ve fraJ;iled rules. ~aptioned "Statutory fuc 
yesti~att?n mto. Railw;J.y Ac:Ctdent Rules, 1973" for 
mqwry mto acctdents by officers of the Comniissiou. 
According to these rules, accidents of a serious nature 
are to be enquired into by either the Chief Commis
SIOner or by a Comniissioner. Accidents of a seiious 
nature are defined under Rule 2(2} ibid, whiclr states 
~0: 



"G.S.R. 587-. Rule 2(2)-For the purpose of this 
rule, every accident to a train carrying pas
sengers which is attended with loss of human 
life, or with grievous hurt as defined in the Indian 
Penal Code to a passenger or passengers in the 
train OJ with serious damage to railway property 
of the value exceeding one lakh rupees and any 
other accident which, in the opinion of the 
*Commissioner of Railway Safety or the *Addi
tional Commissioner of Railway Safety, requires 
the holding of an inquiry shall be deemed to be 
an- accident of such a serious nature as to require 
the holding of an inquiry. 

Explanation.-The inquiry under this rule shall 
be obligatory only in those cases where the 
passengers killed or grievously hurt were travel
ling in the train. If a person travelling on the 
foot -board or roof of a passenger train is killed 
or grievously hurt or if a person is .run over at a 
level crossing or elsewhere on the railway track, 
an inquiry under this rule shall not be obligatory. 
Similarly, if in a collision between a road vehicle 
aud a passenger train at a le~l crossing, no 
passenger ~ the train is killed or grievously hirrt, 
it shall not be obligatory to hold an inquiry. For 
the- purpose of this rule, workman's trains · or 
ballast tra~ carryillg workmen shan also be 
treated as passenger trains and in the event of a 
workman being killed or grievously hurt as a 
resu~t of an accidf<nt to the train, an inquiry 
under this rule shall be obligatory''. 
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483. In pursuance of the recommendations made 
by th~ Wanchoo Committee (Reference item 270(i) 
iri Part U of the~ Report) the Commissioners are · 
also requi~d to, as far as possible, inquire into two 
or three accidents per year of the types, namely, (i) 
~cpideqts at manned level crossings involving collisions 
QetwOO.Q. trains-whether goods or passenger and road 
vehicles in which there is loss of life or J!rillvous in
j)lfY t_o P.assengeJ;S ill road, vehicl,es, and (ii) cqllisions 
an<:! d~~ailment§ 9f goods trains in which there is loss 
of life or grievous injury to any person. 

484. The holding of ari inquiry by the Commis
sioner into an accident of the description specified in 
Rule 2 (2) o~ the aforesaid rules is obligatory. Acci
d.ents of the types, other than those deemed to be 
serious in nature, are inquired into departmentally. 
The fl!les als0. provide that if. for anv reason, the 
Commissioner is unable to hold an inquiry at an eadv 
date after the occurrence of such an accident. he shall 
inform the head of the· Railway Administration con
cerned to. arrange for a departmental inquiry. 

· 485. Officers of the Commission have represented 
spme issues in the interest of streamlining the inquiry 
pwcedures. These are :-. 

(i) The CoiTIII\issi0n s.hould b_e !!iven powers to 
sull!.m.ol). witn_esse~ from the Pt]blic. 
(ii) The Commission should be permitted to 
issue a press note Piving their preliminary find
ing~! as soon. as the inquiry is over. 

486. Powers to summon public wimesses.-In res
pect of item (i) of the above para we have been told 
that since the Commission do not have powers to 
summon public witnesses, in certain inquiries where 
evidence of witnesses from the public is relevant as 
in the case of level crossing accidents between a train 
and a road vehicle, difficulties arise in coming to the 
correct conclusions. We feel that everything possible 
should be done to enable the Commissioners to come 
to correct conclusions in their inquiries into serious 
accidents. We recommend that the Commissioners 
be empowered to summon witnesses from the public 
as in the case of Commissions of Inquiry. Necessary 
amendments in this regard should be incorporated in 
the Indian Railways Act, 1890 which we are informed 
is presently under revision. 

487. Issue of press note by the Commissioners.
Regarding the question of press note by the Commis
sioners, we feel that in view of the widespread atten
tion and concern among the public caused by serious 
accidents, speedy communication to the public of the 
findings of the inquiry would greatly help in winning 
pul?lic confidence. This would also help to uphold 
the prestige of the Commission as an independent 
authority inquiry into serious accidents. We would, 
therefore, recommend that the Commissioner should 
be permitted to issue brief press note giving the factual 
position and his findings in non-technical language, 
after completing his inquiry. 

488. Statutory inquiries open to public.-A sugges
tion was made that it would perhaps inspire greater 
faith iq pul?lic mind if statutory inquiries are thrown 
open to the public. We have discussed this question 
at. length with the officers of the Commission and are 
of the considered view that opening of such inquiries 
to the genera! pt]blic may not be free from complica
tions, due to the fact that officers of the Commission 
do not enjoy the same legal powers as Commissions of 
inquiry. However, we feel that permitting a few accre
dited representatives of recognised railway passengers' 
associations. and the press would certainly p:o a long 
way in p:enerating greater confidence in the public 
mind, We would, therefore, recommend that 
Commissioners inquirin~ into accidents should permit 
some rt;presentatives of recognised railway passengers' 
associati_ons and the press to be present in the inauiry 
proc.;edings, except in cases where the Commissioner 
feels the need to take eviden.ce in c11mera. 

489. Presence of railway officers during inquiries 
by officers of the Commission.- We were informed 
that, in inauiries conducted by officers of the Com
mission, officers of the zonal railway sometimes sit 
alon11: wit11 the inauiring authority at the time of tak
ing of evidence. It was represented that this tends to 
overawe the witnesses and they do not, therefore, 
come out with all that they wish t_o. depose. It was 
argued by one of the trade union federations that since 
the Dresence of the railway officers at the innuiry 
enables them to put across the Railway Administra
tions' v.iew point, the witnesses shonld also have the 
option to have a trade union reoresetitative or a helner 
with them during the conduct of the inquiry. The 
Commissioners who. were questioned- on this stated 

•N:ote:: Noiv 11-esil!nated as the Cnief-Com:nissioner or R.:Uiway safety ~'\d CQmmissioner of ~way safety. 



that, while railw!ly officers are sometimes permitted to 
sit with them, they are not permitted to ask questions 
which have not been approved by them or are likely 
to overawe the witnesses. 

490. Having coru;idered all as_pects, we are of the 
view that, to ensure independence and objectivity in 
inquiries by officers of the Cominission and to have 
the confidence of the public as well as the staff, no 
railway officer should be allowed to sit with the in
quiring authority. The railway officer could, however, 
be available to the inquiring authority for consultations. 

491. Circulation of draft inquiry report by Com
missioners.-According to existing procedure, the 
Commissioner holding the inquiry sends copies of his 
draft report of inquiry to the Railway Administration, 
other Commissioners, th(! Chief Commissioner and the 
Railway Board. The Railway Administration, in tum, 
sends its remarks on the draft report to the Chief Com
missioner, the conceroed Commissioner and the Rail
way Board. Irr~spective of the fact whether the com
ments made by Railway .Administration relate to factual 
material or other aspects, we co'nsider Qlat this proce
dure is undesirable as it appears to vitiate the indepen
dence of the statutory authority. We, therefore, re
commend that the practice of sending the draft report 
of inauiry to the Railway Administration and the Rail
way Board for comments, should b_s: given up .. 

492. Inquiry into certain types of accidents.-We 
wish to po~nt out that at present certain types of acci
dents are not required to be inquired into by the Com
missioners under the present rules even though they 
may be potentially very serious as for instance any 
mishap to a snper-fast train. We recommend that all 
derai!m~nts and collisions involving super-fast trains, 
irrespective of the casualties, should bl; inquired into 
by officers of the Commission. 

493. Inspections by officers of the Commission.
Prior to 1953, annual inspections of different sections 
of the Indian Railways were carried out independently 
by Commissioners (Then designated Government Ins
pector of Railways) accompanied by the heads of de
partments of the zonal railways. These inspections 
were carried out as a statutory obligation under Section 
4(2) (b) of the India'n Railways Act, 1890. In July, 
1953 the Central Government decided to discontinue 
with effect from 1-8-1953, annual routine inspections 
of the Indian Railways, except in the cas.~ of Company 
managed railways. All the officers of the Commission, 
who appeared before us were unanimous about the 
need for revival of the system of annual inspections of 
the zonal railways. It was anrued that with the discon
tinuance of the inspections, the Commissioners are now 
accompanying the General Manager during his_annual 
inspections along with the heads of departments. They 
stated that the inspection performed by them in the 
company of the General Manager was not thorough 
because of the inadequate time available which neces
sarilv has to be fixed to suit the convenience of the 
General ManaP:er and his commitments in the matter 
of dealings wnh the nublic and meetini!S with JJnions 
of railway workers. Besides. the attention durin!! snch' 
inspections is primary oriented towards operational, 
commercial and staff matters. It was argued that even 

so 

though the Commissioners carried out inspections at 
other times for tlreir own purpose, when they are ac
companied by a few selected divisional officers, they 
do not carry the weight or value of the. erstwhile 
inspections which used to be carried out by them. 

494. Considering all aspects which have been placed 
before us, we 1\~el that independent inspectio'ns by offi
cers of the Comnlission have considerable advantage 
in that the Commission·~r and the officers accompanying 
him focus their entire attention on only one aspect of 
railway working,. i.e., safety of travelling public. Also 
regular inspection by an independen_t a]Ithority like the 
Commissioner in our opinion, is lilrely to have co'nsi-· 
derable psychological effect on the staff. A meaningful 
inspection by the Commissi~ner accompanied by ':leads 
of departments would, in our opinion be able to high
light unsafe practices, inadequacies of maintenance and 
other related aspects. During the course of our dis
cussions with the Railway Board this view of ours was 
also endorsed by the Chairman, Railway Board. We, 
therefore, recommend .that the system of independen~ 
annual inspections by- Commisstoners should be re-
vived. -

495. We also recommend that maintenance certifi
cates submitted by the vario\ls heads of departments of 
zonal railways which are appended to the annual re
ports of the General Managers, should be countersign:.. 
ed by the Commissioners, as was the old practice .. 

496. Strengthening of the Commission.-As men
tio'ned in par_;1 475, five Commissioners have jurisdic
tion over one zonal railway each and the other two 
over two zonal railways each. It has been represented 
to us that due to the considerable increase in activities 
on the zonal railways, the workload of the Commis
sioners pertaining to inspections and sanctioning of 
new lines and rolling stock has gone up considerably. 
Further with the rising trend of serious accidents, 114 
of which occurred during the 5-year period 1973-74 
to 1977-78 as compared to 85 and 79 during 1968-
69 to 1972-73 and 1963-64 to 1967-68 respectively 
the number of statutory inquiries has also gone up. 

497. Keeping in view the aforesaid factors and the 
additional responsibility of making inquiries into acci
dents involving superfast trains which we have enjoin
ed on the Commissioners. we consider that in the in
terest of effective functioning each Commissioner 
should have jurisdiction extending over one zonal rail
way only. We recommend that the Commission should 
be exnanded from the pre-sent seven to 'nine circles; 
each circle covering one zonal railway only. 

498. UTJwadin!? of the Deputy Commissioner of 
Railway Safety (General) .-We also consider that the 
Deputy Commissioner (General) who assists the Chief 
Commissioner at the headquarters and who is also 
utilised in n:ae0 of the Commissioners whe'n they pro
ceed on ]Pave. should also be in the rank of Commis
sioner. He should normally be drawn from a disci
pline different to the one to which the Chief Commis
sioner belongs. 

499. Vacancies of Commissioners.-We are dis-. 
tressed to note that posts of Commissioners ahd- other 
officers in the Commission continue to remain unfilled 



for very long periods. In the protx:ss, certain Co~,u..
sioners are called upon to look after two or ewn morq 
circles at one time. We lind that at times the Chief 
Commissioner himsdf is sadd:ed with responsibility to 
loqk after a circle in addition to his own charge. In 
view of the heavy charge of each Circle, we feel that 
atrangements-,as above; ev~n though ad hoc in nature 
are· detrimental' to efficient functioning of officers of the 
CoronPssion. The Government must take speeial steps 
to set right this state of affairs and ensure that the exis
tiJlg. vacan<,:,ies are lilh:d without fu~er delay. 

500 .. Expeditious publication . of . inquiry· l_reports.
We lind that a:hiimber of reports of inqniry_into serious 
accidents 'by-the Coniinissioners are either riot publish
ed or publication thereof is done after long qelays. We 
recommend·tha:t all reports· of inquiries inade-by officers 
of the Commission -should be published promptly :with
out ex.ceotion .. 

501. Publication ·of annrial 'repori oY 'the Commis
sion.-.. We fu1d that.thereillive been· considerable delavs 
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... uuu6 u.8 out the Annual Reports of the Commission. 
yve stress that annu~l rep_orts should !>e published with
In the Shortest poss1ble t1me after the ~nd of the year. 

502. National Transportation Safety Board.-Offi
~ecs ·of the Commission have suggested to us that, as an 
1deal long term arrangeme1:1t, an autonomous s;Uety 
board as a statutory authonty under an Act of Parlia• 
ment, covering all modes of trans.Port in the country; 
n~el~; :~·. livi~tion, highways, ptpeliite, coastal ship-' 
pmg (mc.uding Inland water transport), should be set 
up Oil the. same lines as the National Transportation 
Safety Board 1n the United States of America. This will 
integrate-the existing sarety organisations into one body. 
It has --been stated that as all modes of transport have 
in common several aspects in the deployment of techno
logy and human resour~s, such an aoex body would, 
with its broader perspective, be in a position to share 
the available. ,xpertise and evolve an integrated safety 
approach. We fuel that setting up of such a body will 
be in the overall national interest and should be consi-
dered bv the Government. · 



CHAPTERXN 

THE RESEARCH, DESIGNS AND STANDARDS 
ORGANISA TlON 

. 503: Origin!-· The origin of 'the Research; Desigtis 
and Standards Organisation (RDSO) was· traced · in 
paras .633 to. 635 in Part II R-eport of the : Wanchoo 
Committee. . We w.ould like to mention .that.this orga
nisatiol:! came to be .set up at Lucknow in 19 57,. ccinse• 
quent· :to, .the; merger of the Central Standards·' Office! 
Simla,(setup,in ~!hi in 1930)~, and the Railway 'L'est~ 
ing ·and R,esearch Centre created in ~952 at Lucknow; 
From: a. modest beginning,. the> RDSO's· activitieS have 
now expal:!ded to c<iver all aspects .of' railway. working' 
We have been told that it occupies· an' eminent!positiorl 
amongst railway research institutions of the 'world in 
having the,Iargest .number .. of •disciplines ·,under·' one 
organisation undertaking , a : multitude of functions c in 
the field oLresearch,· designs, standards, spxifications,i 
inspection,. serviGe : engin·~erinl( al!d consilltancy;. ' 

'504. :Functions.-' Th.e main 'fundio'riS of the Rbso· 
can' be briefly summariSed as :---·· . . . 

"(i)' preparation and stand,ardls,ation' of. .designs, 
and specifications; 

(ii) research and developmental resting of all 
types of fixed assets such as track, bridges, 
formation, signalling and telecommunication 
equipment, etc. and all types of locomotives, 
passenger coaches and freight wagons; 

(iii) investigating 'in-service' behaviour of capital 
assets with a view to providing technical 
guidance necessary for their efficient mainte
nal:!ce and improved performance; 

(iv) ma'ntaining effective liaison with the manu
facturer and undertaki11g inspection of rail
way equipment at their premises; 

(v) mouitoring and inspectiol:! at all stages from 
proto-type development to bulk manufac
ture; 

(vi) development of indigenous substitutes for 
imported items and local industries in indi
genisation; 

(vii) acting as i"nternal consultant to the Railway 
Board, zonal railways and production units 
and helping them in solving technical prob
lems which may arise from time to time; and 

(viii) givin_g advi~e t<_> the zonal railways arid pro
ductiOn uruts m respect of user's require
ments and gauging their reaction to proto
types of new equipment and also to new ideas 
or innovations. 

505. The research activities of the RDSO are based 
on the guidelines laid down by the Cel:!tral Board of 
R~W!l-Y Research. pus Board consists of eminent 
sct:nt1sts, te~hnolog~sts, managers, educationists and 
semor e~ecuhv~s from other res~arch organisations as 
well as mdustnes. There are expert sub-committees of 
this Board in various disciplines life Civil Engineer
ing, Elec~rical Engineering. Mechanical En~neering 
Metallurg~cal and Chemical Engineering and Signal-
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ling'~nd ,Teleconlinunication,., :who ~eview, !)le wor~ 
done. bv. the RDSO. from.;time. to time. 

. S.O(j.' 'Present' qrgaizisdt~~'n . .:.:.;-The ;R;DSO is he!!ded 
py a Director General .who is assisted by :Qirectorsf, 
ft~ditl?n~._pirectors controlli"nli thldonowing ·disci~ 
Pllil.es .-. . 

!i) 'Architecture;" 
(ii) ·Civil (Peririanertt way,-'ondges~- and" sttu~ 

tures); 
{iil) ·. Eleetrl"at '(glee!ri9 rqlling ~\QCk, locoin.C?ti ve 

· al)d EM1Js,, . t):~-lightijJ.g, 1 ~-conditioning 
l arid general electrical engi"neering); 

. ;(ih: EJ~trical , (J;'r~ctl~n ;~sta!Jation) ;, ,. 
: · (" hMetl\llurgical,and i Chemical;· 
(vi) Motive Power (Steam locomotives', · 'die5el' 

) lqcOID,Qtiye~, an4 ,C£!ln!JS) ; 
( Vii)triCam~·J (Main .Jine _ coiu:he5; electric multi"' 

pie units, diesel railcars and containerisation) ; 
~viii) Wagol:! (Design, consultancy and inspec

tion); 
(ix) Metropolitan Transportation Projects (MTP) 

rolling stock; 
(x) Research; 
(xi) Signalling and Telecommunication; and 
{xii) Traffic Research. 

507. PerfOTmance of the RDSO.-We are impressed 
by the good work done by this organisation in the 
matter of stal:!dardisation of railway equipment and 
designs, research and feasibility studies for enhancing 
speeds of trains on the Indian Railways and, in general, 
in helping the Railways and the production ul:lits to 
improve their efficiency. It was claimed by the Direc
tor General, RDSO, that modern track laid recently 
with long welded rails, concrete sleepers and clastic 
fastenings can compare with the best anywhere in the 
world. A humber of research projects in the field of 
vehicle-rail interaction are also proposed to be taken 
up with the help of the traek recording-cum-research 
car which this organisation acquired a few years ago. 
The RDSO has also developed thyristor control for 
electric locomotives. 

508. Personnel policy.-We gather that the bureau
cratic procedures and rules ooerating on zonal railways 
are applied ril(idly in the RDSO also. Moreover, the 
pay scales and promotion policy ate also the same 
These make it extremelv difficult for this organisation 
to attract and retain really top class talent for research. 
Examples were quoted to us where soecially qualified 
persons had to be transferred from RDSO to zonal rail
ways since they could not be civo~n the promotion, due 
to them. in the orj!anisation itself. This not only de
prives the orgal:!isation of the exJ)'~rtise develooed over 
.~>;:ars but also causes a break in the continuity of re
search projects much to their detriment. 



. '·S09'i A~· present, ilii:hiernp;~····eili/sniff·in·roJso'l:on.L 
~r· matift.Y;' ul"'pr!?iJibici: .. ·~ ~. :u . ·~c..U.s$1 '),u~"iill,;i:>r 'W.b.<i\'0.' 
C!llriillt iie':expcl.;teu· ro tio xil.u· ·uce: in: thti 'ne1a:' or:'.reJ 
.:ean;li <U"u~ 'l;)' t'netr''lliUilt:St' lld.uenn~· iia:ti#buna:· Air 
qie lla!rle 'rii~··~on\:uiohY, m 'ule''or~lil!dl;i .tli'providecr 
m81JnY''~i.·!i~ci, s;iai£; _1t' ~I\$'~11U~li~,"id u,s''by}ri~ 
hll'e'il;Or uenera1,' ~SQ tn~t, W.llerej,IS. ollle( pwnuer 
r_esearcj(f!!Su~te~ Jla~e. :fhu $' ev~J;i, 'a(juruor1l.;.vel(&, 
tlie :ne1a · ot research om 'ib:e ~() ·e~etl' kraduates ire 
noi''m'poSition'; ih 'aaeqtiate ii'Wiitifni. (.:lie ·siatl:d' illat1 

IJll~ei!.~. ~iait ·<>n''il!.~ ·r~llil ·o~. 'llie"1ilisq n~ti{ti:( 
"e\it1 'mucn Wgfl.er"baSrc1'1!du 1 Li6hal ' ua:ut.cauon· •" ' · 
the''ilirei: 't dh:ontinlili "iind~ '' t • ~ ·· ·m. l:ellik~' 
ijftli~ <lf;~4tion;" W~, we/-"k0~o~~J: ilia :tile; 
orgthllsanon is presently workiilg \viti). a heavy dq>~eted· 
suenglll of ofhcers largely becaus~ of llle recent 'tip~' 
gradations and conseqy~:nt transfers. 

510. In view of the joregoing we feel there is need 
for 1\ more enlightened policy m res~t of recrwUnem 
and promotion ot personnel in tht;. ~SO. We re
commend the following :-

(i) Officers in lU>SO shguld pe retained for a 
nunimum tenure period of 5-6 years. 

(ii) Officers engaged on specific projects in RDSO 
should not be transferred till atter the com
pletion of the project. The service and pro
motional prospects of such officers should be 
fully safe-guarded. 

(iii) The permanent cadre in RDSO shoUld con
sist oi persons with highe~ basic qualifica
tions and to make tn!S possible llle pay 
scales should be more attr~~;!i,ve. 

511. lnspectiofi.-We find that, at present, the 
RD::iO has been burdened with nuscellaneous 
job like inspection and testing. These in our opin!on, 
are not the functions of a research organisation, which 
should be left free to concentrate on research exclu
sively. In the matter of inspection of wagons, which is 
done by the RDSO at present, a view-point was put 
forward that this enables the Wagon .Directorate in the 
RDSO to look into the question of modification to 
designs of wagons which become necessary due to 
constraints of ma!erials, etc. This we feel is still possi
ble without the actual inspection function being with 
the RDSO. Such functions which tend either to dilute 
or diffuse the focus ·on research should not be assigned 
to RDSO. · We recommend that the RDSO be relieved 
of routine inspections, except those pertaining to the 
development of new products, equipment and materials. 

512. Procurement of stores and equipment.-We 
have been informed that in the matter of procurement 
of stores, particularly for development items, consider
abl• delays arise due to these orders having to be routed 
through the Railway Board. We would suggest that 
within the overall availability of funds the RDSO 
should have complete powers to procure all stores re
quired for research and development projects approved 
by the Railway Board. 

513. Trials and monitoring of rolling stock.-It 
was very forcefully pointed to us tp.at projects/trials 
started by the RDSO on zonal railways do not receive 
adequate attention at the field level and in most cases, 
such trials are treated as intrusions. Similar difficulty 

.; 
w;,~s .expresse~un.tne.cas~ ot,monitonno- ot new. rolliD" 
s(ock -: ·~e' feel tli. ' af\. "1 cillties ".". ooi'" b " ·. d. ail~ , , ~h·. ·-;;+..·· .,-.lli ·"!" 1.1 e.ma eav , , 
~b~~1 t1,>,1 ·!1.~~0 ~o'emible ~e~J~,!g monitpj:.,pr.ojec\8/, 
r\)lliDg;stock.m ihF lielfl. ,1n thiS C!)llJI,ecti()n we.wpul4 
s',ilgg~rtllJit at' the time '?f coiomenceP.Ient ofa p~oj~~ 
o~, tr1~ o~,,any.zopal fi!!J.way ,on~ ,seruor,.9~9er of .thlj, 
concerned. department . should be p.onunated . , by. the 
io\JaJ. ~ail)vay ,to liais~ witll RDSO. 'and to. look iritci any, 
prol;il~~. wliich..qiay aiiS\) 'in 'tlu)"cciiiduct of .the.orO:.. 
ieciltrial 6n 'thaf railwinr. ' 

, :.S 14:· ·Test track.-· ·During the ·course of• oilr ·discUs-'' 
siohs With ·t!ie RDSO, the handicap posed due to non:. 
availability of a test track was. forcefully represented. 
It: •was '!p-~ntioned' ·th.at; ''ilt''P~~eiir1 for; artaniu!g' ially 
tnal run;It'takes;months.ol! correspondence·w•th zonal· 
railways. We were informed that the provision of a 
test track will not only enable them to reproduce the 
required field conditions but will also give freedom of 
action and thus quicken the pace of many research 
projects. We had discussed this subject in paras 62.8 
to 630 in Part I of our Report and would reiterate 
the recommendation made therein that the Railway 
Board should give priority to the setting up of a test 
track at the earliest. · 

515. Computer for research.-A serious deficiency 
which came to our notice was that a premier research 
organisatiou like the RDSO does not have a modern 
essential aid hke computer for research. We under~ 
stand that this has recently been sanctioned, but must 
observe that the RDSO should have had the help of 
this facility, in house, much earlier. 

516. Deputation of officers abroad.-With the rapid 
development that is taking place in science and tech
nology il is necessary for any research organisation to 
keep m touch with the advances made elsewhere in the 
world. In this matter, interaction between the officers 
of the RDSO and other research institutes, inter
national bodies, etc. is very essential. We were ad
vised that, at times, officers l!re required to be deputed 
at short notice to participate in international seminars 
and conferences, but because of the time consuming 
processes and getting clearance from the Ministry, no 
one is sent. We consider that the RDSO must be given 
powers in line with other premier research institutes 
in the country which ~ill enable them to depute their 
officers and staff to participate in such seminars, con
ferences abroad. 

517. Consultancy work.-We were informed that 
the RDSO is presently undertaking a lot of Consultancy 
work for which charges are duly realised. However, 
they have no freedom to create and fill up posts re
q uired for this purpose. We c9nsider that for such 
Consultancy work which has been approved by the 
Railway Board, the RDSO should be free to create 
and fill up posts required and debit the expenditure 
against the fees recovered. 

518. Extension of R & D activity in Production 
Units.-We were surprised by the absence of any 
research and development activity in the production 
units and in some of the major workshops. While on 
the one hand it was felt by officers of the RDSO that 
even routine and relatively simple problems are being 
referred to them, on the other, it was the general feeling 
in the production units that there is far too much cen-



t_taiisation of the research and d~ve~opment functions 
iJi: the RDSO and very little has bee_n ~eft to the field_ 
organisations; Officers of the production units felt 
that research and development wings relating to pro
du~tion actiVity should be attached to the production' 
um~ itself.- We feel that research and development 
activitr c~ot be divorced £rom any production unit. 
We recommend· that research and, development cells 
must be set up in the production units. Similarly; 
major workshops on the Railways should have small' 
cells which could review the proceSses, ·methods and' 
IJiaterials, for imp(o~ng theit performance. Activities 
o~ th~ c;eU.s. s)!oiJlQ. &. c;o-ordin~J,t~ by the RDSO. _ 

" . ' • I , 

519. ~nteractitm with institutes of advanced train. 
it}g.-We found little evidence of iQteraction between 
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ijJ.e institutes, o~ a4vance4, ~,raining ip Vl!fious. tai1w:ty 
~ill~~. _and ~e ,:tg>so. Jn- fl!.~t o!l~ would have 
tho~~ht tlilif~ ~~e ~ow.d', .~ -~!>r)rin,g ~ clos_e c~ 
erat1on and swtabfe research proJects_ would also !xi 
carried· out" at the training institute~· ~em5elve$, '8() as; 
to· iurther"tfie pa~e -of r~earch an~: deve~Op!1lettfal, 
w~tk as wep.: a'S"f()_ k_eei;) tp~ 9~alitx o_f. tr_aiJ_!iiJg _in .step 
Yi1th the latest developments m the v_anous dis<;1plines. 
We suggest',· that; tli,_e,~e sh~wd "')?~ grea!e!i iq!crg~atiqp.' 
between tl!e _RDSO and fhe ~tdvltiice<f traJll)llg J,llStitutes 
irr different discipliries wh'i<:li' sliOill~ Iie giveii pbicticat' 
sfra~ b:Y visits or faculty· and traivJ<es tq the RDSd;' 
iiivolvenienf'of teaching facu1ty"iJU!ie instihife& iJ\. some 
research projectS''injtiated by the RQSO and ,bf mor¢' 
frequent' ·visits· o'f officers of the RDSd to. these' 
institutes' .. 



.CHAPTER XV J 

LAW AND ORDER: 'THEFT AND VANDALISM 

i>~V. vne ~acwr wrucn nas assiii!led great import~· 
ance 'iri.' receitt·years m· the' context of safety on· the! 
Railways ·is- the disturbed law and' 'order Situation m· 
th:~. country .. i.n' certain 'parts'- of th~ country· this has: 
lleco~t!' a real menace to the safe ·running' of trains. · ·· ' 

''521'. ''Theft cmd Vandalism:-"-P~rlilips, the-Jmost 
serious aspect of the disturbed layY a!J.d ·order 'SitUation· 
which affects safety adversely, we have been informed, 
if the rampant 'pilferage of rWlway property. Our, 
attention .has been drawn wherever 'we went; to "the 
th~fts of sig'nill.' and telecommuliication wires and fit.., 
tij:igs, frack fittihgs, iollirig stock componentS lind even 
wir.es, and. fittings from overhead elec!fical inst!\Ihit~ons. 
S'uch thefts pose direct bazards to. tJ,;.ains by ·rendering· 
sarety I deviceS arid Signalling inop(;rative 

0

0f 'defe~tiye;; 
'X'hey alSo create ilidirect hazards ,by makirig # impossr~ , 
b!~" to mainthl,n iollirig stock 11ncJ ti:ack and signallfug 
tg;_(ht; ~eq~ed s~ety slandards .. 

":J~;t.; ·;:,ome· Inea or·"Ule rumens10ns of sucb: theftS 
caii be had' from the information thil,t' was given to' us 
during the: course· of our ·'visits to the 'zonal raily.rays. 
Widespread thefts of permanent way :!l.!tings from track 
were reported on certain sections of the Eastern and 
South Eastern Railways passing through · Bihar ·and 
ppckets of West Bengalr · ~. ,c~rtain ~ections on ~e~e 
railways tie bars. of cast i.I;on ·sleepers, had, been ;cut 
arid femo.ved .from ihe track. thereby putting it ou( ot 
gauge anq :rendering .it. uns'afe:, Tjle South . Eas~ern 
.Railway has .had to $pose speed il'~trictjons iJ).. sw;h 
loc~tions, Oii some oth~r sections of thi)\,,Railway,, 
mJs.cr'rants iii the process of removing coal. w.l)ich had. 
been dropped ori. tlie' track from tht; wagons on; run
ning trains, also ·rip-up and some times ren;10ve the 
stone ball;:~st in the track thus disturbing the packing 
under the sleepers. This ·problem has assumed such 
serious. proportions that on certain sections 1 •speed 
restrictio_ns have been imposed due to deficiency of 
ballast and: disturbed packing' under . the sleepers. In 
Aimexure· CXX details of·'such speed· restriction irn
pQSed on~oile division of the South ~stern Railway are 
shown. 

.S~3 .. Qne; Oen¢ral Manager also-informed us that 
about 2000 wagons were lying i,mmobilised in Calcutta 
Docks due to their having; been completely stripped of 
their- Vital· components. ·Senior· Officers· on· the other 
zonal· Iailways· informed us of' Iocations ' and yards 
which are so notorious that- not a single •wagon passes 
througll without fittings being pilferaged.,. On diVi
sional railway manager mentioned to )I~ ,that the main 
reason. behind short;ige ol stores ,fo~ maintenance of 
ro)ling stock is ~e increase in. reQuirements due to 
large scaleJ~Ie~~·, · 

:,241.. · Gn ,the CTC section :of the • North.' Eastern 
Rlii!way during· the: Iast>c4'•·~earsf Iarge·"s~Ie .thefts 
of, •telephone· eqnipment- p_roVIded at automatic signals 
had taken place. Due to difficulties in•· their main-
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(ell@ce , this, equipment was no longer operationa.J 
'?ll ll1aL. sectton. . We . also. find that_ the ground 
eqt;1PDfcnt .J:pr l!J.e, Automatu; Warwng and ~top 
system,,u!J!Stalled on some; secttons of the &stem 
hallway, is· bemg repeatedly tampereJd with and stolen, 
ngiJt.trom· the aate of comnuss10nmg. The thefts .of 
track .. magnets .are so frequent that me mamtenancc 
organislltion is. unable to cope with it and the AWS 
sys~em remains inoperative at many places. We .were 
informed, that on.some sections ot the North Eastern 
Railway, .signal wixe pulleys. are stolen as soon as 
tb.~se • arc b.tted and m lieu . thereof only wire . loops 
are ·being·used.which affects . the efficiency of the 
system- • SillliJ.l!rly .junction boxes, signal motor rever
sers .are being tampered with on. a very large scl!le and 
paulS> stolen .. · Besides signal wires are tied up to make 
Lh~? .. s~al;! inoperative. : Qne c)Iief signal and tele
communication engineer suggested to. us that sections 
with concentration .of .sophisticated signalling . equip
men.t·.should, be; walled olf, so as to make .it diflicult 
fon ;miscreants to O,Perate .. 

j,~;.p .. .yn electnneo. .secttons,. especially_. on. the 
E;aste,r.rl. ,Railway _and, to some exten~ on, the .Southern 
Railway also, heavy thefts of catenary and overhead 
electrical equipment have also been reported. 

.r52fi .. we find that wllile on the one hand stall and 
ollicers ·of the executive departments gave a picture 
of' thefts· anc!J pilferage which was really distressing, 
the same·was not always corroborated by chief security 
officers on many zonal railways. In fact, on one zonal 
railway, it was stated that the figures of reported 
thefts did'nott:eveal any disturbing increase. Officers 
fiom execqtive' departments stated that all the instan
ces of:_tlieftS' are not reported in the official records. 
We -were informed by some staff that in the case of 
trilck' fittings, case~ of thefts reported to the Railway 
Pto!ectien force (RPF) are not • taken note of and 
th~ · argtiinent put. forwarded is that these may be cases 
of 'loose- fittings dropping off. It was also mentioned 
to·' us that· no one , wanted to report shortage 
o~ 1 material for fear of being taken up for the theft. 
Contrary to" this position .some of the chief security 
officers alleged that·· railway staff feel shy to report 
these ·cases; because!. soriie of them are involved in the 
same;· 

·527. The security of railway assets is the responsi
bility oli the' RPF .which is deployed at various strate- · 
gic points. Railway track outside station liniits and 
telegraph and telephone lines along the track are not 
guarded' by RPF and responsibility for l?.revention and 
detection 'of ·crime including theft of railway property 
is that of' the State Police organisations. During the 
cmirse ·of our· discussions with chief security officers 
the ·-inadequacy .of ·the strength of RPF was brought 
out.• With the present strength, and the wide dispersal 
of railWay· property, they find it difficult to protect 
the same, ·Also, they do not have legal power to 



deal with criminals. They have only limited powers 
under the Railway Property (Unlawful possession). 
Act, 1968, and have to d~pend upon the :State Polis;e . 
in dealing with these types of cases. 

528. We discussed the question of thefts with re:. · 
presentatives of some State Governments and feel that 
there is lack of coordination between the RPF on 
the one hand and the State Police authorities includ• 
ing Government Railways Police (GRP) on the other. 
Sometimes, jurisdictional disputes hold up not only 
registering of thefts but also their investigation. 

, 529. Interference with normal railway operations.
On the suburban sections of the Eastern and South 
Eastern Railways, we were informed that the passen-· 
gers in their anxiety to rea~h their destina~ions quickly, 
often pressurise and coerce .the EMU drivers even to 
violate safety requirements . such as stopping for the: 
prescribed period . at signals at . dan~r. ~imilarly, 
station staff are also forced not to detam trams even 
on consideration of . safety.· On the North Eastern 
Railwav cases were cited when .drivers/firemen were 
forced "to run trains from one station to the other, 
against all rules. Tampering with signalling equip
ment by students was stated to be a regular affair. 
On many sections of the Northern, . North Eastern, 
Northeast Frontier and Eastern Railways alarm chain' 
apparatus provided in passenger .carrying trains, for the' 
safety of passengers themselves, had been blanked off 
due to its gross misuse. Instances were also reported 
of hose pipes being disconnected while trains were· en 
the run, to stop trains out of cou.r&e. · " · · 

••• - • 1 • '~ 

530. Disregard of safety rules by drivers of road 
vehicles is also another aspect of .the same problem. 
Figures show that in 21.2 percent of accidents at level 
crossings, road vehicles crashed through one. or both . 
the gates of level crossings while the gates were . 
closed. . . · 

·r . . . . ! 

.531- An obvious hazard which needs nq ~_:laboration, 
is deliberate sabotage by tampering .with trac~ · or 
other railway equipment. From the discussions .we . 
had with .the chief security officers on zonal raiJways . 
we find that sabotage in railways is committed mostly . 
in the track due to its vulnerability. We were informed 
that in majority of. the cases of sabotage, it is the rail
way track. which is tampered with either by removal 
of · fishplates on either side of the rail or in some 
cases by removal/displacement . of a piece of rail, 
insertion of foreign bodies in rail joints such as steel 
keys, spikes, etc. Some chief s~ty officers . mll!J.
tioned that there have been occastons where railway
men, particularly casual labour and engineering gang
men manipulated a scene of sabotage either to earn a 
reward or to get more employment by forcing the 
Railway Administration to introduce night . patrol. 
ling .. 

,532. The Railways have no powers or the organi
sational capability to effectively curb such miscreant 
activity. As stated before, the Railway Protection 
Force available to zonal railways is far from adequate 
both in size and powers, to prevent such lawlessness 
and the damage and dangers resulting therefrom. The 
Railway Police . deployed ):>y the State . Governments 
from amon!! th:!Ir own pollee force has also not been • 
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found to be fully equal to tlte task. We were informed 
that the State Governments, are preoccupied with 
many major law and oilC!er problems in their States 
as a whole and devote very httle attention to lawless
ness on the Railways. J unsdictional problems in this 
area can' be quite frustrating, for, while miscreant 
activity generally takes place on railway property, the 
miscreants themselves take shelter outside ~uch , pro
perty. , The situation ~an be, tackled with a\JY 4!11'1': ot 
success only if there IS ~ .much: higher "degree .oL~1 
operation among tlte, three agen,cies con~erneci,' .Vi,z. the. 
I<PF; Railway .Police and the State Police ~·eXiSt&; 
at present. · EVidence given before w iriilicateii that' 
such cooperation and imaginative studv and measures 
can yield salutor.y re~ult~, . 

In this matter we ·commanu m<> eaun:; wuu" u y 'll"'. 
Chief Security ' Officer ·of th(;}' · Soutlterrl""Rilil'way 'itf' 
creating an anti-sabotage 'cell in· :Tamil,~iidi../·Ke:ah: 
and Karnataka consisting of representatives'· of tlte 
State. CID 'and Railway :Police; The.fexchange'notelf 
periodically and extend ~ull COOJ?Oration. : We::· W~te; 
also informed by' the 1chief secunty. officer ·-of .'.the· 
Southern Railway that a joirit' control centre and tas]( 
force~ have! beeni· set ··up: in 1'accordance . with ·thej 
State Police, State Electricity; Board and P'&'T'~. 
partment for Speedy action in'' case· (}f theftSI'()f WiteJ;' 
in ~ny area, A vehicle, has been .kept:}ilt the,disp()sal 
of,. this task force. and !hey:, have be\ln fp1fDd pretty; 
q~ck'ih the job diied?o, whic~ so!lle i;~es _o~ the#,S 
have been apprehended. SpeetaL courses. ,have ·ais~. 
been int!oduce!i '·to imp\lft' ~p~ialis¢ ).!:aJJljng," ~~
the Strite Police personneL 

~· ' . . . 

533.· Need 'io take reniedia1· measures,-vve nave 
no doubt that. theft and. pilfe~ge or ;railway'mateiia),': 
have gone up to such proportions that, they have· be< 
come a real menace to the''safe · nin:Ding of train~ .. 
The law and order situation 'in'' some' areas 'is .. far' 
from conductive· to alround slife operiltio\i . of· triliis'. ' 
We appreciate that tlte ~ways; }anno~'~'in~ 
sulated from what goes on III the surroundmg. ·How• 
ever, we do feel that the situation ·calls 'for urgent rf 
medial ,steps. We recol!lmend as' follows':.-•. ·. , . 

·, ; , f'. ·I .. \1. ,f"IA! • ,.;1 l_.u.l 

. ,(i) The whole responsibility , and · jurisdiction, 
and .mutual relationship of the. security· agen-. 
cies. namely, , Railway. 'Protection." • .Force, 
Govermnent Railway Police.~ and· '' Stat~:!-

/,Police, . which are involved :ini i Lsafeguarding 
of ra,ilway property be examined wtih a view 
to ensuring optimum cooperation amQDg 
them for preventing" thefts aiid· other fOrms. 
of lawlessness: 

I · · · · : · r .·, , 
. (ii) . Conditions• must, be: created; in ,whicl:utaff,, 
· · even at junioll: 1\lvels, will; .be, , enco.urag~ 1 to 
: , ;report the th,eft, witltout .fear. ,, · 

(iii) J~int Control centreS be set u'p' i.n coopent7 
tion with State Police; State Electricity Board;' 
Po~ts ll!ld Telegraph Department for sJ#dy: 
action 'm the case of theft 'of overhead ele" 
ctrical equipment, telephone wites'etc>' .,, · 

(iv) Measures should , be .taken 1 by cthe. Railway 
Administrations, in-consultation·•· with, the 
RDSO to evolve ·equipment which will! 1be 
difficult to steal.,: 1 



(v) Policing alone is unlikely' to prove. fully 
effective in preventing lawlessness. · Efforts 
need to be made to educate the public about 
.the . natll!~ , a~d . consequences of .. mis
creant actlVlty. The people . at large should 
be made fully aware. of. the grave dangers 
to life .and limb caused by these activities. 
Mass media .like Cinema, T.V., Radio and 
Newspapers should be pressed 'into service. 
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in this effort. The people at large, alerted 
against mischief, should be enlisted as allies 
of the RPF, Government Railway Police and 
the· State Police in fighting the menace. 
Appropriate institutional ·and procedural 
arrangements should be evolved to enable 
.the people at large to help in tackling the; 
hazards posed on the Railways by the 
disturbed law and order conditions. 



CHAPTER XVI 

RULES, OPERATION AND., POST ,ACCIDENT. 
'. ' ' RELIEF MEASURES ' .. 

534. General Rnles.-The General Rules, at pre
sent in force on the Railways. were adopted in 1929 
superseding those of 1906. The Indian Railway En
quiry Committee of 1947 had recomn1ended that a 
new rule book should be compiled which ,would not. 
only contain all orders necessary to sectii:·e safety but 
would also point the way for the future developments 
of systems of work and signalling on progressive lines. 
The Kunzru Committee had suggested that a revised 
set of General Rules consistant with the conditions 
obtainine at the time and likely to obtain in the for
seeable future was overdue and should be issued 
without undue delay. The Wanchoo Committee had 
stated that they would welcome a revised set of rules 
which would provide for the technolol(ical changes 
that have taken place in recent years and will suit the 
requirements of the growing system and from which 
all the out-dated rules have been weeded out 'IV;thout 
disturbing the basic complexion of rules at present in 
force. 

535. We have been informed that a revised set of 
General Rules was framed. sanctioned and printed in 
1976, to reolace the General Rules of 1929 which are 
at present in force. Viewed against the stress laid bv 
the High-Power Committees of 1947, 1962 and 1968, 
we are disappointed that inordinate delay has already 
occurred in the introduction of the revised set of 
General Rules-1976 on the Railways. Ii is obvious 
that the General Rules in force at present continue to 
sn!Ter from short-comings pointed out by the High 
Power Committees. We urge the Railway Board to 
take effective action to overcome hurdles. if anv. in 
the wav of brin!!inl( into force the revised set of Gene
ral Rules speedily. 

536. Rule Books.-It was represented to us that 
there were frequent amendments in the General and 
Subsidiary Rules with the result that the rule books 
had beeome very cumbersome and shabby with n very 
large number of correction slios. We found that on 
one railway the General and Subsidiary Rule Book 
was iss.ued a~ early as 1960 ancl l1od as many as 189 
correction sltps. Some of the ~taff whom we ouestioned 
y;ere not even aware of the number of correction slips 
1ssued. To prevent the rule books from becoming 
cumbersome and unwidely, we recommend that im
portan_t rule books mav be reprinted· periodically, say 
once m 5 years or when the number of correction 
slips exceeds 25 in number. 

Another useful method of introducing corrections 
without making the rule books bulkv would be to 
brinj! them in a loose leaf form, whenever a correc
tion becomes necessarv. instead of issuinll! correction 
slips which are reouired to be pasted, the relevant full 
page( s) of the rule book should be reprinted incor-
porating the corrections. ' 
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_537. ~impli{ication and translation of ru/es.-In the 
evtden<:e tendered before us it was mentioned that 
certain ·rules were phrased 'in' such a 'langmige that it 
was· very· difficult for the staff to understand them. 
~!l.rules must be·_drafted in simple language easily 
understood by the staff. These should also be in the 
regional language where necessary. 

538. Station Working Rules.-The practice with 
regard to the issue, revision and re-issue of station 
y;orking l'l!les varies fr~ railway to railway. While 
m some railways the station workmg rules were revis
ed and issued only when there were more than three 
correction slips, on certain other railways the practice 
was to revalidate them after a specified time interval 
varying from 3 to 4 years, regardless of the number of 
correction slips issued. On some railways, it was ob
served that station working rules had neither been 
revised nor revalidated even after a lapse of 10 to 11 
years. Scrutiny of the inspection notes of officers at 
different levels also revealed the need for replace
ment/revision of the station working rules at some 
stations. We consider that a uniform procedure appli
cable to all zonal railways should be devised by which 
the station working rules are reviewed and reissued at 
regular intervals of 3 to 5 years. 

539. A point was also made that the station work
ing rules, as now formulated are voluminous and 
atleast i;n respec~ of staff like cabinmen, pointmen, etc: 
the station working rules should be made into separate 
parts and they need familiarise themselves only with 
the parts concerning them. 

540. Working time tables.-We received complaint 
about the inaccuracies in the working time tables. 
We undertook a limited study of thel workinrr time 
tables of some of ;'the Railways in force from 1st 
October, 1979. Our study disclosed that inaccuracies 
and deficiencies in the operational details contained 
in the working time tables still exist, notwithstanding 
the fact that the need for close attention to this as 
pect was stressed by both the Kunzru and Wanchoo 
Committees. A few of the inaccuracies and defl
ciences noticed by us are enumerated below:-

(i) In certain cases, the normal running time of 
some trains was less than the corresponding inter
sectional minimum running time. For instance on the 
Northern Railway, the normal running time of 2 DR. 
Kalka Mail between Manda Road and Jigna stations. 
was 4 minutes against the minimum running time of 
5 minutes. On the North Eastern Railway, the normal 
running time of 513 Up Express over Pusa Road
Silant section was 17 minutes against the minimum 
running time of 22--l/2 minutes. 

(ii) In some cases there is no margin between the 
normal running time and minimum rutming time of 
certain trains on some sections. For instance, on the 



South Central Railway, the· ·normal running time nnd 
minimum running time of 121; 123, 125 ·and 139 
express trains are the same Over Jamikunta-Bisurgirc 
shariff, Rupalliwada-Vampalli sections. 

(iii) , The 'minimum l:'llllning time has been given in 
some cases for trains . worked by certain classes: bf 
engines while for others worked by a different class .of 
engines minimum running time. has not ~?een indicated 
For instance, on: the North Eastern Railway, on the. 

. Gonda-Gorakhpur· Cantt section, some trains ' are. 
worked by YP class locomotives while some othetS 
like 18 Dn. Vais}jali' Express', Z Dn. 'Avadh Tirhut 
'Mail and 10 Dn. Kanptir · Express are ·worked by 
YDM-4 locomotives. 'Whereas -the minimum running 
tiine for trains worked by YP."calss locomotives has! 
been shown, the .minimum running time for YDM-4 
chiss of locomotives has not been • given. 

' . . 

(iv) The inter-sectional normiU running ti!lle and 
minimum running time in ca~e of super-fast trams have 
been shown in fractions, such as· 1/4, 1/2, 3/4 of a 
minute In sonie cases, the timinl!s have been shown 
upto the second place o( clecima.ls, viz. 7 111.6~, 
7118.04; 7122.21 and so on. TJiis ~as been don~ m 
case of timings for 101 Up· RaJdham. Express. arnved 
at by computer. and' shown. fnr Tundla..Ghazillbad ~e~
tion in the Working Time Table nf. Allahabad Di;Vl
sron of. the· Northern. Rail:way .. The' nortnal ;unnmg 
time and minimum runninf'. time are shllwn •n the 
Working Time Tables for 'the drivers to, regul~te the 
running of their trains to the timings shown. To ex
oect a drive~: iirstlv to Tf'cl<on the, timin!t· i~ t;-rms- of 
miontites and seconds and. then· to work to ·It 1s :tn?re 

·theoretical ant'! .i~ unreali~ti" in oractical wnr~•ng 
·During our tours it was menti~~ to us bv. dnvers 
~nt'l <rua'rds that the~· fnund the timtn"S shoWT' m fn>c
timis· of a· min11tP· M.,ft,•i"!! · Tlie· timings s~ould ~ 
sn shown that a driver can regulate the· TD'l1l'"." of. lus 
traion accordinalv. , We are .. therefore, 'lf the VI~"' that 
t.iminl!s shoutcf b~ shown in inte.,ers. i.e.; whole num

. bers and not in fractions of a minute. 

S41. We br'rlP th""' ;.,accu~~de• an~ deiic!encies 
to the 11ntiCf' ·of tl,t' 'P'\ih>TP" 'Ro•~<" With a VIew to 
ensure that vrea'""T cii~e i• , ... ..,.cised· in .. the·correct pre
paration of working time tables. 

542. Impracricobl~. rules and procedures.-It w~s 
urged before us thnt there were a .number, of rules"n 
the General ani! Subsidiarv rules, Cilnfe~ence Rul:s 
and other rule books which were not entrrely Pr<~Cti
cable but continued to be in the ·rule bootes ~ven aft:r 
recent revisions. It' was further cont~ded that 1t 
was within the knowledge of the supernsors and offi
cers that such rules were not being observed· generally;_ 
even so, when an accident occurs bC<:a':lse o! the non
compliance of· such rules, the admtmsttatton . comes 
down heavily on the 'Staff with· deterrent: penalties. 

543. It was also urged before us th~t· ~re were· 
certain rules which· were· not very.· spectfi~ 1U nature 
butAixed: responsibility- on· certain._categones.'. of·staff 
such,,as G!!neral, RulQ 76(1>-)_: w~ requrres· _the 
drivers t1 be vigilant and cauttous and·not·~strentire" 
ly .to signals etc. There were· also ru.les· whicl:i ·when' 
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acted 11pto faithfully, could lead to serious dislocation 
of operations and, therefore, 'work-to-rule' · had 
acquired a bad connotation on the Railways; 

The various aspects mentioned above point to the 
nied tor a fres.h look at the rules in the various rule 
books. . As it is, staff have come to regard. some of 
these rules a~ an instrument for .fixation of responsibi
lity somehow on someone i:n the event of an accident. 

·We have examined the implications of certain rules 
and procedures indicated by the staff' to· be imgracti
cable ·or cumbersome in the paras that follow. 

544. Protection of trains.-It was repeatedlv·repre-. 
sented to. us that the procedure laid down for the 
guard to orotect his· train, in the event of a train being 
held up iQ mid-section or outside si!tflals of· a station 
is impracticable' and is generally not observed be-· 
cause· of long trains and inclement weather. We agree 
that when a train is held un between sfatrons, outside .. 
signals or anywhere else, there is the likelihood of. a 
collision with another train which may enter the 
occnoied· section due to lanses Cfn the oart of station 
staff or driver. We, therefore. consiiler orotection. of 
~he stationary trafut essential but it is necess~rv that 
the ororedilre for orot6"tion of 3r train should be nrac-' 
tical. Tt was suggested durin!! the cour•e of evidence 
th•t reliable mf'.ans of communication •houJd. be oro
vit'led aroon!t the '!Uard. driver and the s~tion on 
ei•h~.r slde. WP. have t'liscusset'l. this mMter. ln· netail 
earlier ;., oara ::1'15 in rbanter vm ""·Si1!11alllmz """' 
Tnterloclcing. A• " iirst nhase 'n this. scheme. fieM
,,.,,.,..~,n.,e· shoulil be orovided to the · auarn of each 
goods train sn that he ~n -:ont•ct station masters on 
either side of the occupied section. · 

545. Reception ·of . trains 'against' · defective sig
nals.-In the matter of reception of.: trains when 
sii!Dals become defectwe, a number of points to be 
ne<mtiO\ted by a train· have to be clamped and pad
locked; station masters questioned ' by 'us were, un~ 
~.,imous ·in''their :view that the oroceilure is not m'lly 
tlme cnnsumine: but it is also not feasible and vet the~· 
are held resoonsible in case of an. accident. We con
sider that disolav of the normal' and. reverse oositions .. 
o~· the facinl!: ooints iT\ the station master's office on in~ 
dicators woulcl e:reatlv assi~t the station master in the 
disowrge of· liis dutie~ anrl · ensurino: safetv. It may 
81<o bP. adeauate if he denutes the cahinman for, 
c-l~mninq ann oadl<x:kinl! of ooints 8Y1d for oiloting 
the train without h•ving to insoect. the. facinl!' ooints 
. everv. ·ti,e for verifying. their correct setting, olamping 
and· padlocking, 

546, Working of numr yaras.-uur attennon nas. 
been· drawn to the very serious damal!e sustained by 
wagons which were shunted and marshalled in hump 
yards where effective means for controllin!t speed of' 
wagons rolling down the hump are completely absent. 
We were informed that this was.putting.a very.heavy 
bmden on sick lines and the wa~on. maintenance. 
deoots in turn leading to arrears in. maintenance·and 
nnfit wagons findin,l! their way into' ·traffic. streams. · 
We recognise that gravity hump shunting is inesca~ 
pable, but we found that .in .the skid operation, pre-. 
sently followed, the supervision is very poon Skid
porter has to look after 3 lines at the same tim~ wbicq 



is not possible. Heavy. humps in some cases caus~ 
serious damage to buffers in and CBC couplers. While 
hUmp shunting with the use of skid port~rs :may be 
alright in the case of less busy yards, m btgger yard~, 
the pressure for humping is bound to increase and this 
may result in i'llcreased damages. We are, -therefo~e, 
of the view that mechanised humps should be proVId-. 
ed in these yards. 

A study should be :n:iade to determine the workload 
beyond which he use of skids would become impracti
cal and m~hanisation becomes necessary. 
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547. Speed restriction in automatic territories .. -
We found that on the Southern Railway the workmg 
time table illcorporated information showing the inter-. 
signal time to be taken by traius after passing automa
tic signal at 'on' ~ Madras Beach:Tambram automa
tic signalling territory. This time was computed be
tween successive signals on the assumption that the 
train would be moving at 16 kmph after passing the 
automatic signal at 'on'. We were informed that this 
was done on the basis of the rules in force earlier, on 
the South Inman Railway, for working of trains · in 
automatic block territory" which stipulated the speed 
of 16 kniph aftet; the automatic sjgnaJ was pa5sed in 
the 'ON' position. Consequent to revision of these 
rules the information in the working time table was 
disc~ntinued from 1st November, 1972 .. Working in 
automatic signalling territories has been discussed in 
detail in Chapter VIll on Signalling and Interlock
in!!.. In· para 320, we have recommended the laying 
down of a speed limit of 20 kmph for a train passing · 
automatic sii!Ual at 'ON' position for normal condi- . 

· ticms of visibility. We suggest that the workin11: time 
tables should show the time to be taken, between . 
successive Sii!Uals, by trams running at the. aforesaid 
restricted speed. 

.548. Tail lamvs and hand signal lamvs.-lt was· 
rnnP.atedlv represented .to us that the· oil tail )amos 
and hand signal lamps ·are unsuitable for· the service 
exoected of them. Because of the poor quality of 
kerosene oil and non-standard wicks, they emit heavv 
smnke and the visibility is poor. They also gct extin
guished easily. Moreover, the wicks and glasses are 
nnt. clP-aned properly and regularly. The introduction 
of battery power operated tail lamps and hand signal 
lamos in lieu of oil lamps should be ·considered by the 
Railways. 

549. Train working records.-We were surprised 
to find that the supply of books and for.ms required 
for maintaining records of train workinl! like train 
Si!!llal rel!ister, authority to pass a defective simaJ. etc. 
is irrel!lllar and staff have to use some miscellaneous 
rej!iosters and manuscript forms for the onrnose. This 
matter should receive immediate attention. 

550. Working of train.< withollf brake-vans.-We 
were deeulv concerned tn find thRt runnin" of trains 
and ;n<'lustrial pilots without brake v~ns in. tenns of 
GR 93 has become quite rnmmon in snme railways. 
Some of these trams ani! o;·lot~ traver<e l"l'<! distances 
on main lines. ComJ>1ete arriv~l ~nil n,.s;, .. throuP.'h 
stati0ns of sncb trains ancl pilots i< certified bv veri"•
in!! the last· vehicle number. This proccd11re which 
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is to be resmted to in· emergency seems to have be
come a normal feature to meet the chronic shortages 
of brake vans. Tills is a hazardous practice lll!d 
needs to be curbed effectively. 

551. ·Working conditions itr cabiru.-We received 
complaints about the poor working conditions ~nd 
lack of basic facilities in cabins such as poor lightmg, 
broken· benches and chairs, lack of .cleanliness and 
arrangements. for drinking water, .non-exist.ence of. 
urinals. We feel. ·that the working ·conditions. and 
facilities in cabins need ·to be improved .. 

' 
55Z. Wor/doad of cabinm~IJ.--Some of the .cabin

men on the quadruple line • sections of the Eastern· 
Railway and on some other . railways represented 
about the very heavy workload requiring them to 
handle block instruments for 4 lines, do train passing 
duties . etc. Similar representations were . reeei<ved 
from the cabin staff in busy cabins at important.junc-. 
tion stations like Howrah and Mughalsarai. It ·.Was 
mentioned to us that, inspite of the manifold increase 
in the number. of tram movements, neither the Staff 
had. been increased nor bad their duty hours . been .. 
reduced. We consider that, · in: all such situations·, 
job analysis and work measurement according to 
!"l"dern industrial engineering techniques. should be 
unoertaken to determine if any .. relief by, way pf 
additional strength or reduction in duty hours is war-· 
ranted and· the same should be provided at .the· earliest. 
?Jter the st:udy. 

553. Safety equipment at statioru and on trains.
The .following deficiencies in the s·afety eauipmimt at 
rtations and in brake vans were brought to our 
notice:-

. '(i) Hand signal )amos deficient in red nr ""eeri 
·glasses; 

(ii) non-standard· wicks for signal lamps; 
(iii) shortage of fire extinguishers in trains; 
(iv) use of time-expired fog signals; 
(v) shortage of portable telephones;· 
(vi) shortage of and · deficiencies in · first aid 

boxes; 
(vii) shortage of fuses; . 

(vm) non-provision or shortage of locks .and 
clamps; · 

(ix) red and j!;Teen flags without batons; etc. 
These deficiencies need to be made good. 

554. Short cut methods and violation of rules.
Representations were received from different C'ate.l!o
ries of staff that officers orimaril I' responsible for the 
movement of traffic often pressnrise them to work 
tr~in~ in disrel!31'd of safety rules. This state nf 
affairs wa~ partly attributed tn the steen increase in 
traffic.· In our view. th"' PrnbJem is real ani! car:>nnt 
'hP. wisheil awav. It is for the rmiwiv admin1strntion 
'" ~~ l<e effective remediiil action to restore the fliitfi of 
staff in the sanctity of !'11les and check the drift to
~ards the· adoption of snort cut methods and violn
l!on of rules. 



555. Hydraulic buffers at dead end platforms.
I:n ow; review of accidents in Chapter II, we have 
commented on the increase in the number of colli
sions between a train and buffer ends or stationary 
objects from 6 duting.1968-69 to 1972-73 to 10 dur
ing 1973-74 ·to 1977-7i. Nearly one-half of the 
aforesaid collisions' during the 10 years under review, 
occurred due to trains running into dead ends at ter
minal· stations where hydraulic buffers are not provid
eq; Of 5 such collisions on the Eastern Railway dur
ing 1973-74 to 1977-78, 2 were serious accidents, re
sulting in the death of one person and injuries to a 
lfew others .. The CommiSsioner of Railwa;'. Safety 
had recommended _the . provision of shock absorbing 
hydraulic buffers at the dead end~ of platform lines 
at Howra:h and .Sealdah stations .. We find that · no 
progress has so fal' been made. in this regard. The 
Railway Boord have informed us that, at present, no 
suitable indigenous design of hydraulic buffer is avail
able... We· feel that with increasing. length of trains 
requiring the driver to pull up his train to the maxi
mum extent on the platform line and also due to in
crease in frequency of suburban trains the likelihood 
of collisions of the aforesaid type is apt to increase. 
We recommend that hydraulic buffers should' be pro
vided at dead ends of platform lines at terminal ,sta
tions which are used for the reception of a large num
ber of passenger carrying· trains. A suitable 'design of 
a hydraulic buffer should be evolved speedily. . · ~ 

556. Responsjbility for relief and restoration.~ 
After the occurrence of an accident the' Railway Ad· 
ministration has to undertake relief and restoration 
operations. . It is the responsibility of tlie· Railway! 
to afford prompt medical aid to the injured in a rail
way accident. For this purpose, not only the ser-
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vices of the railway medical staff but also of othei: 
nedical. personnel are requisitioned. In order to 
ilfiord medical aid expeditiously, at present the medi
~al vans. flie stabled at every 160 to 200 kilometers 
erom where· they can be readily despatche4 to the 
;ite of the accident. In addition, chests contarning 
nedical equipment are kept at statjons 7 5 to 100 kilo
neters apart. These are required to be transported 
by train to the site of an accident. . 

557. Proceeding to the' site of accident.-In the· 
:vidence tendere4 before us it was pointe4 out that 
:he raHway doctors are not able to rush to the ~te of 
1ccidents quickly due· to lack of road transport everi.' 
Nhere the site was accessible by a convenient road. · 
We are of the view that railway doctors should have 
:he powers· to hire road. transport vehicles so that they 
nay proceed to !he site of an accident by !he quickest 
neans. 

558. Equipment of .. accident relief trainS.-· The 
:ools, stores aild equipment provide4 in the accident 
:elief trains and the auxiliary vans attache4 to the 
nedical relief vans need to be reviewe4 from time to 
.ime in the light of experience gained. In this matter 
Ne would suggest the following :-. 

(i) For dealing with accidents involving' gas cylin
lers the provision of gas :nasks as a part of the .equip
nent of the accident relief train is ~ecessary .. · 

(ii) With the introduction of eltictric traction, it 
Nould be necessary to have more and more of hydrau
lc jacks or MFD equipment for re-raioJ.ing operations. 

(iii) With the introduction of heavier locomotives 
u'td wagons it . is necessary to have more powerful 
~ranes than at present. · 



CHAPTER :XVtt 

STORES 

559. Shortage of stores.-During our tours wher~ver 
we w;:nt on the railways, whether .!_o a workshop, Sick
line, depot, yard or station, we got a .very .dlsll!-al 
picture regarding the supply of ~teres. We wer~ m
!ormed that the position had detenorated SJ?:.:Cl~Y 
durillg the last few years. There were complaints· m 
almost all .the workshops regarding the poor supply 
P<>sition of components reqwred for r«?Pair and mam
tenance of rolling stock and raw matenals ~qwred for 
manufacturing components. Staff from Slck.Unes and 
carriage and wagdn depots infonned us that due . to 
shortages, cannibalisation had to be resorted to, which 
not only increases the workload but also creates other 
problems. On one ~way, due to non-availability of 
springs, broken helical springs were penmtted on 
wagons on metre gauge, greatly risking safety. For 
the same reaion, the holding of immol;>ilised coaches 
in yards ·had also gone up alfecting running of trains 
with their full complement, thus inviting a lot of pro
test from the public. On one division of ·the Souther'n 
Railway, there had been a spurt of derailments attribu· 
tab.e to sharp flange which was due to acute shortage 
of wheels and tyres. In Chapter X--Goods _and 
Coaching Stock, we have refered to the ill-effects on 
brake 1JOWer of trains due to shortage of brake com
ponents ·and poor quality of rubber items which was 

· causing considerable £e51uctidn in brake power -On 
trains. On the North Eastern Railway, we found that 
in one locoshed, in a period of 13 months from July 
1978 to July 1979, the position of supply .of safety 
item of stores was as under :- · 
Numb>r of safo:y items 

10 
16 
2S 
14 

Quantity supplied_, 
taken as a per
centage of the.,i 

sectioned scale 
I to 24 

2Sto 49 
~gto ,74 

Similar information was also furnished to us in many 
other establishments. Accentuating tl!e problem of 
wide-spread shortag~s was the sub-standard quality of 
some safety items like draw bars due to failure of which 
a number of train partings had occurred. 

560. On the signalling side it was complained to us 
that not ouly is there shortage in the supply of stores 
specially for modem signalling but their quality had 
also gone down as a result of which maintenance prob
lems had increased. Bulb for colour light signalling 
were stated to last ouly 2-3 days. Ground equipment 
of A WS system at a number of stations on the Eastern 
Railway was out of commission for considerable 
periods for want of replacements. For the same rea
son the facility of telephones on the CTC sections of 
the NOrth Eastern and Northeast Frontier Railways 
was no longer available. 

561. On the permanent way side there was acute 
shortage of rails, sleepers and fittings. We were told 
that on many sections, fittings like keys and cotters are 
missing in large numbers because of which speed res-

trictions ·have be-~n imposed .. It W¥ mentioned to us 
that on some sectionS defective rails continue to remain 
in·track for want of replacements. Shortage of wooden 
and .concrete sle-~pers is also affecting track circuiting 
works. 

562. On the electrical side we were informed that 
the supply position of batteries, fan; bulbs, cables, etc. 
is .very baa, sp.:cialiy due to bad power~ situation in 
Calcutta area. One of the senior divisional electrical 
engineers deposed before the Commit!ee that there are 
major constraints in the maintenance of electric locu
motive.due .to shortag;: in the supply of components tor 
undergear. 

563. -During inspection at some stations,··= saw 
that the .available 'hand signal lamps were without the 
red f green g.asses and in some ca&~s eve'n batons for 
red/.green tlags were not available. Padlocks, clamps' 
essentially •required for 'locking points at stations were 
very much in short supply. -J)etonators were time-
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expired ·by as much as 3 years. · 
'From th~ foregoing paragraphs it is quite clear that 

the position regarding supply of stores is extremely un
satisfactory and all poss1ble steps should be taken to 
1~medy the same. Arising out of discussion with offi
cers on the zonal rallways and the production units, we 
have discussed some aspects of the problem in the 
following paragraphs. 

564. Stores Organisation.--On the rallways the pur
chase .function at present is centralised in the head
quarters of zonal railways under the Controller of 
Stores and receipt, inspectJ.on and distribution of stores 
is carried out by the various stores depots organised 
primarily on functional basis. There !Ire two main 
types of stores depots namely, workshop ~tores depots 
dealing with steam -locomotJ.ves, carriage allP wagon 
items and general stores depots dealing with supply of 
items of general nature. Also separate depots exist 
to' deal with supply of stores required for diesel and 
electric locomotive sheds and surplus EMU car sheds. 
The stores depQts are under the charge of stores offi
cers who are controlled directly by the headquarters 
of zonal railways. During the course of our discus
sions with officers in the divisions and headquarters 
of zonal railways, the need for reorganising the pur
chase functions and setting up of stores depots was 
forcefully brought out. It was argued that stores is 
the only function which does not fall within the con
trol of the- divisions though all departments are vitally 
concerned with it. It was suggested to us that stores 
depots should be planned in divisional headquarters 
to serve. divisions and some of the purchase work 
should be decentralised to these depots. This ques
tion was also gone into at length by the Committee 
on Yardsticks for Gazetted Organisation of Stores 
Department who, in their report of 1979, suggested 
the setting up of a fullfiedged divisional stores organi
sation. We feel that for improving compliance of de
mands and better availability of stores, bringing the 
divisional stores officer(s) under the direct control of 



the divisional railway manager should be implement
ed at the earliest. Tllls organisation should also be 
~ssigned the _purchase . functions in respect of ·such 

.Items for which supplies could be obtainable from 
local sources, after it has been suitably strengthened. 

565. Simultaneously with the divisionalisation of 
stores se.~ up and assignment of selected purchase 
functions to the divisional stores depots, we feel that 
adequate . powers for undertaking this purchase should 
a~s~ _be delegated to divisional railway managers and 
diVISional stores officers so that the sto'res organisa
tion can function effectively. 

566. Sto;es ·Organisation for workshops.-In the 
case ·of stores depots ·which 'serve specified work
shops, ·the stores officer should be ·placed 11nder the 
control of l~e head of the workshop in the same -way 
as -the diVIsiOnal stores officer would function under 
the . divisional •railway manager. 

567; 'Procurement policy for stores.-We were 
given to understand that the shortages of stores are, 
by and large, the result of general shortages in the 
country, situation in the eastern part, and power 
shortages. These are areas over which the .Railway 
have little or no controL In the evidence tendered 
by some officers on zonal railways, we were informed 
that at times even when the required stores are avail
able in the country, the extent rules aild procedures 
sta!ld in the way of making these stores available. We 
feel that the Railways should.pursue a .more dynamic 
policy of purchase rather than be led by rules and pro
cedures which were laid down a long time ago when, 
perhaps, it was the 'buyers' market. Instances were 
brought .to -our notice where limitation in the powers 
of 'Gener~ Managers in .the ·matter cif purchase o'f 
stores acted as constraints ·in overcoming the prevail~ 
ing shortages. As example we have two such ·instan
ces. One pertains to •the ·sanction ·of exgratia ·pay- : 
ments to cover the losses -sustained by suppliers ·sub
ject •to the -limit. of 5 •per cent of the 1otal·value of ·the 
contract (Railway Board's letter No. 74/RS(G)/ 
379/1 dated 25-6-79) and •the second relating ·to the 
question of splitting up of the tendered quantity with 
the stipulation that the limit of .difference in the rate 
between the ·lowest acceptable ·rate and the rate of the 
next higi:Jer offer would no't be more than 10 per cent 
(Railway 'Board's · letter No. 76/R(S)G/779/36 
dated 8-11-1979). Many controllers of stores "frarikly 
confessed that it was not possible to work . within 
either of the two stipulations in the prevailing circum-. 
stances. We feel 'that with the responsibility .of .effi
ciency and safety of railway operations assigned .to the 
General Managers, full powers should be given -to 
them in 'the matter of procurement of stores, keeping 
in view the situation prevailing ii! any particUlar part 
of the country. 

568. Risk purchase system.-According :to the 
extent .procedures, eve'n wh.en a supplier defatilts 
against .a' contract ·for genume reasons ·such as sudden 
and unprecedented increases in prices of major inputs, 
e.g. , petroleum, steel products, and such other goods 
making the contract totally unremunerative to .him, 
the. only remedy available ·to the purchase officer is to 
resort to risk purchase. This procedure, besides re
sulting in drying -up of the established source, is 'beset 
with legal comBiications, delays ete. We feel that the 

procedure of risk purchase is not conducive to mak
mg quick · alternate purchases which may be very 
necessary due to failure of the earlier contracL We 
consider that, especially in the case of ,;mall value 
purchases, a penalty for default or forfeitW:e of the 
>ecurity aepos1t of the order and/ or removal from 
we list of approved suppliers would be more appro
pnate than resorting to risk purcha,se. 

569. 'Safety items of stores.-· 'We have observed 
duflng our VISits to zonal railways that tnere is no 
uniform procedure in regard to the procurement of 
sarety Iteii1s of stores. · 1'he classification of safety 
items is mainly ·confined ·to 'loco, carriage and wagon 
pans ana many 'Vital items ·like track and sigruil fitt
.ngs are not covered under this Classification. We 
rewmmend that a comprehensive list of safety items 
or stores pertaining to different departments should 
be orawn up and procurement of such safety items 
snould be ·through ·limited tenders, otily from estab
l!shetl and proven manufacturers of such stores. 

570. Stores Inventory control.--One General 
Manager menti5>ned to us that the system of inven
tory control is outmoded and is responsible -for the 
shortages. It has been. deposed before ·us by ·the 
controllers of stores also.tnat in the present system 
or inventory control, it is the endeavour of the ·stores 
organisation ·to keep the inventory low as on ~e 31st 
March .. every year .and in doing so, ·they try to issue 
the high value items in the period .approaching the 
end ot, the linancial year. We feel that such a tproce
dure of inventory. control .is detrinlental to the avail
aDI.Ilty .ot stores at all times of the year, since the 
arising of the demand will ·not differentiate whether it 
is the end of.. financial year or not. l'his position 
needs to • be reme!lied. It has been suggested to us 
that. the average of 12 months inventory holdings 
should be taken ·into -account and the present system, 
based on the value of inventories at the end of the 
financial year, ·· should be discontinued. We reco'm
mend cthis •for the consideration of 1he ·Railway Board. 

·sn. 'Difficulties ·in ·movement ·of · stores.-The 
movement ·of stores was l!iven as a serious problem on 
some. of the zonal railways. ·Some controllers of stores 
mentioned, 'that even ·thougi:J certain stores were avail
able, ·movement 1hereof was difficUlt 'because of gene
ral ·restrictions 'in booking. We find that carriage of 
railway materials ·has been accorded priority 'C'. Even 
though ·instructions are 'there that materials meant for 
railway consignees should be exempted from booking 
res!£ictons, this is not adequate and problems in the 
field ·are •stated to arise very often. We feel that rail
way· materials should be given priority 'A' and should 
be ·exempt Jfrom all booking restrictions. 

'572. Materitils management,.;:_The science of Mate
rials 'Management is now -quite highly developed and 
procedures and norms are available for ensuring COIIl
tinued availability of a wide variety of stores items: 
without ·carrying excessive inventories and also with
out running .into frequent stock-outs. We did not find 
mm!h e'Vitlence on the Railways that these modern tech
niques have ··been used ·to any significant extent. ·In 
view of the large variety as well as value of inven
tories which the Railways have necessarily to carry, 
we are convinced , that unless modern materials 
management systems are followed on the Railways 
th~ position '\Viii not improve. · ' 



CHAPTER XVIi1 

OVERVIEW 

573. SafetY Performm~ee.-· It is natural that news 
of any accident on the Railways resulting in deaths 
and injuries to per6ons, causes ·a ·feeling of alarm 
among people. Our enquiry, however, does not show 
that during recent years, taken as a whole, consequen
tial railway accidents have shown !!JlY ldgnifi.cant rise 
in number or in incidence,. nor for that matter, any 
significant fall. There have, no doubt, been some 
variations in their number from year to year; but 
these have ·been fairly narrow. As compared to the 
period covered by the Wanchoo Committee, . the 
annual figure as well as the incidence of accidents 
per million train kilometres has b~n distinct! y lower 
during the period since 1968. 

· 574. During this period, railways have laid about 
4300 kms. of new run:ning lines, introduced a number · 
of new trains, some of them fast and superfast and 
also increased the number of coaches on a number of 
trains, and on the other hand, lJ,ave suffered from 
~ . sev~re handicaps like , paucity of resources, 
difficulties 1iJ. procurement of stores for maintenance 
and re.I>lacem~nt, ~neral aging of track and rolling 
stock, mcreasmg pilferage and miscreant activity in 
parts '?f the country and an ero.sion of discipline ahd 
a~thonty_ among railwaymen as In the society at large. 
y1ewed m this context, the performance of railways 
m the field of safety is not to be scoffed at. 

~7~. Vast num~rs ?f humble rail'Yay employees, 
maJonty of them With little or no education ahd far 
from well paid, scattered over far , · comers of the 
e:ountry, wor~g in uncongenial and difficult condi-, 
lions on the line, at isolated wayside stations in work
shops and sheds with very little supervisio~ as also 
the ollie;:~ an~ supervisors witp. ·-their . technological, 
~ administr!ltive l?Iowled~e · and skills, are respon
Sible for keepmg trams ru:nnmg. That they are doing 
so ·at the present level of safety is something which 
the travelling public. should not lose 'sigllt of in .its· 
natural alarm at the accidents which unfortunatelY 
do take place. 

· 576 .. We wo!Jld also note '\Vith appreciation . some 
of the work being done fn the Research, Designs and 
Standards Organisation, such as the scheme for gradual 
introduction of air-brakes in place of the present 
vacuum. brakes on all new ~tock to be run on super
fast trams and on closed crrcuit goods traffic deve
lopment of maintenance ~o~erances for tarclc, defining 
the parameters for classifying a bridge as distressed, 
development of concrete sleepers suitable for track 
circuiting and so on. · These and other similar work 
will undoubtedly promote greater safety on the Rail
ways. 

577. Accidents and accident statistics.-As explain
ed by us in para 12 in Part I of our Report, railways'. 

•s.e para 50 of Part I of our Report. 

~.,.., the term !'accident" not only to denote an· actual 
·.mishap, but even incidents like averted collisions, 
driver passing sigrtal at danger and failure of a loco" 
motive are classed as "accidents" althougli no actual 
mishap may have resulted therefrom. The apparently 
large figures of "accidents" every year defined in this 
broad way probably cause a degree of alarm which 
the number of actual mishaps may perhaps .. not 
cause. Sometimes, the Railway· Board itself changes 
the coverage of. the tenn '"accident" as, for instance, 
wh~n it decided sometime . ago that train partings 
which were till then being viewed as an illdicative 
accident would not be so viewed 'thereafter. We are 
of the view that Government should evolve a clear 
definition of a railway "accident" ·so as to convey 
to the public a: clear and realistic idea of its nature, 
frequency and gravity. · 
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578. We are also not satisfied about the accuracy 
of the accident statistics put out by the railways. · Our 
examination of fue accident registers at some centres · 
revealed some disparities between the entries there 
and .. the figures reported to the Zonal Adminis-
tration. , . 

579. This, however, is not to say that conditions 
on the Railways ill respect of safety provide room 
for. satisfaction or complacency. Far from it. The 
number of accidents and the toll they take of life 
limb and property is still disturbingly higll. Although 
the ~otal number of consequential a<!cidents has come , 
down, there has been some rise in "serious" acci
dents.* There are still too many avoidable hazards 
in the systems, equipment and practices on the Rail
ways and, in our opinion, much wore purposeful 
~fforts are called for to eliminate these hazards. 

58~. An acc_ident is ~aused by a specific human, 
material or eqwpment failure. But it IS also the end 
result of some weaknesses or deficiencies in the orga
nisation, systems and. practices themselves. Focus
sing on only the immediate . specific cause of an acci

. den~ without also i?entifying and rel!ledying the more 
basic weaknesses m the organisatiqn, systems and 
practices, can 'yield only very limited results. We, 
therefore, discuss below some of what we feel to be 
the basic weaknesses in t.he .hope that they will 
receive due attention at the higllest level. 

581. Organisation, systems and practices.-Trans
port of passengers and· goods by rail on a vast scale 
over long distances,.: is a gigantic industrial activity 
demanding a. high degree of J?lanning, both short-term 
and perspective speedy making and implementation 
of decisions, . quick response to changes, a higl! degree 
of accountability of personnel for results and corres
ponding . delegation 0~ authority at all levels, speedy . 
mfonnati'?n and_ momtoring systems, and so on. 
Modem mdustrial management sci~nce has evolved 



principles, meth9ds and systems suited for such tasks. 
We find, however, that both the organisation and prac· 
tices on railways are still typically bureaucratic with 
all the inevitable centralisation of-authority, pal't)r 
work; voluminous imd complicated rules, elaborate 
procedures, long delays and ,low accountability that 
go .with bureaucratic systems. The inherent inertia 
and inefficiency of the systel!l affects safety also adver~ 
sely. In _Part I of our Report, we have ,highlighted 
how a number of recommendations of the Wanchoo 
Committee and even of the - Kunzru Committee, 
accepted by Government; have remained virtually un
implemented. In the course of our enquiry we simi' 
larly found that a ·number of modifications to rolling 
stock prescribed by the Research, Designs and Stand
ards Organisation on grounds· of safety, have no1 
been fully carried out on the zonal railways several 
vearS after these were i!i::~neiL · 

582. Poor follow up.-_ One ·of the disturbing fea
-tures of this ·state of affairs is that follow-up of the 
implementation of -decisions and directives emanating 
from the Railway Board· is very .poor. We found that 
the Railway Board often issues a directive on a deci
sion taken . by it and . sits back without ensuring that 
action at lower levels is in fact taken to give _. effect 
to the directive. On the other hand, whenever some
thing new needs ·to be done on a zonal railway for 
which there is no authorisation from the Railway 
Board, the zonal railway makes a reference to the 
Railway Board and sits back awaiting a- decision. 
Very little action results although long correspon
dence to imd fro often goes on. -Even on such fairly 
straight-forward matters. as adoption of a dependable 
type ·of speedometer for' locomotives, track circuiting 
at all stations or developing adequate productive capa
citv for concrete st~rs or manufacture of hydraulic 
buffers for terminal stations, · -the present situation 
continues to be totally unsatisfactory · althoul!h vears 
.have passed since the necessary . policy decisions 
were taken. This, we feel. is the result of a way of 
working which is more related - to administration of 
a secretariat than to management of a vast transport 
service. 

583. Research, Designs and Standards Organisa
tion.-The bureaucratic culture ·of the . railways has 
not spared even the research activity. The Research, 
Designs and Standards OrganisatioQ. is officially the 
sole centre of all research activity on the railways and 
little use is made of the large technological facili
ties and expertise existing in the 'major production 
units and workshops, as also of the several institutes 
of advanced training in . different· r;lilway disciplines, 
for any research and development work. On the' 
other hand, ResC?Tch, _ Designs and Standards Orga
nisation· itself is not left free to concentrate on research 
exclusively,· but is burdened with various _ other 
jobs li1ce testing, inspection, answering queries from 
zonal railways and so on. Its budget is inadequate 
rnd due to the bureacratic systems and · rules. and 
the adoption of the same· job hierarchies and. raY 
sca!es operating elsewhere on the railways, it finds it 
impossible to attract and keep really top class talent 
for research. The RDSO does not still have a com
puter (although it expects to get one soon) with 
tlJ.e zonal railways ins.talled computers years ago. Nor 
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does the RDSO have a test track which it bas been 
demanding for years. We have dealt with these prob
lems elsewhere in this Report. 

584. Financial Resources.-A major threat to 
safety on the railways arises from the fact that while 
adequate financial resources facilities and materials 
are not available to them for optimum upkeep of 
existing track, rolling stock, signalling equipment and 
so on, they· are under constant pressme to extend 
their services, and superfast services at that, lav new 
lines an~ increase the loads. Unless a judicious 
balance is struck between meetlng people's demands 
on the one- band and the capability of the railways 
to devote adequate resources for proper upkeep of 
their assets on the other, .it must ·be realised, hazards 
to trains 'are bound to increase. · 

::ns;:,. l:'rocurement and supply,-The problem of 
proper maintenance of railway. assets is further a!(gra
vated by the difficulties in procurement of necessary 
stores, spares,' rails. sleepers,. track_ fittings, etc. A 

·part of these difficulties is, no doubt, due to the .over
all shortage of these materials in the country. com
pounded. by acute power shorta!!C and industrial un
rest: But at least a part of the difficulties arise from 
the failure of the railways to genemte and encourage 
ancJ1lary units· for the production and suoplv of various 
kinds of stores instead of dependin.l! heavily on a 
few established smir<"es in a . particular _ p3rt of the 
country. The overall centralised purcha~e an~ •!ores 
organisations on the zonal 'railwavs and the dilatorv 
purchase mocedures. slowed down further bv fear of 
CBI .and Vi!!ilance, have also beeri a dral! on ~'!leedv 
mocuremen~ and snooty of necessary stores and spares 
to the. consuming poius. 

. 586. Track ·renewak-The funds :tllnca•ed bv 
.Government to the railways for renewal of owmJ!;ed 
tr•r.l<s. havf' :tlW>Ovs- heen for -•hort of, 1'-"QUirements 
with the- result that the condition of- track in somP. 
part~ of the counf"V bas deterioratPd - seriou~lv and 
rail . fraciure<i. are , ber.ominq more frMllPTit. lJ~ of 
TI),OOeY'T! equi'nment like nlfTasonic rail-. flew rf~tectors 
J,a•. fortunately ... fo'rl'otl!lled maior · c'ltastronhiP• nn 
this •r.connt so far. .We mt•st warn. l>owevP.T, that tne 
raoidlv risimr i>roportioh 0~ overal?ed. track 'lnd tbe 
P.Xceedinelv slow oare of renewine it,' can onlv result 
in .' serious aelrravation 'of hazards to train move
ment .. 

587. The net. financial burden on account of new 
rails •for. track renewals may not be very large since 
'the scrap value 6f bid' rails • is by no means small. But 
the finance and accounting procedl!res on railways do 
not seem to permit the scrap value of old rails to aug
ment the resources allocated for track renewals. Simi
)arly, although the RDSO earns a tidy sum through 
it.s consultancy service~, that sum is not available to 
that organisation to aul!llleht its all-too-meai!Ie bud
getary allocation. 

588. 'Pricing policy.-· Differences over pricing seem 
to have been a cause of inad!Xjuate availability of 
some important materials like rails of different sizes 
and quality, even though capacity exists in the =~ 
try for producing these. Such differences, we feel, 



need to be speedily resolved, with the help of the 
appropriate Government agencies like the Bureau of 
Industrial Costs and Pricing if necessary, so that 
avoidable scarcity of materials does not handicap 
railways. 

589J Impurts.-Governmilet has been reluctant. to 
import items like speedometers, ·scotchlite etc. which 
are needed from safety considerations but are . not 
indigenously. available. Development of indigenous 
capability was also not vigorously pursued. We would 
stress that there should be• no hesitation in importing 
vital safety items till adequate iildil1;ehous capacity is 
established: 

590, Manpower.-In the name of economy, · we 
also find severe constraiilts have been placed on rail
ways iii deployiilg the manpower needed for operation 
and maihtenance,. The. picture here. is rather confus
ing, At some senior levels, _railway officials assert. that 
there is no ban on creatinl} posts that may be .need
ed especially. on considerations ot safety. At the 
iiltermediate and lower levels, however, the. exp.erience 
seems to. be that it is virtually impossible to get ad.di
tional. manpower even when a very sound. case. exists 
for it, unless what. is termed "matchiilg . surrender" 
of existin~, posts is agteed to. In practice, it appears 
to us, although perhaps .an absolute ban, .in terms,. on 
creation of posts may not. be in. force, the elaborate 
rules .and time-consumihg_ procedures. coupled with ~ 
concept of matchiilg. sm:render has resul!_ed in a vir
tual ban operating de facto. 

· 591~ The problem of iiladequacy of manpower in 
several important area.S is further compounded by the 
llie exceedingly tardy procedures of recruitment ~bich 
we have discussed elsewhere. This results in snch 
lohg delays, generally ranging from 18 to 36 months, 
in filling up vacancies that the manpower actually 
availab1e at a given time is often far less than even 
reauired' for normal· work. not to speak of adequate 
IIllirgins or periodic rest, leave and' trainee reserves. 

582. The supervisor-to-staff and officer-to-staff 
ratios. nn the,. railways contihue to be_ exceedingly. low 
although the Wanchcio Committee had iilvited. point
ed attention to these over a decade ago. Besides. the 
intake of . adeqvately qualified direct recruits at. both 
the officer and. snoervisor levels is :very low. A 
large proportion of officers have come up by promotion 
and manv of them have not had the . benefit of ade
quate higber education to enable them to keep pace 
with· the demands which higher nositions and chang
in e. technoloi!V make on them. The railwavs iii our 
view thus. suffer from an inadequacy. of higher- tech
nological and mahagerial talenf compared to their 
needs. 

593. Personnel mana{!ement.-A grave deficiencv 
iTI the railway ore:anisation bas been the ne11:lect of 
the personnel mana11:eme'nt function. In fact. the 
function as understood in modern management think
ine-. seems to have be..n recognised on the railw~ys 
onlv verv rece'ntly, and a· set up of adequate st.Ze 

96 

and quality to discharge this function effectively, is 
still absent. This has made it difficult for the admi
nistration to successfully cope with problems of emp
loyee discontent, inter-union rivalries, erosion of dis
cipline, deciine in work sta'ndards and general dilution 
of' skills. The organisational inadequacy in 'this res
pect has been compounded by extran·~ous pressures, 
mainly from political quarters which officers find diffi' 
cult to resist. 

'594; Dilution of skiils, erosion of discipline.-We 
found a distinct· dilution of skills, erosion of dis• 
cipline al!d · consequent decline in work standards and 
a· feeling of helplessness among first line · supervisors, 
and even among quite se'nior officers in coping. with 
these problems. Better personnel management prac
tices and skills, speedy redressal of employees' grie
vances and well-thought-out welfare programmes on 
the one hand and firm and fair handling of specific acts 
of• indiscipline or poor work performance on the 
other, need· to be purposefully adopted to meet the situ
ation'· Otherwise, upkeep and maintenance of .. rail
way assets to the desirable safe standards and obser
vartce of- safe operating practices will lr.,come progres
sively difficult. 

595, Law and order.-Railways have been seriously 
handicapped in· their· work!, at• least· in some parts 
of the country, by he generally disturbed law and 
order• situation· there. Stealing of fittings and· com
penents· from signalling equipment, track, rollihg stock 
and even·. from electrical overhead installations. adds 
greatly to· the difficulty of. maintenance; Threats. to 
railway, staff, esoecially. drivers, from· the travellmg 
.public on suburban· sections. .sometimes even- force 
them to • disregard safety requirements and rules. · The 
cooperation between- railways- ahd the State law and 
order- authority, we find; needs. to be greatly improved 
to·· effectively curb such. miscreant activities. 

596. Power. shortage.-Sbortage of. power supply 
has. become. a- serious, drag_ on. the production, un_its 
and. workshops of the railways as ~n other. in~ustnes 
in most parts of the country. Thts shortage IS · not 
likely to end soon a'ri~ the railways h.ave . to devise 
their. stratei!V, for. keo~ptng wor~ gomg ms!'1te of the 
shorta"e:.. .. Thought must· be wven forthWith- at the 
bighestlevcl-to all possible options like in~tallation of 
captive generating capacity, securint?: for- railway work
shoos .and oroduction-units the same Priority. in power 
supply as .is available for .traction, and so on, if more 
serious difficulties causing unsafe. conditions are to be 
forestalled. 

597. Som~ of the above.iactors are external to the 
raiLways. But many of them are symptomatic of the 
basic weaknesses and deficiencies .in their organisation, 
systems and. practices. In either case. thev contri
bu1e to creating u'nsafe conditions ·on the railways. If 
these. persist. the efforts to remeilv specific unsafe 
factors in the various areas of railwav working are 
likely. to g~t stultified and will not yield the expected 
results, · 



S~Y OF RECOMMENDATlONS 

We summarise in the following paragraphs -the 
recommendations made by us in Chapters ill to XVII 
of this part of our Report. 

CHAPTER-III : THE HUMA!f_ ELEMENT :-

1. The Rlillways should set up speedily an adequate 
personnel management organisation manned by ~r
sons with proper professional training and the nght 
aptitude and such organisation should reach all levels 
and points on the Railways at which administration 
has to deal with large number of employees. 

(Paras 119-121) 

2. The departmental officC<rs and supervisors who 
have to lead, take work from and look after the pro
blems of workers, should be adequately exposed to the 
various subjects, concepts and skills in the area of 
management of people. (Paras 119-121) 

3. An effective personnel management organisation 
backed up by an attitude of scrupulous fairness and 
a genuine concern for the workers as people should 
provide administration witj:J, the capability of d~g 
with the factors leading to erosion of discipline and 
decline in work standards. (Paras 122 & 123) 

4. There should only one recognised employees 
union on such railway with a recoguised federation at 
the apex. . .. (Para 124) 

5. The only way of discouraging category-wise 
unions seems to be for the administration to ignore 
them entirely, taking care at the same time to speedily 
resolve the problems of different categories of workers 
when these are brought up through the recognised 
unions. Administration must consciously builii up its 
capability to cope with the temporary dislocations in 
operations forced .by the category-wise unions. 

(Para 125) 

6. Membership of supervisors in staff unions is not 
consistent with the position of supervisors as a part of. 
the management. The exact modalities of how this 
is to be achieved requires consideration by the Go
vernment. (Para 126) 

7. Firmness is as important as fairness and sympathy 
in administration's style and strategy for dealing with 
its employees. It is the responsibility of the higher 
echelons of Railway Administration to create confi
dence among front line supervisors and officers that, 
so long as they act in good faith and are not high
handed or vindictive, they will be backed in ensuring 
discipline and proper work-standards. Equally, 
Government also must act in such a way that the hands 
of administration and its officers and supervisors are 
not weakened by extraneous political pressures. 

(Paras 127 & 128) 

8. Redressing grievances should be treated by-t1le 
administration not as a welfare activity, but as exten-
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ding to the employee his rightful due and the neces
sary sense of urgency brought to bear on this activity. 

(Para 129) 

9. The Railway Board must give serious thought to 
the question of adequately manning the Personnel 
Branch so that each employee is given his righful due 
within a reasonablC! time before it shows up as a griev-
ance. 

(Para 130) 

10. To remedy the situation created by sanction of 
awards concerning pay of staff which take retrospective 
effect, all awards should have prospective effect. In 
case of an award with retrospective effect, Government 
should indicate the lump-sum paYJJ.lents which should 
be made to staff, thus obviating the need to go into old 

·records l!Ild detailed calculations. 
(Para 131) 

u. roeasures 10 oeu:mralise perso!olllel functions to 
stations with a large strength'of railway employees and 
major sheds should be adopted by zonal railways on 
the lines being tried out by the Southern Railway. 

(Para 132) 

12. Greater attention should be devoted to welfare 
in the real sense of the term and not confuse it with 
normal grievance redressal function of the administra
tion. (Para 133) 

13. Rational determination of the optimum work
load of welfare inspectors should be undertaken. 

(Para 134) 

14. (i) 'rhe Railways should consider expanding 
schooling facilities for employees' children greatly. 

(ii) Large schools with residential facilities should 
be established in cooperation with the Central Schools 
Organisation, at a fairly large numbr of suitable loca
tions, distributed all over the C!Juntry. (Para 135 

& 136) 

15. (i) It is important to see that no accident is 
liable to occur due to people not fully qualified being 
given posts which are concerned with the safety of the 
public. 

( ii) While special P!OVisions for promotion of Sche
duled Castes/Scheduled Tribes employees to safety 
categories, take some care of the efficiency of the pro
motee, they do not appear to consider the effect of 
such promotions on persons who have been superseded, 
and feel frustrated and disheartened. The depth and ex
tent of frustration caused and its ill effects on safety of 
railway working should be studied further. 

(Para 138) 

16. Psycho-technical testing should for the present, 
be used in the spirit of counselling procedure to help 
the employees to improve their performance. 

(Para 139) 



17. All staff initially recruited in Class IV category, 
who by promotion may occupy positions vital f?r _safety 
in tram operation, should also. be ~rought Wl~. t):te 
scope of psycho-technical testing nght at the 1mtial 
recruitment stage. 

(Para 139) 

18. Directorate of Psycho-Technical Research should 
be set up in the RDSO which would pursue the vari
ous areas of testing of staff and research in applied 
psychology having relevance to safety in train opera
tion. (Para 140) 

19. The Directorate of Psycho-Technical Research 
should have greater interaction with the departments 
of applied psychology in Universities and other insti
tutions. (Para 141) 

20. In structuring the proposed Directorate of 
Psycho-Technical Research in the RDSO, the inadequ
!lcies of the present cell and the guaranteering of rea
sonable prospects for personnel in this Directorate, 
commensurate with those obtaining elsewhere, be kept 
in view. · (Para 142) 

CHAPTER W: RECRUITMENT TRAINING 
AND PROMOTION POLICY:-

21. Arrangements must be made to streamline the 
recrwtment procedures so as to make available can
didates as soon as vacancies arise. (Para 143) 

22 .. Direct recruitment to the category of firemen 
grade 'A' should be reviewed with immediate effect. 

(P~a 145) 

23. (i) The scheme of training apprentices in rail
way workshops should be revived forthwith. 

(ii) 50 per cent of the vacancies in the skilled 
cadres in workshops should be filled from trained ap-
prentices. · 

(iii) The remaining 50 per cent vacancies in the 
skilled cadres should be filled from amongst railway 
men in lower grades with minimum educational 
qualifications of 8th class. They should receive in
tensive training for an appropriate period, and be sub
jected to a suitable trade test before being absorbed 
in skilled categories. · · , 

. (P'ara 148) 

24. In order to meet the larger requiJements of 
electrical signal maintainers in Grade I :- · · · 

(i) 50 per cent vacancies in Grade I, should be 
filled by direct recruitment from graduates in Physics 
and Mathematics or diplomas holders . in Electrical/! 
Electronics Engineering followed by one year train~ 
ing. The remaining 50 per cent should be filled up 
by promotion. 

(ii) In Grade II, all vacancies should be filled by 
promotion from Grade m. 

(iii) In Grade m, the existing practice of fillinm 
50 per cent by direct recruitment should continue •. · 

(Para 150) 

25. Direct recruitment for mecha.ni.cai signal main
tainers Grade ill should be given up, as this category 
is being fast displaced by electrical signal maintainers. 

(Para 150) 

26. (i) &ignal inspectors should maintain, in addi
tion to signalling, common telecommumcation equip
ment in their jurisdiction after some initial training 
Telecommunication inspectors should be entrusted 
with specialised communication installations like Mic
rowave, VHF and other wireless equipment and large 
telephone exchanges. 

(ii) Lateral recruitment in the cadres of signalling 
and telecommunication inspectors should take into 
account a, minimum of three. grades of promotion, for 
each level of recruitment. 

(iii) The minimum educational qualification for 
signal and telecommunication inspectors Grade m 
(extent 40 to 50 per cent) shquld be a diploma in 
Electronics/Telecommunication Engineering and for 
inspectors in intermediate Grade II (extent 25 per 
cent) it should be a degree in ElectJ:onics/Telecom~ 
munication ~ngineering. · 

(iv) The requirements of signa,l inspectors and 
telecommunication inspectors for recruitment purposes 
should be combined. 

. Vacancies should take into account, both permanent 
and temporary cadres · including · the anticipated 
requirements for works, deputation tl) RITES, RDSO 
and countries abroad. 

· (v) All the Railway Service Commissions should 
synchronise their time table for recruitment of appren
tices signal and telecommunication inspectors in the 
initial and intermediate grades. 

(Paras 151 to 153) 

27. The field of selection of welfme inspectors should 
be eularged to cover other departments also; persons. 
with the required aptitude~ and qualifications in social 
work should be inducted into the. welfare organisation 
and trained. (Para 154) 

28. In the lowest recruitment grades in Class IV 
category; 'including casual labour, only persons with 
minimum educational qualification should be recruited. 

(Para 155) 

· ·29'. Officers cadre planning must be taken up in 
all seriousness to mitigate the acute scarcity of Class I 
(Category A) officers and to .correct the imbalances 
which have occurred in different departments and in 
the divisions. · · 

(Para 156) 

30. Ways and means should be found of injecting 
adequately qualified engineers at different levels in UJe 
workshops, production units and open line. · 

(Para 157) 

31: All factors which stand in the way of full utili
sation of the available training capa~;_ity should be iden
tified' and remedied at the earliest. 

(Para ~61) 



3 2. The subject of training of stiff and officers should 
be placed under the charge of a senior officer of the 
Personnel Department in the headquarters of each 
zonal railwa-y. 

(Para 162) 

33. Before the trainees proceed on training courses 
advance TA should be paid to them for the whole 
period of theior course. · ((Para 163) 

34. Adequate capacity for the refresher ·training 
of .singal inspectors should be generated and utilisation 
thereof also ensured in greater measure. . . . 

(Para 164) 

35. Training of signal artisan staff, and promotional 
and other special courses should be. decentralised and 
conducted in the zonal training schools where teaching 
could be done in the local language. 

(Para165) 

36. Feedback on failures of signalling and inter~ 
locking gear and reports of accident enquiries, where 
signalling was held to be a cause, should be sent to 
the signal training schools and instiutes rej!Ularl y. · 

· (Para 166) 

37. The signal and zonal trai!Iling schools/institutes 
shou'd be fullv equiopo..d with models and equipment. 
Provision therefor should be made in the project 
estimates of all new installations. (Para 167) 

38. Regular training courses. should be conducted 
for loco maintenance staff. (Para 1,6'8) 

39. (i) The policy of selection of diesel and ~lee
ric drivers should provide avenues for drafting surplus 
staff from the steam side and direct recnrltment from 
the open market. 

(ii) A minimum standard of education may be 
laid down for the selection of diesel and electric dri
vers from. the steam side as well as for direct recruits. 
· (iii) Selected staff should be put thro~e:h an inten
sive training course in the Diesel/Electric training 
schools. (Para 169) 

40. Training in signai!ing matters covering special
ly sil!'nal asoects and failures thereof, should form a: 
part of _syllabi• for refresher traininf! to drivers. · Lec
tures covering ill-effects of drue;s, liquors and intoxi
cants on the reflexes of a person,, especially drivers 
and other running staff, should also form a oart of the 
syllabi. · (Par~~: 171) 

41. (i)' All staff in the carriap:e and wa!(on depart
ment on first promotion to semi-skilled, skilled and 
hil!hly-skilled !(Iades should be !!Wen intensive trairi
.in!! for an aonmnriate period before they are placed m 
their new ·positions. · · · 

· (ii) Safaiwalas of the carrta!!e and waf!on denatl
;ment who have been oromoted inlio' semi-skilJed/ 
skillPd · l!rade shoulrt be .riven special intens;ve courses 
~t the earliest. The course content should take into 
~ccount . the educational backf!Ionnd of such staff. 
· .· (iii) Refresher and vocational traiDing co:n-Ses 
mllst be planned for train examiners and other arfi. 
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san staff at regular intervals. It should be ensured 
that the staff are regularly spared for these. 

(Para 172) 

42. Train Examiners should be regularly sent for 
training at the ~tegral Coach. Factory, Perambur. 

(Para 173) 

43, Artisan staff in workshops should be given re-
gular refresher and vocational training. There should 
be a proper system for monitoring their training. Such 
staff should not suffer any monetary loss while they 
are away-:on training. (Para 174) 

44. Regular training courses, includi!Ilg refresher 
training, should be given to operators and mainte
nance staff employed on ultrasonic rail flaw detectors .. 

(Para 175) 

45. Welfure inspectors should be given adequate 
arid appropriate training to enable them to take up 
effectively the welfare activities of staff. 

(Para 176). 

46. Persons of high calibre having aptitude for 
teaching, should be posted as instructors i!Il the 
schools/institutes of training. Such persons should 
undergo instructors training course before taking 
over charge. (Para 177) 

4 7. Instructors in training schools should be only 
in the highest grades of supervisory staff, namely, 
Rs. 840-1040 and Rs. 840-1200. (Para)78) 

48. Heads of zonal training schools should be selec
ted from one of the 5 major departments concerned 
with safety of train operation. They should ordinarily 
have a tenure ef not less than 3 years. 

(Para 179) 

49'. l'he Railway Board should find ways and 
means of ensuring that staff who fail in refresher 
training course, are not employed on train passing 
duties till they pass 5uch a course. · 

(Para 180) 

50. Before taking over charge, 'a Class II officer 
sbi:5uld be given adequate training. 

(Para 181j 

51. The required number of trainee reserve posts 
for running staff as well as staff directly connected 
wi1h safe working of trains should be created without 
anv further delay and positions filled up at the earliest. 
It shoilld also be ensured that staff connected with 
safe. working of trains are sent for refresher training 
at the prescribed intervals. (Para 182) 

52. Deouting of officers to seminars and short term 
courses should be left to the General Manager who 
should be _given full powers in this matter. · 

(Para 183) 

· · 53; · (i) The faeultv at the Railwav Staff Colle<>e 
V;a~Ot!ara are should be strengthened in the major dis: 
c1plmes. 

f~? Maior disciplines should be nroviclerl with 
!echmcal o~ researc~ assistants to help the orofessors 
1n developmg stlldtes and research programmes. 
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(iii) There is need to revise the scale of honorarium 
for visiting lecturers. 

(Paras 185 to 137) 

54. Some urgent steps will have to be taken to 
modify the promotion policy to mitigate the more 
&laring aspects of discontent amongst staff. . 

(Para 190) 
CHAPTER V 

OTIIER STAFF MATTERS 
55. Essential categories of staff should be allotted 

quarters on priority near the place of work. 
(Para 191) 

56. (i) Construction of new staff quarters should 
be taken up for specific categories of staff like drivers, 
guards, firemen, assistant station masters etc. to im
prove their position of housing. 

(ii) The entitlement of railway accommodation to 
drivers, guards and such other essential categories of 
staff should be reviewed so as to enable them to take 
proper rest. 

(iii) Railway staff at divisional and headquarters of 
zonal railways, workshops, etc. should be encouraged 
to build their own houses to ease the pressure on 
railway accommodation. Housing cooperatives 
amongst railway workers should be encouraged and 
incentives given by way of easy loans and allotment 
of spare railway land. 

57. Leave reserve percentages for different cate-
gories of staff should be reviewed in the light of pre
sent leave entitlements of staff. 

58. (i) Running rooms should 
individual cubicles in which staff 
disturbed. 

(Parii 196) 

be provided with 
can take rest un-

' (ii) Provision of basic necessities like clean linen, 
mosquito nets, adequate water supply,. electricity, etc., 
should be arranged and sanitary conditions improved. 

(iii) Ways and means should be devised by the 
Ril.ilway Mministrations to insulate running rooms 
against misuse by outsiders. · 

(iv) Running rooms should be located in close pro
ximity to the place of duty. 

(v) Triiined cookS should be provided in running 
rooms to meet the needs of staff fully. 

(vi) Railways should also consider establishing 
regular canteens in the larger running rooms. -

(Paras 197 & 198) 

S9. (i) Crew reSt vans should be provided with 
cushioned berths, lighting, fans, water, cooking facili
ties, bathrooms, etc. -

(ii) Developnient.of proper type of crew test van 
in place of the existing 4-wheeler should be considered. 

· (Para 199) 
60. :ASseSsment of the fatigue level in nihning/statioti 

Staff in performing duty at night vis-a-vis day should 
be studied by the RDSO. This should.form a rational 
basis for determining the limit of duty houn during 
night time. (Para 200) 

61. The jurisdiction and workload of premanent way 
inspectors should be reviewed. 

(Para 201) 

62. (i) Permanent way inspectors must be relieved 
of the stores charge under them. 

(ii) Permanent way stores depots each under the 
charge of a store keeper, in appropriate grade, should 
be set up, one for each sub-division on the open line. 

(Para 202) 

63. Adequate assistance should be given to perma
nent way inspectors to look after establishment maters 
properly. (Para 203) 

64. Yardsticks should be laid down for the workload 
of inspectors of works on the basis of which their juris
diction should be rationalised. 

(Para 204) 

65. The workload of assisfant engineers on the open 
line should be studied and their jurisdictions rationalis
ed. 

(Para 205) 

66. (i) The creation of a traction cadre consisting 
mechanical and electrical engineers, who would be res
ponsible for the maintenance and running of diesel and 
electric locomotives, should be considered. 

(ii) The workshop cadre should be separate from 
the traction cadre. 

(Para 206) 

67. Encouragement should be given to an officers 
and supervisors to take up membership of technical and 
professional institutes and societies in this country as 
well as abroad. Membership fee and subscription paid 
by all offic~rs to one national and one international 
institute/society and that paid by senior supervisors to 
one national institute/society should be reimbursed. 

(Para 208) 

68. Encouragement should be given to officers and 
. sfuff to acquire higher qualifications by providing them 
with facilities and granting incentives. 

CHAPTER VI 
PERMANENT WAY 

(Para 209) 

69. Rail, section 60 Kg per metre should be laid not 
only on sections carrying traffic more than 20 gross 
million tonnes but also on other routes where the den
sity of traffic may not have reac;bed th'at level but may 
be rapidly increasing. 

(Para 212) 
70. Use of rail section 41.61 Kg per metre (90 lb 

per yard) on selected metre gauge sections is a step 
in the right direction. This together with rail seCtion 
37.13 Kg per metre (75 lb per yard) should progres
sivelY replace 29.76 Kg per metre (60 lb per yard) 
and lighter rail sections on metre gauge routes. 

(Para 213) 

· 71. The standard of traclC in yards should be up
graded in keeping with the standard prevailing else
wher~ on the running lines. In doing so priority 



s~ould be given to tracks in important yards which 
handle large volumes of traffic. 

(Para 214) 

72. The requirement of funds for track renewals 
should be viewed by Government as an essential input 
for saf~ty and sbould get commensurate priority. With 
escalating costs of renewals, unless much larger finan
cial allocafions are made, with immediate effect, the 
backlog will get totally out of hand. 

· - (Para 215) 

73. The condition of track from Gauhati to Furkat
ing, on the Northeast Frontier Railway is far from 
satisfactory even from safety standards. Track rene-
wals on this and other similarly 'distressed' sections 
should be taken up on an urgent basis and completed 
within the shortest possible time. (Para 216) 

7 4. The Railway Board should draw up a time-
bound programme for upgrading the track on branch 
lines, which should be completed prior to the intro
duction of heavier axle locomotives on these lines. 

(Para 217) 

7 5. Guidelines be laid down regarding the percen• 
tage of unserviceable sleepers that can be permitted in 
track and the extent of speed restriction which should 
be imposed with their progressive increase. 

(Para 218) 

76. An all-India Orgiinisatiori under a separate 
General Manager shoUld be set up for planning and 
execution of track renewals on the Railways. 

(Para 219) 

77. The question of pricing of iii1S which iS seri
ously affecting supplies to the Railways must be look
ed into by Government at the highest leveL 
Conditions should be created so that the Steel PlantS 
meet the requirements of the Railways in full. 

(Para 220) 

78: Relea8ed rails should be reprofiled before being 
relaid in frack. As a first step in this direction, 44.61 
Kg _per metre (90 lb per yard) rails released from 
broad gauge track must be reprofiled before these are 
relaid in metre gauge track. 

(Para 22u 

79. For monitoring of the riiil wear, use should tie 
made of the system of automatic rail wear inspection, 
with a self-propelled vehicle. 

(Para 222) 

80. ArrangementS for supply of wear-reSistant railS 
by steel plants must be finalised early to meet the 
recurring requirements of the Railways. 

(Para 223) 

81. Development and manufli~rc: of -~ic!C web 
rails should be undertaken on a pnonty basts. 

(Para 224l 

82. Production capacity for concrete sleepeni, on 
both the broad and metre gauges, must be developed 
speedily for a long~term remedy of the problC!D:_of un~ 
serviceable sleepers. (Para 225} 
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83. Necessary org;misation must now be provided 
in the Civil Engineering Depilrtment to sustain the 
effort for procurement of permanent way fittings. 

(Para 226) 

84. Ordering of permanent way materials required 
for track renewals and financia:I commitments 
therefor should be ensured well ·in advance, so that 
supplies are received in time to carry out the work 
during the fiscal year itself. · · 

(Para 227) 

· 85. The Railways must make full use of the avail
able concrete sleepers for track circuiting works. It 
should also be ensured that concrete sleepers are laid 
in continuous lengths to avoid discontinuity in traciC 
structure. 

(Para 228) 

86. (i) The ballasting programme on the RailwayS 
must be speeded up to meet the requirementS for re-
coupment of ballast on the basis of accepted norms 
Adequate funds for this purpose ·should be made 
available. · 

(ii) The functioning of ballast trains should be 
streamlined by providing adequate traffic blocks and 
suitable motive power. . (Para 229) 

87. The serious problem created by miscreant acti
vity on certain sections of the South Eastern Railway 
in removing stone ballast from track :md disturbing 
the packing under the sleepers, should be taken up by 
the Railway Administration with the State Government 
at the highest leveL (Para 230) 

88. (i) The strength of permanent way ganr,1 
should be correta:ted to the maintenance practices in 
vogue and the track structure actually oblllining. 
Arbitrary cuts in ihe hope of introducing modem me
thods of track maintenance/track structure will not be 
ratfo'nill. · 

(ii) Fmiilisiiion of the gang strength formula: should 
not be dela,yed any longer and the strength of gangS 
must be rationa:Iised on its basis within the shortest 
possible time. (Para 231) 

89. (i) 'Service' tolerances, indicating the limitS 
beyond which track will need attention, must be laid 
down for various speeds and ·categories of tracks in~ 
eluding branch and unimportant lines. · These must 
be rigorously implemented through an effective system 
of monitoring. 

(ii) The RDSO should examine the question of 
how much departure from the 'service' tolerances will 
be permissible without jeopardising safety. (Para 232) 

90. The Riiilways must be equipped with an ade
quate number of portable accelerometers to supple-
ment monitoring of track by track recording cars. 

(Para 233) 

91. The RDSO should lay down guidelines for 
working out the track geometry rating, on the basis of 
the parameters of track which are mohitored, for 
assessing the state of track maintenance. (Para 234) 



92. Guidelines should be laid down regiu:ding tole
rances for gauge, alignment, sleeper spacing, cross
levels,. unevenness, etc. to assist the permanent way 
staff to impose and progressively raise speed limits at 
engineering works. : (Para 235) 
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93. Speed restrictions for engineering works should 
be planned in advance and within the overall limita
tions of time provided for engineering works in the 
time table, these should become operative from a pre
detennined hour. (Para 236) 

94. (i) Engineering restriction boards must be dis~ 
played at the maximum braking distance of trains
operating on the section. 

( ioi) It must be ensured that the speed restriction 
boards are displa,yed properly and those which require 
to be lit at night are done so afiectively. 

(lii) Development of electrically lit 'speed indicator 
lamps', to take the place of conventional speed restric
tion boards, should be undertaken for use on the Rail
ways. (Paras 237 and 238) 

95. Railways should make use of AWS system on 
. track for protection of speed restrictions on sections 
where the A WS system is operative. 

(Paras 239 & 312) 

· 96. More intensive use of the track recordin~!-cum
research car must be planned. The proiects assigned 
tn this research car sliould be taken up with a senSe 
of priority so that the benefits may flow to the field. 

(Para 240) 

o? .. (1.) In mitior yards, tracks· · should be made 
~v~;l~hle for maintenance on the. basis of a· nre
·!'lanned schedule. 

' (ii) 'welifine; of rails in track, in major yards;.should 
be undertaken. · 
· · (iii) Proper cleiin:ing and maintenance of yardS 
must be ensured so as to keep the interspaces between 
tracks clear and free from ·obstruction. Drainage· in 
yards should be improved. (Paras·241 & 242) 

· · 98. (i) Schedules for testing of i:aiis with ultrasonic 
'rail flaw detectors _must ~e laid down for all tY,pes of 
tracks on the basis of IIDportance of the line traffic 
carired, ·speeds of trains, age · df rails, trend ' of rail 
fractures, etc. ' 

(ii) More determined and urgent steps should be 
taken to extend and intensify ultrasonic testing · of 
rails in running lineS. 

(iii) Adaquate number of rail flaw detectors must 
be provided on each division of the Railways to en
able regular testing of rails on running lines. 

(iv) Rails found defective by ultrasonic testing 
must ue removed from track, timely. 

(v) 'The Railways milst develop adeqmite facilities 
for repair ·and maintenaQce :)nd periodic calibration 
·of uitrasonic 'rail flaw detectors.' 1 

• • ,' • • 

. (Pa!lis 243 to 245) 

99. An arrangement should be provided on ultra
sonic rail ,flaw detectors to record the flaws in rails 
detected during testing. (Para 246) 

1 00; The Railways should go in for ultrasonic rail 
inspection cars as early as possible, with a view to 
quicken the pace of testing of rails in ruuning track. 

(Para 247) 

_01. The RDSO should carry out studies on the 
relationship between defects or flaws in rail.s and their 
propagation under actual traffic conditions, so as to 
arrive at the precise limit of defects in rails, necessi" 
tating their removal from track. (Para 248) 

102: (i) In view of the inherent weaknesses in the 
!hermit welding process, flash butt-welding of rails 
should be done to the maximum extent possible. 

(ii) All new thermit welded· joints must be ultra-
sonically tested. (Para 249) 

103. Manufacturing defects in the rails caused 21 
per cent of the reported rail faill.ures during 1977-78 . 
Some arrangement should be made whereby every 
new rail put in track is subject to ultrasonic testing in 
advance. (Para 251) 

104, (i) The Railway Board should ensure that 
information required by the RDSO for numerical ana
lysis of rail failures, is furnished by all zonal railways, 
timely. · 

(ii) The RDSO should ensure that the results of 
yearly numerical analysis of rail failures are published 
and circulated to zonal railwa,ys with the least delay. 

· (Para 252) 

105., (i) In view of .the.deleterious effect of fiat 
tyres on rails in trac-k its permissible limit should be 
reviewed by the RDSO. 

(ii) Effective means should be developed for detec
tion of fiat· tyres on rolling stock. These should, under 
no circumstances. be nermitted on running trains. 

(Para 253) 

J 06. Self-propelred access platforms must be pro
rressively ·introduced to facilitate inspection and main
tenance of bridges and ·overhead structures. 

(Para 254) 

107. The serious problem created by widespread 
'theft of permanent way fittings from running lines <?n 
certain sections of the Eastern and South Easern Rail.
'ways passing through the States of Bihar and West 
Bengal, must be taken up by the Railway. Board and 
Railway Administrations, with the State Govern
ment ( s) at the highest level. . . 

~ara 255) 
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108. The RDSO §hould undertak~ development of 
track tittmgs Wllh ll, y1~w !O m;ke the1r - pillerage 
duncult. (Para 250) 

109. The Railways must ensure that the basic 
necessity of ~ telepnone is proVldc;d at the . residence 
or au permanen~ way inspector~ on the open line. . · 

(Pru.:a 257) 

110. (i) At important stations where trains stop on 
piauorm unes, wasnable aprons should be provmc;<i. · 

(ii) Platform occupation should be planned in such 
a manner as to leave adequate time tor· the mainte
nance ot tracks on plattorm lines. 

(ni) The subject of dropping Wl\S~ from passen
~cr carrymg tral!IlS should be glVen . serious tnought. 
1.u1proved arrangem~nts need to be devised · ~o that 
platform lines no not give the impression of open air 
.~u...ues. (P~a 258) 

1...tlAPTER-VII : LEVEL CROSSINGS :-

lil. (i) Manning of accident-prone unmanned level 
crossings, on the basis of stipulated norms, must be 
left to the Kauways themselvc;g who' should comple!e 
this work withm ~e shortes! possible time. · 

(ii) Once the need for manning an unmanned level 
crossing/upgra_dmg a manned level crossing is ~::stab
lished, the work should be processed. and completed 
expenmously by the Kallways; adjustment of cost etc. 
could be settled with the §tate Gov!lrnment(s) later. 

(Para 260) 

112. Census at level crossmgs snould be coneluCted 
regularly and expeditious follow-up action taken on 
the results thereof. · (Para 261). 

113. At level crossings where opening of the gates 
becomes necessary at mght also, two gatemen must be 
prov1ned on 12-hour shift duty. Alternatively, -lC<vel 
crossings with light road traffic at night should be con" 
~idered for being kep! clo~ed during that period. 

(Para 262) 

114. (i) State Govermnents should be encourag~::d 
to uti!lise the Railway Safety Works Fund to the extent 
of ac.tual requirements, adjustments vis-a-vis actual 
share of each State, on the basis of extant . rules .of 
apportiomnent could be done on a lo~g-term basis. 

(ii) The Railways must b~ free to use accumula
tions under the Rallway Safety Works Fund for man
ning of unmanned level crossing/upgrading · of man
ned level crossings and for provision of road . over/ 
under bridges. .. · -

Arrapgements outlined above ma,y have political 
implications, however, in view of . the large numbe11 of 
accidents endangering public, which continue to take. 
place at levcl crossings, these should be worked · out 
at the highest level. · (Para 263) 

115. The rate of accidents at manned level crossings 
provided with telephones was much less than those 
without telephones. We strongly reiterate what. we 
had recomm~nded in Part I of our Repon (paras 322-

328) that telephone communication must be provid
ed at all unCI-section ml!llllc;<i level crossings within 
the shortest possible time. '(l'ara 264) 

· ·116. Speed breakers/pumps or rumble strips should. 
be proVlnea. on approaches to all 1eve1 cro:.:..ngs usea. 
by road vehicles. The anvers of '!Pproacmng road 
""ruc~.t:s _snowel be pre-warn~ anequ .. ~iy or LUe eXISt
ence of these. (Para 205) 

117. All Special, A and B class manned level cross
ings ill unCI-section should be protected by gate 
st~IllUS. Ail such level crossings in Cen!!;ausen Tranic 
Control and Automatic Stgna.w.ng temtories should 
be gwen priority. · (Para 2bb) 

118. (i) Devices in the nature of loud warning 
bells/hooters wruch are actuated by approaching trams 
should be provieled at all manned level crossmgs in 
tne und-secuon. .Priority ~houlel be given to 1evel 
crosstngs ill sections wher~ the mcinence of ace1nents 
nas been high. Such devices shoUld also be prov1oed 
at unmanned level . crossmgs frequen.ted . by road 
vehicles. 

(ii) The RDSO should develop !l warning device 
ro~ it:vel crossings, which will function satJ.srac.tortiy 
ill the conditions obtainin!! on the Rallways. 

(Par~ 267-269) 

119. The involvement of tractors in accidents at 
leve1 crossmgs has greatly increased in the :>ta•es of 
l'unjab, Har,yana and Uttar Praeles.h. The Railways 
serving these States must take up with _the State Gov
enuucu!S the que~on of tractor drivers bemg made 
to observe safety rules at level cr<M?sings. 

(Para 270) 

120. In certain areas there is high involvement of 
bullock carts in accidents at level crossings. The Rail
ways should, in consultation with the State Govern
ments, undertake a contmuous prog~;amme of educat
ing the public ih rural areas, through mass media of 
the hazards at level crossings and their responsibilities 
in this re&lll'd. (Para 271) 

121. (i) The Rahl.ways,. in consultation with the 
State. Gov.ernments, should examine the possibility of 
closing down some of.the level crossings which are 
located in close proximity •. 

(ii) New unmanned level crossings should normally 
not be permitted and if they have to be provided. the 
decisiun should be taken only at a high f_evel 

Para 273) 
' 

122. Literate gatemen only, should be posted at 
mamred level crossings having telephone communica
tions. · · (Para 274) 

, 123. More extensive trials :wtth automatic half~ 
barriers should be conducted. on non-suburban s~ 
tions, away fro~q metropolitan cities. (Para 276) 

124. The Railways must ensure that working in
structiuns are available at every level crossing and an 
assurance is taken from each gateman about his hav
inl! understood these. (P!U'a 275)_ 



CHAPTER-Vlll: SIGNAUJNG AND INTER-
LOCKING :- - . 

125. For ensll!ing minimum b~c safety of train 
operation as well as to guard agains~ denulments at 
a station, rudimenl!UY interlocking must, at least, b~ 
provided a! all stations on the< narrow ~!Jge. · 

(fara 279) 

126. Guid!ilines should be laid down for upgrading 
tht: standards of inter~ocking a! s_ta,tiOlJ!! on tne b~ 
or density and ~peed of !faffic. (Para 280) 

127. Maintenance work at sign'!lling installations 
should be ~Y~ed and spli! into i!_s yarious compo
nent unns, separatmg 1tems of rouPru: !!}aintenance 
from items of adjustments of ~gna! !!lid points fittings 
etc. requiring dlsconneoction. (P!II~ 281) 

128. Only electrical ~gnal ~tainers in Grade 1 
should be permitted to fllgn the R~ection Notice 
in J:<orm S&f j DN prescribed fD. Signal Engineering 
Manual. The disconnection notice may be Mgned by 
an el~trical ~gnal ~~er in ~ lowsr grade. 

(Para 282) 

129. (i) All problems conn~:e!ed wi!h mainte
nance o1 signalling equipment should be !horoughly 
t_:Aaiilllled and a Pf<~Ctlcable and r~tic solution 
1oun<1 ~o as to ensur~_: !he ~V'!ili!bili~y of adequate 
tinle for maintenance. 

(ii) Necessary time bloc~ should bt: provided in 
the ume table tor !he mainte~e of signallin_g and 
i:o.terlocking equipment, specially on busy sections. 
::.ucn ume blocks can also be used for integrated 
_mamtenance pro~es of ~ and overhea<l 
equipmt:nt. (Para 283) 

130. Som~: minimum recovery time m~t be pro
vided in the tinle tables which will cover detenuons 
LU trains On account Of signal failures . at !east . On 
the busy sections where important trams run. 

(P!~!:a 284) 

131. (i) At prt_:Sent the emp~ is only on 
periodical ~~sting of locking and overhauling of lever
!-fallit:S, and the e<lec_!rical signamng-portion includ
rng the circuitry does not receive such attention. All 
electrical signalling equ,ipm~iit and~ circuitry ·must be 
wspected and !Cs~ according !0 stipulated ~chedules. 

(ii) Adequate time must also ~ provided on the 
secLions to enable the signamng staff to effectively 
carry out inspection and testing of electrical signalling 
equ1pmen; 

(Para 285) 

132. (i) Only inspectors and maintainers who have 
undergone special training in sophisticated signalling 
equipment in the Indian Railways Institute ot Signal 
Engineering and T~lecommunication, Secunderabad, 
should be entrusted with the maintenance of such 
equipmen; - · - · -

(ii) A system of issuing competency ~cates to 
staff, who successfully complete training in the specia
~ed field of signalling, ~ould bt: in!fod~. While 

104 

posting staff in tlie field, specially on modern ~gnal!ihg 
mstajlations, this ~hould be ~en into accoimt" 

(P~ 286 & 287) 

133. T~ progress and the follow-up action in the 
matter of p~oviding electric ligh~g. of distant signals 
has been extremely tardy. The Railway Board, hav
ing taken a decision, shq_uld hav~ pursued it effective
ly. We stress that this work should now be completed 
without further delay. (Para 288)_ 

134. (i) Effective steps should be taken by all the 
concerned departments through more frequent inspec
tions at different levels to improve the visibility of 
s1g~ at nigh!- · - - · 

(ii) The work of electric lighting of semaphore 
signals should be p~ogresse<l at a ~ter pace. · · 

(P~ 289) 

135. For improving the visibiJi!I of colour light 
signals : -

(i) automatic voltage stabilisers be provided at 
different locations of signals; 

(ii) higher wattage bulbs, i.e. 33 watts instead of 
25 watts should be ~ed; 

(iii) improved design of douple lenses should be 
used; and 

(iv) power supply should be dra\Yn from OHE in
stead of local supply. 

(Para 290) 

136. Joint inspection of signals by si8!1al. loco and 
traffic inspectors, as per schedule, should be made more 
effective and intensive in order to ensure proper visibi
lity of signals by day and by night. 

(Para 291) 

137. All semaphore distant signals should be provid
,:d with electric signal motors, and these should be 
made to assume automatically the signal aspects, cor
responding to the position of the home signals. 

(Para 292) 

138. Colour light signamng should be provided on 
a few remaining single line sections with A.C. traction. 
In doing so, advantage should be taken of the OHE 
power supply. 

(Para 293) 

139. The conversion of semaphore signals into 
colour light signals at stations where signals of both 
types are there should be taken up on a programmed 
basis. 

(Para 294) 

140. Route relay interlocking, which aims at centra
lising the control, must be provided at the more impor
tant junction stations. 

(Para 295) 

141. Norms for failures of signalling and interlock
ing equipment should be laid down for judging the 
efficiency of the system. 

(Para 296) 



142. Signai failures mu5t be reviewed with the in
tention to learn more about the inadequacies of the 
system for taking corrective measures. 'fhe practice 
tollowed-on some divisions of the Western l<.ailway 
important signalling and interlocking failures are analy
sea· and discussed in detail along with remedial mea
sures and a:re circulated to staff in the field for guid
ance; should be followed on all !}le railways .. 

(Para 297) 

143. Signal defects or failures reported by drivers 
should receive prompt attention of the signal main
tenance staff ·llJlrl remedial action taken without delay. 

(Para 298) 

144. The station master on duty should report in 
writing or by telegram all cases of signal failures irres
pective of whether a signal maintainer is available 
round the dock or not. 

(Para 299) 

145 .. Signal failures which actually occur should be 
faithiully· recorded and reported and. there must be 
cross-checks on the. reported figures to ensure their 
veracity. 

(Para 300) 

146. (i) Shortcut methods are adoptea oy s1gnauing 
staff in,,their maintenance. work,. particularly while 
rectifying signal failures. The 'looping' or bridging of 
relays, under conditions of failure of a signal, points 
or track circuit, by signal staff, either individually or 
jointly, with traffic staff, should. be prohibited. under 
rules. 

(ii) Where any sectional release is required in the 
interests of train operation, authorised technical solu
tions like calling-on signals and emergency cancella
tion switches should be employed with built-in safe
guards for safe movement of trains. 

(Para 301) 

147. Double locking of all relay rooms by the 
traffic and signalling staff as a safeguard against tam
pering with vital equipment in relay' rooms and also 
to guard against the adoption of shortcut · methods 
should be followed. 

(Para 302) 

148. (i) Much higher allocation· of funds, will be 
necessary to complete track circuiting works within 
a reasonable span of time. 

( ii) The · installatio~ of an adequ~te. number . of axle 
counters whether by nnport or by mdigenous produc
tion, is 'not likely to materialise wit~ . a reasonable 
period of· time and, therefore, the ongmal proposal 
to extend. track circuiting using wooden/ concrete 
sleepers for the remaining stations should be proceed
ed· with and complet~d without delay. 

(Paras 303 to 305) 

149. The portion between fouling mark and ad
vance starter.. at stations on trunk routes and main 
lines must be provided with' track circuiting using 
wooden ·sleepers or axle count_ers, on high priority. 
Constraints of funds and matenals. must not be allow
ed to .stand in the way. 

(Para 306) 
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150. Track circuiting must be provided a! block 
huts also on main trunk routes where the run-through 
mam line . at stations has been trac)c.-circuited. 

(Para 307) 

151. On CTC sections where loads remain stabled 
for long periods; the Railways should take steps to 
ensure that the conductivity of rails' in such cases is 
maintained at satisfactory levels. 

(Para 308) 

152. (i) The Railway Board should give sufficient 
thought- to the design now being adopted for manu
facture of axle counte~ in regard to its reliability in· 
service. 'fhey should not hesitate to adopt imported 
designs of axle counters if reliability of indigenous 
design is in. question. 

(ii) Axle counters should be imported in part to 
cover· the interim period of indigenous development. 

(iii) The availability of axle counters, from sour
ces Within and outside the countrY, must be stepped 
up· so that works of track circuitin,11; are carried out 
on· a time-bound programme. 

(Paras 309 & 310) 

153. While• extending the Automatic Warning and 
Stop (AWS) system on all trunk routes with speed 
of 100 kmph. and above, covering all passenger and 
goods trains, recommended in Part I of our Report, 
the las!- stop signal, which is the authority to enter 
the block section, should also be provided with AWS 
equipment, in addition to the first stop signal. 

(Para 311) 

154. A>t.> equipment provided on the suburban 
sections of .the Western Railway has the necessary in
frastructure to facilitate introduction of a simplified 
system Of cab signalling, which should be provided 

·on· such busy suburban. sections. 
(Para 313) 

155. (i) An effective mouitoring system should 17J 
set up at. different levels of maintenance and user de
partments for protection of A WS equipment from 
theft and outside interference. 

(ii) Pilfer-proof housings should be provided for 
ill field equipment of AWS system ~d and the circuitry 
hould incorporate earlier warning to the driver if !he 
rack equipment is stolen. 

(Para 314) 

156. (i) In view of the serious nature and con
sequences _ of collisions on suburban sections, A WS 
system should be commissioned, on priority, on sub
urban sections of Bombay, Calcutta, Madras on a 
speedy· time-bound programme. · 

(ii) Advance planning for provision of AWS sys
tem on suburban sections of the Southern Railway 
and· Sealdah division of tlle Eastern Railway should 
be initiated straightaway. 

(Para 316) 

157. ·The AWS system should incorporate a 20 
kilometres per hour speed check so that trains, after 
stopping at an Automatic Signal at 'ON', cannot pick-
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up speed in excess thereof till a signal displaying the. 
·uFP aspect is reached. 

(Para 317) 

158. AWS equipment (of the ~ype indicated in 
Para 317) should be provided not only on all Electric 
Multiple Unit trains but also on all main line passen
ger and goods trains running on the section. 

(Para 318) 

159. As an interim measure till AWS system is 
introduced, an auxiliary warning switch to operate a 
red light in the motorman's compartment, should be 
provided as on the South Eastern Railway. This 
should be operated by the motorman when he stops 
at an Automatic Signal at 'ON'. 

(Para 319) 

160. (i) A speed limit of 20 kilometres per hour 
should be specified for normal conditions of visibility 
unde,r "Stop and Proceed" rule in automatic signalling 
and eTe territories. 

(ii) The guard should be enjoined upon, un~er 
General Rules 278 and 437, to apply the brake \'\11th 
a view to bring the train to a stop when he ob~erves 
the driver exceeding the speed re~!rictions laid down. 

(Paras 320 & 321) 

161. Motormen and drivers of trains in automatic 
signalling and cre territories should be given a 
special course of training in si~al. training ~chools 
covering all aspects of the penmss1ve working, as 
applicable to Automatic Block and Absolute Permis
sive Block Systems. 

Further they should undergo refresher courses at 
least once every year. 

(Para 322) 

Hi2. Flashing lights in the r~r of EMU t:ains, 
sinillar to those provided by the. Western Railway, 
should be provided- as a more prominent indication 
to attract the attention of the driver of a following 
train. 

(Para 323) 

· 163. (i) Technical measures suggested by a Com
mittee of Directors of the Railway Board and the 
RDSO to overcome the problems of flickering/bob
bing of signals and also display of more than one 
aspect by signals at the same time, should be imple
mented without delay. 

(ii) General Rules 277 and 436 should be amend
ed to include flickering/bobbing and display of more 
than one aspect by signals at the same time as defec
tive signals on the lines of General Rules 78 and 79. 

(Para 324) 

!64. (i) The 'cascading' principle should be uni
formly adopted on all Automatic Signalling and ere 
territories so that when the green aspect bulb fuses, 
yellow aspect is displayed and so on and, under no 
circumstances, the driver comes across a signal 
without any light due to the fusing of signal bulb. 

· (ii) It must also be ensured that not more than one 
aspect of the sign~! appears at any ?ne time, by using 
an improved des1gn of lamp-provmg relay. 

(Para :;25) 

165. (i) Railways shouid take steps inciuding bse 
of pilfer-proof fit~gs to e'~ure that all telephone~ 
at signals on ere sections are kept in good working 
condition. 

(ii) Telephone facility on signals should be pro
vided in nop.-suburban Automatic Signalling sections 
like Rajkharswan-Sini-chandil-Kandra on the South 
Eastern Railway and Sitarampur-Pradhankanta on 
the Eastern Railway. 

(Para 326) 

. 166. Maintenance gangs including assistant station 
masters required for non-interlocked working in the 
affected yards must be set up on the b~ of arrears 
and normal workload of overhauling of lever frames 
and similar equipment !!Jld coor~ated programmes 
of traffic-blocks should be drawn up for every division. 

(Para 327) 

167. Yardsticks should be evolved, without further 
delay, for sectional signal inspectors and signal main
tainers based on the workload in equated signal units 
with due allowance for local conditions. 

(Para 328) 

168. The cadre of signal and telecommunication 
engineers and signal inspectors must be strengthened 
to the levels envisaged in the study of the Efficiency 
Bureau on the workload of these categories. 

(Para 329) 

169. Adjustment of jurisdictions of signal main
tamers, provision of ade_quate rest givers and roster
ing of signal maintainers on the ba~is of proper job 
~ysis of t):teir work should be done. The tinle spent 
by maintainers in travelling should be properly re
numerated. Signal staff for night maintenance on all 
trunk routes and busy YlU"ds should also be provided. 

(Para 330) 

170. Testing instru~ents and equipment required 
by signal maintainers and signal inspectors for the 
performance of their duties must be supplied to them 
and maintained in good order. 

(Para 331) 

171. Railways should ensure that dual-trained 
signal inspectors are posted on all sections. 

(Para 332) 

172. Tokenless block instruments should be pro
vided on trunk routes in replacement of the outmoded 
token or tablet instruments. 

(Para 333) 

173. Instructions of the Railway Board for provid
ing bracketted home signals or alternatively track 
circuiting of main and loop lines with electrical de
tectors for facing points on sections of multiple aspect 
upper quadrant signalling with single arm home sig
nals should be complied with by the Southern and 
Northeast Frontier Railways at the earliest. 

(Para 334) 

174. Having commenced the running of superfast 
Vaigai Express between Madras-Madurai on the 
metre gauge system of the Southern Railway the 



basic requirements of signalling to permit safe opem
tion of trains at that speed must be provided without 
any further delay. (Para 334) 

175. A satisfactory and reliable communicfltlon 
should be developed between trains in motion and 
ground station and also between functionaries on the 
train itself. 

(Para 335) 

176. Walki!Xalkie wireless pack-sets should be 
provided extensively in all busy yards . for use by 
traffic and loco staff dealing with movements in the 
yard. · (Para 336) 

177. Hand books on installation and maintenance 
of different types of signalling equipment should be 
prepared and supplied to signal inspectors and signal 
maintainers for their guidance. 

(Para 337) 

178. (i) Revision oll the Signal Engineering 
Manual should be taken in hand without further delay. 

(ii) Copies of the Signal Engineering Manual 
should be supplied to all inspectors. 

(iii) Relevant sections of the Signal Engineering 
Manual should be translated into regional languages 
and supplied to artisans and maintainers for their 
better understanding. 

(Para 337) 

179. The arrangement whereby reception and de
parture signals taken 'OFF for a train should be 
restored to their normal position of 'ON' automatical
ly by the passage of a train, incorporating 'one train
one slot' principle, should be adopted on both single 
and double line sections on trunk routes and main 
lines. 

(Para 33>8) 

180. (i) The Railway Board should pursue with 
urgency development ·of a suitable indigenous design 
of Iiist vehicle check device. 

(ii) Pending development of a last vehicle check 
device, limited import mav be resorted to. 

(Para 339) 

181. RDSO should investigate the use of solar energy 
for lighting of semaphore signals ap.d even . approach 
lighting of colour light signals. (Para 340) 

182. The Railways should design all their future 
signalling systems on the basis of service braking dis
tances. Existing signals on routes, where high speed' 
trains run, should be relocated on this basis. 

(Paras 341 to 343) 

l83. A s,;-stem of mo~ular a~ditions, like the s~p.er
imposition of another dtstant stgnal over the exts!tng 
signallin11: -system for a block increase of one kilometre 
or below in braking di5tance, should be adooted for 
all high soeed routes, as has been done for the route 
between Howrah and New Delhi. (Para 344) 

184. Anv proposal of increase of speed on a route 
for one train or a cl<tss of trains ~ho1,1ld bll treated as 
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a composite project involving the motive power, carria
ge and wagon, permanent way and signalling disciplines, 
and braking distance and inter-signal studies should be 
conducted jointly by all the concerned disciplines. 

(Para 345) 
185. Appropriate steps should be taken to coordi

nate the activities in different signalling workshops with 
a view to utilising their full production capacity. 

(Para 346) 

186. With a view to inject a sense of urgency and 
appreciation of the impact of signalling on safety and 
efficiency of train operation and evolve measures for 
speedy implementation of such projects on a planned 
basis the decision making body in the Railwa,;• Board 
needs to be strengthened at the appropriate technical 
level. (Paras 347 to 349) 

CHAPTER-IX 
MOTIVE POWER :-

187. Steam locomotives are going to be with the 
Railways for a long time to come, therefore, the orga
nisation for their maintenance must not be weakened. 
Nothing should be done to reduce the effectiveness of 
this organisation by redeployment of well-qualified/ 
personnel to the diesel/electric side. 

(Para 351) 

188. Head lights in steam locomotives must be main
tained in fully operative condition. 

. ' 
(Para 352) 

189 ... Sanding equipment should be provided and 
maintained in proper working order on steam loco
motives. This equipment should be specially certified 
at the time locomotive leaves the shed. 

(Para 353) 
190. (i) Installation of the vigilance control de

vice in diesel and electric locomotives, need not be 
pursued under conditions of train operation now 
obtaining on the Indian Railways, namely, two em
ployees manning every diesel and electric locomotive. 

(ii) The vigilance control device may find appli
cation if and when the Indian Railways adopt a 
system of single manner crews on diesel and electric 
locomotives. Research and developmental efforts for 
evolving a suitable design, which will function satis
factorily without the present disabilities, may be con
tinued .. 

(Paras 354 to 357) 

191. VDO speedometer in use at present on the 
Railways. which. was designed for motor vehicles, is 
not suitable for locomotives. Import of Hasler speed 
recorders must be pursued with a sense of urgency. 

(Paras 358 & 359) 

· 192. Cons.ucuu~; """ <uc .peedometer problem 
has been with the Railways for nearly two decades, 
we feel that there has been a lack of determined 
effort to develop a suitable speedometer/speed re
corder . indigenously, 

(Para 360) 

.193. The new prOcedure for changin~ chartS of 
speed r~orders on locomotiv~, in force ~ince Janqary 



1980, according to which the driver has full access 
to the speed recorder charts, is apt to defeat the very 
purpose for which speed recording is found to be 
necessary. 

(Para 361) 

108 

194. Equipment of the type on trial on the Kotta
valasa-Kirandul section of the South Eastern Rail
way, which gives a clear indication to the driver in 
case of train parting, would be useful and its trials 
should be expedited. 

(Para 362) 

195. (i) Working of diesel locomotives with long 
hood leading has greater accident7proneness and also 
presents more difficulties in visibility of track and 
signals. In the overall interest of safety, trains should 
not be worked by diesel locomotives with long hood 
leading. 

(ii) As a beginuing, this restriction may be im
posed on all passenger-carrying trains with maximum 
permissible speed of 100 kmph and over -on the broad 
gauge and 75 kmph and over on the metre gauge. 

(iii) This safety measure should also be extended 
to all trains hauled by diesel locomotives which run 
over difficult sections where the visibility of signals 
is restricted due to sharp cuttings, curves, etc. 

(iv) As a long term solution,.provision of a second 
driving cab on diesel locomotives should be given 
serious consideration. ' 

(Paras 363 to 367) 

196. Water level gauge in WDM2 diesel locomo
tives should be modified so as to serve the purpose 
for .which , it is intended. 

(Para ·368) 

. 197: Cow:.Catchers and headlights should be pro-
VIded m the rear of 'WDMI locomotives. . 

(:Para 369) 

-98. Adequate maintenance facilities should be 
~rovided in workshops and sheds for electric locomo
tiVes. These should keep pace with additions to the 
electric locomotive :fleet. . . 

·(Para 370) 

199. All diesel and electric locomotives and el~
trical multiple units manufactured in the country 
should. be provided wit_h the basic .fittings so, that 
mounting of A VfS equipment on .the· .driving :unit 
could be done Without. much difficulty at a later stage. 

(Para· 371) 

· 200. It must be ensured that the bell communica
tion between motormen . and guards -on -EMU ·trains 
is maintained satisfactorilv. 

·(Para 372) 

'201. A reliable locking arrangement •should . be 
devised for the unoccupied motorman's/guard's com
partments in EMU trains. 

:CPara ~73.) 

CHAPTER X 
COACHING AND GOODS ROLLING STOCK 

202. The .Railway Board should set up a com
mittee consisting of officers of the mechanical and 
operating departments who will go into the pattern 
of goods train examination and rationalise it on an 
all-India basis, stipulating the places where examina
tion should be carried out together with the type of 

-examination to be done, and the time, facilities, .equip
.ment and manpower required for this purpose. The 
. work of this Committee . should be completed as 
quickly as possible. 

(Para 376 to 378) 

203. Skipping of exaniinati9n of goods trains 
•should, ordinarily, not be permitted, but in case it 
becomes unavoid~ble, arrangements must be made 

·to .get ·the load . examined within the shortest possible 
distance thereafter. 

(Para 379) 

204. The practice of examining goods loads on 
sorting lines in marshalling yards should be stopped 
wherever it exists. 

(Para 382) 

'205. The practice followed on the South Eastern 
Railway of cleputing a mobile ·gang to examine a 
stabled -load and give a fresh vacuum oertfuficate, 
before it is allowed to move, should be adopted on 
other Railways. 

(Para '383) 

'206. Adequate ·brake power and, proper mainten
·ance of ·brake rgging ,must be ensured. . 

(Para 386) 

.'207: ,Railways should take steps to see that the 
vacuum gauges are. invariably pr_ovided in guards' 

·brake vans of all passenger carrying trains. 
(Para 387) 

.208.-.[t•must be ensured that guards--have a vacuum 
gauge fitted in the brake vans of· goods trains. There 
.is .need for providing a satisfactory fixing arrangement 
·for vacuum gauges. : 

'(Para· '388) 

W9 .. 1'he Railways should .undertake.-trials-.to·!de
termine the extent of the loss of brake power in diffe
rent ,trains, under· actual ,field •conditions, and ·.take 
remedial .measures accordingly. · 

(Para 389) 

210. Recommendations made Dy tne KOSO regard
ing introduction of air brakes should be examined by 
the Railway ·Board tand an early decision taken: there
on.· 

(Para 390) 

211. ·With a view_ to· ensuti.ng satisfactory e~ami" 
nation ·and maintenance of coaching stock :-

. (i) ·timely placement/withdrawal <if rakes' on/from 
piHines must· be ensured; 
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(~) adequate stabling capacity must be created to 
stable examined loads and relel!se the pit lines for 
placement of other rakes; 

(iii) Rljjlways must immediately undertake a re
view of the pit line facilities and equipment required 
and make up the deficiencies on a time-bound pro
gramme; 

( iv) all pit lines should be long enough to accom
modate the longest passenger-carrying train in service 
and that contemplated in the ne¥ future; 

( v) adequate lighting of pit lines should be en
sured; 

(vi) drainage in pit lines should . be improved. 
Perhaps : a change in the basic design of the pit is 
called for; 

(vii) all slip coaches should be examined on pit
lines. 

(Paras 392 to 394) 

212. (i) The Railways should be extremely cau
tious in · the· matter of introducing new train services 
and extending the run of the existing one. They 
must ensure that adequate maintenance facilities for 
carriages are created before new services are intro
duced. 

(ii) In the face of popular demand for more and 
faster trains there are obvious limits to the resistance 
which· the Railway Board and zonal railways can pat 
\IP· · The. political authority in the country should also 
not stretch the railway system toQ far. 

(Paras 395 & 396) 

213. Modernisation .of sicklines and depots cover
ing the provision of facilities like sheds, flooring, 
pathways for workers, plaiit and machinery, equip
ment for handling materials, requirements of electric 

· power, requirements of staff and their training should 
be 'taken up as a project. A task force, not bothered 
by the day to day stresses of railway working, must 
be set up .to carry out this work wjthin a . period of 
five years. 'Necessary resources will have to be pro
vided. 

(Paras 397 & 398) 

. · 214. (i~ POH of -coaching stock ·should be plan
ned .on . the .basis of kilometres .earned .so that more 
intensively worked rakes .are given POH at shorter 

·intervals than at present. 

· '~ii) Arrangements to take up the increased work-· 
load of POH should precede the stipulation of revised 
·intervals between ·two POHs. 

· .(iii) The·'requirement 1of spare coaches should also 
·be reviewed having regard to ·the fact that the coaches 
will ·have to -be sent to the workshops more often. 

(Paras 399 & 400) 

· 215. EMU .. services should be so planned as to 
provide for 1he required time in shed. The Eastern 
rRaJlway Administration 'should expand ·the existing 
·f-acilities. for ,POH/AOH to .meet 'the maintenance re-
quirements in full. · 

(Para 402) 

216. (i) The standard of maintenance of roller 
bearings in workshops should be improved so ~at ~ttenll 
tion to those on line does not become necessary at a 
during the intervals between two POHs. 

(ii) If however the Railway Board and the Rail:-vay 
Administ;ations fe~l that inspection of roller bearm&s 
between two POHs is absolutely necessary, then condi
tions similar to those obtaining in workshol?s should 
be created in nominated sicklincs and mamtenance 
depots. 

(Paras 403 to 407) 

217. The Railway Administra~~~s sho_uld t~ke 
urgent steps to provide adequate fac.ilibes for mspect10n 
and maintenance of roller b!:anngs m workshops. 

(Para 408) 

218. The recommendations made by ~e One-man 
Committee .on roller bearings should be IIllplemented 
expeditiously. 

(Para 409) 

219. The RDSO should devel<?P some device to 
monitor the condition of roller bearmgs fitted on stock 
without the need to open them. 

(Para 410) 

220. An urgent dialogue should be opened with ~e 
manufacturers of roller bearings, who should be appns
ed of the failures in service, for effecting improvement 
in the product. 

(Para 411) 

221. The wur.L<..Suups and depots ?~ z~nal ~ailw~ys 
should follow a uniform system of g1vmg tdenhficahon 
numbers on roller. bearings and maintaining record of 
the axle number on which it is mounted. 

(Para 412) 

222. In order to check the ov~rloading of box 
wagons:-

·{i) weigh-bridges capable of weighing wagons on 
the move be provided at coal and mineral loading 
points; 

· (ii) arrangements be made for the proper upkeep 
and maintenance of weigh,bridges; 

(iii) deterrent penalties like confiscation of materials 
-in overloaded wagons be considered. 

(Paras 413 to 416) 

223. (i) Expeditious steps should be taken by the 
Railway Administrations to improve the quality of lami
.nated springs manufactured in railway workshops. 

'(ii) Statistically optinmm sample size should be 
ascertained, and that percentage of springs should ·be 
subjected to ·load deflection test in workshops. 

.(Paras 417 to 419) 

224. The practice of moving box wagons over long 
distances with clamped broken bearing springs is unsafe 
·and should -be·curbed effectively. 

(Para 420) 



225. The practice of turning out wagons from sick 
lines and depots with broken helical springs should be 
stopped fortwith. 

(Para 421) 

226. In view of the large scale failures of axles· on 
carriages and wagons on the metre gauge, the RDSO 
must investigate the practice of using old broad gauge 
axles for metre gauge rolling stock. The desirability 
of pressing out old wheel discs from usable axles must 
also be gone into. 

(Para 422) 

22 7. Adequate equipment for ultrasonic testing of 
all axles should be made available in workshops and 
maintenance depots. 

(Para 423) 

228. (i) Provision of modified draw bar on metre 
gauge goods stock should be completed within the short
est possible time. 

(ii) Quality control and testing of material for draw 
bars and process control during their manufacture 
should be tightened. 

(Paras 424 & 425) 

229. (i) The Neutral Control Organisation should 
be brought under the charge of Director Mechanical 
Engineering in the Railway Board. 

(ii) Neutral control examniation should be extended 
to all workshops and major carriage and wagon main
tenance depots. 

(iii) At the remaining depots and sicklines, neutral 
control staff can be deputed on a selective basis depend
in~ upon the importance of the unit. 

(iv) Neutral control examination should be extend
ed to selected major yards depending upon the pattern 
of goods tr~ examination, which will be adopted on 
the. suggesttons of the Committee, the setting up of 
wh1ch has been suggested by us in para 378. 

(Paras 426 & 427) 

230. Railway Board should finalise expeditiously the 
list of defects in coaching and goods stock which have 
a direct bearing on safety or 'S' marked items in the 
Conference Rules. (Para 428) 

231. Hand books for the guidance of carriage and 
wagon maintenance staff should be brought out in local 
languages for the benefit of staff not knowing English. 

(Para 429) 

232. (i) While ordering safety modifications, the 
Railway Board should lay down a period within which 
these should be completed. The zonal Railway Admi
nistrations should have the authority to sanction addi" 
tiona! manpower required for this purpose. 

(ii) A special drive should be launched to complete 
all pending safety modifications on coaching and goods 
stock speedily. 

(iii) Neutral train examiners posted in worksh~s, 
should make a special check on the execution of safety 
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modifications on all coachesjwagons turned out of 
workshops. 

(Paras 431 to 433) 

233. Replacement of old and obsolete machines in 
workshops should be done at a faster pace. 

(Para 434) 

234. The hand brake in EMUs should be provided 
in the motorman's cab. 

(Para 435) 

235. There is need for further research into the 
problem of corrosion in steel-bodied coaches. This 
should be undertaken in collaboration with other re
search institutes. 

(Para 436) 

236. Problems arising out of the greater height of 
coupling in CRT wagons than in o!her types should be 
examined and remedial action taken. 

(Para 437) 

237. Railway Board should plan production of ade
quate number of antictelescopicjsteel bodied SLRs and 
coaches for broad and metre gauges to ensure strict 
compliance of marshalling instructions. 

· (Paras 438 & 439) 

238. In the light of experience on the British Rail
ways, the advantages of using centre buffer couplers on 
coaching stock in reducing casualties during accidents 
should be examined with a view to determining whether 
it would be desirable to adopt this on the Indian Rail
ways .. 

CHAPTER XI 
SAFETY ORGANISATION 

(Para 441) 

239. The Safety Organisation should primarily be a 
service organisation and not an !lxecutive departtnent. 
The responsibility of ensuring safety on the Railways 
is squarely that of the different departtnents and their 
accountability in this respect must not be diluted. 

· (Para 452) 

240. The Safety Organisation should be manned by 
officers from any of the 5 major departtnents, namely, 
Operating, Civil Engineering, · Mechanical Engineering, 
Signal & Telecommunication Engineering and Electric 
Traction, who are mainly concerned with safety in train 
operations. 

(Paras 447 & 452) 

241. At the divisional level, the. Divisional Safety 
Officer should put up periodic reports to the Divisional 
Railway Manager /Divisional Superintendent on defi
ciencies and problems so that the latter can get the 
executive officers to take action. At the headquarters 
bvel, the Chief Safety Superintendent should report 
directly to the General Manager. 

(Paras 453 & 454) 
' 

242. Men of ability 'and dynamism should be posted 
to the Safety Organisation to dispel the impression that 
it is a refuge for unwanted people. 

(Paras 443 ~ 455) 



243. Persons posted to the Safety Organisation 
should have a minimum t~nure of 2 years. 

(Paras 444 & 455) 

244. The Divisional Safety OffiCer should be relieved 
of his miscellaneous function and left free to concen
trate on his main responsibility of promoting saiety on 
the division. . 

(Paras 445 & 455) 

· 245. The status of the Divisional Safety Officers 
should be brought on par with divisional officers of 
other executive departments. 

(Paras 446 & 455) 

246. Each division should have safety counsellors 
from the four main disciplines, namely, Operating, Civil 
Engineering, Mechanical Engineering and Signal and 
Telecommunication Engineering. There should be 
provision to add to these counsellors from specialised 
disciplines like Electric Traction, wherever necessary. 

(Paras 448 & 455) 

24 7. Safety counsellors should be appointed after a 
careful selection ~o as to ensure that they have, in addi
tion to some technical background, a proper under
standing of human nature and a flair for counselling 
work. 

(Paras 448 & 455) 

248. The persons selected as safety _counsellors 
should be given appropriate training in counselling 
techniques. 

(Para 455) 

249. An effective system of monitoring the follow
up action on recommendations mwe by committeeS! 
of inquiry into railway accidents should bel followed 
at the divisional and headquarters levels of zonaL 
railways. 

(Paras 450 & 455) 

250. Regular statistical studies must be done at the 
divisional and headquarters levels of zonal railways 
to analyse the short and long-term trends of various 
types of accidents and take remedial measures. 

(Paras 451 & 455) 

251. Safety should be the only charge of Directo~, 
Safety in the Railway Board. He should also coordi
nate the efforts of zonal railways in the field of safety. 

(Para 457) 

CHAPTER XII 

ACCIDENTS STATISTICS 

""2 (") The term "accident" should be applied 
to -~nly tlte consequential accidents (Group I) and 
certain categories of miscellaneous accidents under 
Group m. 

lii) Train par.tings should continue to be reckoned 
as indicative acc1dents. 

(Paras 458 to 462) 

lii 

253. Every case of rail fracture should be reported 
and included in the statistics of permanent way 
failures. 

(Para 463) 

254. A methodolgy should be evolved by which 
failures of tyres, wheels, axles, etc., are reported in 
totality to the Railway Administrations irrespective of 
the damage and other consequences. 

(Para 464) 

255. 1he criterion of detention to traffic for classi
fying failures of signalling apparatus as failures of 
railway equipment should apply not only, in the case 
of failures of route relay interlocking; and CTC instal
lations but also in the case of failures of other signal
ling and interlocking gears. 

(Para 465) 

256. Accidents like derailments of light engines, 
trolleys, vehicles and wagons, etc. which occur in 
yards and at stations must be all reported irrespective 
of tht' cost of damage involved. Statistics thereof 
should be compiled and analysed for taking remedial 
measures. 

(Para 467) 

257. Truthful reporting and compiling of all acci
dents must be ensured so that accident records rellec~ 
the true picture of performance in the field of safety 
in operations. 

(Para 468) 

258. Maintenance of accident records, both at the 
divisional and headquarters level, must be placed on 
a satisfactory footing. 

(Para 468) 

CHAPTER XIII 

COMMISSION OF RAILWAY SAFETY 

259. The Commission· of Railway Safety should 
be placed ·under the Ministry of Railways; but inde
pendent of the Railway Board. The C:hief Commis
sioner of Railway Safety should have dtrect access to 
the Minister of Railways. He should also be given a 
suitable status. 

(Para 481) 

260. The officers of the Commission of ~ailway 
Safety should be empowered to sUlll!llOn . w~tnesse~ 
from the public as in the case of CommiSSIOns of 
Inquiry. 

(Para 486) 

261. The officers of the Commission of Railway 
Safety should be permitted tot issue. a b~ief press no~e 
giving the factual position and findmgs m non-techm
cal language after the inquiry has been completed. 

(Para 487) 

262. A few accredited representatives of recognised 
railway passenger associations an~ th~ . press should 
be permitted to be present at the mqumes conducted 



by officers of the Commission of Railway Safety ex
cept where the inquiring officer feels the need to 'take 
evidence in camera. 

(Para 488) 

263. No railway officer should be. allowed to sit 
with the inquiring officers of the Commission of Rail
way Safety during the course of the inquiries. 

(Paras 489 & 490). 

264. The practice of sending the draft report of 
inquiry to the Railway Administration and the Rail
way Board should be given up. 

(Para 491) 

265. AU derailments and collisions involving super
fast trains, irrespective of the casualties, should be 
inquired into by officers of the Commission of Rail
way Safety. 

(Para. 492) 

266. (i) The system of independent annual inspec
tions by Commissioners of Railway Safety should be 
revived. 

(ii) Maintenance certificates submitted by the 
various heads of departments of the zonal railways, 
which are appended to the annual reports of the 
General Managers, should be countersigned by the
Commissioners of Railway Safety, as was the practice 
in the past. · 

(Paras 493 to 495) 

267. The Commission of Railwav Safety should be 
expanded so that each circle covers one zonal railway 
only. 

(Paras 496 & 497) 

268. The Deputy Commissioner (General) at the 
headquarters of the Commission '?f _Railway Safety 
should be in the rank of a Commtsstoner. He should 
normally be drawn from a discipline different to the 
one to which the Chief Commissioner belongs. 

(Para 498) 

269. The Government must take special steps to see 
that vacancies of Commissioners of Railway Safety 
and other officers of the Commission of Railway Safety, 
are not allowed to lie unfilled for long. 

(Para 499) 

270. All reports of inquiries into accidents made 
by officers of the Commission of Railway Safety should. 
be published promptly without exception. 

(Para 500) 

271. Delays in the publication of annual reports of 
the Commission of Railway Safety should be avoided. 

(Para 501) 

212. The setting up of a ~ational . Transportation 
Safety Board on the same lines as m the U.S.A. 
must be considered by the Government. 

(Para 502) 
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CHAPTER XIV 

RESEARCH, DESIGNS AND STANDARDS 
ORGANISATION 

~73._ (i) There is the need for a more enlightened 
policy ~ respect of recruitment and promotion of per
s~e! 111 the RDSO with a view to attiacting and 
retammg r~y top class talent. 

( ii) Officers in RDSO should be retained for a 
minimum tenure period of 5-6 years. 

(iii) Officers engaged on specific projects in RDSO. 
shonld !lot be transf~rred till after the completion o~ 
the project. The servtce and promotional prospects of 
such officers should be fully safe-guarded. 

(iv) The permanent cadre in RDSO should con~ 
sist of persons with higher basic qualifications( and to 
make _this possible the • pay scales shonld be more 
attractive. · 

(Para~ 508 to 510) 

274. The RDSO should be relieved of routine 
inspections. of all' items except those peJ:taining to the 
development of- new projects, equipment and ma~ 
rials. 

(Para 511) 

275. The RDSO ·should have complete powers to 
procure all stores required for research and_ develop
ment in respect of projects approved by the Railway 
Board. 

(Para 512) 

276. For effective monitoring of projects/rolling 
stock• initiated by the RDSO in _the field, zonal rail· . 
ways shonld nominate one senior officer of the con,
cerned department to liaise with the RDSO. 

· (Para 513) 

277. The. Railway Board should give priority to the 
setting up of a test track in the RDSO at the earliest. 

(Para 514) 

278. The RDSO must be. given powers, .in line with, 
other premier research institutes _in the country, to 
enable them to depute their officers and staff to parti
cipate in appropriate seminars andj conferences abroad. 

(Para 516) 

279. The. RDSO should be free to create and fill· 
up posts required in connection with Consultancy work 
and debit the expenditure against the fees recovered. 

(Para 517) 

280. Research and Development cells must be seti 
up in production units and major workshops to review 
the processes, methods and materials for improving 
performance. The activities of these cells should be 
coordinated by the RDSO. 

(Para 518) 

281. There should be greater integration and :close 
cooperation between the RDSO and. the instituteS! of 
advanced training on the Railways, through exchange 



of visits, involvement of teaching faculty in research 
projects initiated by the RDSO. 

(Para 519) 

CHAPTER XV 

LAW AND ORDER-THEFT ANI) VANDALISM 

282. The whole responsibility, jurisdiction an~ 
mutual relationship of the security agencies, namely, 
Railway Protection Force, Government Railway Po
lice and State Police, which are involved in! safeguard
ing of railway property be examined with a view tQ 
ensuring optimum cooperation among them for pre
venting thefts and other forms of lawlessness. 

(Paras 528, 532 & 533) 

283. Conditions must be created in which stafi, 
· even at junior levels will be encouraged to report the 
theft, without fear. 

(Paras 526 & 533) 

284. Joint control centres be se~ up in cooperation 
· with State Police, State Electricity Boards, Posts and 

Telegraph Department for speedy action in the case, 
of theft OHE equipment and telephone wires, etc. 

(Paras 532 & 533) 

285. Measures should be taken by the Railway 
Administrations, in consultation with the RDSO, to 
evolve equipment which will be difficult to steal. 

(Para 533) 

286 Efforts need to be made to educate th~ public 
about tne nature and consequences of miscreant. acti
vity through mass media. Appropriate institutional and 

. procedural arrangements should bei evolved. 
(Para 533) 

CHAPTER XVI 

RULES, OPERATION AND POST ACCIDENT 
RELIEF MEASURES 

287. The RailWlly Board should! takei effective action 
to overcome hurdles, if any, in bringing into force 

· speedily the revised set of General Rules. 
(Paras 534 & 535) 

288. (i) Important rule books should .be reprinted 
periodically, say once in 5 years, or when the number 
of correction slips exceeds 25. 

(ii) Issue of rule books in a loose leaf form should 
also be considered. 

(Para 536) 

289. Rules must be drafted in; simple languagei 
easily understood by stafi. These should also be in thei 
regional 11\Ilguage, where necessary. 

(Para 537) 

290. (i) A uniform proc~ure appli~ble to all ~ei 
zonal railways should be dev1sed by which the station 
17-465RB/80 
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working rules are reviewed and reissued at regular 
intervals of 3 to 5 years. 

(ii) Station working rules should be made intQ 
separate parts for the use of different categories of 
station stafi. 

(Paras 538 & 539) 

291. (i) Greater care should be exercised in thf! 
correct preparation of working time tables. 

(ii) Working time tables should show inter-sec
tional running time of trains in integers correct to ~ 
minute and not a: fraction thereof. 

(Para 541) 

292. Field telephone should be provided to the guard 
of each goods train so that he can contact: the station 
master on either side of the occupied section. 

(Para 544) 

293. The display of the normal and reverse posi
tions of the facing points on indicators in, the station 
master's office should be arranged. 

(Para 545) 

294. A study should be made to determine the work
~oad in hump yards beyond which the use of skids 
would become impractical and mechanisation 
becomes necessary. In non-mechanised hump yards, 
~kid porters should be providl(d in every sorting line. 

(Para 546) 

295. The working time tables should show the time 
taken between, successive signals, by trains running at 
the restricted speed of 20 kmph after stopping at an: 
automatic signal in 'ON' position. 

(Para 547) 

296. The introduction of battery power operated 
tail lamps and hand signal lamps in lieu of oil lamps 
should be considered by the Railway~/ 

(Para 548) 

297. The running of trains and pilots without brake
vans should be curbed effectively by mitigating the 
chronic shortage of brakevans. 

(Para 550) 

298. Working conditions and facilities in cabins 
should be improved. 

. (Para 551) 

299. In the case of stafi connected with train pass
ing duties, job analysis and work measurement accord
ing to modem industrial techniqueS must be under
taken to determine if any relief by way of additional 
strength or reduction in duty hours is warranted. 

(Para 552) 

300. The ;Railway Administrations should take 
effective remedial action to restore the faith of staff 
in the sanctity of rules and checkl. the drift towards the 
adoption of shortcut methods and violation of rules. 

(Para 554) 

301. Hydraulic buffers should be provided at dead 
ends on platform lines at terminal stations. A suitable 
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design of a hydraulic buffer should be evolved 
speedily. 

(Para 555) 

302. Railway doctors should be given powers to 
hire rood transport vehicles so that they may proceed 
to the site of the accident by the quickes~ means. 

(Para 557) 

303. (i) For dealing with accidents involving gas 
cylinders, gas masks should be provided as a part of 
~e equipment of the accident relief train. 

(ii) With the introduction of electric traction, it 
would be necessary to have more and mor11 of hydrau
lic jacks or MFD equipment for re-railing operations. 

(iii) With the introduction of heavier locomotiv~ 
and wagons it is necessary to have more powerful 
cranes than at present. 

CHAPTERXVTI 

STORES 

304. (i) For improving the availability of stores, 
the stores organisation should be divisionalised. 

(ii) Divisional Sto:res Officers should be brought 
under the direct control of the Divisional Railway 
Manager/Divisional Superintendent. 

(iii) The set up at the divisional level should be 
assigned the purchase functions in respect of such 
items for which supplies could be obtainable from 
local sources, after it has been suitably strengthened. 

(iv) For undertaking the purchase function effec
tively adequate iJ?OWers should be delegated to the 
Divisional Stores Officer and Divisional Railway 
Manager. 

( v) In the case of storeS depots which serve spe
cified workshops, the Stores Officer should be placed 
under the control of the head of the workshop. 

(Paras 565 & 566) 

305. In matters pertaining to escalation as well as 
splitting up of the tendered quantity amongst more 
than one tenderer, the General Manager should have 
full powers. 

(Para 567) 

306. The procedure of risk purchase is not con~ 
ducive to making quick alternate purchases. In the 
case of small value purchases, a penalty for default 
or forfeiture of the security deposit of the order and/ 
or removal from the list of approved suppliers would 
be more appropriate than resorting to risk purchases. 

(Para 568) 

307. A comprehensive list of safety items of stores 
pertaining to different departments should be drawn 
up and procurement of these item~ should be through 
limited tenders, only from established and proven 
manufacturers of such stores. 

(Para 569) 

308. The performance of thet stores department ID. 
the matter of inventory control should not be judged 
only on the value of the inventory at the end of the 
financial year but on the basis of the average valu~ 
of inventory over the entire 12-month period. 

(Para 570) 

309. Railway materials should be given highes~ 
priority for movement ~d should be exempted from 
all booking restrictions. 

(P!!fa 571) 

310. Modem materials managem~! systems should 
be adopted on the Railways. 

(P~a 572) 
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SUPPLEMENTARY NOTE BY SHRI ARYA 
BHUSHAN 

While fully agreeing with the contents of this Report, 
I wish to place on record some observations. In Chap
ter I, reference has been made to the manner in which 
the Committee have been rushed up in their work. I 
feel that a Committee which was set up- to review and 
go into matters purely technical in nature relevant to 
the safety performance of the :raHways should have been 
shown greater consideration and allowed to complete · 
their work as was programmed by .them. 

My views on some additional aspectS relevant to the 
safety performance of the railways are· given below :-

1. (i) Organisation-Railway Board : The Railway 
Board has to be suitably strengthened to be able to 
~ope with in~reased problems of the preSent day work
mg_ The strength of the Railway Board is the same as it 
was in 1947 whereas the problems have increased mani
fold. The recommendation of the Administrative 
Reforms Commission to increase the strength by two 
Member~ne for dealing with staff matters and the 
other for electrical and electronics engineering, it is 
understood, was accepted but has not been implemented 
on grounds of economy. ·In addition I feel there is 
need for a post of a Member Planning also. · 
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(ii) The need for fixing a tenure for certain key posts 
cannot be over-emphasized. The Administrative Re
forms Commission had recommended that the posts of 
Chairman and Members should be selection posts and 
persons selected should have a minimum tenure of 3 
years as Chairman and 5 years as Member. This is 
important as, in such key posts, very .little can be 
achieved and results shown unless one has sufficient 
time to show himself up. 

(iii) There is also a case for upgrading the posts of 
Directors in the Railway Board in the more important 
directorates to those of Directors General who should 
be of the same rank as General Managers so that there 
can be easy dialogue between them· to settle most of 
the matters at that level. Only those, which cannot be 
settled at that level, need be put up to the Railway 
Board, thereby relieving them from day to day problems 
and leaving them free for policy making, forward plan
ning and decision making. 

2. Career Planning : Discontent breeds in staff and 
officers when they find that adequate avenues of promo
tion and prospects commensurate to those available in 
other departments and even public sector -undertakings 
are not available. No doubt, the Railways have imple
mented certain ad hoc 'upgradations'; but, in my view, 
this is touching only the fringe of the problem. It can
. not be denied that these matters have done good to 
some staff and officers, but they cannot be treated as 
any long-term solution. However, the manner in which 
these have been brought about, have caused consider
able 'upset' at different levels. In the officers cadre, 
while it is necessary to provide time-scale promotions 
the upgradations have been done on the basis of so
called worth of charge. In this process, the time proven 
command structure on the Railways has become com
pletely distorted. One cannot deny its effect on perfor
mance. Government should consider and decide these 
matters by taking a total view of the organisation. 

Similiirly, in the case of staff also, there is need to 
plan and implement measures so that the mass of em
ployees do not feel ~et down and discontented. Time
scale promotions to higher grades linked to performance 
are called for. 

3. Policy of punishments in accidents : I feel that 
emphasis on punishments has resulted in a tendency 
to hide fact~. hush up accidents and manipulate safety 
statistics. The philosophy of deterrent punishment is 
a retrograde step. I have observed that the administra
tion is readily satisfied if an individual is blamed for an · 
accident and gets puniShed. If, however, the fault is 
found with the system, the orgarusation opposes it and 
the matter does not get finalised for long. The basic 
weaknesses of the system are thus lost sight of, and 
these continue to persist, resulting in repeated accidents 
of the type. 

The purpose of inquiries shollid be to find factS by 
eliminating fear of punishment from the staff. If this i~ 
done, the staff will appreciate that inquiries are held, 
not to find scape_goats but to probe deeper into the 
causes and determine the basic faults and flaws in the 
system.. 

Sd/- (ARYA BHUSHAN1 
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.I.NNEXURE I 

NUMBER AND INCIDf:NCE OF CONSEQUENTIAL ACCIDENTS ON ALL THE GAUGES COMBINED CORRELATED TO 
DENSITY OF TRAFFIC-ALL RAILWAYS; YEAR-WISE 

A-Number of accidents 
B-Incidence of accidents Per 

nUllion train kilometres. 

Collisions Derailments Accidents at level Fires in trains All conse-
crossings quential accidents 

Years -A B A B A B A B A B 

1963-64 86 0·20 1277 3.08 164 0·39 115 0·27 1642 3·94 
1964-65 86 0·20 1028 2.42 133 0·31 32 0·07 1279 3·00 
1965-66 Tll 0·18 951 2·17 128 0·29 42 0·09 1200 2·73 
1966-67 68 0·15 865 1·95 104 0·25 53 0·11 1090 2·44 
1967-68 TO 0·16 879 1·97 114 0·25 42 0·09 1105 2·47 
1968-69« 48 0·11 692 1·54 129 0·28 47 0·10 916 2·03 
1969-70 53 0·11 760 1·63 111 0·23 43 0·09 967 2·06 
1970-71 58 0·13 653 1·42 121 0·26 11 0.·02 843 1·83 
971-72 56 0·12 668 1·43 118 0·25 10 0·03 860 1·83 
1972-73 60 0·13 604 1·29 131 0·27 32 0·06 827 1·75 
1973-74 66 0·15 580 1·36 115 0·26 11 0·02 772 1·79 
1974-75 66 0·15 701 1·62 140 0·32 22 0·05 929 2·14 
1975-76 68 0·14 772 1·60 lOS 0·21 27 0·05 972 2·00 
1976-77 ' 48 0·09 636 1·26 96 0·18 16 0·03 796 1·56 • 
1917-78• 52 0·10 112 1·40 93 0·18 14 0·02 871 1·70 
1978-79 55 0·11 778 1·55 86 0·17 u 0·02 931 11·85 
1979-80 72 N.A. 691 N.A. 114 N.A. 21 N.A. 898 N.A. 

- - . .. . ... 

•Inform1ltion for thoy«l_ars196~6~ to 1977-78 is based on information flll1l,ished IQ the Committee by the Zonal Railways. Some 
:n· urii!Iorenoe!! in theannualnumberofaccidents withreference to those shown in the figures published by tbe Railway lloard and 
which were also givc;n. by us in ParU of our Report, are there. 

N.A.-denotes 'Not available'; 

ANl'!EXURE II 

NUMBER AND.INCIDENCE OF.COLLISIONS ON THE BROAD GAUGE CORRELATED.TO:DENSITY~OF l'RAJi'FIC
RAILWAY-WISE; IN 5 YEAR PERIODS 

A-Number of collisions 

B-Number of coUisions as a. Percentage of the total 
num!ler of collisions on Indian Railways 

C,.,Incidence of collisions per million train Kilometres 
........ . ' 

1963-64 to 1967-68 1968-69 to 197.2,-73 1973-74 to 1977-78 
Railway 

A B c A B c A B c 
Central 52 19·3 0·17 47 23·0 0·16 43 17·6 0·13 
Eastern . . 39 14·5 0·14 41 20·0 0·15 60 24·5 0·20· 
Northern 43 16·0 O·lf . 40 19·5 0·13 40 16·3 0·13· 
North Eastem 1 0·4 0·85 Nil Nil Nil 1 0·4 0·32J 
Northeast Frontier 3 1·2 0.·26 2· 1.0 0·51 2 0·8 0·12 
Southern 35 13·0 0·26 13 6·3 0·11 17 1·0 0·15 
South Centr~ • . . 2 0·3 0·06 13 6·3 0·10 13 5·3 0·09 . 
South Eastern . 66· 24·S 0•30 30 14·6 0·12 53 21·6 0·20 
West em 28 10·3 0·18 19 9·3 0·11 16 6·5 0·08> 

All Railways 269. 100·0 0·18 205 100.0 0;13 245 100.0 0·15.:J; 
' . 

Nors:-The South Central Railway wasformedon 02-10-1P66 and the number ofaocillents Pert~in to the period thereafter. 
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ANNEXURE III 

NUMBER ANBBfCmEHcEOPCOLLISIONSONTHEMETREGAUGE CORRELATED TO DENSITYOPTRAFFIC
RAILWAY ·WISE; IN 5·YEAR PERIODS 

A-Number ol collisions 

B-Namber or collisions taken as a percentaBe of tloe 
total number or collisions on lndian ll.aflwayi; 

C-Incidence of collisions per milliou train kilometers 

., 
1963-64 to 1961-68 1968-69 to 1912·73 1973-7-4 to !!171-78 

Raiway -.,.., 
A B c A B c A B c 

·-1 2 3 4 5 6 7 8 9 10. 

Central 2 1·8 0·08 1 1·5 0·15 Nil 

Northern 10 9·0 0·15 3 4·5 0·04 2 3·8 0·03· 

North East era 30 27·1 0·20 19 28·4 0·13 17 32·1 0·13' 

Northeast Frontier 26 23·4 0·33 20 29·9 0·26 8 15 ·1 0·13 

Southern • 27 24·3 0·14 8 11·9 0·05 i) 11·3 0·04 

SoutJI.CcnuaJ. 4 3·6 0·15 8 11·9 0·09 9 17·0 ()oll 

Weatom . . 12 10·8 0·08 8 11·9 0·05 u 20·'1 tr01· 
.. -

All Railways 111 100·0 0·16 61 100·0 0·09 53 100·0 O·OS 

om:-THSeu"-Cen!Ml-Railwal' - formedon02·10..1966anchhenumberofaccidentsJm'lllinro!l!tJYmcc!tlrena1r•r. 



Railway 

1 

Central 
Eastern 
North em 
NorthEastern . • 
Northeast Frontier 
Southern • 
South Central 
South Eastern 
Western . 

All Railways 4 • 

Railway 

1 

Central 
Northern 
North Eastern 
Northeast Frontier 
Soutllern 
soutlt Central • 
Westenr -

Railway 

1 

Central :} Eastern • 
£Northern : 
Northeast Frontier . 
Sothern • J South Central 
South Eastern 
Western . 

AU Railway 

1968-69 . 

A 

2 

6 
10 
10 . 

Nil 
Nil 

·3 
2 

.2 

4 

37 

1968-69 

A 

-2 

Nil 
Nil 
2 
3 
2 
3 
1 

11 
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ANNEXURE 

NUMBER AND INCIDENCE OF COLLISIONS ON THE. BROAD GAUGE· CORRELATED 

YEAR 

11169-70 1970-71 1971-72 
...., 

1972-73 

B A B A B A B A B 

3 4 5 6 7 8 9 10 11 

0·11 12 0·21 13 0·23 6 0·10 10 0·17 
0·19 6 0·10 8 0·14 9 0·16 8 0·14 
.0·17 6 .. .0:10. 8 0:13 .. 5 __ ~ _o,o&-. -- --11-- 0·18 

Nil Nil Nil Nil 
Nil Nil 1 4·55 1 - 0·34 

0·13 - 2.- 0·09 5- . 0·22- 2 0·08 1 - 0·05 
0·08 4 ·o-16 4 0·15 2 0·07 1 0·04 
0·04 5 0'10 . 6 0·12 · 9 ---- -o-:it- · 8 .0·16 
0·12 4 0·11 3 0·08 3 0·08 5 '0·14 . -- ·- ~ .. - ·- .. ---··.- . 
0·12 39 0·13 47 0·15 37 0·12 45 0.·14 

ANNEXURE 

NUMBER AND INCIDENCE OF COLLISIONS ON THE METRE GAlJG~ CORRELATED 

YEAR 

1969-70 __ _1970-71_ -- 1971-72 1972-73 

B A B A B A & A ·B 

3 4 s 6 7 8 9 10 11 

Nil Nil Nil 1 0·71 
1 0·07 1 0·08 1 0·08 Nil 

0·07 2 0·07 4 0·13 5 0·17 6 0·20 
0·20 6 0·40 2 0·13 s 0•33 4 0·26 
0·06 1 0·03 1 0·03 3 o•09 1 0·03 
0·17 2 0·11 2 0·11 1 0•06 Nil o·-
0·03 2 0·06 1 0-o3 2 0·06 2 o·06 

0·08 1.4 0·10 11 0·08 17 0·12 14 0·10 

ANNEX.URE1 

NUMBER AND INCIDENCE OF COLLISIONS ON THE NARROW GAUGE CORRELATED 

YEAR 

1968-69 1969-70 1970-71 1971-72 1972-73 

A B A B A B A B A B 

2 3 4 5 6 7 8 9 10 11 

NiL-

Nil Nil Nil Nil 1 3·7 

Nil 
Nil 

2 0·5 Nil Nil Nil 
Nil 

Nil Nil Nil 2 0·18 1 0·09 



119 

"lV' 

TO DENSITY OF TRAFFIC:...RAILWAY-WISE;YEAR-WISE 

1973-74 1974-75 1975-76 

A B ~ B A B 

12 13 14 15 16 17 

.7 0·12 9 0·15 8 0·12 
16 0·29 .. 12 .. 0·22 13 0·22 
10 0·18 1 0·12 12 0·18 

Nil, Nil 
.. 

1 . 1 '96 
1 0·41 .1 0·35 . .Nil 
4 0·19 3 ' 0·15 1 {)·04 
3 0·11 2 . ·0·07 3 0·10 

11 '0•24 16 0·34. 12 0·22 
6 0'17 2 0·05 2 0·05 

58 0·19 52 0·17 52 0·15 

')I 

TO DENSITY OF TRAFFIC-RAILWAY-WISE; YEAR-WISE 

1973-74 1974-75 1,75-76 

A B A B A B 

11 12 1.3 14 15 16 17 

Nil. Nil Nil 
Nil Nil Nil 

3 0·12 4 0·17 4 0·15 
1 0·09 4 0·36 1 0·08 
2 ·0·08 1 0·04 1 0·03 
1 0·07 1 0·07 5 0·31 

':Nil - '. 4 ·· o··13 -5 - 0·15 -

7 0·06 14 0·12 16 0·12 

VI 
TODENSITY OF TRAFFIC-RAILWAY-WISE; YEAR-WISE 

1973.74 1974-75 1975-76 
' 

A B A B A B 

12 13 14 15 16 17 

Nil .Nil Nil 

~--:---

. 1 0· 3 Nil - Nil 

----- i - 0·10 Nil Nil 

A-Number of collisions 

B-Incidence of Collisions per million trais kilcmetr cs 

Total 
1976-77 1977-78 for 10 years 

A B A B A B 
...., 

A. 

Nil 

Nil 

18 19 20 21 22 23 
11 0·16 8 0·11 90 0·15 
7 0·11 12 .. . 0·19 101 0·18 
6 0·08 5 0·08 80 0·13 

Nil - Nil. 1 0·23 
Nil Nil .4 0·19 

3 0·12 6 0·24 30 ·0·13 
3 0·09 2 0·06 26 0·09 
6 0·11 8 -0·14 83· •' 0·16 
5 0·12 . 1 0·02 35 O·Q9 

41 0·11 42 "0·12 450 0·14 

A-NumberofcoHisions 
B-Inciden~eof collisions per million train kilo-metres · 

• -•- -· •v • . -.•-, ... · 'ioiai 
1976-77 1977-78 for 10years 

B A B 
...., 

B""' A 

18 19 20 21 22 23 

Nil Nil 1 0·07 
Nil 2 0·18 ' 0·04 

4 0·14 2 0·07 36 0·13 
1 0·08 1 0·07 28 0·20 
2 0·07 -m 14 0·05 

Nil 2 0·12 17 0·10 
-Nil 2 : •. 0·06 . i9 :- 0·06 

7 0·05 9 0·07 120 0·09 

A-Number of collisions 

B-Incidence_of coJ!isions per Jtlillion train kilo-metres. . . .. ' . '. - . -, . ~ 

1976-77 1977-78 

A B A B 

18 19 21 

Nil Nil 

Nil . 1 0·03 

Total 
for 10 years 

A B. 

22 23 

1 .' ,0 :52 

4 0·10 
Nil 

Nil 1- -0-·09- - s --0.•05 
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.ANNEXURE-Jill 

NUMBER AND INCIDENCE OF COLLISIONS ON THE BROAD GAUGE CORRELATED TO DEN;~ITY OF TRAFFIC · 

Year 

1968-69 1969-70 1970..71 
R:illway 

p 0 p 0 p 0 .__..., ---. 
A B A B A B A B A B A B 

1 2 3 4 s 6 7 8 9 10 11 12 13 

Central .- 4 ·13 2 ·07 2 ·06 10 ·36 s ·16 8 ·28 
Eastern 6 ·22 4 ·16 Nil 6 ·20 3 ·11 s ·10 
Northern s ·1S s ·20 1 ·13 s ·19 2 ·06 6 ·2 
North Eastern ' Nil Nil Nil Nil Nil ~m 
Northeast Frontie.r Nil Nil Nil Nil Nil -l Nil 
Southern 1 ·08 2 ·22 1 ·08 1 ·10 3 ·23 2 ·21 
South Central 2 ·16 Nil 2 ·16 2 ·16 2 ·1S 2 ·li 
South Eastern 1 ·06 1 ·03 1 ·OS 4 ·11 3 ·17 3 ·09 
Western 1 ·OS 3 ·18 Nil 4 ·24' Nil 3 ·18 

All Railways 20 ·13 17 ·12 7 ·OS 32 ·20 1t ·12 29 ·19 --

.ANNEXlfRE-JI/11 

NUMI.ERAND INCIDENCE OF COLLISIONS ON THE METRE GAUGE SEPARATELY fOR PASSENGER AND OTHER 

Year 

1968-69 1969-70 1970..71 

Railways p 0 
,.... 

p 0 p-
-, 

0 ..., 
A B A B A B A B A B A B 

1 2 3 4 s 6 7 8 9 10 11 1Z 1J 

-'Central . Nil Nil Nil Nil Nil Nil 

Northern Nil Nil Nil l ·16 l •13 Nil-

North Eastern • 1 ·06 1 ·09 1 ·OS 1 ·08 2 ·11 2 ·17 

:Northeast Frontier Nil 3 ·37 3 ·42 3 •37 Nil z ·26 

southern. 2 ·09 Nil Nil 1 ·10 1 ·04 Nil 

south Central 1 ·10 2 ·2S Nil 2 ·24 1 ·10 1 ·1Z 

Western Nil 1 ·06 Nil 2 ·12 Nil 1 ·06 

All Railways 4 -os 7 ·12 4 •OS 10 ·16 S- ·06 6 •-10-
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SEI'A!iltt£LY'P'o'liPA:Ssi!!l'IGi;at A:Nb'o't'RE:It: :tR:AlNS-Riill.WA'Y-W.ISt; mAli.~ WISE 
A-Number of collisions 

1971·72 
r-

p 0 p 
r-

A B A B A 

14 15 16 17 18 

1 ·03 s ·17 2 
6 ·21 3 ·11 2 
3 -()9 2 -o8 7 

Nil Nil Nil' 
Nil· 1 50·0 Nil 

2- ·15 Nil Nil 
1 ·07 1 ·07 Nil 
4 ·22 s ·13 2 
1 ·OS 2 ·12 2 

18 ·11 19 ·12 15 

VIII 

TRAINS RAILWAYS-WISE ; YEAR· WISE 

-------·--
1971-72 

p 0 p 
J.. ,.... 

A B A B- A -
14 15 16 17 18 

...,.;.,--· 
NH· Nil· - Nil· 

r ·13 Nil Nil 
3' ·16 2 ·18' 4 
2 ·27 3 ·38' f 
1 ·04 2 ·21' r 

Nil 1 ·131 Nil' 
I ·06 1 ·06: Nil 

~_.:...--

8- ·10· 9' ·IS 6 

1 !Z:....o!K~ 'R'R/80 

1972-73 

B A 

19 20 

·06 8 
·07 6 
·20 4 

1 
1 
1 

·H 6 
·10 3 

•09 30 

1972-73 

B-Incidence of collisions per million passenger train/ 
other train kilometres 

P-Passenger trains 
0-0ther trains 

Total for S years 1968·69 to 1972·73 

0 p 0 

B A B A B 

21 22 23 24 25 

·27 14 •09 33 ·23 
.·22 17 ·12 24 ·18' 
·IS 18 ·11 22 ·17 
Nil Nil Nil 
•59 Nil 2 1·13" 
·11 1 ·11 6 ·12 
-()7 7 ·11 6 •09 
·18 11 ·12 19 ·11 
·18 4 ·04 15 ·lit 

·19 .78 ·10 127 ·16 

A-Number of collisions 
B-Incidence of collisions per million passenger train/ 

other train kilometres 
P-Passenger trains 
0-0ther trains 

Total for S year 1968-69 to 1972-U ,.... 
0 p 0 .... 

B A B A B A B 

19 20 21 22 23 24 2S --- l ·H Nil l ·2s-
Nil 2' ·OS 1 ·04 

·21 2 ·19 11 ·12 8 ·16 
·13 3 ·38' 6 ·17 1-t ·35 

. ·OS Nil s -os 3' ·OC! 
·Nil 2 -()4 6 ·l:S 

2 ·12 1 ·01 1 ·90 
'"' .~:..... 

·07" 8" ·14• •27· 40 40 •13 --
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ANNEXURE 

NUMBER AND INCIDENCE OF COLLISIONS ON .THE BR0.\0 GAUGE CORRELATED TO DENSITY OF TRAFFIC 

Railway 
YEAR 

--, 
1973-74 1974-75 1975-76 

p 0 p 0 p 0 

A B A B A· B A B A B A B 

I 26 27 28 29 30 31 32 33 34 35 36 37 

Central 3 ·10 4 ·13 3 ·10 6 ·20 3 ·09 s ·IS 
Eastern 8 ·27 8 ·32 'I ·24 s ·19 7 ·22 6 ·21 
Northern 7 ·23 3 ·13 4 ·13 3 ·12 8 ·22 4 ·14 
North Eastern . Nil Nil Nil Nil 1 2.13 Nil 
Northeast Frontier Nil 1 •80 I ·82 Nil Nil Nil 
Southern 3 ·26 1 ·11 2 ·19 I ·11 N"tl 1 ·10 
South Central . Nil 3 ·23 Nil 2 ·IS I ·06 2 ·14 
South Eastern 3 ·17 8 ·28 6 ·34 10 ·33 3 ·16 9 ·25 
Western .2 ·10 4 ·24 Nil 2 ·11 2 ·09 Nil 

All Railways 26 ·17 32 ·22 23 ·IS 29 •19 2S ·IS 27 ·16 

ANNEXURE 

NUMBER Ai'\ID INCIDENCE OF COLUSIONS ON THE METRE GAUGE SEPARATELY FOR PASSENGER AND OTHER 

YEAR 
Railways ' 

1973-74 1974-75 1975-76 

p 0 p 0 p 0 ---
A B A B A B A B A B A B 

I 26 27 28 29 30 31 32 33 34 35 36 37 

Central Nil N"tl Nil N"tl Nil Nil 
Northern Nil Nil Nil Nil Nil Nil 
North Eastern 3 ·18 Nil 1 of)7 3 ·37 I . ·16 I ·10 
Northeast Frontier Nil 1 ·18 I ·18 3 •54 Nil 1 ·IS 
Southern I ·06 1 ·13 1 of)7 N"tl N"tl I ·12 
South Central Nil 1 •IS I ·12 Nil I ·11 4 •59 
Western Nil Nil I ·07 3 ·20 2 ·12 3 ·19 

All Railways 4 ·06 3 o06 s ·08 .!L ·18 6 of)7 10. ·19 
~ 
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Y/1.-(Contd.) 

SEPARATELY FOR PASSENGER AND OTHER TRAINs-RAILWAY-WISE; YEAR· WISE 

A-Number of coUisions 
B-lncidence of collisions per million passenger train/ 

other train kilometres 
P-Passenger trains 
0-0ther trains 

..., 
YEAR. 

1976-77 1977-78 Total for years 1973·74 to 1977-78 

p 0 p 0 p 0 

A B A B A B A B A B A B ----- --
38 39 40 41 42 43 44 45 46 47 48 49 

4 ·11 7 ·20 4 ·10 4 ·II 17 ·10 ~6 ·16 
5 ·16 2 ·07 8 ·24 4 ·13 35 ·23 25 ·18 
5 ·13 1 ·03 5 ·14 Nil :?.9 ·17 17 ·08 

Nil Nil Nil Nil 1 ·30 Nil 
Nil Nil Nil Nil I ·13 1 ·11 

1 ·07 2 ·10 4 ·27 2 ·20 10 ·IS 7 ·14 
2 ·11 1 ·07 2 ·11 Nil 5 ·06 8 ·11 

Nil 6. ·16 4 ·18 4 ·11 16 ·16 37 ·22 
2 ·09 3 ·15 1 ·04 Nil 7 ·06 9 ·09 

19 ·10 22 ·12 28 ·15 14 ·08 121 ·14 124 ·15 ----

VI/1.-(Contd.) 

TRAJNs-RAILWAY·WISE; YEAR-WISE 
A-Number of collisions 
B-Incidenoe of coiJisions per million passenger train/ 

other train kilometres 
P-Passenger trains 
0-0ther trains 

1976-77 1977-78 
---. 

Total for 5 years 1973-74 to 1977-78 

p 0 p 0 p 0 

A B A B A B A B A B A B 

38 39 40 41 42 43 44 45 46 47 48 49 

Nil Nil Nil Nil Nil Nil 

Nil Nil 1 ·15 1 ·23 1 ·03 1 -04 

·10 2 ·20 1 ·OS 1 •10 10 ·II 7 ·16 
2 

1 ·13 Nil 3 ·09 5 ·16 ·15 Nil I Nil Nil 4 ·04 2 -os 
2 ·10 N'll 

Nil 1 ·10 1 ·16 3 -()7 6 ·18 
Nil 

Nil 1 o()6 1 ·06 4 ·OS 7 -()9 
N'll 

5 ·06 2 ·04 s o()6 4 ·08 25 -()7 28 ·81 
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ANNEXURE IX 

TYPES OF q>WSJO~ ON~ Jm.,OAD ~AUG,E-A,LL ~WAYS : fEA}.t-WISJ' 

A-No. of collisions 
B-Percentage with respect to total of all types. 

Between two trains Between a train and Between a train and Between a train or a Between a train and Total of 
including between a shunting engine or rake or load or vehi- trolly or lorry. buffer ends or other all types 
train and light engine vehicles during sh.un- cles sta.ble.d on run- _stati_onjlry Q.bjects. 

ting Ding line. 
Year ---

A B A B A B A B A B A 

1 2 3 4 5 6 7 8 9 10 11 12 

1963-64 31 53·5 12 20·7 11 18·9 3 5·2 1 1·7 58 
1964-65 31 57·4 13 24·1 9 16·7 ~ 1 ·8 54 
1965-66 25 43·1 10 17·2 9 15·5 11 18·9 3 5·2 58 
1966-67 2S 49·0 6 11·8 7 13·'7 7 13 ·'7 6 11·8 51 
1967-68 24 50·00 7 14·6 7 14·6 10 20·8 48 

Total of 
5 years 136 50·6 48 17·8 34 12·6 40 14·11 11 269 

1968-69 22 59·5 5 13·5 4 10·!1 4 10 ·!I 2 5·4 37 
1969-70 19 48·7 9 23·1 8 20·5 :z 5 •1 -1 2·6 39 
1970-71 28 59·6 11 23·4 6 12·8 7 4·3 Nil 47 
1971-72 30 81 ·1 2 5·4 2 5·4 3 8 ·1 Nil 37 
1972-73 27 60·0 6 13·3 3 6·7 6 13 ·3 3 6·7 45 

Total of 
5years 126 61·5 33 16·1 23 11·2 17 8·3 6 2·5 205 

1973-74 40 69·0 7 12·1 3 5·2 6 10·3 2 3·4 58 
1974-75 38 73 ·1 6 11·5 Nil 6 11·5 2 3·9 52 
1975-76 38 73·0 4 7·7 4 7·7 5 9·6 1 1·9 52 
1976-77 29 70·7 2 4·9 4 9·8 4 9·8 2 4·9 41 
1977-78 27 64·3 s 11·9 1 2·4 6 14·3 3 7·1 42 

Total of 
5 years 172 70·2 24 9·8 12 4·9 27 11·0 10 4·1 245 

!ioTI!:-Tl!e l!outh Cel!tral Railway was fo~ed on 02-10-1966 ami the nllliiber of accidents pertain to the period thereafter. 
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ANNEXURE X 

'JYPES OF CO~IONS ON THE METRE GAUGE-ALL RAILWAYS; YEAR-WISE 

A-Number of Collisions 
B-Percentage with respect to total of all types. 

Year Between two trains Between a train and Between a train and Between a train or a Between a train and 1ot.al of 
includin!l between a shunting en¢ne or rake or load or vehi- tr0lly or lorry. buft'er~ds or other all types 
train and light engine vehicles during shun- cles stabled i>n run- stationary objects. 

ting ning line. 

A B A B A B A tB A B A 

1 2 3 4 s 6 7 8 9 10 11 12 

1963-64 9 36·0" 6 24·0 7 28·0 2 8·0 1 ·4·0 ~ 
1964-65 8 27·6 ,6 20·7 7 24·1 8 27·6 ...,. .29 
1965-66 13 61·9 2 9·5 s 23•8 1 .4·8 21 
1966-67 s 31·2 s 31·2 2 12·S 3 18·8 1 6·3 16 
1967-68 8 40·0 3 IS·O 4 20·0 4 20·0 1 s ·!l 20 

Total of 
Syears 43 38·8 22 19·8 2S 22·5 18 16 ·2 3 2·7 111 

1968-69 7 63·6 1 9 ·1 1 9·1 2 18 ·2 Nil 11 
1969-70 6 42·8 4 28·.6 2 14·3 2 14·3 Nil 'J4 
1970-71 6 S4·S 2 18·2 2 18·2 .1 9·1 Nil - . u 
1971-72 10 S8·9 3 17·6 3 17·6 1 5·9 Nil p 
1972-73 10 71·4 1 '7·1 3 21·5 Nil Nil 14 

Total of 
Syears 39 S8·2 11 16·4 11 16·4 6 9·0 Nil ~ 67 

1973-74 7 IQO ·II l\111 J)Jil J)Jil Nil 7 
1974-75 11 78·6 1 7·1 2 14·3 Nil Nil 14 
1975,76 9 56·3 4 25·0 2 12·5 1 6·2 N'll 16 
1976-77 4 S7·1 2 28·6 1 14·3 Nil Nil 7 
1977-78 6 66·7 Nil 3 33 ·3 Nil Nil 9 

Total of 
s years 37 69·8 7 13·2 8 IS ·1 1 1·5 Nil 53 

NOTB.-'n!e ~o!ltb A:nt~al Railway was formed on 02.10-1966 il!ld t.lle IUimber of accidents pertain to the period thereafter. 



Broad Gauge 

Railways 

1 

Central • 
Eastern 
Northern 
North Eastern • 
Northeast Frontier 
Southern. 
South Central 
South Eastern 
Western 

All Railways 

Metre Gauge 
Central 
Northern 
North Eastern 
Northeast Frontier 
Southern 
South Central 
Western 

All Railways 
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ANNEXURE 

TYPES OF COLLISIONS ON TIJE BROAD AND 

Between two trains inluding between a train and Between a train and shunting engine or vehicles 
light engine. during shunting 

A B c A B c 
No. % No. % No. % No. % No. % No. % 

2 3 4 5 6 7 8 9 10 11 12 13 
22 16·2 25 19·8 28 16·3 8 16·6 9 27·3 5 20·8 
25 18·4 30 23·8 42 24·4 4 8·3 6 18 ·2 5 20·8 
17 12·5 17 13 ·5 30 17·4 9 18 ·8 11 33 ·3 2 8·4 

Nil Nil 1 2·0 Nil Nil 
2 1·5 1 0·8 1 0·6 I 3 ·0 1 4·2 

11 8 ·1 6 4·8 11 6·4 5 10·5 3 9 ·1 2 8·3 
1 0·7 9 7 ·I 11 6·4 I 2·0 Nil 2 8·3 

42 30·8 28 22·2 39 22·7 14 20·3 1 3·0 6 25·0 
16 11·8 10 8·0 10 5·8 6 12·5 2 6 ·1 1 4·2 

136 126 172 48 33 24 

1 2·3 1 2 ·5 Nil 1 4·6 Nil Nil 
3 7·0 Nil 1 2·7 2 9 ·I 2 18·2 Nil 

16 37·1 12 30·8 11 29·8 4 18·4 4 36·3 2 28·5 
6 14·0 11 28·2 6 16·2 8 36·3 2 18 ·2 2 28·6 

10 23·3 5 12·8 4 10·8 5 22·8 1 9·1 1 14·3 
4 10·3 7 18 ·9 1 9 ·1 1 14·3 

7 16·3 6 15·4 8 21·6 2 9 ·1 1 9 ·I 1 14·3 

43 39 37 22 11 7 

NOTB:-The South Central Railway was formed on 02-10-1966 and the number of accidents pertain to the period thereafter. 

ANNEXURE 

TYPES OF COLUSIONS OF THE BROAD AND METRE GAUGES COMBINED SEPARATELY 

Year Between two trains including Between a train and a shunting 
bet<;veen a train and light engine or vehicles during · 
engme Jhunting 

Passenger Other Passenger Other 
trains trains trains trains 

A B A B A B A B 

1963-64 • 10 41·7 30 50·9 2 8·3 16 27·1 
1964--65 . 13 50•0 26 45•7 5 19 ·2 14 24·5 
1965-66 • 16 44·5 12 51·1 6 16·7 6 14·0 
19~· 11 55•0 19 40·4 2 10·0 9 19·1 
1967-68 • 19 54·3 13 39·4 3 8·6 7 21·1 

Total for 5 years 69 48·9 110 46·0 18 12·8 52 21·8 

1968-69 • 16 66·7 13 54·2 4 16·7 2 8·3 
1969-70 • 7 63·6 18 42·9 2 18·2 10 23·8 
1970-71 • 13 56·5 21 60·0 6 26·1 7 20·0 
1071-72 • 19 73•1 21 75·0 3 11·5 3 10·7 
1972-73 • 13 61.9 24 63·2 4 19·0 3 7·9 

Total for 5 years 68 64·8 97 58·1 19 18·1 25 15·0 

1973-74. 19 63·3 28 80·0 6 20·0 1 2·9 
1974-75 • 24 85·7 35 65·8 2 7·1 5 13 •2 
1975-76 • 20 64·5 27 73•0 5 16·1 3 8•1 
1976-77 • 20 83·3 13 54·2 2 8·3 2 8·3 
1977-78 • 24 72·7 9 50·0 2 6·1 3 16·7 

Total for 5 years 107 73 ·3 102 67·1 17 11·6 14 9·2 

Note :The South Celltral Railway was formed oa 2-10-1966 and the number of accidents pertaio tO the period tiletel\fter. 
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XI 

METRE GAUGE-RAILWAY-WISE IN S·YEAR PERIODS 

Between a train and rake or load or 
vehicles stabled on a running line 

14 15 16 17 18 19 

12 35 ·3 6 26·1 3 25·0 
4 11·8 2 8·7 2 16·7 

10 29·3 6 26·1 2 16-7 
Nil 1 8 ·3 
Nil Nil 

4 11·8 3 13·0 2 16·7 
2 8 ·7 Nil 

2 5·9 1 4·4 1 8·3 
2 5·9 3 13·0 1 8·3 

34 23 12 

Nil Nil 
5 20·0 1 9 ·1 1 12·5 
6 24·0 2 16·2 3 37·5 
7 28·0 4 36·3 Nil 
5 20·0. 1 9·1 1 12·5 

2 18 ·2 1 12·5 
2 8·0 1 9 ·1 2 25·0 

25 11 8 

XII 

Between a train and a 
trolly or lorry 

20 21 22 23 24 

6 15·0 5 29·4 7 
2 5·0 1 5·9 6 
6 15·0 5 29·4 5 

Nil Nil 
I 2·5 Nil Nil 

15 37·5 1 5·9 2 
2 11·8 Nil 

8 20·0 Nil s 
2 5·0 3 17·6 2 

40 17 27 

Nil Nil 
Nil Nil 

3 16·7 1 16·6 1 
4 22·2 3 50·0 Nil 
6 33 ·3 1 16·7 Nil 
4 22·2 1 16·7 Nil 
1 5·6 Nil Nil 

18 6 I 

A-Period 1963-64 to 1967-68. 
B-Period 1968-69 to 1972-73 
C-Period 1973-74 to 1977-78. 

Between a train and buffer ends or other 
stationary objects 

25 26 27 28 29 

25·9 4 36·4 2 33 ·3 
22·3 4 36·4 2 33 ·3 
18 ·5 I 9 ·I 1 16·7 

Nil 
Nil 

7·4 Nil 
Nil 

18 ·5 Nil 
7·4 2 18 ·1 1 16·7 

11 6 

Nil 
Nil 

100·0 1 33 ·3 Nil 
1 33 ·3 Nil 
1 33 ·4 Nil 

Nil 
Nil 

30 

Nil 
5 
I 

Nil 
Nil 
Nil 
Nil 
2 
2 

10 

Nil 
Nil 
Nil 
Nil 
Nil 
Nil 
Nil 

3 Nil Nil 

31 

50·0 
10·0 

20·0 
20·0 

FOR PASSANGBR AND OTHER TRAINS-ALL RAILWAYS; YEAR-WISE 

A-Number of collisions 
B-Percentago with respect to total of all types 

Between a train and rake Between a train and a trolly Between a train and buffer Total of all 
or load or vehicles or lorry ends or other stationary types 
stabled on a runing line objects 

passenger Other Passenger Other Passenger Other Passenger Other 
trains trains trains trains trains trains trains trains 

A B A- B A B A B A B A B A B 

7 29·2 11 18·6 3 12·5 2 3·4 2 8·3 24 59 
2 7·7 5 8.5. 6 23·1 11 19·4 1 1·7 26 57 
5 13·9 9 20·9 8 22.2 4 19·3 1 2•7 2 4•7 36 43 
2 10·0 7 15·0 1 5·0 9 19 ·1 4 20.0 3 6.4 47 47 
5 14·5 6 18·2 7 20·0 7 21·1 1 2·8 35 33 

21 14·9 38 15·9 25 17·7 33 13·8 8 5·7 6 2•5 141 239 

1 4·2 4 16·7 1 4·2 5 20·9 2 8·3 Nil 24 24 
2 18·2 8 19·0 Nil 5 11·9 Nil 1 2·4 11 42 
3 13·0 5 14·3 1 4·3 2 5·7 Nil ~m 23 35 
2 7·7 3 10·7 2 7·7 1 3·6. Nil Nil 26 28 
1 4·8 5 13·2 1 4·8 5 13·2 2 9.5 1 2·6 21 38 

9 8.6 25 15·0 5 4·8 18 10·8 4 3·8 2 1·2 lOS 167 

2 6·7 1 2·9 2 6·7 4 11·4 1 3·3 1 2·9 30 35 
Nil 2 5·3 Nil 6 15·8 2 7·1 Nil 28 38 

3 9•7 3 8·1 2 6·4 4 10·8 1 3 ·2 Nil 31 37 
1 4·2 4 16·7 Nil 4 16·7 1 4·2 1 4·2 24 24 
1 3·0 3 16·7 4 12·1 2 11·1 2 6·1 1 5·6 33 18 

7 4·8 13 8·5 8 5·5 20 13.2 7 4·8 3 2-11 146 152 . 
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ANNEXURE XIII 

COLLISIONS ON THE BROAD GAUGE ACCORDING TO MAIN CAUSES-ALL RAILWAYS; YEAR'-WIS~ 

A-No. of collisions 
B-Perccntage with respect to 

total of all causes. 

Year Reception of a Drivers disresard· Trollies Miscellaneous Total of train on a blocked ing signals or or forries all causes' line or despatching failing to control not being 
into a blocked trains protected 
section 

""\ 
A B A B A B A B A 

1963-64 • 42 72·4 11 19·0 2 3·4 3 5·2 58 1964-65 • 28 51·8 17 31·2. 7 13.0 2 3·7 54 
1~ 32 55·2 15 25·8 8 13·8 3 5·2. 58 1966--67 . 23 45·1 20 39·2 5 9·8 3 5·9 51 
1967-68 • 19 39·6 23 47·9 6 12·5 Nil 48 
Total of 5 years 144 53·5 86 32.0 28 10·4 11 4·1 269 
1968-69 13 35·1 19 51·4 4 10·8 1 2·7 37 
1969-70 • 21 53.8 14 35.9 3 1·1 1 2·6 39 
1976'-71 • 14 29·8 29 61·7 2 4·3 2 4·2 47 
1971-72 7 18·9 2.4 64·9 3 8 ·1 3 8·1 37 
1972-73 . 11- 2.4·4 23 51·1 5 ll.l- 6 BA· 45· 
Total of 5 years 66 32·2 109 53·2 17 8 ·3 13 6·3 285 
1973-74 • 18 31·0 32- 55·2. 5 8·6· 3 5·2 58 
1974-75 • 15 28·8 29 55·8 5 8·6 3 5·8 52 
1975-76 • 20 38·5 2.4 40·1 3 5·8 5 9·6 52 
1976-77 11 26·8 24 58·5 3 7·3 3 7·4 41 
1977-78 • 14 .i3 ·3 14 33·3 11 26·2. 3 7·2. 42 
Total of 5 ye1irs 78 3Ut 123 50·2 27 ll·O 11 7·0 2.45 

Note :-The South Centraf Railway was formod on 02·10'1966 and the number of accidents pertain to the period thereafter 

ANNEXURE XIV 

COLLISIONS ON THE METRE GAUGE ~CCOro:>INa TO M:Anol· CAUSES---AiL RAii.WA"YS'; l'EK«-Wfs~ 

A-No. of collisions 
B-Percentage with respect to 

total of all causes. 

Year Reception of Drivers disresard- Trollies or Miscellaneous. Total of 
a train on a ing signals or lorries not all ca~ 
blocked line failing to control being 
or despatching trains protected. 
into a block~ 
eel-section 

A B A B A B A B A 

1963-64 • 14 56·8 7 28·0 2 8·0 2 8·0 2 
1964-65 • 16 55·2. 5 17"·2 7 2.4·1 1 3 ·5 29 
1965-66. 14 66·7 7 33·3 21 
1966-67 • 9 56·3 4 25"·0 1 6·2 2 12·5 16 
1967-68 • 10 50·0 6 30·0 3 15·0 1 5·0 20 

Total of 5 years 63 56·8 29 26·1 13 11·7 6 5·4 111 

1968-69 5 45·4 5 45·5 1 9·1 Nil 11 
1969-70 • 5 35·7 7 50·0 2 14·3 Nil 14 
1976'-71 5 45·4 5 45·5 1 9·1 Nil' 11 
1971-72 7 41·2 8 47·1 1 5·9 1 5·8 17 
i972-73 • 4 28·6 9 64·3 Nil 1 7·1 14 

Total of 5 years 26 38·8 34 50·7 s 7·5 2 3·8 67 

1973-74 • 2 28•6o 4 57·1 Nil 1 14·3 7 
1974-75 • 3 21·4 9 64·3 Nil 2 14·3 14 
1975-76 • .. 8· 50•8 5 31·3 1 6·2 2 12·5 16 
1976-77 • 1· 14··3 s 71·4 Nil 1 14·3 7 
1977-78 . 4 44·4 4 44·5 Nil 1 11·1 9 

Total· of S years 18 34·8 27 51·0 1 1·8 7 13·2 53 
Note :-The South Central Railway was formed on 02-1()..1966 and the number of accidents pertain to the period thereafter. 



- ANNEXURE-XV 

r COLLISIONS ON THE BROAD AND METRE GAUGES ACCORDING TO MAIN CAUSES-RAILWAY-WISE: IN 5 YEAR PERIODS 

"' "' !: Railway Reception of a train on a Drivers disregarding signals Trolies or lorries not protected 
..... blocked line or despatching or failing to control trains 
00 it into a blocked section 0 

A B c A B c A B c 
• 

~ ' ' ~ No. % No. % • % No. • No. % No. % No, % No. Y. 

Central 36 25·0 17 25·8 11 14·1 9 10·5 21 19 ·3 23 18 ·7 4 14·3 5 29·4 7 25·9 
East em • 11 7·6 8 12·1 16 20·5 23 26·7 30 27·5 36 29·3 2 7·1 I . 5·9 6 22·2 
Nortbern 27 18 ·8 16 24·2 15 19·2 14 16·3 16 14·7 16 13·0 1 3·6 5 29·4 5 18 ·5 
North Eastern I 0·7 Nil I I ·3 Nil Nil Nil Nil 
Northeaat Frontier • 2 1·4 Nil 1 1 ·3 2 I •8 I 0·8 I 3·6 Nil Nil 
Sou them 15 10·4 5 7·6 5 6·4 5 5·8 6 5·5 9 7·3 12 42·9 I 5·9 2 7·4 
North Central 1 0·7 7 10·6 7 9·0 1 1·2 4 3 ·7 4 3·2 2 11 ·8 Nil 
South Eastern 35 24·3 4 6·1 14 17·9 24 27·9 24 22·0 28 28·8 6 21·4 Nil 5 18 ·5 
Western 16 11 ·1 9 13·6 8 10·3 10 11·6 6 5·5 6 4·9 2 7·1 . 3 17·6 2 7·5 

All Railways 144 66 78 86 109 123 28 17 27 

METRE GAUGE 

... 
Central 1 1·6 1 3 ·8 Nil Nil Nil Nil Nil 

.. 
"' Northern 9 14·3 2 7·7 Nil 1 3·5 1 2·9 2 7·4 Nil Nil 

South Eastern 13 20·6 4 15·4 3 16·7 13 44·8 13 38·2 10 37·0 2 15·4 1 20·0 1 100'() 
Northeast Frontier 1 28·6 8 30·8 2 11·1 6 20·7 9 26·5 4 14·8 2 15·4 2 40·0 Nil 
Southern 16 25·4 2 7·7 3 16·7 4 13 ·8 5 14·7 2 7·4 4 30·8 1 20·0 Nil 
South Central 4 15·4 4 22·2 w 3 8 ·8 4 14·9 4 30·7 I 20·0 Nil 
West em 6 9·5 5 19·2 6 13·3 s 17·2 3 8·9 5 18·5 1 7·7 Nil Nil 
AU Railways 63 26 18 29 34 27 13 5 1 

Note: The South Central Railway was formed on 2-10-1966 and the number of accidents pertain to the period thereafter. 



A.NNEXURE-XV-(contd.) 

A-Period 1963-64 to 1967-68 
B-Period 1968-69 t~ 1972-73 
C-Period 1973·74 to 1977·78 

-----------
Miscellaneous Total 

Railway 

r" r" ..... -. 
A B c A B c 

r" ("'" r----.A.---. ,--.A.---. ("'" 
_,__...., .---......._ ..... 

No. % No. % No. % No. % No. % No. % 
---------------------------

Central. 3 27·3 4 30·8 2 11 ·8 52 19 ·3 47 22·9 43 17·6 
Eastern 27·3 2 15·4 2 11 ·8 39 14·5 41 20·0 60 24·3 
Northern I 9 ·I 3 23 •I 4 23·5 43 16·0 40 19·5 40 6 ·51 
North East Nil Nil I 0·4 Nil 1 0·4 
Northeast Frontier Nil Nil 3 1 ·1 2 I ·0 2 0·8 
Southern 3 27·2 1 7. 7 1 5·9 35 13·0 13 6·3 17 7·0 
South Central '· Nil 2 11·7 2 0·8 13 6·4 13 5·3 
South Eastern • 1 9 ·I 2 15·4 6 35 ·3 66 24·5 30 14·6 53 21·6 ... 
Western 1 7·6 Nil 28 10·4 19 9·3 16 6·5 c.: 

0 

All Railways 11 13 17 269 205 245 

METER GAUGE 

Central 1 16·7 Nil Nil 2 1 ·8 1 1 ·S Nil 
·Northern Nil Nil 10 9·0 3 4·5 2 3·8 
North Eastern 2 33 ·3 1 50·0 3 42.9 30 27·0 19 28·4 17 32·1 
Northeast Frontier 1 50·0 2 28·6 26 23·5 20 29·9 8 15 ·I 
Southern 3 50·0 Nil I 14·3 27 24·3 8 11·9 6 II ·3 
South Central Nil I 14·2 4 3·6 8 11·9 9 17·0 
Wostern Nil Nil 12 10·8 8 11·9 II 20·7 

·All -Railways 6 2 7 Ill 67 53 

Note :-The SJuth Contra\ R~ilway was fonmd on 2-10-1965 and the numbor of accidents pertain to the period thereafter. 



ANNEXURE XVI 

NUMBER OF COLliSIONS ON THE BROAD AND METRE GAUGES DURING 1968-69 TO 1977-78 CLASSIFIED ACCORDING TO THE NATURE OF FAILURE. 
OF STATION STAFF-RAILWAY-WISE 

A-Number of collisions. 

B-Number of collisions taken as a per-
centage of the total. 

Nature of faillll"e of Station Central Eastern North em North Northeast Sou them South South Western Total for aJI 
staff Eastern Frontier Central Eastern Railways 

BG MG BG MG BG MG BG MG BG MG BG MG BG MG BG MG BG MG BG MG 

A B A B 

1. Reception of a train on 
a blockeclline due to : 
(a) line being occupied 11 12 13 1 3 3 1 1 4 1 3 7 4 52 49·5 12 34·3 
(b) incorrect setting of 

points 2 2 2 4 3 6 3 3 2 3 19 18 ·1 11 31·4 
(c) signals taken off for 

a train not put back 
1 1 1 to "on" 3 2·9 

(d) fouling mark n0t 
clear 5 3 6 1 3 1 1 2 2 18 17·1 6 17·1 

(e) obstruction of line 
during shunting 2 I 1 I I I I 2 3 I 8 7·6 6 17·2 .... 

(f) at stations in auto- t.> .... 
matlc territories 3 1 I 5 4.8 

Total 20 18 24 1 5 9 7 5 12 6 11 12 10 lOS 100·0 35 100•0 
2. When 

train: 
despatching a 

(a) by sending it into a 
5 1 4 blocked section 2 1 1 1 1 14 40·0 2 40·0 

(b) fouling mark not 
clear 2 3 5 14·3 

(c) obstruction during 
shunting or bump.. 
ing against train 

1 2 1 1 1 1 I going away . 2 1 I 2 r- 11 31·4 3 60•0 
(d) incorrect setting of 

2 1 2 points . 5 14·3 

Total 8 6 7 1 1 1 1 3 2 l 5 3 1 35 100·0 s 100·0 
3. Collisions in block Sec>-

tion or at stations due 
to vehicles escapi!'g 1 I I I I 2 2 4 2.8 5 u.s 

Gran!l Total. . 28. 1 24. 31 2 1 7 1 u to 5 14 8 18 17 11 144 t.oo-o 45 100·0 
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ANNEXURE XVII 

NuMBER OF COLLISIONS ON THE BROAD AND METRE GAUGES DURING 1968-69 TO !977-78 CLASSIFIED 

Nature of failure of drivers Central Eastern Northern North Northeast 
Eastern Fronteir 

BG MG BG MG BG MG BG MG BG MG 

-----
1. Collisions caused by drivers : 

(a) disregarding signals or over-
shooting 38 41 20 3 17 3 14 

(b) failing to control trains on 
account of defective brake power 2 10 2 

(c) mismanagement of the engine crew 
or running at excessive speed 2 8 1 2 

(d) not observing rules when passing 
automatic signal • 2 2 8 2 2 

(e) moving against signals during 
shunting . 5 1 2 

2. Total 44 66 32 3 23 3 16 

ANNEXURE xvm 
CATEGORIES OF STAFF HELD RESPONSffiLE FOR COLLISIONS DURING 1968-69 TO 1977-78 

Categories of staff held responsible Central Eastern Northern North 
Eastern 

A B A B A B A B 

1. Station Masters, Asstt. station 
masters and cabin asstt. station 
masters 23 25·3 24 13·4 15 16·3 6 18 ·2 

2. SWitchmen • 22 12·3 3 3•3 
3. Pointsmen • 3 3•3 1 0·5 2 2·2 1 3·0 
4. Levei-men and Cabintnen 3 3 ·3 .8 4·5 10 10·9 1 3·0 
5. Shunting staff and other yard 

staff • 3 3 ·3 5 2·8 5 5·4 1 3·0 
6. Guards 4 4·4 12 6·7 15 16 ·3 
7. Drivers 40 43·9 60 33 ·5 25 27·2 20 60·6 
8 FiremenjAsstt. drivers (Diesel and 

Electric) 18 10·0 2 2·2 
9 Motormen . 3 3·3 6 3 ·4 

10 Shunters 3 1·7 I 3·0 
11. Permanent Way Inspectors 5 5 ·5 3 1-7 2 2·2 
12. Permanent Way Mistries. gang-

mates, keymen and gangmen • 5 5·5 7 3·9 7 7·6 2 6 ·1 
13. Loco maintenance staff 3 1 ·7 2 2 ·2 
14 Train examining staff and Carriage & 

· Wagon maintenance staff . . . 1 1·1 
15. Signal Inspectors • 1 o-5 
16. Signal mainteners and other singal-

ling saff . 1 1 ·1 2 1 ·1 3 3•2 
17. Other staff like the Commercial Staff 

and electrical staff 4 2·2 1 1·0 1 3·0 

18. Total 91 179 92 33 
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ACCORDING TO niB NATURE OF FAILURES OF DRIVERS. 

Southern 

BG MG 

6 2 

,_ 1 

1 2 3 

.'1 1 

15 7 

South 
Central 

BG 

,5 

2 

.. 
8 

MG 

4 

1 

7 

South 
Eastern 

BG 

28 

.-
3 

21 

' 
52 

(BROAD AND MBTRE GAUGES COMBINED) 

Northeast Southern South 
Frontier Central 

A B A B A 

6 16·2 8 18 ·2 10 
1 2-7 1 2·3 3 
1 2·7 3 6·8 1 
3 8 ·1 1 2·3 2 

5 11·4 5 
1 2•7 1 

21 56 ·8 20 45·4 16 

1 2·3 
1 27 1 2•3 

2 4·5 1 

1 2·7 1 2·3 2 

1 

I 2·7 

2·7 1 2·2 I 

37 44 43 

MG 

...... 

B 

23 ·3 
HI 
2·3 
4•7 

11·6 
2·3 

37·2 

2·3 

4·7 

2·3 

23 

Western 

BG MG 

' 
8 7 

1 

3 

1 

r-

12 8 

A-Number oi cotlisiobs 
B-Number of collisions taken as a per

centage of the total. 

Total of all Railways. 

BG MG 

A B A B 

149 64·2 47 73·4 

,14 6·0 2 3 ·1 

.21 9 •1 6 9·4 

41 17·7 7 10·9 

7 3·0 2 '3·2 

232 64 

A-Number of staff held responsible for Collision. 
B-Number of staff taken as a percentage of total. 

South Western Total of all 
Eastern Railways 

A B A B A B 

9 10·3 31 22·8 132 17 ·8 
4 4·6 9 6·6 43 5 ·8 

10 7·4 22 3·0 
4 4·6 5 3·7 37 5·0 

11 8 ·1 35 4·7 
2 2·3 15 11·0 50 67 

48 55 ·3 27 19·8 277 37·3 

16 11·8 36 4·8 
6 6·9 3 2·2 19 2·6 
2 2·5 1 0·7 9 1·2 
2 2·3 2 1·5 17 2·3 

6 4·4 31 4·2 
1 1·1 6 0·8 

4 4.6 5 0 ·7 
2 0·3 

4 4·6 11 I ·5 

1 1 ·2 10 1 ·3 

87 136 742 100·0 



ANNEXURE XIX 

CASUALTIES,AND LOSS DUE TO DAMAGE IN COLLISIONS DURING THE PERIOD 1968-69 TO 1977-78 

Railway Total Number of Casualties Damage i.e. 
number I oss in lclchs of 

Central 
~rp 
N<1Ilhcr11 
Nonh.Jlastern 
Northeast Frontier 
Southern 
South Central 
South Eastern 
Western . 

-
All Railways 

ofcolli- Persons 
sions. killed 

91 31 
101 380 

85 54 
37 48 
33· 4 
44 34 
43 35 
87 113 
54 32 

515 731 

ANNEXURE XX 

Persons Total 
injured 

30ll 340 
197(} 2350 

133 187 
147 195 
52 56 

463 497 
315 350 
427 540 
109 141 

3925 4656 

Nl:JMBER ANE> INCIDENCE OF DERAILMEN'fsmfTHEBROADGAUGE-RAlLWAY-WISEINS-YEAR 
PERIODS 

A-Number of derailments 
B-lllcidenee of derailments per 

train kilometres 

RAILWAY 1963-64 to 1968-69 to 1973-74to 
1967-68 1972-73 1977-78 

Central 
Eastern 
Northern 
North Easte.rn 
Northeast Frontier 
Sopthern 
So.Uth Central 
South Eastern 
Western 

All Railways 

A 

477 
208 
349 

1 
42 

379 
47@ 

532 
132 

2167 

B 

1·69 
0·82 
1•26 
0·19 
4·14 
2·93 
1·37 
2·68 
0·82 

1·60 

•Th~ in~re~~e in incidence is due to decrease in traffic density during the period. 

@The South Central Railway was formed on 2-10-1966. 

A B A 

291 I ·01 312 
187 0·68 192 
251 0·85 226 

4 3 ·45• 6 
35 8·95• 31 

134 1 ·18 121 
178 1·36 133 
237 0·93 360 
104 0•58 150 

1421 0·92 1531 

Rupees 

120·07 
192·70 
16·49 
14·36 
15·3! 
39·97 
44·23 

185·08 
23·15 

651 ·36 

millicn 

B 

0·96 
0·65 
0·75 
I ·91 
1 ·84 
1·06 
0·88 
I ·39 
0·73 

0·92 
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ANNEXURE XXI 

NUMBER AND INCIDENCE OF DERAILMENTS ON THE METRE GAUGE-RAILWAY-WISE; IN 
5-YEAR PERIODS. 

Railway 

Cenrral 
Eastern 
Northern 
North Eastern 
Northeast Frontier 
Southern 
South Centra:t 
South Eastern 
Western 

All Railways 

1963-64 to 
1967-68 

A 

42 

195 
673 
691 
510 
73• 

334 

2518 

The South Central Railway was formed on 2-10-1966 

ANNEXURE XXII 

A-Number of derailments 
B-Jncidence of derailmets per million 
train kilometres 

1968-69 to 1973·74 to 
1972-73 1917-78 

B A B A B 

19.6 37 5·52 23 3 •11 
No Metre Gauge 

3 ·10 176 2·61 140 2•41 
4·99 261 1·76 313 2·33 

10·31! 463 6 ·12 369 5 ·85 
2·73 245 1·56 258 1-!13 
2·83 273 3 ·18 200 2.54 

· No Metre Gauge 
2·13 2~6 Hi9 33S !HO 

3·86 1724 2·43 1638 2·58 

NUMBER AND INCIDENCE OF DERAILMENTS ON THE NARROW GAUGE-RAILWAY-WISE; IN 
5-YEAR 'PER!GDS. 

Railway 1963-64to 
1967-68 

A B 

Central 68 6·2 

Eastern 5 4·5 

Northern 46 6-7 

North Eastern 
Northeast Frontier 32 11·9 

southern 13 7·2 

South Central 5• 3 ·1 

south 'Eastern 106 5·2 

Western 40 3 ·3 

AU Railways 315 5 •S 

The South Central Railway was formell on 2-10-1966. 

A-Number of derailments. 
B-Jncidence of derailments per million 

train kilometres. 

1968-69 to 1973-74 to 
1972-73 1977-78 

A B A B 

39 6·0 31 4·92 
5 1·86 8 3-()1 

40 6·15 7 1·94 
No Narrow Gauge 
13 10·66 22 30·98 
8 4·65 2 7·14 

27 5·57 19 4·214 
68 5·29 93 5·00 
32 2·6 so 4oo441 

232 4·U i!32 --·-93 



Railway 

Central 
Eastern 
Northern 
North Eastern 
Northeast Frontier 
Southern 
South Central 
South Eastern 
Western 

AU Railways 

Railway 

Central 
Eastern 
Northern 
North Eastern 
Northeast Fronteir 
Southern 
South Central 
South Eastern 
Western. 

All Railways 
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ANNEXURE XXIII 

NUMBER AND INCIDENCE OF DERAILMENTS ON THE BROAD GUAGE CORRELATED TO 

Year 

1968-69 1969-70 197()..71 1971·72 

A B A B A B A B 

66 1·20 76 1·34 49 0·85 48 0·81 
56 1·06 29 0·51 32 0·58 32 0·58 
52 0·89 56 0·94 55 0·95 47 0·79 
1 4•17 1 4·17 1 4•35 Nil 
7 29·17 7 29·17 2 8·70 12 54·54 

27 1·21 33 1·46 30 1·32 25 1·05 
37 1·50 39 1·57 31 1·18 40 1·40 
43 0·88 52 1·00 54 1·07 47 0·91 
15 0·40 27 0·74 13 0·37 20 0·54 

303 1·02 320 1·03 267 0·87 271 0·86 

ANNEXURE XXIV 

NUMBER AND INCIDENCE OF DERAILMENTS ON THE METRE GAUGE CORRELATED TO DENSITY 

Year 

1968-69 1969-70 197()..71 1971·72 

A B A B A B A B 

10 8·33 6 5·00 7 S·OO 6 4·00 

40 3·03 29 
No Metre Gaug 

2·09 43 ·323 32 2·24 
65 2·33 55 1·83 42 1·39 52 2·10 

105 7·07 111 7·32 62 4·16 109 7·10 
39 1·25 59 1·85 55 1·72 47 1·45 
43 2·43 70 3·89 67 3·74 48 2·91 

45 1·33 60 
No Metre Gauge 

1·76 63 1·91 51 1·53 

347 2•46 390 2·70 339 2·38 355 2·50 

ANNEXURE XXV 

NUMBER AND INCIDENCE OF DERAILMENTS ON THE NARROW GAUGE CORRELATED TO 

Railway Year 

1968-69 1969-70 197()..71 1971·72 

A B A B A B A B 

Central 12 8·57 5 3·57 9 6·92 1 0·83 
Eastern 1 1•87 1 1·87 1 1·83 Nil 
Northern 9 6·43 5 3·57 9 6·92 10 8·32 
North Eastern No Narro Gau 
Northeast Frontier 1 4·76 3 13 64 1 3·85 4 15·83 
Southern 1 2·62 3 8·33 2 5·71 2 5-41 
South Central • 6 5·94 11 11·22 1 1·02 3 3·16 
South Eastern 11 2·66 17 4·15 13 3 ·IS 17 4·13 
Western . 1 0·40 5 2·02 11 4·60 s 1·99 

All Railways 42 3·63 so 4·36 47 4·18 42. 3·77 
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DENSITY OF TRAFFlC.RAILWAY-WISE AND YBAR·WISE'DURING THE YEARS 1968-69 TO 1!171-78 

A-Number of derailments 

B-Incidence of derailments per millioa 
train kilometres. 

1972-73 1973-74 1974-75 1975-76 1976-77 1977-78 

A B A --
:$ B A B A B A B A 

52 0·86 ,47 0·80 52' 0•88 70 1·08 66 0·96 77 1·04 
38 0·67 37 0·63 S3 0·95 35 0·58 35 0·57 32 O·S1 
41 0·67 43 0•78 43 Q·77 49 0·76 38 ,0·56 53 0·88 

1 4·17 N'd NO 2 3·92 '3 3·00 f 0·91 
7 2·35 6 2·47 '9' 3·18 8 2·17 6 1·58 2 0·49 

19 0·86 27 1·31 28 1·44 28 1·21 22 0·85 16 0·64 
31 l-16 22 0·82 25 0·91 38 1·25 30 0·92 18 0·53 
41 11·81 38 0·84 1~ t·54 82 1·53 72 I ·28 95 1·68 
30 Cl-81 30 0·83 0·71 32 0·80 31 0·73 27 0·60 

260 0·82 250 0·83 313 1·01 344 1·0. 303 0·84 321 0·88 

OF TRAFFIC-RAILWAY-WISE AND YEAR-WISE 'DURINd 1968-69 TO 1977-78. 

~-Number of denulments. 
B-Incidence of deraDments per mDUon 

train kilometres. 
-

Year 

1972-n 1973-7+ 1974-75 1976-77 1977-78 

A' B A B A B A B A B 

8 5•71 I 0·71 3 2·31 4 2·67 4 3·75 5 '3 · No Metre Gua 
32 2·30 34 3·33 30 2·70 35 2·78 22 1·65 19 1·73 
37 1·25 40 1•65 67 2·90 70 2·54 72 2·45' 64 2-14 
76 4·94 6! 6·16 93- . 8·29 74 5·65 67 s ·17 67 4•55 
45 1·51 41 1·59 56 2·50 69 2·40 40 1·38 51 1·89 
45 2·87 33 2·23 35 2·34 58 3. 60' 29 f '14 45 2"78 

so 1·48 60 2·00 56 
No Mette Guage 

1·93 76, .2·34 62 1·81 81 2·39 .. 
293' 2.10 277 2· 3634001 3-' 386 2•92' 298 2·17 337 2•50 

-...;..;.. _ _..-..;... 

DENSITY OF TRAFFIC-RAILWAY-WISE AND YEAR-WISE DURING 1968-69 TO 1977-78 

A-Nuber of derailments 
B-Incideneo of deraDments per 
· train kilo'lle!res' · 

IJllllioll 

'1972-73 !9?~-7~ Jn4-75 m5-76 1976-77 .. i977-78 

A ,r\ B A B 
A .. 

B ·A B A B A B 

12 10·0 11 10·00 4 3·33 3 2·50 6 5·00 7 4·38 
2 3·70 NO 2 4•12 NO NO 6 10·22' 
7 5·83 1 1·66 3 5-110 NO 2 2·86 1 0·91 

No Narrow Gauge 
4 14·81 3 15•79 8 88 ·88 3 25. 00 3. 25·00 s 26.31 
Nl I 6·25 Nil 1 33·33 NO )i'il .... 
6 6·45 8 10·,26 5 6·17 3 '3•41 1 1·10 2 ;.·2 

10 2·40 19 5 -Dl 19 5·12 21 5•74 If 4·40 18 75 
10 3·98 10 4·24 7 3·21 11 4·76 7 3·15 15 5•14 

51 4.60 53 5·58 48 5-27 42 4·51 . 35 3·74 54 . 3-14 

Z<J-:'.465RB/80 
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14NNEXURE XXVI 

DERAILMENTS AT STATIONS AND IN MID-SECilON ON THE :!!ROAD GA:UGE,-RAILW~Y-WISE; IN,. · 
S·YEAR PERIODS 

Railway 1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 

Mid-section At stations Mid-section At stations Mid-section At stations . 

Number Per- Number Per- Number Per- Number Per- Number Per- .Number Per-
cent age centage , ~l ,centage · · centage centage .. •, centage 

l. central . ' 108 22.·6 369 -77·4 95 32·6' 196 ~ 67·4 135 43·3 177 56·7 
2. Eastern 74 35.6 134 64·4 67 358 -120 64·2 . 83 43·2 109 56·8 
3. Northern • . 105 30·1 244 69·9 5~ 23.·1 193'.'' '76 ·9 102 45·~' i24 54.9 
4. North Eastern N"tl 1 100·0 ~' 1 25'0 3 '' ;;T5 ·O Nil ·~ 100·0 
5. Northeast Frontier 9 21·4 33 78·6 . s 14·~ ·. 30 85-7 9 ~-o: 22 71·0 
6. Southern . 64 17·0 315 83·0 ·2i 20>1 107'' '79·9 37 30·6 84 69·4 
7. South Central 11 23·4· 36 76·6 S4 30·~ 124 1'. '69·7 60 4H' 73 54·9 

South Eastern 197 37·1 335 62·9 'i20' 50,6 117 ' '49·4 223 6t4 13t, 38·1 
.Western . ' 27 20·5 lOS 79·5 1 37 35,6 67, .64·4 52 34·7 98 65·3 

All Railways • S9S 27·4·' -1572 '72·6 464 32·7. 957 ·><~7·3 701 45.·8 830;: 54·2 

NOI :The South Central Railway was formed on 2-10-1966. 

ANNEXURE .XXVII 
. . . ' . ··~ 

DERAILMENTS AT STATIONS AND IN MID-SECfiON ON THE BROAD GAUGE ACCORDING TO MAIN 
CAUSES-ALL RAILWAYS; IN 5 YEAR PERIODS 

Main cause 

. Derailments at stadou 

1. Staff failure . 
2. ·Permanent way failures. 
3. Carriage and wagon defects • 
4. Engine defects • 
S. Miscellaneous causes 

6. Total 

Derailments In mid-section 

1. Staff failures 
2. Permanent way failures . 
3. Carriage and wagon defects • 
4. Engine defects • 
5. MjscellaneoiiS causes 

6. Total 

AD J)erallments 

1. Staff failures 
2. Permanent way failures · • 
3, Carriage and wagon defects 
4. Engine defects 
s. Miscellaneous causes 

6.. Total 

' . 

.• 

• 
• • • 

-. ' . 

1963-64 to 
1~67-68 

A '· B 

814 51·8 
229 14·6 
289 18·4 
63 4·0 

177, 11·2 

1572 100·0 

95 16·0 
170 28·4 
178 30·0. 
27 4·6 

125 21 o() 

595 100·0-

909 42•0 
. 399 18·4 

467 21·6 
90 4·0 

302 14·0 

2167. 100·0 

A-Number of derailments 
B-NumbeCof derailments -due· ·u;-cause 

taken as a percentage of the total 

1968-69 to. 1973-74 to 
1972-73 1977-78 

A· r B A B 

491 51·9 409 49•3 
112 11·7i 89 10·7 
187 19·6 201 24·2 
30 3 ·1 27 3 ·3 

131 13·7 104 12·5 

957 100·0 830 100·0 

94 20·3 148 21-1 
72 15·5 119 11·0 

146 31·5 260 .37·1 
14 3·0 28 4·0 

138 29·7 146 '20·8 
' ., 

.. 464 100·0 :i 701 '· 100·0 " 

591 41·6 557 36·4 
184 13·0 208 13·6 
333 23·4 461' 30·1 
44 3·1 55 3·6 

269 18·9 250 16·3 

1421 100·0 1531 I· 100·0 



ANNEURErXXVIII 

DERAILMENTS AT STATIONS ON THE BROAD GAUGE ACCORDING TO MAIN CAUSES-RAILWAY-WISE; IN 5-YBAR PERIODS 

A-Percentage of the failure to the total 
on each Railway. 

B-Pen:entage of the failures on each rail-
of the total of (all Railways). 

1963-64 to 1967-68 1968-69 to 1972-73 
Main Cause ------------~---CR ER NR NBR NFR SR SCR SER WR All CR ER NR NBR NFR 

Rajil-
ways -----------------------------Staff failures No. 217 44 138 1 16 16S 16 167 so 814 87 52 117 2 21 

A 58·8 32·8 56·5 100·0 48·4 52·4 44·5 49·9 47·6 51·8 44·4 43·3 60·6 66·7 70·0 
B 26·6 S·4 17·0 0·1 2·0 20·3 2·0 20·5 6·1 100 o() 17·5 10•5 . 23·5 0·4 4·2 

Permanent way failures • • • No 28 20 2S Nil 6 73 5 S4 18 229 21 13 14 Nil 1 t,. 7·6 15·0 10·2 18 ·2 23·2 13 ·8 16·1 17·1 14·6 10·7 10·8 7·3 . 3·3 
~ 12·~ 8:7 10·9 2·6 31·9 2·2 23·6 7·9 100·0 18·8 11·6 12·5 0·9 

Carriage and wagon defects] • • No 66 ~1 .42 Nil 3 31 4 .· 81 ':il. 289 - 36 40" 27 1 .. s 
A .. l7-9 30·6 '17-3 

' 
"9·1 '"9·8 11·1 24·2 20·1 18 ·4 18 ·4 . 33·4 14·0 33·3 16·7 

B 22·3 14·1 14•5 1·0 10·7 1·3 28·4 7·2 100·0 19·3 21·4 14·4 0•5 2·7 

Engine defects • • No .12 14 ' 6 Nil 3 15 3 4 ' 6 63 7 3 ' 9 Nil 1 
A 3·2 10·4 2·5 9·1 4·8 8·3 .1·1 -5·1 4·0 3·6 2·5 "4·7 1''- 3·3 
B.· 19·1 23·2 9.·5 '4·8 23·8 4·8 6·3 '9•5 100·0 23·3 10·0 10·0 3·3 ... 

"' Miscellaneous causes Nil 10 "' • No 46 15 33 .. 5 31 - 8 29 177 45 12 26 Nil 3 
A 12•5 11·2 13·5 - 15·2 9·8 22·3 8·7 . 9·5 11·2 -.22·9 10 o() 13·4 6•7 
B. 26·0 8·5 18·"6 2·8 17·5 4·6 16·4 5·6 100·0 34·4 9·2 19·8 1·5 

Total number or derailments at ' i34 '244 i stations A 369 '33 315 36 335 105 1572 196 120 193 3 30 
B· 23·5 8·5 15.·5 '2·1 20·1 2,3 21·3. 6·7 100·0 20·5 12·5 20·2 . 0·3 3·1 

Note : The South Central Railways was found on 2-1D-1966. 



ANNEXUJ!E.XXJ'Ill-(Contd.) 

DERAILMENT AT STATIONS ON TIIB BROAD GAUGE ACCORDING TO MAIN CAUSES-RAJLWAYWISE IN 5 YEAR PERIODS 

A-Percentage of the failures to the total 
on each railway. . 

B--Percentage of the failures on each rail· 
way to the total on all railwavs. 

Main Causes 1968-69 to 1972-73 1973-74 to 1977-78 

SR SCR SBR WR All CR ER NR NBR NFF SE SCR SER WR All 
Rail· Rail· 
ways ways 

k Staff failures No. 76 62 47 33 497 72 34 73 3 9 68 37 64 49 409 
A 71·0 50·0 40·2 49·3 51·9 40·7 31·2 50·0 40·9 81·0 50·7 46·8 50·0 50-D 49·3 
B 15·3 12·5 9·5 6·6 100·0 17·6 8·3 17·9 0·7 2·2 16·6 9·0 15·7 12-D 100·0 

Permanent way failures No. 4 35 12 12 112 16 18 10 Nil 4 3 15 11 12 89 
A 3 ·8 28·2 10·3 17·9 11·7 9-D 16·5 8·1 18 ·2 3·6 20·5 s-o 12·3 10·7 
B· 3·6 31·2 10·7 10·7 100·0 18·0 20·2 11·2 4·5 3·4 16·9 12·3 13·5 100-D 

Carriase and wagon defects No. 12 14 39 13 1117 48 36 18 2 6 8 11 48 24 201 
A 1'I·2 11'·3 33·3 19·4 19·, 23·8 17·9 9·0 1·0 3·0 4·0 S•S 23·9 . 11·9 100·0 
B 6·4 7-5 20·9 6·!1 100·0 21·8 17·9 9·0 f·O 3·0 4·0 ,., 23·9 11·9 100-D 

Engine defects No. 4 2 2 2 30 8 7 6 Nll 1 Nil Nil 3 2 27 
~ 3·1 1'·6 1:·7, 3·0 :H 4·5 6·4 4·8' - 6·5 2·2 2·0 •30 
B 13;3 6·1 6·7 6·7 100·0 29·7 25·9 22·2 3·7 - 11"-l 7·4 1·03 .. 

Miscellaneous causes No. 1~ 11 17 7 131 33 14 17. .. 1 2 5 10 11 11 104 ... 
~ 10· 8·9 14·5 10·4 13·7 18·7 12·9 13·7 Hl·1 9·1' 5·9 13·7 8·0 11·2 12·5 Q 

B 8·4 8·4 13·0 5·3 100·0 31·7 13·5 16·3 t·O 1'·9 4·8 9·6 10·6 10·6 100·0 

Total num"er en dttailments at 
atatioDS • • • ~o. 107' 124' 111: 67 95& 177 109' 124 6 22 84 73 137 98 830 

B rr·2'. 13·0 12·2 7·0 100· 21·3 13·1 15·0 0·1 2·7 10·1' 8·8 16·5 11·8 100o() -Note: The South Central Railways was found on 2-10-1966. 



A't(NEXURB-XXIX. 

DERAILMENTS IN MID-SECI'ION ON THii JIOARD GAUGE ACCORD!NG TO MAIN CAUSES-RAU..WAY·WISE; IN 5·YEAR PERIODS 

A-Pen:entage of the failures to the ·total· 
on each railway. ·.. · 

B-Penx:ntage of the failures on· each 
· railway to. the total on all railways;. · 

1963-64 to 1967-68 1968·69 to 1972-73 . 
Main cause 

CR ER NR NER NFR SR SCR SER WR All CR ER 6R NER NFR 
Rail~ 
waya 

k Staff failures No. 25 9 25 Nil I 5 3 26 I 95 29 13 11 Nil Nil 
A 23 •I 12·1 23·8 11-1 7·8 27·2 13·2 3·7 16·0 30·5 19·4 19·0 
B 26·3 9·5 26·3 1·0 5·3 3·2 27·4 1·0 100·0 30·9 13·8 11·7 

Permanent way failures No. 16 18 11 Nil 5 27 3 81 9 '170 10 14 8 Nil Nil 
A 14·8 24·3 10·5 55·6 42·2 27·3 41-1 33·3 28·4 10·5 20·9 13·8 
B 9·4 10·6 6·5 -- 2·9 15·9 1·8 47·6 5·3 100·0 13·9 19·4 11-1 

Catriage and wagon defects No. 30 29 36 Nil I 19 3 so 10 178 24 31 16 Nil Nil 
A 27·8 39·2 34·2 11-1 29·7 27·3 25·4 37·1 30·0 25·3 46·3 27·6 
B 16·8 16·3 20·2 - 0·5 10·7 1·7 28·0 5·8 100·0 16·4 21·2 11·0 

Enaine defects No. 7 5 3 Nil I 7 1 Nil 3 27 . I . 3 4 Nil 1 
A 6·5 6·8 2·9 11-1 10·9 9·1 11-1 4·6 1·1 4·5 6·9 20·0 
B 25·9 18·6 11-1 3·7 25·9 3 ·7 11·1 100·0 7·2 21·4 28·6 7·1 ... 

~ 

Miscellaneous causes No. 30 13 30 Nil I 6 1 .40 4 125 31 6 19 1 4 
... 

A 27·8 17·6 28·6 11-1 9·4 9·1 20·3 14·8 21·0 32·6 8·9 32·7 100·0 80·0 
.B 24·0 10·4 24·0 0·8 4·8 ·o·s 3 ·2 32 100·0 22·5 4·3 13·8 0·7 2·9 

Total number of derailments In mid· 
seedon • No. 108 74 lOS Nil 9 64 11 197 27 595 95 67 58 • 1 s 

B 18·2 12·4 17·4 1·5 10·8. 1·9 33·1 4·5 100·0 20·5 14·4 12·5 0·2 1-1 

Note 1 Tho South Central Railway was formed on 2-10.1966. 



ANNEXURE XXIX 
' -

DERAU.MENTs IN MID-SECTION ON THE BROAD GAUGE ACCORDING TO MAIN CAUSES-

Main causes 1968-69 to 1972-73 

SR SCR SER WR . All 
rail· 
ways 

Staff failures No. 13 ·9 16 3 94 
A 48·Z 16·7 13·3 8.1 20·3 
B 13·8 9·6 17·0 3 ·~ 100·0 

Permanent way failures No. ·3. 9 17 1 72 
A 11·1 16-7 14·2 29· .15·5 
B 4·2 12·5 23·6 15·. 100·0 

Carriage and wagon defects N'o 5 16 41 1 .146 
A 18·5 :>.9·6 34·2 35·: .31·5 
B 3·4 11·0 28·1 8· 100·0 

Engine defects >· No Nil 2 2 14 
A 3-7 1. 7 2·' H! 
B 14·3 14·3 7· 100·0 

Miscellaneous causes No. 6 . 18 44 9 138' 
A 22·2 33·3 36·6 Z4·l 29·7 
B . 4·4. 13'-0 31·9 6·5 100·0 

Total number of derailments in mid-section No. 27' 54 120- 37 464 
B 5·8 11·6 . 25·9 s-o 100-D 

ANNEXURE /{XX 

DERAll.MENTS AT STATIONS AND IN MID-SECTION COMBINED; ON THE BROAD GAUGE ACCORDING TO MAlN 

Main causes 1963-64 to 191!7-68 ,-

CR ER NR NER 

Staff failures No. 242' 53 163· 1 17 
.A 50·7 '25•5 46•7 100•0 . 40.5 
,B 26·6 < 5·8 18·0 0·1 (\.1 1·9 . 

Permanent way failures No. .44 38. 36 Nil ., 11 
A 9·2 18·3 10·3 '.26·2 
B 11·0 9·5 9·0 .;.2·8 

' 
Carriage and wagon defects 1 No. 96 70 78 Nil 4 

·A '20•1. 33·6 22·3 "9·5 
B 20·6 15-() 16-9 . 0·8 

Engine defects No. 19 19 9 Nil 4 '\ 4·0 9·1 2·6 9·5 
I 21·0 21·2 10·0 4·4 

Miscellaneous causes . No. 76 ·28 63 Nil 6 A 16-o 13·5 18 ·1 14·3 B 25·2 9·3 20·9 2-D 
·Total number of derailments at station and mid-section· _ No. 477 208 349 1 42 
combined B 22·0 9·2 16-1 2·0 

Note : The South central Railway was formed on 2-UH966. 
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-(CDntd) 

RAILWAY~WISE;IN 5-YEAR PERIODS 

A-Percentage of tbe failures to the total 
on each railway 

B-Percentage of the failures 0n each rajlway 
to the total on all railway 

1973-74·to 1977-78 

CR ER NR NER NFR SR SCR SER SWR AU 
rail-
ways. 

35 10 29 Nil I 16 10 38 9· 148 
25·9 12·0 28·4 11·1 43·3 '16 ·7 17·0 17·3 21·1 
23·6 6·8 19·6 0·7 10·7 6·8 25·7 6·1 100·0 

23 12 13 Nil 3 2 13 39 14 119 
17·0 14·5 12·7 33 ·"3 5·4 21·7 17 ·S 26·9 17·0 
19·3 10·1 10·9 2•5 1·7 10·9 32·8 11·8 100·0 

31 44 24 Nil 2 10 21 105 2~ '260 
23·0 53 -o 23·5 22·2. 27·0 35 ·U 47·1 44·3' '37·1 
11·9 16·9 9·2 0·8 3 ·8 8 ·1 40·4 8·9 100·0 

5 1 7 Nil N!l. - 3 7 4' 1 28 
3 ·7 1·2 6·9 ; 8 ·1 11•6 1·8 1 ·9 4·0 

17·8 3·6 25·0 10·7 25·0 14·3 3·6 100·0 

41 16 29 NU 3 . 6 9 37 s 146 
30·4 19 ·3 28·5 33·4 '16·2 :15 ·O 16·6 9·6 20·8 

.28·1 11·0 19·9 2·0 4·1 6·2 25·3 3 ·4 100·0 
135 83 102 Nil 9 '37. 60 223 52 ·70•701 

19 ·3 11·8 14·6 1·3. 5·3 8·6 31·8 7·3 100·0 

CAUSEs-RAILWAY-WISE; IN 5-YEAR. PERIODS 

A-Percentage· of failures to the total on 
each railway. · 

B-Peteentage of the faUures on each railway 
to- the total ori all railways. · · 

1968-69 to 1972-73 

SR SCR SER Wl AU.; 
rail~-

CR. ER NR'- NER NFR 

ways. 

170 19 193 51 909 ':f16' 65 128 2 21 
44·9 40·4 36·3 38·6 42'0 '39·9 34·8 5!·0 50·0 60·0 
18 ·7 2·1 21·2 5·6 100·0 19·6 11·0 21·7 0·3 3·6 

100 8 135 27 399 31 27 22 Nil 1 
26·4 17·0 25·4 20·5 18 ·4 10·7 14·4 8 ·8 '2·9 
25 ·1 2·0 33·8 1:6.:,8 100·0 16:8 14·7 12·0 O·S 

so 7 131 31 467 . 60 71 43 I 5 
13 ·2 15·0 24·6 23·5 ·'21·6 20·6 38·0 17 ·1 25·0 .14·3 
10·7 1·5 28·0 6·5. 100·0 18 ·1 21:3 12·9 0·3 1·5 

22 4 4 '9 90 8 6 13 Nil 2 
5•8 8·5 0·8 6·8 4·0 2·7 3·2 5 ·2 5 ·7 

24·5 4·4 4·4 10·0 100·0 18 ·3 13·6 29·5 4·S 

37 9 69 14 302 "76 IS : 45 1 6 
9·7 19 ·1 12 ·9 10·6 }4·0 26·1 9·6 17·9 '25·0 17 ·1 

12 ·3 3·0 22·8 4·5 100·0 28·3 6·7 16·7 0·4 2·2 

379 47 532 132 :·2161 291 1&7 251 4 3S 

17·9 2·2 24·5 6.·1 ' 100 ·0 20·5 13 ·2 i7·7 0·3 2·4 



ANNEXURB-XXX-(Conld.) 

DBRAILMENTS AT STATIONS AND IN MJD.SECilON COMBINED, ON THE BROAD GAUGE ACCORDING TO MAIN CAUSBS-RAJLWAY·WISEI 
. IN 5-YEAR PERIODS 

A-Percentage of failures to tho total on each railway. 
B-Pereeotage of 11>o failures on each railway to tho total on 

all railways, 

Malo causes 1968-69 to 1972-73 1973-74 to 1977·78 

SR SCR SER WR AU CR ER NR NBR NFR SR SCR SER WR. AU 
rail· rail· 
ways ways --Slaft" failures No. 89 71 63 36 591 107 44 102 3 10 84 . 47 102 58 557 

A 66·4 39·9 26•6 34·6 41·6 34·3 22·9 45•1 50o() 32•3 69·4 35·3 28•3 38·7 36·4 
B 15·0 12·0 10·7 6·1 100·0 19•2 7·9 18•3 0•6 1·8 15•1 8·4 18·3 10·4 100 o() 

Permanent way failumo • No. v 44 29 23 184 39 30 23 NU 7 5 l8 so 26 208 
A 5•2 24·7 12•2 22·1 13 o() 12•5 15·6 10•2 22·6 4•1 21-1 13·9 17·3 13·6 
B 3·8 23•9 15•8 12·5 100o() 18·8 14·4 11·0 3·4 2·4 13·5 24-D 12·5 100-D 

Carriage and wagon defocta • No. 17 30 80 26 333 79 so 42 2 8 18 32 153 41 461 
A 12·7 16·9 33·8 25·0 23·4 25·3 41·7 18·6 33·3 25·8 14·9 24o() 42·5 31·3 30·1 
B 5·1 9•0 24·0 7•8 100·0 17·2 17·4 9·1 0-4 1•7 3·9 6·9 33·2 10·2 100 o() 

Euglno dofocta • • • No. .. 4 4 3 44 13 8 13 Nn 1 3 7 7 3 55 
A 3•0 32·2 1 ·'J 2·9 3 ·1 4•2 4·2 5·8 3·2 2·5 5·3 1·9 2·0 3 ·6 
B 9·1 9·1 9·1 6·8 100·0 23·6 14·5 23·7 1·8 5·5 12·7 12·7 5·5 O·OOt 

Misrellanoous causes • No. IV 29 61 16 269 74 30 46 1 5 11 19 48 16 2SO 
A 12·7 16•3 25·7 15·4 18·9 23·7 15•6 20·3 16·7 16·1 9·1 14·3 13•4 10·7 16·3 .. 
B 6•3 10·8 22•7 5•9 100·0 29•6 12·0 18 ·4 0·4 2·0 4·4 7·6 19•2 6·4 100 o() .. .. 

TOtal number of derailmonls station 
312 and mid·soction combinod • • No. 134 178 237 104 1421 192 2l6 6 31 121 133 360 ISO 1531 

B 9-4 12•5 16·7 7·3 100·0 20·4 12 •5 14·8 0·4 2·0 7·9 8 •7 23•5 9·8 100·0 

Note: The South CenUal RBiJway was formed on 2·10.1966. 
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ANNEXURE XXXI 

DERAILMENTS AT STATIONS AND INMID-SECTlONONTHEMETREGAUGE-RAILWAY-WlSE :IN YEAR PERIODS 

Railway 
1963-64 tO ]961-68 1968-69 tO 1972-73 1973-74to 1977-78 

Mid-section At stations Mid-section At stations Mid-5ection At stations 

Nnm&l:r Pcrccntc Num1l1:t Rl'' Num"bet Per- Nuin1ier Per- Nlim"ber Per- Numbor Yer-
age ceiitage cent age cent age centagc ceritage 

1. Central 28 66·7 14 33 ·3 31 83 ·3 6 16 ·2 21 91 ·3 ·2 8·7 
2; Eastern No Metre Gauge 
3. Northern 107 54·9 88 45 ·1 111 63 ·I 65 36·9 116 82·9 24 17 ·1 
4. North Eastern 138 20·5 535 79·5 116 44·4 145 . 55·6 153 48·9 160 51·1 
5, Northeast Frontier 313 45·3 378 54·7 227 49·0 236 SI ·0 199 53·9 170 46 ·1 
6. Southern 220 43-1 290 56·9 138 56·3 107 43 o7 169 65·5 89 34·S 
7, South Ceniral 32 43·8 41 56·2 182 66·7 91 33 ·3 148 74·0 52 26·0 
8, S'>uth Eastern No Metre Gauge 
!i. Western 137 4i ·1 197 58·9 123 45·7 146 54·3 227 67·8 108 32·2 

All Railways . 97S 38·8 1543 61·2 928 53·8 796 46·2 1033 63 ·1 60S 36·9 

Nom: The SOUth Central Railway was l'or111ed on 2-10-1966. 

ANNEXURE XXXII 

DERAILMENTS AT STATIONS AND lN MID-SECTION ON THE METRE GAUGE ACCORDING TO MAIN CAUSES ALL 
RAILWAYS; INS-YEAR PERIODS 

A-Number of derailments 
B-Numherof derailmentsduetocause taken asa perceBtagr of tne total. 

1963·64 tO 1967-68 1968-69 tO 1972-73 I ~73-74 tO 1977-78 
Main cause 

A B A B A B 

Denibaents at statloDS 
.. 1. Staft'failures . 67S 43 ·8 397 49-9 243 40 •I 
2: Permanent way failures 201 13•0 80 10•1 44 7·3 
3. Oirtilige and wagon defeCts 245 15·8 187 23•S 210 34·7 

.4: Engine defects .. 179 11·6 45 5 •7 27 4·5 
s. Miscellaneous causes 243 1S·8 87 10·8 81 13·4 

TOtal 1543 100·0 796 100·0 60S 100·0 

Denllmeats ID mld-Seetioll 

L Staft'failures • 202 20·7 320 34•S 366 35·5 
2. Permanent \vay failures 162 16•6 77 8·3 lOS 10·2 
3. Carriage and wagon defects 316 32•4 315 33 ·9 341 33•0 
4. Engine defects 49 5 ·0 32 3 ·5 57 5 ·S 
s. Miscellaneous causes 246 25 ·3 184 19•8 164 15·9 

Total 975 100·0 928 100·0 1033 100·0 

All Derallmeals 
1. Staff failures 877 34·8 717 41•6 609 37 ·21 
2. Permanent way failure . 363 14-4 !51 9·1 149 9 ·I 
3. C1rriage_ and wagon defects 561 22·3 502 29 -~ 551 33 ·6 .. 
4. Engine defects 228 9 •I 77 4•5 84 5 ·1 
S. Miscellaneous causes 489 19·4 271 IS ·1 245 15 ·0 

Total 2518 . 100 o() 1724 100 o() 1638 100·0 --21---uiSRD/80 
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ANNEXURE 

DERAILMENTS AT STATIONS ON THE METRE GAUGE ACCORDING TO MAIN 

1963-64to 1967-68 
Main causes 

CR ER -NR NER NFR 

(1) 2 3 4 5 6 

Statffaiiilres • -. 
··No, 4 32 274 i42 
A 28·6 36·4 51·2 37·6 
B 0·6 4·8 40·6 21·0 

Permanent way failures . No. Nil 11 49 70 . A ~ 12·5 ·9·2 18·5 
B' 5 ·4 24•4 34·8 

(Carriage and wagon defects No, 3 ~ 27 69 51 
A• 21·4 ~ 30·7 12·9 13 ·5 
B 1·2 11·0 28·2 20·8 .. 

Engine defectsJ No. 1 
., 

10 74 ,22 • . . .; 
A~ 7·1 11·3 13·8 5 ·8 
Bo 0·6 5·6 41·3 12·3 

Miscellaneous causes .. .. . . No. 6 4·8 69 93 
A· 42·9 9·1 12·9 24·6 
B 2·5 3 ·3 28·4 38 ·2 

Total. number of derailments at stations . No. 14 88 535 378 
B 0·3 5·7 34·7 24·7 

ANNEXURE 

DERAILMENTS IN MID-SECTION ON THE MB'm.E GAUGE ACCORDING TO MAIN 

Main causes 
1963-64 t01967-68 

CR ER NR NER NFR 

1 2 3 4 .s 6· 7 

Stafl'.failures .. .No. 4 29 27 . 48 
A 14·3 27·1- 19·6 15··3· 
B 1·9 14·4 13·4 23 ·8· 

Permanent way failures . No 2 18 14 ~73 
A. 7 ·1 16·8 . iO ·1 23·3. 
ll 1·2 11·1 8 ·7 45·1' 

Carriage and wagon defects . - No 10 37 47 76 
A 35·7 

~ 
34·6 34·1 24·3· B 3·1 11·7 14·9 24•1' 

Engine defects • • No 1 ! 2 10 16 
A 3·5 ~ 1 ·9 7·2 5 ·I 
B 2·0 " 4·1 20·4 32·7 

"" 
"I', 

Miscellaneous causes • No. 11 ~- 21 40 100 . 
A 39·4 

_j_~ ' 19·6 29·0 32·0, 
B 4·5 8.·~ 16 ·3 40·7 

Total numbor of derailments in mid-section No. 28 107 138 . - :i13 B· 2·9 10.·9 14·1 32·1 
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XXXIII . 

CAUSES-RAILWAY-WISE : IN 5-YBAR PBRIODS 

A-Pen:entageofthefailures to the total on each railway. 

B-Pen:entageofthefailures on each railway to the total on all rail .. ·ays. 

1968-69 to 1972-73 

SR SCR SER WR All railways CR ER NR NER NFR 
7 8- g. 10 11 12 13 14 15 16 

115 16 I 92 675 ' 2 36 74 '96 
39·7 39-() 46·7 43·8 33 ·3 55·4 51-() 40·7 
17·0· 2·4 

l 
13·6 100·0 ·0·5 9·1 18 ·7 24·2 

51 4 16 201 2 10 12 28 
17·6 9·8 8·1 13-() 33 ·3 ~ 15-4 8·3 11·9 
25·4 2-()· 0· s-o 100.0 2·5 12·5 15-() 35-() 

48 11 i 36 245 2 
§ . 5 '43 61 a ~ 

16·5 26·8 18 ·3 15·8 33-4 (1 7•7 29·7 25·8 
19·6 4·5 

1 
14·7. 100-() Jot .. 2•7 23'1) 32·6 

33 2 37 179 Nil· 
g 

6 3 20 
11·4 4·9 18·8 11·6 ,_ i 9·2 2-1 8·5 
18·4 1·1 

I 
20·7 100-() 13·3 6•7 44·4 

43 8 16 243 Nil· 8 13 31 
14·8' 19·5 8·1 15·8 12·3 8·9 13-1 
17·7 3·3 6·6 100·0 9·2 14·9 35·6 

290 •,' 41 . 197 1543 6 6S . 2145 -236 
18·8 2·6 I 12·7 100·0 0·8 8 ·2 18·2 29·6 

XXXIV'·: • 
,_ 

CAUSES-RAILWAY-WISE : IN 5-YBAR PERIODS 

A-Percentage or failures to the total on each railway. 
B-Percentage or the failures on each railway to the total on all railways. 

1968-69 to 1972-73 

••SR : .·; SCR· '" SBR )· WR All railways CR ER NR NBR NFR 

8 9 10 ' 11 12 13 14 15 16 _. 17 ,· 

56 8 30 202 '11. 40 22 .42 
25·4 25·0 21-9 20·7 35·5 36-() 18·9 18·5 
27·7 3-9 14·9 100-() 3·4 12•5 6-9 13-1 

41 6 8 162 '2 6 ' .9 ' 30, 
18·6 18·7 a: 5·8 16·6 6·5 z 5·4 7·8 13·2 
25·3 3 ·7 4-9 100-() 2·6 0 7·8 11·6 39 'I) 

~ 13 
a 

32 15 5 66 316 " 45 103 ~ ~ 

34·1 15·6 a 48·2 32·4 41-9 ;; 28·8 38·8 45·4 
23·7 1·6 J 20-9 100·0 4·1 I 10·2 14·3 32·7 

15 2 3 49 2 'fl 7 6 '10 
6-9 6·3 2•2 5·0 6·5 6·3 5"2 4·4 

30·6 4·1 6-1 100 'I) 6·3 21·9 18·7 31·2 

33 11 30 246 3 26 34 42 
15-o 34·4 21·9 25•3 9·6 23·5 29·3 18 •5 
13·4 4·4 12"2 100-() 1·6 14·1 18·5 2.2·8 

220' 32 137 975 -:31 I 111. ·116 '227 
22·6 3·3 14·1 100-() 3·3 12 'I) 12·5 24·5 

NorB : The South Central Railway was formed on 2-10-1966. 



1968-69 tO 1972-73 

Main causes SR SCR SER WR AIJ. 
·railways 

1 2 17 18 19 20 21 

Staff failures No. 78 45 66 397 
A~ 72·9. 49·5 45·2 49·9 
B 19·6 11·3 16·6 100·0 

Permanent way failures No. 4 12 12 80 
AI 3·7 13 ·2 8.2 10·1 
B 5•0 15·0 15·0 100·0 

0 
Carriage age and wagoD. defects No. 5 19 

~ 
52 187 

AI 4·7 20·9 35·6 23·5 
B 2-7· .10 ·1 fi 27·8 100·0 

Engine defects No. 111 4 .. 2 45 
"-I 9 ·3 4·4 

.,. 
1·4 5 ·7 c 

B" 22·2 8·9 .. 4·5 100 o() " 
Miscellaneous causes .~o. 1Q, 11 14 87 

Af '9·4, 12-() 9·6 10·8 
B ' 11·5 12·7 16 ·1 100·0 

T<llal number (lf derail mel!ts at stations No. 107 91 146 796 
B 13·4, 11·4 18·4 100·0 

- ---- ---- ----- -·-- - ----------- --- --- --· 
Note :The South Central Railway was formed on 2-10-1966. 

ANNEXURE 

Main causes 
1968-69 to 1972-73 

SR SCR SER WR All railways 

1 2 18 19 20 21 22 

Sta!ffailures No. 80 81 44 320 A 58·0 44·5 35·8 34·5 
B 25·0 25·3 13·8 100·0 

Permanent way failures ~ No. 3 17 10 77 A 2·2 9·4 8·1 8 ·3 B 3·9 22·1 13·0 100-() 

Carriage and wal!on defects No. 29. 47 2: 
46 • ~ 0 315 A 21·0. 25·8 37·4 33·9 

B 9·2 14·9 ~ 14·6 100·0 -Engine defects • No. Nil 6 
g 

1 32 A 3 ·3 .. 0·8 3·5 B 18 ·8 ~ 3 ·1 100·0 
Miscellaneous causes • No. 26 31 

I 
22 184 ·A 18 ·8 17·7 17·9 19·8 B 14·1 16·9 12·~ 100·0 

Total number of derailment& in mid-sectio!l No. 138 182 123 928 B. 14·9 19·6 13·2 100·9 . . -



XXXilt=ContJ. 

1973-74 to 1977-78 

CR ER NR NER NFR SR SCR SER WR All railways 
22 23 24 25 26 27 28 29 30 31 

1 11 71 38 53 20 49 243 
50·0 45-8 44·3 22·4 59·6 38·5 45·4 40·1 
0·4 4·5 29·2 15·7 21·8 8·2 20·2 100 o() 

1 2 6 17 3 .7 8 44 
50·0 8 ·3 3·8 10 o() 3·4 13·5 2: 7·4 7·3 
2·3 4·5 13·6 38·7 6·8 15·9 0 18·2 100·0 

Nil ~ 5 39 88 -22 19 ~ 37 210 ~ 

!! 20·4 24·4 51·8 24·7 36·5 a 34·3 34·7 
~ 2·8 18·6 41·9 10·5 9·0 

~ 17·6 100·0 a 
Nil "" 2 16 3 1 1 

I 
4 27 ~ 

"" 8·4 10·0 1·7 1·1 1·9 3·7 4·5 
" 7·4 59·3 11·1 3·7 3·7 14·8 100·0 

Nil 4 28 24 10 s 10 81 
16·7 17·5 14·1 11·2 9·6 9·2 13 ·4 
4·9 34·6 29·6 12·3 6·2 12. ·4 100·0 

2 24 160 170 89 52 I ··108 .. 605 
0·3 4·0 26·4 28·1 14.7 8·6 17·9 100·0 

XXXIV-Contd. 

1973-74 to 1977-78 

~ ER NR NER NFR SR SCR SER WR All railways 

23 24 2.5 2.6 27 28 29 30 31 32 

6 39 33 53 97 68 70 366 
28·6 33·6 21·6 26·6 57·4 45·9 30·8 35·4 
1·6 10·7 9·0 14·5 26·5 18·6 19·1 100 o() 

2 23 12 25 5 21 17 105 
9•5. 19·8 7·8 12·6 3·0 14·2 'l- 7·5 10·2 
1·9 21-9 11·4 23-8 4·8 20·0 16·2 100·0 

2: 
42 34 ~ 9 0 17 59 81 ~ 99 j4J 

42·9 ~ 14·7 38·6 40·7 24.-9 23·0 a 43·6 33·0 
2·6 a 5·0 17·3 23·8 12·3 10·0 i 29'0 1oo·o 

Nil .. 13 14 13 5 10 

1 
2 57 ~ 11·2 9·2 6·5 2·9 6•8 0·9 5·5 OQ 

" 22·8 24·6 22·8 8·8 17·5 3•5 100·0 

4 24 35 27 20 15 39 164 
19·0 20·7 22·8 13·6 11·8 10·1 17·2 15·9 
2·4 14·6 21 ·3 16·5 12·2 9·2 23·8 . 100·0 

21 116 153 199 169 148 221 1033 
2·0 11·2 14·8 19·3 16·4 14·3 22·0 100·o 
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ANNEXURE 

:bl!R.Att.MBNT AT STAnONS AND IN MID·SBCriON COMlllNBD, ON THB MBTRB GAUGB ACCORDING TO 

1963-64 to 1967-68 
Maio causes 

CR ER NR NER ' ' NFR 

1 2 3 4 s 6 7 

Staff failures No. 8 61 301 190 
A 19·0 31·2 44·7 27·5 
B 1·0 7·0 34·3 21·6 

Permanent way failures • No. 2 29 63 143 
A 4·8 ~ !So() 9·4 20·6 
B 0·6 s-o 17·3 39·4 

carnage and wagon defects 
e 

No. 13 .. 64 116 127 -A 30·9 ~ 32·8 17·2 18·4 
B 2·3 .. 11-4 20·7 22·7 

~ 
Engine defects No. 2 .. 12 84 38 • 

1 
A 4·8 6·1 12·5 S·S 
B 0·9 5·2 36·8 16·7 

Miscellaneous causes No· 17 29 109 193 
A 40·5 14-9 16·2 28-() 
B 3·S S·9 22·3 39·5 

Tolal number of derailments atstations and in 

\ 
mid sectioa CIOIIlbined No. 42 195 673 691 

B 1·7 7·8 26·7 27·4 

1968-69 to 1972-73 
Main :causes 

SR SCR SER WR All railways 

1 2 18 19 20 21 22 

Staff failures No. 158 126 110 717 
A 64·5 46·1 40·9 41·6 B. 22·0 17·6 15·3 100-() 

Permanent way failures No. 7 29 22 H<J 
·~· A 2·9 10·6 ~ 8·2 9·1 

B 4·S 18·5 14-o "100·0 

Carriage and W31011 defects No. 34 66 
a 

• w 98 502 
•A 13-9 24·2 36·4 29·1 

B 6·8 13 ·1 19·S 100·0 

BagiJae defects • • • • No. 10 10 3 77 
A 4·1 3·7 1-1 4·5 
B 13-() 13-o 3-9 100-() 

Miscellaneous causes • No. 36 42 36 271 
·A 14·6 15·4 13 ·4 15·7 
B 13 ·3 15·5 13·3. 100·0 

Total number of derailments at stations and in mid-

\ sec:tion combined • No. 245 273 269 1724 B 14·2 15·8 15·6 100·0 
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XXXY 

M,AI.N CAUSES~ILWAY-WISE; IN 5-YEAR PERIODS· 

A-PERCENTAGE OF THE FAILURE TO THE TOTAL ON EACH RAILWAY 

B-Pen:entage of the failures on each railway to the total on an railways. 

1968-69 to 1972-73 

SR SCR SER WR All railways CR ER NR NER NFR 

8 9 10 11 12 -13 14 IS 16 17 

171 24 

i 
122 877 13 I 76 96 138 

33·5 33·0 36·5 34·8 35·2 43·2 36·8 29·8 
19•5 2·7 13·9 100·0 1·8 k 10·6 13·4 19·3 

92 10 24 363 4 16 21 58 0 0 
18.0 13·7 ~ 7·2 14·4 10·8 I 9·1 8•0 12·5 
25·3 2·8 - 6·6' 100·0 2·5 10·2 13-4 36·9 

(I (I 
123 ' 16 ~ 102 561 IS i 37 88 164 

24·1 21·9 30·5 22·3 40·5 21·0 33·7 35·4 
21·9 2·9 "' 18 ·1 100·0 3·0 7·4 17·5 32·7 

48 4 40 228 2 13 9 30 
9 ·4 s ·4 12·0 9 ·I 5·4 7·4 3·5 6·5 

21·1 1·8 17·5 100·0 2·6 16·9 11·7 38·9 

76 19 46 489 3 34 47 73 
15·0 26·0 13·8 19·4 8·1 19•3 18·0 15·8 
15·5 3 ·9 9·4 100·0 1·1 12·5 17-4 26·9 

510 73 334 2518 37 176 261 463 
20·3 2·9 13·2 100·0 2·2 10·2 IS ·I 26·9 

Note : The South Central Railway was formed on 2 ·1 0. 1966, 

1973-74 to 1977-78 

CR ·ER NR NER NFR SR SCR SER WR All railways 

23 24 25 26 27 28 29 30 31 32 

7 I so ' '104 ' 91 ISO 888 119 609 
30·4 35•7 33·2 24·7 58·2 44·0 35·5 37 ·21 
1·1 

I 
8·2 17 ·I 14·9 ,24·6 14·5 19·6 100·0 

3 I 2~ 18 42 8 28 25 149 
13·0. 

:b 
17·9 5·8 11·4 3 ·1 14·0 7·5 9 ·I 

2·0 16·8 12·1 •28··2 5·4 18 ·8 ~ 16 ·7 100·0 
0 

9 9 22 98 169 64 53 I 136 551 
39·2 !1. IS ·1 31·3 45·8 24·8 26·5 40·6 33·6 
1·6 (I 4·0 17 ·8 30·7 II ·6 9·6 ~ 24·7 100·0 " 

"' "' Nil ~ 15 30 16 6 II l!l 6 84 
~ 10·7 9·6 4·3 2·3 5·5 "' I ·8 S ·I n 

17·9 35·7 19 ·0 7·1 13 ·2 I 7 ·I 100·0 

4 28 63 51 30 20 I 4' 245 
17·4 20·0 20·1 13·8 11·6 10·0 ,14·6 IS ·0 
1·6 11·4 25·7 ,20·8 12·3 8·2 ,20·0 100·0 

:- l 23 140 ! 313 369 258 200 335 1638 
1·4 8 •S '19·1 ~-s 15.8 12·2 20·5 IOO·o 

..... -
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ANNEXURE XXXVI 

NUMBER AND INCIDENCE OF DERAILMENTS OF PASSENGER AND OTHER TRAINS GAUGE-WISE ALL 
RAILWAYS: IN 5-YEAR PERIODS 

Years 

1963-64 tO 1967-68 . 
1968-69 to 1972-73 . 
1973-74 tO 1977-78 . 

1963-64to 1967-68. 
1968-69 tO 1972-73 . 
1973-74 tO 1977-78 . 

1963-64 tO 1967-68 . 
1968-69 to 1972-73 . 
1973-74 to 1977-78 . 

A-Number of derailments 
B-Incidence of derailments per million passenger trainfother train kilometres. 

BROAD GAUGE 

Passenger trains Other trains 

A B A Jl 

32~ 0.47 1838 2·8 
345 0·44 1076 1·40 
382 0·45 1149 1·40 

METRE GAUGE 

349 0·88 2169 8·5 
287 0·70 1437 4·84 
374 0·98 1264 4·97 

NARROW GAUGE 

161 4·4 154 8·6 
148 4·19 84 3·96 
168 5·27 64 4·03 

ANNEXURE XXXVII 

NUMBERANDINCIDENCEOFDERAILMENTS OF PASSENGER TRAINS AND OTHER TRAINS ON THE BROAD GAUGE
ALL RAILWAYS; YEAR-WISE 

A-Nnmber of derailments 
B-J.ncidenceofderailmentspermillion passengerfothertrain kilometres 

Passenger· trains Other trains 
Year 

A B A B 

1 2 3 • 4 s 
1963-64 56 0·41 561 4·4 
1964-65 66 0•49 386 3 ·1 
1965-66 . 68 0·48 318 2·4 
1966-67 66 0-46 272 2·1 
1967-68 73 0·50 295 2·0 

Total of 5 years 329 0·47 1838 2·8 

1968-69 88 0·58 215 1·47 
1969-70 63 0·41 251 1·64 
1970..71 65 0·42 202 I ·33 
1971-12 56 0·35 215 1·38 
1972-73 73 0·46 187 1·89 

Total of 5 years 345 0·44 1076 1·40 

1973-74 57 0·37 193 1·33 
1974-75 77 0·49 236 1 ·55 
1975-76 84 0•49 260 1 ·53 
1976-77 69 0·38 ·234 1 ·32 
1977-78 95

1 
,o.~o 226 1·29 

Total of s years 382 0·45 1149 1·40 
-
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ANNEXURE XXXVIII 

NUMBER AND INCIDENCE .OF DERAILMENTS OF PASSENGER AND OTHER TRAINS ON THE BROAD GAUGE 
RAILWAY WISE; IN 5-YEAR. PERIODS 

A-Number of derailments 

B-Incidence or derailments per million passenger/Other trPin kilr-
metres 

1963-64 tO 1967-68 1968-69 10 1972-73 1973-74 tO 1977-78 

A B A B A E 
I 2 3 4 s 6 7 

PASSENGER TRAINS 
Central 60 0·45 64 0·42 80 0·48 Eastern 51 0·38 49 0·35 67 0·43 Northern 90 0·55 87 0·51 81 0·47 North Eastern I 0·88 4 4·44 2 0·76 Northeast Frontier 9 I ·7 10 4·67 II I ·38 
Southern 54 0·68 31 0·47 31 0·48 South Central 9 0·47 37 0·56 47 0·58 
South Eastern 41 0·54 40 0·46 40 0·42 
Western 14 0 ·1 23 0·24 23 0·21 

All Railways 329 0·41 45 0·44 382 0·45 

OTHER :m.AlNS 
Central 417 2·8 227 1·64 232 1 ·45 
Eastern 157 1·3 138 I ·01 125 0·90 
Northern 259 2·3 164 I ·29 1·45 1 ·JO 
North Eastern Nil Nil 4 8·0 
Northerast Frontier 33 6·8 25 14 ·12 20 2·25 
Southern 325 6·5 103 2 ·IS 90 I ·84 
South Central 38 2·5 141 2·16 86 I ·21 
South Eastern 491 4·0 197 1·17 320 I ·95 
Western . 118 1·6 . 81 0·97 127 I ·34 

All Railways 11138 2·8 1076 1·40 1149 1·40 

ANNEXURE XXXIX 

NUMBER AND INCIDENCE OF DERAILMENTS OF PASSENGER TRAINS AND OTHER TRAINS ON THE METRE 
GAUGE ALL RAILWAYS; YEAR-WISE 

A-Number of derailments 

B-Incidence of derailments per millie n pasergcr fothcr train ki I< mt 11 < s 

Passenger trains Otller trains 
Year 

A B A B 

·1963-64 73 0·99 520 10·4 
1964-65 64 0·83 441 8·6 
1965-66 61 0·77 447 8·4 
1966-67 67 0·82 396 7·6 
1967-68 84 1·00 365 7·7 

Total of S years 349 0·88 2169 8·5 

1968-69 so 0·62 297 4·92 
1969-70 68 0·83 322 5·19 
1970-71 49 0·59 290 4·91 
1971-72 70 0·84 285 4·87 
1972-73 so 0·61 243 4 ·26. 

Total of S years . 287 0·70 1437 4·84 

1973-74 62 0·88 215 4·55 
1974-75 71 1·10 269 s ·55 
1975-76 94 1·18 292 5·60 
1976-77 66 0·80 232 4·25 
1977-78 81 0·98 256 4·93 

Total of 5 years . 374 0·98 1264 4·97 
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ANNEXURE XL 

NUMBER AND INCIDENCE OFDERAILMENTSOF PASSENGER TRAINS AND OTHER TRAINS ON THE METRE GAUGE
RAILWAY-WISE; IN 5-YEAR PERIODS 

Railway 

Passenger Trains 
Central 
Eastern 
Northern 
North Eastern 
Northeast Frontier 
Southern 
South Central 
South Eastern 
Western 

All Railways 

Other Trains 
Central 
Eastern 
Northern 
North Eastern . 
Northeast Frontier 
Southern 
South Central 
South Eastern 
Western 

All Railways 

A-Number of derailments 
li-Incidence of derailments per million passenger/< th<r train 

kilometres 

1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 

A B A B r-A B 

8 0·64 2 0·74 3 1·07 

35 0·99 
No metre gauge 

41 1·05 39 1·13 
91 1·0 69 0·75 119 1·33 
85 2·3 61 1·70 52 1·62 
81 0·65 37 0·33 60 0·63 
9 0·61 38 0·83 58 1·28 

40 0·49 
No metre gauge 

39 0·46 43 0·52 

349 0·88 287 0·70 374 0·98 

34 3 ·8 35 8 ·75 20 4·34 

160 5 ·8 
No metre gauge 

135 4·75 101 4·2( 
582 13 ·3 192 3 ·41 194 4·3t 
606 20·5 402 10·11 317 10·2t 
429 6·9 208 4·48 198 5 ·13 
64 3·8 235 5 ·91 142 4·26 

294 3·9 
No metre gauge 

230 2·80 292 3 ·71 

2169 8 ·5 1437 4·84 1264 4·79 

ANNEXURE XLI 

NUMBER AND INCIDENCE OF DERAILMENTS OF PASSENGER TRAINS AND OTHER TRAINS ON TlJE NARROW 
GAUGE SYSTEM-RAILWAY-WISE; IN 5-YBAR PERlODS . 

Railway 

Passenger Trains 
Central I . 

\' Easternl 1 
Northern, 
Northeast Frontier41 
Southern -
South Central 
South Eastern 
Western 

All Railways 

Other Trains 
Central 
Eastern 
Northern 
Northeast Frontier 
Southern 
South Central 
South Eastern 
Western 

All Railways 

A-Number of derailments 
ll~Number of derailments per million passcngerfctb<r tr•in 

kilometres. 

1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 

, .A I • I :B I i A B A B 

52 8 ·1 29 7·63 26 6·84 
·5 '~·7 5 4·96 8 4·58 
17 5·0 .17 4·86 4 2 ·11 
16 19•5 8 12·12 20 38·64 

', 8 4·9 7 4·61 1 7·69 
'4 4·0 22 6·71 17 5 ·56 

125 ,2·2 30 2·53 44 3·72 
34 3 ·1 30 3 ·10 48 5 ·39 

161 4·4 148 4·19 168 5·27 

16 4·1 10 3·70 5 2·0 
Nil 8'1: Nil Nil 
29 23 7·67 3 1 ·76 
16 I 9 •1 5 8·93 2 10 ·53 
5 27·8 1 5·0 I 6·67 
I 1·8 5 3 ·18 2 I ·46 

81 11·0 38 4·42 49 7·25 
6 13 ·9 2 0·74 2 0 ·81 

154 8·6 84 3·96 64 4·03 
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ANNEXURB XUl 

DERAILMENTS OF PASSENGER TRAINS AND OTHER TRAINS ON THE BROAD GAUGE CLASSIFIED ACCORDING To 
MAIN CAUSES-ALL RAILWAYS; IN 5-YEAR PERIODS. 

s. Main Cause 
No. 

Paueager Trains. 
1. Stafffailures 
2. Pormanent way failur~s : 
3. Carria~ and wagon defects. 
4. Engine defects • 
5. ·Miscellaueous causes 

6. Total 

Other Tra!Ds. 
1. Stafffailures 
2. Permanent way failur~s : 
3. Carriage and wagon defects. 
4. Engine defects • 
5: Miscellaneons canses 

6. Total 

A-Number of derailments. 
B-Number of dera.ilmenli Glue to cause taken as a percentage of 

the total. 

1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 

--A B A B A B 

85 25·9 129 37-4 129 33 ·8 
48 14·6 40 11·6 48 12·5 
64 19·4 45 13 ·3 63 16·5 
51 1S•S 24 7-() 35 9·2 
81 24·6 106 30·7 107 28-() 

329 100·0 34S 100·0 382 100·0 

824 44·8 462 42•9 428 37·3 
351 19 ·1 144 13 ·4 160 13·9 
403 21·9 287 26·7 398 34·6 
39 2•2 20 1·9 20 1·7 

221 12·0 163 1S·1 143 12.·5 

1838 100·0 1076 100·0 1149 100·0 

ANNEXURE XLlll 

DERAILMENTS OF PASSENGER TRAINS AND OTHER TRAINS ON THE METRE GAUGE CLASSIFIED ACCOFLll\ G 'I 0 
MAIN CAUSES-ALL RAILWAYS; IN 5-YEAR PERlODS. 

A-Number of derailments. 
B-Numberofderail~~~entsdueto causetaktn •s a r<retrt?!,< < ftte 

total. · 

s. Main Cause 1963-64 to 1967-68 1968-69 to 1972-73 1973-74 tO 1977-78 
No. 

A B A B A B 

Passeager Tra!Ds. 
1. Stalffailures . . . 72 20·4 83 28·9 116 31·0 
2. Permanent way failures • so 14·2 25 8 ·7 38 10·2 
3. Carrigae and wagon defects. 68 19·7 59 20·6 68 18 ·2 
4. Engine defects. 58 16·5 33 11·5 46 12·3 
s. Miscellaneous causes 101 29·2 87 30·3 !06 28·3 

6. Total 349 100·0 287 100·0 374 100·0 

Other TraiDs 
1. StafffaillllCS . . . 805 36·7 634 44·1 493 39·0 
2. Permanent way failures 313 14·5 132 9·2 Ill 8·8 
3. Carria~ and wagon defects 493 22·9 443 30·8 483. 38·2 
4. Engine defects 170 7·9 44 3 ·I 38 . ·3·0 
5. Miscellaneous causes 388 18·0 184 12·8 139 11·0 

6. Total 2169 100·0 1437 100·0 1264 100·0 
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ANNEXURE XUV . 
DERAILMENTS ON THE BROAD GAUGE CLASSIFIED ACCORDING TO THE TYPES OF STAFF FAILURES-ALL 

RAILWAYS; IN 5 YEAR PERIODS . 

Sl. 
No. 

Staff failures classified 

Operating Staff 
I. Incorrect setting or nonlocking or mis-manipu)a

tionof points; incorrect settingoftrap points or 
barsting of points. 

2. Empty wagon between loaded wagons or mis
m 1rshalling. 

Commercial Staff 

3. Defective loading; viz. uneven loading, shifting 
ofloads etc. . . . • . . . 

Drivers 
4. Starting or stopping a train with jerk or sudden 

application of brakes 

5. Roughshunting, bumpingor disregardofshunt
ing signals 

6. Di>r•glrdof appr<>ach or departure signals 

7. E<;;:;~iVi: speed or failing to regulate running 
(iJ.(n, fJilure to control trains resulting in over
shooting 

Engineering Staff 
8. N:>n-protection of engineering works, failure to 

is~ue caution orders, for ,engineering works or 
inadequate protection at site 

9. Other trains 

10. Total 

•-So!.)lrate figures are not available. 

A-Number of derailments. 

B-Number of derailments due to cause takon as a perctnt•s< cf 
the total. 

1963-64 to 1967-68 

A 

410 

11 

71 

38 

81 

123 

161 

14 

·-
909 

B 

45·1 

1·2 

7·8 

4·2 

8•9 

13 ·5 

17·8 

1·5 

100·0 

1968-69 to 1972-73 

A 

129 

3 

39 

25 

21 

155 

84 

29 

106 

591 

B 

21·9 

0·5 

4·2 

3 -~ 

26·: 

14·2 

4·9 

17·9 

100·0 

1973-74 to 1977-68 

A 

75 

1 

66 

20 

7 

140 

107 

37 

104 

557 

B 

13·5 

0·2 

11·8 

3 ·6 

1·3 

25 ·1 

19·2 

6·6 

18 ·7 

100·0 



ANNEXURE XLV 

DERAILMENTS ON THE BROAD GAUGE CLASSIFIED ACCORDING TO THE TYPE OF STAFF FAILURE-RAILWAY-WISE; IN 5-YEAR PERIODS 

NUMBER OF DERAILMENTS 

1963-64 to 1967-68 1968-69 to 1972-73 
s. Nature of staff failures 

CR ER NR NER NFR SR SCR SER WR AU Railways CR ER NR NER NFR No. 

I 2 3 4 5 6 7 8 9 10 11 12 13 14 IS 16 17 

Operating Staff 
1. Incorrect setting or non-locking or !Dis-manipulation of PoiBts, 

incorrect setting of trap paints, bursting of Points. . . • 113 22 82 nil !I 79 6 78 21 410 30 18 28 nil 7 
2. EmPtY wagon between loaded wa&ons or mis-marshallins 7 1 Nil Nil nil nil I 2 nil 11 1 nil nil nil nil 

Commercial Stall' 
3. Defective loading, viz., uneven loading, shifting of loads 

etc. 17 !l 6 Jlil 1 IS nil 20 3 71 17 I 3 nil nil 

Drivers 
4. Starting or stopping train with a jerk 9r sudden aPPlication 

· of brakes · . 7 2 9 Ril nil 9 1 8 2 38 4 2 10 nil nil 
s, Rough shunting, bumping or disregard of shunting signals 20 nil 14 llil 2 20 1 20 .. 81 5 1 2 nil 3 
6. Disregard of approach or departure signals J 21 12 19 11il 28 6 30 6 123 28 16 40 1 8 ... 

<11· 
7. Excessive sPeeed or failing to regulate running train, failure Oo3 

to control trains resulting in overshooting 56 5 29 1 .. 17 .. 31 14 161 12 12 23 nil 3 

Engineering Stall' 

8. Non-protection of engineering works, failure to issue caution 
orders for engineering works or inadequate Protection at 
site 

' ~' 
1 2 4 nil nil 2 nil 4 1 14 9 2 3 nil nil 

9. Other failures. nil nil nil nil nil nil nil nil nil *nil 10 13 19 I nil 

10. Total 242 53 163 I 17 170 19 193 51 909 116 65 128 2 21 

•Separate figures are not available.· 



ANNEXURE XLV-contd. 

NUMllBR OF DllR.A,ILMBNTS 

1968-69 to 1972-73 1973-74 to 1977-78 
s. Nature of staff failures 
No. SR SCR SER WR All Railways Cit ER NR NER NFR SR SCR SER WR AU Railway 

1 2 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 

Operat.,ll Staff 
1. Incorrect sorting or non-locking or mis-maniPlllation of Points, 

incorrect setting of traP Points, bursting of Points • 13 14 7 12 129 15 12 10 2 2 10 10 9 6 75 
2. Empty wagon between loaded wagons or mis-marshalling. nil nil 2 nil 3 nil 1 nil nil nil nil nil nil nil 1 

Commercial Staff 
3. Defective loading, viz., uneven loadins, shifting of loads etc. 1 11 6 nil 39 23 2 10 nil nil s 4 16 6 66 

Drifers 
Starting or stopping train with a jerk or sudden application of 
brake. • 1 s 1 2 25 4 2 4 nil nil 3 1 4 2 20 

S. Rou&h shunting, bumping or disregard of shunting signals nil 2 1 7 21 4 nil 1 nil nil nil 1 nil 1 7 
6. Disregard of approach or departure signals 14 20 24 4 ISS 22 10 21 nil 2 19 17 32 17 140 
7. Excessive speed or failing to regulate running train, failure to 

control trains resulting in overshooting 4 13 10 7 84 14 9 22 1 4 8 10 24 15 107 ... 
Eaglaeerlllg Staff ... 

8. Non-Protection of engineering works, failure to issue caution 
co 

orders for engineering works or inadequate Protection at site •• 10 2 3 nil 29 2 1 18 nil 2 11 1 1 1 37 
9. Other failures • ~46 4 9 4 106 24 7 16 nil nil 28 3 16 10 104 

10. Total 89 71 63 36 591 107 44 102 3 10 84 47 102 58 SS1 

Note:-The South Central Railway was formed on 2-10..1966 
·~parate figures are not available 
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ANNEXURE XLVI 

DER.AILMI!NTS ON THE METRE GAUGE CLASSIFIED ACCORDING TO THE! TYPES OF STAFF FAILURES-ALL RAIL· 
WAYS; IN 5-YEAR PERIODS 

s. 
No. 

Staff failures classified 

Operatblg Stotr 

1. Incorrect setting or non locking or mis-maniPula· 
tion of Points, incorrect setting of trap Points or 
bnrsting of Points . • • . . 

2. Empty wagon between loaded wagons or mis· 
marshalling . • . . • . 

Olmmeldalstatr 
3. Defective loading, viz. uneven loading, shifting 

onoads etc. 

Drifers 
4. Starting or stoPPins a train with jerk or sudden 

application of brakes. . 

5. Rough shuntin~:, bumpting or disregard of shunt· 
ins signals 

6. Disresard of approach or departure signals 

7. Excessivelspeed or failing to regulate running train, 
failure to control trains resulting in overshooting 

ED&IIIeerlog statr 
8. Non-protection of engineering works, failure to 

issue caution orders for cngineerina works or in· 
adequate Protection at site 

9. Other failures 

TOTAL 

•-Separa•e li1111res ore not available 

A-Number of derailments. 

:&-Number of derailments due to cause taken as a percentage of the 
Iota(. 

1963-64 to 1967· 78 1968·69 to 1972-73 1973-74 to 1977-78 

A 

310 

19 

99 

117 

89 

63 

172 

8 

·-
877 

:s 

35·4 

2·2 

11·3 

13·3 

10 ·1 

7·2 

19·6 

0·9 

100·0 

A 

111 

9 

99 

92 

32 

63 

168 

27 

116 

717 

:s 

15 ·5 

I ·3 

13·8 

12·8 

4·5 

8·8 

23·4 

3·8 

16.1 

100·0 

A 

58 

8 

86 

58 

9 

41 

201 

31 

117 

609 

B 

9·5 

14·1 

9·5 

I •5 

6·8 

33·0 

5·1 

19.2 

100·0 
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ANNEXURE XLVII 

DERAILMENTS ON THE METRE GAUGE CLASSIFIED ACCORDING TO THE TYPE OF STAFF 
FAILURE-RAILWAYS-WISE: IN 5-YEAR PERIODS 

NUMBER OF DERAILMENTS 

1963-64 to 1967-68 1963-64 to 1967-68 1968-69 to 1972-73 

"CR ER NR NER NF SR SCR SER WR All CR ER NR NER NFR 
Rail-
ways 

1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 

Operating Staff 

1. Incorrect setting or nonlock-
ing or mis-mainpulation of 
points, incorrect setting of 

IS trap points, bursting of points 2 N 119 64 55 6 N 46 310 Nil N 7 25 32 
0 0 0 

2. Empty wagon between load-
~d wagon or mis-marshall-

2 M 4 Nil 4 mg 1 6 2 1 M 3 19 Nil M 2 
E E E 

Commercial staff T T T 

3. Defective loading, viz., un-
even loading, shifting of 
loads etc. Nil R 7 19 36 26 6 R s 99 3 R• 10 8 29 

E E E' 
Drivers G G G 

4. Starting or stopping train 
with a jerk or sudden appli-
cation of brakes A A A 

2 u 6 41 24 24 4 u 16 117 s u 7 8 9 
5. Rough hunting, bumping or G G G 

disregard of hunting signal . Nil E 4 41 20 12 3 E 9 89 Nil E 1 6 10 

6. Disregard of approach or de-
parture signals Nil l 34 6 18 2 2 63 1 6 14 20 

7. Excessive speed or failing to 
regulate running train, fail-
ure to control train resulting 
in overshooting 2 21 44 29 34 2 40 112 4 20 24 25 

Engineering staff 

8. Non-protection of engineer-
ing works, failure to issue 
caution orders for engineer-
ing works or inadequate pro-
tection at side Nil Nil 2 s Nil Nil 1 8 Nil Nil Nil 3 

9. Other failure Nil Nil Nil Nil Nil Nil Nil Nil Nil 23 11 s 
Total 8 61 301 190 171 24 122 877 13 76 96 138 ------
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ANNEXURE XLYI-contd. 

s. Nature of staff failures 1968-69 to 1972-73 1973-74 to 1977-78 
No 

SR SCR SER WR All CR ER NR NER NFR SR SCR SER WR. All 
Rail- Rail-
:ways. ways 

--1 2 18 19 - 20·- 21 22 23 24 25 26 27 28 29 30 31 32 ,, 
Operating staff 

'' 1. Incorrect setting or . non-
locking or'· mis-mainpulation 

• of P<>ints, incorrect setting ·of 
trap paints, bursting of 

29 Points 23 9 N IS 111 til N 2 7 6 3 N 11 58 
0 

.. 0 0 
2; Empty wagon between loaded ·' M M 

1 
. \Vagon or mis-marshalling nil 

(• 
1 M .2 9 til E 2 1 1 2 nil E 2 8 

E T T 
Commerclal staff T R R 

3. Defective loading, viz. uneven E E 
. loading, shifling ofloads, etc. 15 .. 25 R ,!J 99 . 1 G 11 6 28 15 18 7 86 

E A 
DriVelS G G G 

4. Starting or stopping train with A 
· a jerk or sudden application A u 
of brakes 8 34 u 21 92 1 G 4 19 6 s s G 18 sa 

( n B B 
5 .. Rough shounting, bumping or 

disregard of . shunting signals nil 3 B -~~ 32 1 nil 4 nil nil nil 4 9 

~. Uisregaro. Ol approacn or 
•·departure signals . 6 10 . 6. 63 . nil 11 10 7 7- 6 41 

7. Excessive speed or fawns 10 
··regulate running train:, failme 

control trains resulting in 
168 overshooting 34 36 25 3 1S 21 34 36 45 47 201 

Engineering staff 

8. Non-Proteetioa of engineering 
works, failure to issue caution 
orders for engineering works 
or inadequate protection at 
site 21 2 1 27 nil s 4 4 17 nil 1 31 

9. Other failures 51 6 19 116 1 11 9 1 62 10 23 11 

ToTAL 158 126 110 717 7 50 104 91 150 88 119 609 

Note :-The South Central Railway was formed on 2-lG-1966. 
Separate figures are not available. 



ANNEXURE XLVIII 

DERAILMENTS ON THE BROAD GAUGE CLASSIFIED A<..:CORDINU TO THe NATURE OF PERMANENT WAY FAILUR'S 
ALL RAILWAYS; IN 5-YEAR PERIODS. 

S. · Nature of permanent way failure 
No. 

I. Incorrect gauge. 

2. Defective cross or longitudinal levels. 

3. Sinkage of track .. 

4. Badly aligned curve or incorrect su~>,~;relevation • 
· or kinks in track. 

5. Defective track material . . 

6: Defective poipts, cioSsings or tufn outs
1 

• • 

7. Combined effect of defects in track and rolling 
stock or engine or high speed but defect in track 
being the predominent cause, other factors being 

• secondary . .,~ .t · 1 

8. Rail fractur~, 

9. Buckling of track. 

10. Slack or laos~ packing. 

IIJ- Weld failures! 

12. Other track defects. 
12A. SuD-Total of items (8) to (12).1in. 

13., Total .. ll I. 

I i rt 

iJ 

1963-64 to 1967-68 

A 

54 

56 

124 

'26 

13 

15 

53 

58 
I (58) 

. 

' -.' 
B 

13 ·5 

14·0 

31 ·1 

'6·5 

3 ·3 

3 ·8 

'13 ·3 

14·5 

ci4 ·5) 

!399 ... 100 ·00 

A-Numoer 01 aeraumcms. 
B-Number of derailments. flue to cause · 
taken as a percentage of the 
totat 

-----
1968-69 to 1972-73 1973-74 to 1977-78 

.A.--.-. 
A B A :a 

...,... 
30 16 ·3 39 18·7 

22 12·0 ,20 !!·6 
43 2l·4 26 12"5 

19 10 ·3' 17 8·2 

13 7 ·I 14 6;·i-

9 4·9 5 2·4 

23 12·5 42 '20·2 

9 4·9 22 .fO·E 

3 !,;l,-·6 · .. .3 ' 
1·5 

5 t2'·•7· 15 '.7·2 
' nil '1 0;5 

8 ··4·3• 4 r,9 
(25) :13 ·S) (45) 21·7: 

' - .. ~-: 
184 " 100·00 '208 -· 160.00 

Note:- Figures within brackets indicate total of items (8) to (12) which were taken as 'other defec~J1,by Jhe·WanchoQ ·Collllll.i!lcc 
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ANNEXURE :XUX 

DERAILMENTS ON THE R.OARD GAUGE CLASSIFlED ACCORDING TO THE NATURE OF PERMANENT 
WAY FAILURE-RAILWAY-WISE; IN 5-YEAR PERIODS 

NUMBBR OF DERAILMENTS . 

1963-64 to 1967-68 1968-69 to 1~72-73 . 

S. · Nature of permanent way CR ER NR NBR NFR • SR SCR SBR WR All CR ER NR NER NFR 
No. faliure rail-

ways 
~--

1 -·- 2 4 

9 

s 6 . 7 . - 8- . 9 10 11 12 13 . ·14 15 16- 17 

1. Incorrect gauge 6 nil 2 18 1 13 1 54, . 10.. 7 
2. Defective corss or Jongitu

dinallevels 

3. Sinkage of track . 

4. Badly aligned curve or in-
correct superelevation or• 
kinks in track 
' - . 

S. Defective track materials 
6. Defective · points, ·crossings 

or turn outs 

1. Combined effect of defects 
in track and rolling stock or 
engine or higher speed but 
defects in track being the 
the predominant· cause other 
factors being secondary . 

8. Rail fractures 
9. Bakling of track 

10. Stack or loose packing 

11. Weld failures 

s 10 .3 
: ~~ l)il 

11 7 s nil 

'H• I 

}I ;.4 j~l ~1 
-4 nil 2 nil 

'" ' j1ol 

3 1 2 nil 

,6 

~ 
2 

~! I 

J!il 
3 

nil 

!!il 

11 
' 21 

7 

~0 

2 
2 

1 

nil ,.,, 

Taken iD nther def~u 
' 

~q 
70 

8 

3 

nil 

12 

12. Otber track defects '' · 13" 1· 9' nil ~ 13" \. U' 

-4 56 

6 124, 

.3 • 
nil 

1 

6 

26 
p 

53 

3 
2 

4 
3 

2 ,.6 
.s nil 

1-. 

nil 

3 
nil 

2 

2 
1 

~ 
nil 1 

nil . nil 

s 'nil 

12A. Sub-total of items (8) to . 
•· '• (12) . · . • . . ' (13) (1) (9)' (nil1' l _ ~4)'' (13)' (I)' (11); (6) (58) ' (8} '' (3) 

-~ 13. Total : •• 44 · 3& :i6 nil n · 100 ~- 13s 21 399 31 21 
~~~~~~-~~~~~--~----~-----

S nil . nil 

nil 
.1 

11!1, nil 
!Iii, 1 

f..,, ¢1 nil 
2 nil nil 

4 

3, 
1. 
~ 

l 

nil . nil 

pi! , nil 

nil nil 
nil. nil 

1 nil nil 

nil' I ,ill 
2. nil nil 

(5) \ail) 1 (nll) 
22 · nil 1 -----

Note (1) Figures in brackets indicate total of items (8) to (12) which were taken as other defects' by the wancboo Committee. 

(2) The South Central Railway was formed on 2-10-1966. 
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ANNEXURE'-'-XLIX-Contd. · 

s. Nature of permanent 1968-69 to 1972-73- 1973-74 to 1977-78 
No. way failure . '\ 

SR SCR SER WR All CR ER NR NER NFR SR SCR SER WR All 
rail.;.< rail-
ways ways 

1 2 18 . 19 20 21 22 23 - 24 25 26 27 28 29 30 31 32 

1. Incorrect gauge • 1 1 3 3 30 7 8 - 3 nil 2 2 s 10 2 39 

2. Defective cross or longltudinal 
:I 0 I ·l:l " I ~ i 

levels nil 6 7 2 22 4 3 3 nil nil' 'nil 4 S· l ! ~ 20 

i<t ' A~r 
'': i. 7' 3. Sinkage of track • 1 li 'R A ? ? nil '1 nil A li 26 

4. Badly aligned curve or in-
correct superelevation or kinks 
in track nil 2 3 4 19 3 s 1 nil nil nil nil 7 ·1' 17 

S. Defective track material 1 2 rlil 3 13' l·s nil 4 nil nil . 1 1 "' 2 1 14 

6. Defective points, crossings or 
turn cuts nil nil 2 nil 9 nil 2 1 nil nil· ·· 1 ·,til lil ~nn. t ,·1 s 

7. Combined effect of defects in 
track and roUing stock or 
engine or high speed but 
defects in track being the 
predominant cause, other factors 
being secondary • • nil 11 7 nil 23 nil s 8 nil 1• nil. · :to I }5 .s 42 

' nil 9 '4' 
,., ,, 

3 8. Rail fractures 2 1 1 4 1 nil 2 1 2 . s' 2i 
9. :&ckling of track nil 1 nil nil 3 2 nil nil nil 1 nil nil nil nn 3 

10. Slack or loose packing • nil 1 nil 2 s 8 nil nil nil nil nil nil 
,,, ' 

2 5' 15 
II I 

11. Weld failures • nil nil nil ·jnu·· I' nil' : 
nil ,, '•, 1 nil nil nil nil nil ;!!il ni1 1 

12. Other track defects 1\il nil 1 nil 8 2, nil nil nil 
' 

nil nil ~·~J n~l; 1 4 

. 12A. Sub-total of items (8) to (12)_. (2) (3) . (1) (3) (25), (16), ' (5) (1) (nil) .. (3j (1) . ;,(3} <s>. _, (11r (45) 

13. Total ... '· 7 44 ~ 23, 184 39 30 23 nil 7 s 28 so 26 208 
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ANNEXURE L 

l>ERAIL~NTS AT STATIONS AND IN MID-SECTION ON THE BROAD GAUGE CLASSIFIEI) ACCORDING TO THE 
NATURE OF PERMANENT WAY FAILURE ALL RAILWAYS : IN 5-YEAR PERIODS. 

A-Number of derailments. 
:8-Number of derailments due to cause taken as a percentage of the 

total 

S. Nature of Permanent Derailments at stations Derailments in Mid-Section 
No. way failure 

1968-69 to 1972-73 1973-74 to 1977-78 1968-69 to 1972-73 1973-74 to 1977-78 

A B A B A B A B 

1. Incorrect ga~ge. 18 16·1 13 14'6 12 16·7 26 21·9 
2. Defective cross or longi-

tudinallevels • - . 7 6·3 3 3·4 IS 20·8 17 14·3 
3. Sinkage of track • . 30 26·8: 12 13".5 13 ' 18 ·1 14 ll•R 

4. Badly aligned curve 
or incorrect . suPer eleva-
lion or kinks in track • 10 8·9 6 6·8 9'' 12·5 11 9·2 

S. Defei:tive tiack mater-
rial •. 9 8·0 10 11·2 4 5·6 '4. 3·4 

6. Defei:tive Points, eros- . 
5·6 . nil nil sings or turn outs. • 9 8·p 5 

7. Combined effect of <Je!.· 
fects in track and roll; 
ing stock or engine or 

· high speed but defects 
· in track being the pre-

dominent cause, other 
factors being secondary 17 15·2 19 21·4 6 8·3 23 19·3 

8. Rail fractures 5 4·5 9 10·1 4 S·S 13. 10-9 

9. Buckling of track 2 1·8 1 1-1 1 1·4 2 1·7 

10. Slack or loose packing 1 0·9 9 10 ·1 4 S·S 6 S·O 
11. Weld failures nil 1 1 ·1 nil nil 

12. Other track defects 4 3 ·S 1 1·1 4 5·6 3 2·5 

13. Total 112 100·00 89 too -oo 72 100·0 119 100·00 
'· 

.Note:- The Wanchoo-Commineedid not make a similar analysis. Hence; comparaitive Positiod for the period 1963-64 to 1967-68 could 
not be given. 
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ANNEXURE 

DERAILMENTS AT STATIONS ON THE BROAD GAUGE CLASSIFIEO ACCORDING TO THE NAniRE 

Nwnber of derailments 

-------------s. Nature of permanent way failure !968-69 to 1972-73 
No. ·-------- -· 

CR ER NR NER NFR SR SCR SER WR All 
. railways 

-'--·---------!........-~~-~.'~ -~--
1 2 .3 4 s . 6 7 8 ,, 9 -10'' 11 12 

'' . l. ----
· 1. Incorrect gauge 6 s 4 Nil Nil 1 Nil 1 I 18 
2. Defective cross or longitudinal levels 2 1 Nil Nil' Nil Nil 2 2 Nil 7 
3. Sinkage of track 2 Nii Nil Nil I 1 18 2 6 30 
4. Badly aligned curve or incorrect super-

I· I " 
elevation or kinks in track . . . Nil 2 1 Nil Nil Nil 2' 2' 3 10 

5. Defective track material s Nil 1 Nil' Nil I 2 Nil Nil 9 
6. Defective points, crossings or turn outs . 1 2 4 Nil Nil . Nil Nil ' 2 Nil 9 
7. Combined effect of defects in track and 

rolling stock or engine or high speed but 
defects in track being the predominent 
cause, other factors being secondary Nll 2 2 Nil Nll Nll 10 3 Nil 17 

8. Rail fractures N~ :• Nil Nil Nil Nil 1 'I Nil 1 s 
9. Buckling of track I 1 Nil Nil Nil Nil Nil Nil 2 

10. Slack or loose packing . Nil Nil Nil Nil Nil Nil Nil Nil, 1' 1 
11. Weld failures Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 
12. Otner track defects 3 Nil 1 Nil Nil Nil Nil Nil Nil 4 

13. Total 21 13 14 Nil 1 4 35; 1i 12 112 

ANNEXURE 

DERAILMENTS IN MID-SECI'ION ON THE BROAD GAUGE CLASSIFIED 

Number of derailments 

Nature of permanent way failure 
1968-69 to 1972-73 

s. 
No. CR ER NR NER NFR SR SCR SER WR All 

railways 

1 2 3 4 s 6 7 8 9 10 11 12 

1. Incorrect gauge 4 2 1 Nil Nil Nil 1 2 2 12 
2. Defective cross orlongitudinal levels 1 3 Nil Nil Nil Nil 4 s 2 15 
3. Sinkage of track • Nil 3 1 Nil Nil 2 1 4 2 13 
4. Badly aligned curve or incorrect supereleva-

tion or kinks in track • • • . 2 4 1 Nil Nil Nil Nil 1 1 9 
S. Defective track material Nil Nil 1 Nil Nil Nil Nil Nil 3 4 
6. Defective points, crossings or tumouts • Nil 
1. Combined effect of defects in track and 

roUing stock or engine or higb speed but 
defects in track being tbe predominent 
cause, other factors being secondary Nil Nil 1 Nil Nil Nil 1 4 Nil 6 

8. Rail fractures 1 1 1 Nil Nil 1 Nil Nil Nil 4 
9. Buckling of track Nil Nil Nil N'tl Nil Nil 1 Nil Nil 1 

10. Slack or loose packing Nil 1 1 N'tl Nil Nil 1 Nil 1 4 
11. Weld failures Nil 
12. Other track defects 2 Nil I Nil Nil Nil Nil I Nil 

13. Total 10 14 8 Nil Nil 3 9 17 11 72 -----
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LI 

OF PER.\1ANENT.WAY FA[LURE-RAILWAY-W!SE; IN 5-YEAR PERIODS. 

Number of derailments -------------- ---------
1973-74 to 1977-78 ------------- ---------CR ER' NR NER NFR SR SCR SER WR All 

railwaJ. 
-----

13 14 15 16 17' !8 !9 20 21 22 -------- ---------2 3 1 Nil ' 1 1 2 2 1 13 
Nil I Nil Nil Nil Nil 1 I Nil 3 

2 1. 1 Nil Nil Nil 3 2 j 12 

I 3 Nil Nil Nil Nil Nil I I 6 
3 'Iii 3 Nil Nil 1 1 1 1 10 

Nil 2 I Nil Nil 1 1 Nil Nil .5 

Nil 3 4 Nil Nil Nil 6 3 3 19 
• 2 4 Nil Nil 2 Nil 1 Nil Nil 9 
Nil 'Iii Nil Nil 1 Nil Nil Nil Nil I 

5 Nil Nil Nil Nil Nil Nil I 3 9 
Nil 1 Nil Nil Nil Nil Nil Nil Nil 1 

1 Nil Nil Nil Nil Nil Nil Nil Nil 1 ----
16 18 ' 10 Nil 4 3 15 11 12 89 

LII 

ACCORDING TO THE NATURE OF PERMANENT WAY FAILURE-RAILWAY-WISE; IN 5-YEAR PERIODS 

Number of derailments 

---- -----
1973-74 to 1977-78 

----------- --------
CR ER NR NER NFR SR SCR SER WR All 

railways 

13 14 15 16 17 18 19 20 21 22 -----
5 5 2 Nil 1 1 3 8 1 26 
4 2 3 Nil Nil Nil 3 4 1 17 
2 1 1 Nil 1 Nil 1 4 4 14 

2 2 1 Nil Nil Nil Nil 6 Nil 11 
2 Nil 1 Nil Nil Nil Nil 1 Nil 4 

Nil 

Nil 2 4 Nil 1 Nil 4 12 Nil 23 
2 Nil 1 Nil Nil 1 1 3 5 13 
2 Nil Nil Nil Nil Nil Nil Nil Nil 2 
3 Nil Nil Nil Nil Nil Nil 1 2 6 

Nil 

1 Nil Nil Nil Nil Nil 1 Nil 1 3 
------· -----------

:t3 12 13 Nil 3 2 13 39 14 119 
------ -------------
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ANNEXU'RE Llll 

DERAILMENTS ON THE METRE GAUGE CLASSIFIED ACCORDING TO THE NATURE OF PERMANENT WAY 
FAILURE-ALL RAILWAYS; IN 5-YEAR PERIODS. 

A-Number of derailments. 
B-Number of derailments due to cause taken as a percentage of 

·the total. · · 

--------------------------------------------------------------
S. Nature of permanent way failure 
No. 

1. Incorrect gauge • 
2. Defective cross or longitudinal levels 

3. Sinkage of track 
4. Badly aligned curve or incorrect super elevation 

or kinks in track 
5. Defective track material 

6. Defective points, crossings or turn outs .. 
7. Co.nbined effect of defects in track and rolling stock 

or engine or high speed but defects in track being 
the predominent cause, other factors being se
.condary 

8. Rail fractures 
9. Buckling of track 

10. Slack or loose packing . . ' 
11. Weld failures 
12. Other track defects 
12.A. Sub-total of items (8)to (12) 

13. Total 

1963-64 to 1967-68 

A 

47 
35 

80 

10 
16 

7 

80 

88 
(88) 

363 

B 

13·0 
9·6 

22·0 

2·8 
4·4 

1·9 

22·0 

24·3 

(24 ·3) 

100·0 

1968-69 to 1972-73 

A 

28 
28 
19 

4 
2 

3 

43 
10 

2 
6 
nil 
12 

(30) 

157 

B 

17 ·8 
17·8 

12·1 

2·5 

1 ·3 

1 ·9 

27·4 
6·4 

1·3 
3 ·8 

1·6 
(19 ·1) 

100·0 

1973-74 to 1977-78 

A 

19 
16 

20 

7 
6 

1 

58 

12 
nil 
5 
nil 
s 

(22) 

149 

B 

12·8 
10-7 

13 ·4 

4·7 
4·0 
0·7 

3·4 

3·4 
(14·8 

100·0 

Note:-Figures within brackets indicate total of items (8) to (12) which were taken as 'other defects by the Wanchoo Committee'. 
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ANNEXURE L/V 
' 

!J.tlKAILMhJ'\l:S UN THE. METRE GAUGE CLASSIFIED ACCORDING TO THE NATURE OF 
PERMANENT WAY FAILURE-RAILWAY-WISB; IN 5-YEAR PBRIODS 

: ... 
Number of derailments 

s. Nature of pennanent 1963-64 to 1967-68 1968-69 to 1972-73 
N!). Wl\Y failure 

cR. NR NER NF~: SR ER SC'R SER \\'R All ('R ER NR NFR NFR 
rail-

ways 
-----

2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 

I. Incorrect gauge Nil 12 19 14 Nil 47 Nil 2 16 
2. Defective cross . or longitu-: ... ' 

dinallevels ' . Nil 4 2 2 26 Nil 35 2 3 2 II 
3. Sinkage of track . I 3 16 29 19 5 7 80 Nil 5 2 
4. Badly aligned curve or in-

correct superelevation or kinks 
in track Nil Nil I 4 4 Nil 10 Nil 2 Nil 

5. Defective track material 
. ·' 

Nil No I 10 I 4 Nil No Nil 16' Nil No Nil Nil I 
6. Defective Points, crossings or riletre metre metre 

tum outs Nil gauge 2 3 Nil Nil gauge 7, ~it:- gauge 2' Ntl Nil 
7. Combined effect of defects 

in track and rolling stock or 
engine or high speed but 
defects in track being the Pre-
donfment cause, other factors 

3 4 10 being secondary II 8 38 15 3 4 80 Nil 
8. Rail fractures Nil 2 2 

9. Buckling of track Taken in 'other defects' Nil Nil 
10 .. Slack or loose packing . Nil 2 2 Nil, 

11. Wc!dfailures Nil Nil Nil Nil· 
12. Other track defects Nil 7 II 50 9 I 10 88 2 I 2 s 
12A. Sub-total of items (8) to 

(12) Nil (7) (U) (50) (9) (I) (10) (88) (2) {4) (7) (8) 

13. Total 2 29 63 143 82 10 24 363 4 16 21 58 

Note : (I) Figures in brackets indicate total of items (8) to (12) which were taken as 'other defects' by the Wanchoo Conunittee. 
(2) The South Central ailway was formed on 2-10-1966. 
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ANNEXURE LIV Contd. 

DERAILMENTS ON THE METRE GAUGE CLASSIF!llD ACCORDING TO THE NATURE ,OF 
PERMANENT WAY FAILURB--~WAY-WISE; IN 5-YEAR PERIODS · 

Number of Derailments 

s. Nature of permanent 1968-69 to 1972-73 1973-74 to 1977-78 
No. . way failure 

SR SCR SER WR All CR ER NR NER NFR SR SCR SER WR All 
rail" rail-
ways ways 

1 2 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 

1. Incorrect gauge 1 3 5 28 Nil 2 1 7 Nil 4 5 19 
2. Defective cross or longitudi-

nallevels • 1 8 1 28 2 2 3 3- 1 4 1 16 
3. Sinkageoftrack • 3 2 6 19 Nil 2 5 5 3 1 4 2 
4. Badly aligned curve or in-

correct superelevation or kinks 
in track Nil 1 Nil 4 Nil Nil Nil 5 1 Nil l 7 

5. Defective track material Nil Nil No 1 2 Nil No Nil 1 1 1 Nil No 3 6 
-6. Defective points, crossings or metre metre metre 

turn outs . Nil Nil gauge 1 3 Nil gauge Nil Nil Nil Nil Nil gauge 1 1 
7. Combined effect of defects in 

track and rolling stock or 
engine or high speed but 
defects in track being the pre-
dominent cause, other factors 
being secondary • • 1 11 4 43 Nil 14 s 15 Nil 17 7 58 

8. Rail fractures 1 1 3 10 Nil 3 Nil 4 1 2 2 12 
9. Buckling of track Nil Nil Nil 2 Nil Nil Nil Nil Nil Nil Nil Nil 

10. Slack or loose packing • Nil 1 1 6 Nil 2 1 1 Nil Nil 1 s 
11. Weld failures Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Ni 
12. Other track defects Nil 2 Nil 12 1 Nil 2 1 1 Nil Nil s 
12A. Sub-total of items (8) to 

(12) (1) (4) (4) (30) (1) (S) (3) (6) (2) (2) (3) (22) 

13. Total 7 29 22 157 3 25 18 42 8 28 25 149 



ANNEXURE LV 

0ERAILMENT3 AT STATIONS AND IN MID..SECfiON ON THE METRE GAUGE CLASSIFIED ACCORDING TO THE 
NATURE OF PERMANENT WAY FAILURE ALL RAILWAYS; IN 5-YBAR PERIODS 

S. Nature of permanent 
No. way failure 

I. Incorrect gauge 
2. Defective cross or I ongi

tudinal levels. 
3. Sinkage of track • 
4. B~dly aligned curve or 

incorrect superelevation 
or kinsks in track. 

S. Defective track 
material 

6. Defective points, cros
sings or turn outs. 

7. Combined effect or 
defects in track and 
rolling stock or engine 
or high speed but de- . 
fects in track being the 

. predominent . cause, 
other factOrs being 
secondary 

8. Rail fractures 
9, Buckling Of track. 

10. Slack or loose packing 
11. Weldj failures. 
12 •. Other ifack defects 

13. Total 

Derailments at stations 

1968-69 to 1972-73 

A 

19 

10 
16 

1 

1 

3 

16 
7 
1 
3 

Nil 
3 

80 

B. 

23·8 

12·5 
20·0 

1·2 

20.0 
8 ·7 
1·2 
3 •8 

3·8 

100·0 

A-Number of derailments. 
B-Number of derailments due to cause taken as a percentage of the 

total. 

1973-74 to 1977-78 

A 

11 

6 
5 

Nil 

2 

1 

12. 
5 

Nil 
Nil 
Nil 

2 

44 

B 

25·0 

13·6 
11·4 

4·5 

4·5 

100·0 

Derailments in Mid..Section 

1968-69 to 1972-73 

A 

9 

18 
3 

3 

1 

Nil 

27 
3 
1 
3 

Nil 
9 

77 

B 

11·7 

23-4 
3 ·9 

3·9 

1·3 

35·0 
3·9 
1·3 
3 ·9 
-i: 

11·7 

100·0 

1973-74 to 1977-78 

A 

8 

10 
15 

7 

4 

Nil 

46 
7 

Nil 
5 

Nil 
3 

lOS 

B 

7·6 

9·5 
14·3 

3·8 

43·8 
6 ·7 

4·8 

2·8 

100·0 

Note:- The Wanchoo Committee did not make a similar analysis. Hence, the comparative position for the period 1963·64 to 1967-68 
conld not be given. 
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ANNEXURE 

DERAtL\iE:-{fS AT SfATIO:-{S O:-{ THE METRE GAUGEJCLASSIPIED ACCORDING TO THE NATURE OF 

Number of 

1968-69 to 1972-73 
s .. Natl!re of permanent way failure 
No. ·cR .I>R NR. NER NFR SR SCR SER WR All 

railways 

1 2 3 4 s 6 7 8 9 10 11 12 

1. Incorrect gauge Nil Nil 2 •12 1 2 2 19 

2. D~fective ~ross or longitudinal levels Nil 3 2 --1 Nil 3 1 10 

3 •. Sinkage of track . Nil .1 .4 .2 ·-- .2 . .2 S. 16 

· 4: Badly aligned curve incorrect supereleva-
tion or kinks in track . Nil Nil Nil Nil Nil 1 . Nil 1 

5. Defective track material Nil Nil Nil 1 ·'~NiJ Nil Nil 1 
No No 

metre metre 
6. D ~re.:tivc: points, crossings or turn-outs . . Nil gauge 2 Nil Nil Nil Nil gauge 1 3 

. 7.' c~mbined effect or defects in track and 
r >I ling stock or engine or high speed but 

; defects in track being ·the predominent 
c:tu•c, other factors boing secondary Nil 2 1 9· 1 3 Nil •16 

8. Railfractures; Nil 1 1 1 Nil '1 3 7 
9, Buckling oftrack Nil Nil Nil 1 Nil Nil Nil 1 

10. Slack or loose packing • • Nil 1 2 Nil Nil Nil Nil 3 
11. Weld failures • Nil Nil Nil Nil Nil Nil Nil Nil 
12. Other track defects 2 Nil Nil 1 Nil Nil Nil 3 

13. Total 2 10 12 28 4 12 12' 80 
. ' .. 

ANNEXURE .. 
DERAILMENTS IN MID-SECTION ON THE METRE GAUGE CLASSIFIED . ·- -- - . ----- -· ···-- .. ----------- -- . -. 

N1Jm!>er of 
~':"\'T ., 

f968-69 .197i73 to 
s. Nature of permanent way failure ';"' .. 
No. CR ER NR NER NFR SR SCR SER 

----1. Incorrect gau~ Nil 1 Nil 4 Nil 1 
2. Defective cross or longitudinal levels 2 Nil .Nil 10 1 s 
3. Sinkage of track . Nil Nil. 1 Nil 1 Nil 
4. Badly aligned curve or incorrect super• 

elevation or kinks in track . • • Nil 2 1 Nil Nil Nil 
s. Defective track material Nil Nil Nil Nil Nil Nil 
6. Defective points, crossings or turn outs • Nil No Nil Nil Nil Nil Nil No 
1. Combined effect of defects in track and metre metre 

rolling stock or engine or high speed but augeg gauge 
defects in track being the predominent 
cause, other factors being secondary Nil 1 3 11 Nil 8 

8. Rail frachH"es Nil Nil 1 1 1 Nil 
9. Buckling of track Nil Nil 1 Nil Nil Nil 

1 o. Slack or loose packing . Nil I Nil Nil Nil 1 
11. Weld failures N'll Nil Nil Nil Nil Nil 
12. Other track defects Nil 1 2 4 Nil 2 

---
13. Total : 2 6 9 30 3 17 

----------
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LVI 

PERMANENT WAY FAILURE-RAILWAY-WISE :IN 5-YEAR PERIODS 

Derailments 

1973-74 to 1977-78 

·e:R ER NR NER NFR. SR. SCR SER WR All 
railways 

13 14 IS 16 17 18 19 20 21 22 

Nil Nil I 5 Nil 2 3 II 
Nil Nil 2 2 1 1 Nil 6 

Nil Nil. I 2 1 Nil I 5 

Nil Nil Nil Nil Nil Nil Nil Nil 

Nil Nil Nil Nil Nil Nil 2 2 
No No 
metre metre 
gauge gauge 

Nil Nil · Nil Nil Nil ~il I I 

Nil Nil 8 Nil 3 Nil 12 

Nil 2 Nil Nil I I I 5 

Nil Nil Nil Nil Nil Nil Nil Nil 

Nil Nil Nil Nil Nil Nil Nil Nil 

Nil Nil Nil Nil Nil Nil Nil Nil 

I Nil I Nil Nil Nil Nil 2 

I 2 6 17 3 7 8 44 __ ....___ 

LVII 
ACCORDING TO THE NATURE OF PERMANENT Wf\.Y FAILU.RE-,-RAILWAY-WISE ; IN 5-YEAR PERIODS 

Derailments ------------- -----·----- 1973·74 to 1977-78 --------------------
.WR All CR ER NR NER NFR ~R SCR SER WR AU 

railways 
railways ----------------3 9 Nil 2 Nil 2 Nil 2 2 8 

Nil 18 2 2 I 1 Nil 3 1 10 

1 3 Nil 2 4 3 2 3 15 

Nil 3 Nil Nil Nil s I Nil 1 7 

1 1 Nil Nil 1 1 I Nil 1 4 

Nil Nil Nil No .Nil Nil Nil Nil Nil No Nil Nil 

metre . metre 

gauge gauge 

4 27 Nil 14 4 7 Nil 14 7 46 

Nil 3 Nil 1 Nil 4 Nil I 7 

Nil I Nil Nil Nil Nil Nil Nil Nil Nil 

I 3 Nil 2 I I Nil Nil 1 

Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 

·Nil '.9 Nil ·Nil 1 1 1 Nil Nil 3 

tO ·77 ·2 23 12 25 ', 5•. 21 17 105 

--
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ANNEXURE LVIII 

DERAILMENTS ON THE BROAD AND METRE GAUGES DUE TO CARRIAGE AND WAGON DEFECTS 
CORRELATED TO VEHICLE/WAGON KILOMETRES-ALL RAILWAYS; IN 5-YEAR PERIODS. 

Coaching vehicles Goods wagons Coaching and goods vehicles 
combined 

Number of Incidence · Number of Incidence 
Period derailments per 100 derailments per 100 Number of Incidence 

million million derailments per100 
vehicle kilo- wagon kilo- inillion 
metres. metres. vehilcle and 

wagon kilo-
metres 
combined 

BROAD GAUGE 

1963-64 to 1967-68 • NA NA 467 0·9 
1968-69 to 1972-73 • 46 0·31 287 0•65 333 0·56 
1973-74 to 1977-78 • • 63 0·38 398 0·81 461 0·70 

METRE GAUGE ! 

1963-64 to 1967-68 . N.A. N.A. 561 2·5 
1968-69 to 1972-73 • • 59 0·76 443 3·63 502 2·52 
1973-74 to 1977-78 . 68 0·90 483 4·36 551 2·96 -------

NA-denotes information not available. 

ANNEXURE LIX 

DERAILMENTS ON THE BROAD GAUGE DUE TO CARRIAGE AND WAGON DEFECTS COtuultATED TO VEHIClE/ 
WAGON KILOMETRES-RAILWAY-WISE; IN 5-YEAR PERIODS. 

A-Number of derailments. 

B-Incidence of derailments per 100 million vehicle/wagon/vehicle and wagon combined 
kilometres. 

Coaching Vehicles Goods Wagons Coaching and Goods vehicles combined -. -1968-69 1973-74 1968-69 1973-74 1963-64 1968-69 1973-74 
RailwaY to to to to to to to 

1972-73 1977-78 197%-73 1977-78 1967-68 1972-73 1977-78 

A B A B A B A B A B A B A B 

Central 12 0·42 18 O·SS 48 0·60 61 0·64 96 0·9 60 0·56 79 0·62 
Eastern 13 0·53 17 0·67 58 0·74 63 0·78 70 0·7 71 0·69 80 0·15 
Northern 4 0·12 9 0·24 39 0·50 33 0·38 78 0·8 43 0·38 42 0·33 
North Eastern 1 4·59 Nil Nil 2 9·97 Nil 1 3·65 2 2·43 
Northeast Frontier Nil ~m 5 1·24 8 1·68 4 1·0 s 0·95 8 1·23 
Southern 4 0·31 Nil 13 O·SO 18 0·65 so 1 ·3 17 0·44 18 0·43 
South Central 4 0·30 5 0·29 26 0·71 27 0·65 7 0·6 30 0·63 32 o·5s 
South Eastern 2 0·11 6 0·35 78 0·82 147 1·56 131 1·9 80 0·71 153 1·37 
Western 6 0·37 8 0·44 20 0·41 39 0·66 31 0·5 26 0·40 47 0·61 
AU Railways 46 0·31 63 0·38 287 0·65 398 0·81 467 0·9 333 -0·56 461 0·70 -- ---------Notes:- (i) Information regarding incidence per 100 million vehicles kilometres and per 100 million wagon kilometres separately is not available for 1963-64 to 1967-68. 

("ti) The South Central Railway was formed on 2-1o-1966. 



ANNEXURE LX 

DERAILMENTS ON THE METRE GAUGE DUE TO CARRIAGE AND WAGON DEFECTS CORRECTED TO VEHICLE/ 
WAGON KILOMETRES-RAlLWAY·WlSEJ; IN 5cYEAR PERIODS. . 

A-Number of derailments. 
B-Incidence of derailments per 100 million vebicle/wagon/vehiclc and wagon combined/ 

kilometres. . 

------------Coaching vehicles Goods Wagons Coaching and Goods vehicles combined 

Railway 

.,.,..___ _____ ..., 
1968·69 1973·74 1968·69 1973-74 1963-64 1968-69 1973-74 

to to to to to to to 
1972-73 1977-78 1972·73 1977-78 1967-68 1972-73 1977-78 

---- -----
A B A B A B A B A B A B A B ·-------------1. Central 1 2·34 1 2·26 14 11·82 8 6·06 13 2·3 15 9 ·31 9 5·08 

2. Eastern No metre gaug 
3. Northern 9 1·21 7 1·01 28 2·41 . IS 1-43 64 3·6 37 1·94 22 1·26 
4. North Eastern 17 0·87' 18 0·93 71 2·60 80 3·74 116 2·4 88 1·88 98 2·40 
S. Northeast Frontier 10 1·22 . 14 1·76 154 8·97 ISS 9·85 127 4·8 164 6-46 169 7·13 
6. Southern 1 0·06 9 0·60 33 2·19 55 3·98 123 3·2 34 1·10 64 2·22 
7. · Soutk Central 9 1·19 9 1·16 57 4·53 44 3·66 16 2·6 66 3·27 53 2·68 
3; South Eastern No metre gaug 
9. Western 12 0·66 . 10 0·56 86 2·32 126 3 ·Sl 102 2·1 98 .1·78 136 2·53 ------------10. All Railways 59 0·76 68 0·90 443 3·63 483 4·36 561 2·5 502 2·52 551 2·96 -----------

Notes:-,- (i) Information regarding incidence per 100 million vehicle kilometres and per I 00 million wagcn kilcmetr.s 
is not available for 1963-64 to 1967-68. 

>:cp:aatdy 

(ii) The South Central Railway was formed on 2-10-1966. 

ANNEXURE LXI 

DERAILMENTS ON THE BROAD GAUGEACCORDINGTOTHETYPE OF CARRIAGE AND WAGON DEFECT-ALL 
RAILWAYS : IN 5-YEAR PERIODS. 

s. 
No. 

Carriage and Wagon defects classifi<d. 

1. Defective or broken springs or suspensions 
2. Breakage of undergear and vacuum or brake 

fittings. • • • • • • 
3. Defective or inadequate or excessive play in 

brasses. • • • • • • • 
4. Defective or broken axle boxes. 
s. Binding brake-blocks or defective brakes or 

brake power . • • 
6. Defective wheel or tyre •• 
7. Broken axle or Journal : 

(a) Hot axle 
(b) Cold axle 

8. Seized roller bearings. • 
Coupling failures. 
Defective buffers. . 

. 
9. 

10. 
II. 
12. 

Defective bogie bolster hangers. • • 
Combinedeffectofrolling stock and track defects 
or excessive speed but primary cause being in 
Carriage and Wagon. 

13. Other defects 

14. Total • 

·~ '?arate fj~ures are not ava ilnble. 

1963-64 to 1967-68 

A 

81 

65 

10 
35 

42 
54 

35 
65 

•Nil 
14 
12 
13 

41 
•Nil 

467 

B 

17·35 

13 ·92 

2·14 
7-49 

9·00 
11•56 

7-49 
13·92 

3·00 
2·57 
2·78 

8·78 

100·0 

A-Number of derailments. 
B-Number of derailments due to defect 

taken as a percentage of the total. 

, 1968-69 to 1972-73 

A 

39 

65 

8 
18 

10 
31 

62 
32 
16 
4 
8 
5 

17 
18 

333 

B 

11 ·71 

19·52 

2·40 
5·41 

3·00 
9·31 

18·62 
9·61 
4·80 
1·20 
2·40 
1·50 

. s ·11 
s -41 

100·0 

1973-74 to 1977·78 

A 

60 

74 

6 
25 

17 
48 

72 
43 
24 
7 
13 
10 

41 
21 

461 

B 

13·02 

16 -os 

1·30 
. s -42 

3·69 
10·41 

15·62 
9·33 
5 ·21 
5·52 
2·82 
2·17 

8·89 
4·55 

100-tl 
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ANNEXURE LXII 

DERAILMENTS ON THE BROAD GAUGE ACCORDING TO THE TYPE OF CARRIAGE AND WAGON DEFECT; 

Sl. Carriage and wagon 
No. defects classified 

1. Defective or broken springs 
or suspensions . . . 

2. Breakage of undergear and 
vacuum or brake fittings • 

3. Defective or inadequate or 
excessive play in brasses . 

4. Defective or broken axle 
boxes • • • • 

5. Binding brake blocks or de
fective brakes or brake pOwer 

6. Defective wheel or type · 
7. Broken axle or journal : 

(a) Hot axle . . 
(b) Cold axle . . 

8. Seized roller bearings . 
9. Coupling failure . 

I 0. Defective buffers . . 
11. Defective bogie holster hang-

ers . • . . 
12. Combined effect of rolling 

stock and track defects or 
excessive speed but primary 
cause being in carriage and 
wagon .. 

13. Other defects 

14. Total 

RAILWAY-WISE; IN 5-YEAR PERIODS ' · 
Number of Derailments 

1963-64 to 1967-68 1968-69 to 1972-73 

CR ER NR NER NFR SR SCR SER WR All CR ER NE NER: NFR 

19 II 

14 9 

1 2 

8 '5 

7 7' 
. 18 4 

4 12 
12 9 

3 ·;Nil 
4 1 

2 Nil 

4 10 

16 Nil Nil 

8 Nil ·Nil 

2 Nil Nil 

1.Nil 1 

7 Nil 1 
• 10 Nil Nil 

9 · Nil Nil 
15 Nil Nil 

. '' 
1 Nil Nil 

Nil Nil I 

3 Nil Nil 

6 Nil 1 

7 

6 2 

2 Nil 

4 Nil 

Nil Nil 
6 Nil 

I I 
9 2 

2 Nil 
I Nil 

4 Nil 

8 

23 

19 

3 

15 

18 
14 

3 
13 

7 
4 

4 

8 

4 

7 

Nil. 

1 

2 
2 

5 
5 

1 
I 

Nil 

3 

rail-
ways 

81 

65 

10 

35 

42 
54 

35 
65 
·~ 14 
12 

13 

41 ·-

10 

13 

Nil 

3 

2 
s 
9 
6 

Nil 
I 
2 

4 

4 
I 

6 

11 

4 

8 

'2 
11 

10 
1 
9 

Nil 
3 

1 

4 
6 

I 

8 

1 

Nil 

2 
1 

16 
2 

Nil 
2 
I 

Nil 

3 

I 

Nil 

Nil 

Nil 

Nil' 
Nil' 

Nil 
Nil 
Nil 
Nil 
Nil 

Nil 

3 

1 

Nil 

Nil 

Nil 
I 

Nil 
Nil 
Nil 
Nil 
Nil 

Nil 

Nil Nil 
Nil Nil ----------------------------------96 70 78 Nil 4 50 7 131 31 467 60 71 43 1 5 

Note : The South Central Railway was formed on 2-10-1966. 
• .separate figures are not available. · · · 

St 
No. 

Ciui-iage ana W.son 
defects classified 

1. Defective 'or broken springs 
or suspensions . . . 

2. Breakage of undergear and 
vacuum or brake fittings . 

3. Defective or inadequate or 
excessive play in brasses . 

4. Defective or broken axle 
boxes . . . . 

5. Binding brake blocks or de
fective brakes or brake power 

6. Defective wheel or tyre 
7. Broken axle or journal : 

~) Hotaxle . . 
(b) Cold axle . . 

8. Seized roller bearings . 
9. Coupling failures 

10, Defective buffers •· . 
11, Defective bogie holster han-

gers • . . • 
12. Combined effect of rolling 

stock and track defects or 
excessive speed but primary 
cause being in carriage and 
wagon· • 

13. Other defects 

14. Tot~l 

SR 

6 

Nil 

I 

Nil 
1 

3 
Nil 

1 
1 

Nil 

Nil 

17 

ANNEXURE LXII(Contd.) 
Number of Derailments 

1968-69 to 1972-73 1973-74 to 1977-78 __ 

SCR SER WR 

5 

7 

Nil 

Nil 
2 

5 
1 
2 

Nil 
Nil 

Nil 

2 
5 

4 3 

18 6 

Nil 2 

5 ,I 

3 1 
8 2 

18 I 
14 8 
4 Nil 

Nil Nil 
1 1 

Nil Nil 

3 1-
2 ' Nil 

All 
rau. 
ways 

cR: ER 

39 17 14 

65 10 17 

8 Nil 

18 2 5 

10 2 2 
31 11 13 

62 6 4 
32 4 4 
16 2 11 
4 3 I 
8. 3 2 

5 6 

1-7 4 5 
18 I 9 Nil 

NR NER NFR SR ScR SER WR All 
ran: 

ways 

4 Nil 

.3 

Nil. 

4 Nil 

2· 1 
1 Nil 

13 Nil 
4. Nil 
3· Nil 
1- Nil 
1. Nil 

Jl(il: . Nil 

5 Nil 
Nil - Nil 

2 

Nil 

Nil 

Nil 

·2 
Nil 

3 
Nil 
Nil 
Nil 
Nil 

Nil 

)

Nil 

1 3 

Nil 4·; 

Jl(il Nil. 

1 Nii 

Nil 
1 

6 
Nil 

I 
Nil 
Nil 

Nil' 
3. 

. 10 

N~ 
1' 
1 

Nil. Nil 

I· 5 
7 Nil 

13 6 

31 8' 

3 1 

12 1' 

4 4 
16 3 

27 3 
143 13 

3' 
r ·Nil 

' 5 1 

2 1 

17 3' 
5 Nil 

60 

74 

6 

25 

f7 
48 

72 
43 
24 

7 
13 

10 

4T 
21 

30 80 26 333 79 80 42 2 & 18 32 153 47 461 
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ANNEXURE LXIII 

DERAILMENTS OF PASSENGER AND OTHER TRAINS ON THE BROAD GAUGE ACCORDING TO THE TYPE OF 
. CARRIAGF •• <\ND WAGON DEFECTS ALL RAILWAYS :IN S·YEAR PERIODS 

A-Number of derallments. 
B-Number of derailments due to cause ta_ken as percentage of the total. 

Passenger trains · Other trains 

s. Carriagefwagon defects classified 1968-69 to 1973-74 to 1968-69 to 1973-74 to 
No. 1972-73 1977-78 1972-7~ 1977-78 

A B .A B A B A B 

1 2 3 4 5 6 7 8 9 10 

I. Defective or broken springs or suspen-, 
sions . . . . _ . . . 5 10·8 9 14 ·3 34 11·8 51 12·g 

2. Breaka/te of undergear and vacuum or 
brake ttings . , . • • 20 43·5 17 27·0 45 '15 ·7 57 14·3 

3. Defective or inadequate or excessive 
play in brasses . · . . . • __ Nil 2 3·2 8 2·8 4 1·0 

4. Defective or broken aKie boxes 1 '2·2 Nil 17 5·9 25 6·3 
5. Binding brake-blocks or defective. 

brakes or brake power .2 4·4 2 3 ·1 8 2·8 15 3·8 
6. Defective wheel or tyre 6 13·0 17 27·0 25 8·7 31 7 ·~ 
7. Broken a>:te or journal : 

(a) Hota>:le :Nn 3 4·8 62 21·6 69 17 ·3 
(b) Cold axle 1 2·2 4 6·4 31 10•8 39 9·8 

8. Seized ro Iler bearings 1 2·2 '1 1•6 15 s ·2 23 S·8 
9. Coupling failures Nil Nil 4 1·4 7 1·8 

10. Defective buffers Nil 1 1·6 8 2·8 12 3·0 
11. Defective bogie bolster hangers • 4 8·7 3 4·8 1 0·4 7 1·8 
12. Combined effect of rolling stock and 

track defects or excessive speed hut 
primary cause being in carriage and 

t 2·2 2 3 ·1 16 5·6 39 9·8 wagon 

13. Other defects 5 10·8 2 3 ·1 13 4·5 19 4·7 

14; Total 46 100·0 63 100·0. 287 100·0 398 100·0 

Nom: The Wanch to Committee did not make a similar analysis. Hence, the comparative position for tbe pericd 1963-64 
to 1967-68 could not be given. 
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.ANNEXURE 

DERAILMENTSOFJWiSENOER TRAINS ON THE BROP.D OAUOE·ACCORPlNO T0 THE 

N\lm'l:ier flf 'de'illilineh't 
s. Ca<riage defects classified · 1968-69 to 1972·73 

No 
c.:R. E.lt .N.R. .N.E.R. NFR .. S.C.R. S.C.R. SER W.ER. All 

Rail-
ways. 

1 2 3 ·4 5 6 7 8. 9 10 11 12 

1. Defective or broken sllriWgt •ot sUSPeD• 
siOils t 1 Nil' 1 Nil " 1 Nil Nil. 1 . 5· 

-2.. Brea~ of undergear and vaeuum or 
brake 'ngs • • • • • 5 6 2 Nil Nil Nil 3 2 2 20 

3. Defective or inadequate or excessive play 
in brasseo . Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 

4. Defective or broken axle boxes • Nil 1 Nil Nil Nil Ni! J'lil Nil Nil 1 
S. Binding ·brake-blocks or defective brakes 

. 
or brake power • 1 Nil Nil Nil Nil Nil Nil Nil 1 2 

'6. DefectiVe wheel <ir iyrc 1 3 Nil Nil NU Nil 1 Nil 1 6 
7. Broken axle or Journal : 

· (a) Hb~axle Nil Nil loti! Nil Nil Nil Nil Nil Nil Nil 
(b) Cold axle Nil Nil Nil Nil Nil Nil Nil Nil 1 1 

8. S:ized roller beari~s Nil 1 Nil 'Nil Nil Nil Nil Nil Nil 1 
!I. Coupllllgfailures Nil Nil Nil 'Nil Nil. Nil Nil Nil . Nil Nil 

10. Defective buffers Nil Nil Nil Nil Nit Nil Nii Nil Nil Nil 
H. Defectlte bogie bolster hangers 3 1 Nil Nil Nil Nil Nll Nil Nil 4 
12. Combil!Cdeffectof fullingstOckandtrack 

defects or excessive speed but primary 
Nil Nil Nil cause being in carriage • 1 Nil Nil Nil Nil Nil 1 

13. Other ~fects ' -. .. Nil Nil 2 ~ NH 3 Nil Nlt Nil 5 

1 •• Total .• .. 12 13 4 1 . Nil 4 4 ! 6 46 

lfNiliutl'lm 

DERAILMENts OF OTHER TRAINS ON niB BROAD OAlJGE ActoRbtNo TO THE 
Nember -orb~ 

Wagon defects classified 
1968-69 to 1972-73 

Sl. 
No. CR ER 'NR. NER NFR SR SCR tt;:R WR. ·All 

R<!il. 
'!"BYs 

-l. >! ~ "' 5 ~ " '8 9 -l.il H -l.~ 

1. I> ,fectivc or 'broken sprillgs or sbtipen-
SiODI 9 5 1 Nil 3 5 ; 4 2 34 

2. Breakage of undergear and vaeuum or 
brake fittings 8 5 6 Nil 1 . 1 4 16 4 45 

3. Defective or inadequate or exo:ssiva play 
in brasses . Nil 4 1 Nil Nil Nil 1 Nil 2 \ 8 

4. Defective or broken axle boxes . . 3 7 Nil Nil Nil 1 Nil 5 1 17 
S. Binding brake-blocks or defective brakes 

or brake power • 1 2 2 Nil Nil Nil Nil 3 Nil 8 
6. Defective wheel or tyre 4 8 1 Nil 1 1 1 8 1 2S 
7. Broken axle or journal: 

(a) Hot axle 9 10 16 Nil Nil 3 5 18 1 62 
(b) Cold axle . ' 6 1 2 Nil Nil Nil 1 14 7 31 

8. Seized roller bearings . Nil 8 Nil Nil Nil 1 2 4 Nil 15 
9. Couplingfailures • 1 Nil 2 Nil Nil 1 Nil Nil Nil 

10. Defective buffers • • 2 3 1 Nil Nil Nil Nil 1 1 8 
11. Defective bogie bolster hangers • 1 Nil Nil Nil Nil Nil Nil Nil Nil 1 
12 Combin:deffectof rollingstockandtrack 

• defects or excessive speed but primary 
c ,use b,ing in carriage and wagOn 3 4 3 Nil Nil Nil 2 3 I 16 

13. Other defects 1 1 4 Nil Nil Nil 5 2 Nil 13 
14. Total 48 58 39 Nil s 13 26 78 20 287 
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LXItl 

TYP}iS OF C~GE l>EFEc'rS:....RA!LWAY-WJ~~ : ~N 5-¥~R. P!3RIODS. 
Number ofDerai~ts 

> • 1~73:7~ tc;> l971.78 

C.R. E.R. N.R. .N.E,R. N.F.R. S.R. S.C.R. S.E.R. W.R. All 
Railways 

13, 14 IS lei • 17 18 19 20 21 22 

2 2 2 Nil Nli . Nil Nil 3 ~il 9 

3 7 '1 ~il Nil Nil 2 I 3 17 

Nil Nil 1 Nil Nil Nil Nil I Nil 2 
Nil Nil }'Jil Nil Nil Nil Nil Nil Nil Nil 

1 Nil 1' l'Jil Nil Nil Nil Nil Nil 2 
~ 6 1 Nil Nil Nil 2 I 1 17 

" 
Nil 

1 Nil 2 Nil Nil Nil Nil Nil Nil 3 
Nil Nil Nil Nil Nil Nil Nil Nil 4 4 
Nil 1 Nil Nil Nil Nil NU Nil ~il I 
Nil l'Jil Nil Nil Nil Nil :NU Nil Nil Nil 
Nil 1 l'Jil Nil Nil Nil Nil l'lil , I 

3 Nil Nil Nil Nil Nil Nil Nil Nil 3 

Nil }'Jil 1 Nil Nil Nil 1 .Nil l'lil 2 
2 Nil Nil Nil Nil Nil Njl N'l , I :Nil 2 

18 
... 

17 ·-· 9 Nil Nil .• Nil s 6' 
-' 

8 63 

LXV 
TYPE OF DEFECTS IN WAGO!'!'S-RAILWAY-WISE :IN S-YBAR PERIODS 

Number of Derailments 

1973-74 to 1977-78 
CR ER NR NBR NFR SR SCR· SER WR All 

Railways 
13 14 IS 16 17 ]8 19 20 21 22 

15 12 2 Nif 2 1 3 10 6 Sl 

7 10 2 1 Nil Nil 2 30 s 57 

Nil 1 }'Jil Nil Nil Nil Nil 2 1 4 
2 s 4 Nil Nil 1 Nil 12 1 25 

1 2 1 1 2 Nil Nil 4 4 IS 
s 7 Nil Nil Nil 1 1 15 2 31 

5 4 11 Nil 3 6 10 27 3 69 
4 4 4 }'Jil Nil Nil s 13 9 39 
2 10 3 Nil Nil 1 Nil 4 3 23 
3 1 1 Nil Nil Nil 1 1 Nil 7 
3 1 1 Nil Nil Nil 1 s 1 12 
3 1 Nil Nil Nil Nil Nil 2 1 7 

4 s 4 Nil 1 1 4 17 3 39 
7 Nil Nil N'd Nil 7 N'd s Nil 19 

61 63 33 2 8 18 27 147 39 398 
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ANNEXURE LXVI 

DERAILMENTS ON TilE METRE GAUGE ACCORDING TO TilE TYPE OF .CARRIAGE\ AND WAGON 
DEFECT-ALL RAILWAYS~ IN~ YEAR PERIODS. 

A-Number of Derailments. 

B-Number of Derailments due to cause taken as a Pet:eentage of the total. 

s. Carriage and Wagon defects 1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 
No. classified 

A B A B A B 

1. Defective or broken springs or suspensions . 170 30·3 158 3!·4 136 24-7 -
2. Breakage of undergear and vacuum or brake 

fittings • . • • . • • . 57 10•2 66 13 ·1 107 19 ·4 
3. Defective or inadequate or c=ssive play in 

brasses • • • • . ; • . 50 8-9 38 7·6 28 5·1 

4. Defective or broken axle boxes • 37 6•6 26 5·2 23 4·2 
5. Binding brake-blocks or defective brakes or brake 

Power 27 4·8 24 4·8 20 3·6 

6. Defective wheel or tyre 38 6·8 20 4·0 26 4-7 
7· Brohen axle or Joumal : 

(a) Hot axle 8 1•4 24 4·8 37 6·7 

(b) Cold axle . 56 10·0 37 7·4 53 9•6 . 
8. Seized roller bearings ·- 1 0·2 N"li 
9. Coupling failures 8 1•4 7 1-4 6 1•1 

10. Defective buffers 17 3-() 12 2•4 12 2·2 

11. Defective bogie bolster hangers • 12 2•2 3 0·6 7 1•3 

12. Combined effect of rolling stock and track defects 
or excessive speed but PrimarY cause being in 
Carriage and Wagon in 81 14•4 38 7·6 39 17•1 

13. Other defects . ' ·- 48 9 ·5 51 10·3 

14. Total 561 100·0 502 100·0 551 100·0 

*Separate figures are not available. 
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ANNEXURE-:C:X.fl11 

DERAILMENTS ON TilE METRE GAUGE ACCORDING TO TilE TYPE OF CARRIAGE AND WA<lON DEPECf-

Sl. Carriage and Wagon defects 
No. classified 

1. Defective or broken springs 
or suspensions . . . 

2. Breakage of undergear and 
vacuum or brake fittings . 

3. Defective or inadequate or 
exoessive play in brasses . 

4. Defective or broken axle 
boxes . . . . 

5. Binding brake-blocks or de
fective brakes or brake power 

. 6. Defective wheel or type 
7. Broken axle or journal : 

(a) Hot axle . 
(b) Cold axle . 

8. Seized roller bearings 
9. Coupling failures . 

10. Defective buffers . . 
11. Defective bogie bolster han-

gers . . . • 
12. Combined effect of rolling 

stock and ·track defects or 
exoessive · speed but PrimarY 

. cause being in carriage and 
wagon _· . 

13. Other defects 

14. Total 

- '1LWAY-WISE; IN 5-YEAR PERIODS 

Number of Derailments 

1963-64 to 1967-68 1963-64 to 1967-68 1968-69 to 1972-73 

CR ER· NR NER NFR SR SCR SER WR All CR ER NR NER NFR 

8 20 

Nil 2 

Nil 9 

I 3 
No 

Nil metre I 
Nil gauge 7 

Nil Nil 
Nil 13 

Nil Nil 
I. I 

I Nil 

2 8 

29 

27 

2 

15 

5 
5 

3 
9 

Nil 
2 

7 

12 

34 

2 

14 

8 

15 
7 

Nil 
8 
1 
3 

12 

I 

23 

49 

10 

3 

5 

5 
9 

4 
9 

2 
Nil 

2 

25 

13 64 116 127 123 

7 

I 

Nil 

2 

Nil 
Nil 

I 
I 

Nil 
Nil 

Nil 

4 

16 

23 

15 

22 

3 
No 

meter I 
gauge 10 

Nil 
·16 

3 
1 

I 

7 

rail-
ways 

170 

57 

50 

37 

27 
38 

8 
56 

•8 
17 

12 

81 

9 2 

I Nil· 

2 4 

Nil 7 
No 

I metre Nil 
I gauge 2 

I 10 
Nil Nil 

I 
Nil I 
Nil I 

Nil Nil 

Nil 5 
Nil 3 

23 59 

19 . 23 

3 20 

s 6 

2 15 
Nil 

6 .ol 
7 .ol 

Nil Nil 
4 I 
2 .ol 

Nil I 

2 13 
15 3 

102 56 15 37 88 164 

Note ! The South Central Railway was formed on 2-10-1966. 
•Separate figures are not available. 

Sl. Carriage and wagon defects 
No. classified 

1. Defective of broken sPrings 
or suspensions . . . 

2. Breakage of undergear and 
vacuum or brake fittings • 

3. Defective or inadequate or 
excessive play in brasses • 

· 4. Defective or broken axle 
boxes • • . • s. Binding brake-blocks or de
fective brakes or brake power 

6. Defective wheel or tyre 
7. Broken axle or journal : 

(a) Hotaxle 
(b) Cold axle . • 

8. Seized roller bearings . 
9. Coupling failures • 

10. Defective buffers . • 
11. Defective bogie boister han-

gers • • • • 
12. Combined effect of rolling 

stock and track defects or 
excessive speed but PrimarY 
cause being in carriage and 

13: mWe:defecis 

14. Total 

SR 

17 

I 

3 

1 

Nil 
Nil 

Nil 
6 

Nil 
Nil 

I 

Nil 

2 
3 

ANNEXURE-EXVU Con td 

Number of Derailments 

1968-69 to 1972-73 1973-74 to 1977-78 

SCR SER WR All CR ER NR NER NFR SER SCR SER WR All 

29 

II 

Nil 

Nil 

Nil 
2 

Nil 
5 

Nil 
Nil 
Nil 

Nil 

8 
II 

No 
metre 
gauge 

rail-
ways 

18 185 

II 66 

6 38 

7 26 

6 24 
4 . 20 

3 24 
15 37 

Nil 1 
1 7 
4 12 

2. 3 

8 38 
13 48 

4 

I 

1 

Nil 

Nil 
1 

Nil 
2 

Nil 
Nil 
Nil 

Nil 

Nil 
Nil 

2 

Nil 

I 

Nil 

3 
No 2 

metre 
gauge 8 

Nil 
Nil 

2 
Nil 

2 

2 
Nil 

16 

29 

3 

4 

6 
s 

13 
7 

Nil 
2 
4 

4 

3 
2 

Sl 

50 

16 

7 

7 
6 

5 
3 

Nil 
Nil 

2 

Nil 

13 
9 

14 

3 

I 

2 

I 
2 

8 
10 

Nil 
2 
4 

I 

I 
IS 

10 

II 

Nil 

Nil 

Nil 
1 

Nil 
12 

Nil 
Nil 
Nil 

Nil 

4 
15 

No 
metre 
gauge 

39 

13 

6 

10 

3 
9 

3 
19 
Nil 
Nil 

2 

Nil 

16 
16 

rail
ways 

136 

107 

28 

23 

20 
26 

37 
53 
Nil 

6 
12 

7 

39 
57 

34 66 98 502 9 22 98 169 64 53 136 551 
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ANNEXlfRE LXVlll 

DERAILMENTS OF PASSENGER AND OTHER TRAINS ON THE METRE GAUGE ACCORDING·'ro 'rHE 
TYPi: OF CARRIAGE ANP WAGON oaPe<;'f-ALL RAILWAYS :IN 5·YBAR. PER.IO])S 

' . A-Number of Derailments. 
B-Number of Derailments due to cause 

taken as per~e!J.taljC of the total. 

-------·--- ~ 

PassenljCr trains Other trains 
s. Carriage and wagon defects 
No. · classified 1968-'69 to 1972-73 1973·74 to 1977-78 1968..,62 to 1972,73 1213,74 to 1977;7a 

T'"'"~-

A B A B A B A B 
--;---

1. J?efective or broken springs or suspen· 
SIODS 7 11·9 7 10·3 151 34·1 129 26·7 

2. Breakage of undergear and vacuum or 
brall;c fittings 17 28·8 16 23·5 49 11•1 91 18 ·9 

3. Defective or inadequate or excessive play 
in brasses 2 3·4 2 2·9 36 8 •.} 26 5·4 

4. Defective or broken axle boxes . 2 3·4 Nil 24 S-4 23 4·8 

S. Binding brake-blocks or defective brakes 
or brake power 1 1 ·7 7 8·8 23 5•2 14 2·9 

6. ·Defective wheel or tyre 7 11·9 8 11·8 13 2•9 18 3-7 

7. Broken axle or journal : 
(a) :Sot axle 2 3·4 s 7·4 22 SoO 32 6 •6 

(b) Cold axle 11 18·6 10 14-7 26 5•9 43 8•9 

8. Seized roller bearings Nil Nil 1 0•2 )Iii 

9. Coupling failures 1 1 ·7 Nil 6 1•3 6 1·2 

10. Defective buffers Nil Nil 12 2•7 12 2·5 
ll. Defective bogie balster hangers Nil 4 s ·9 3 0·7 3 0•6 
12. Combined effect of rolling stock and 

track defects or excessive speed but pri-
mary cause being in carriage and wagon 3 s ·1 5 7 ·4 35 7·9 34 7·0 

13. Other defects 6 10·1 s 7·3 42 9 ·S 52 10·8 

14. Total 59 100·0 68 100·0 443 100·0 483 100·0 

Note : The Wanchoo Committee did not make a similar analysis. Hence the ~omparative position for the period 1963-64 to 
1967-68 could not be given. · · 



ANNEXURE LXIX 

DI'!RAILME!iiTS OF PASSENOEi{ TRAINS ON THB MBTRB GAUGE ACCOIIDINO Td tHE TYPB OF COACHING Dl!Fllcr:-RAJLWAY-WlSE :-IN 5-YEAR PERIODS 
Number of Derailments 

S.Nd. Carriage defects classified· 1968-69 to 1972-73 · 1973-74 to 1977-78 
C'il ER NR NER NFR SR SCR SBR WR All CR ER NR NER NFR SR SCR SER WR All 

Rail· Rail-
way& ways 

1. Defective or broken springs dr suspen· 
Nil 1 Nil 3 Nil 1 2 7 Nil 4' slons . . • • , · 1 Nil Nil 1 1 7 

2. :Breakage of undergear and vacuum of 
1 Nil s 3 Nil s 3 17 1 Nil-brake fittings . . • · . . s 4 2 2 16 

3. Defective or inadequate or exc:essivc play 
Nil 2 Nil Nil Nil Nil Nil 2 Nil il\ li...wes . . . • 1 Nil 1 Nil Ni Nil 2 

4. Defective or broken axle boxet • . . Nil 1 1 Nil l'll! Nil Nil 2 Nil Nil Nil Nil Nil N Nil ~il s. Binding brake-blocks or defective brakes 
Nil No Nil l Nil No Nil 1 Nil No or brake power . Nit Nil 3 2 1 Nil Nil No' .. Nil' 6 

6. Defective wheel or tyre • Nil metre 2 Nil 3 Nil Nil metre 2 7 Nil metre Nil 2 1 2 1 metre 2 8 
7. Broien axle 6r Journal 1 puge PUll" Nil· gauge Nil gauge 

(a) Hot axle . , ; • Nil 2 Nil Nil Nil Nil Nil 2 Nil Nil 2 2 1 Nil Nil s 
~) cold axle . Nil Nil 5 I Nit 2 3 If Nil Nil 4 Nil 4 Nil Nil Nil 

8. !zed roller bearings Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 
9. Coupling failures . Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 

·10. Defective buffers . . . . . Nil Nil Nif Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 
11. De(tJctive frogie- bolslet h~mgers • • Nil Nil Nil Nif Nil Nil Nil Nil Nil 2 2 Nil Nil .Nil NO 4 
12. Combined effect df roUing-stoek an<ftrli<lk 

d'efects or excessive speed but primory 
Nil cause being in carriage and wagon . Nil Nil 2 Nil Nil Nil 1 3 Nil 1 1 Nil Nil 3 5 

13. Other defects . Nil Nil 3 Nil 1 1 1 6 Nil Nil Nil Nil Nil 4 } s 
14 Tol1>1 1 9 17 10 1 9 12 5!1 1 7 18 14 .9 9 10 68 ... 

co 
ANNEXORE LXX "' 

DERAILMBNTS]OF OTHER TRAINS ON THE METRE GAUGE ACCORDING TO THB TYPE OF DEFECTS IN WAGONS-RAILWAY-WISE :IN 5-YEAR PERTODS 
Number of Derailments 

Wagon defects .::Iassificd 1968-69 to 1972-73 1973-74 to 1977-78 
CR ER NR NER NFR SR SCR SER WR AD CR ER NR NER NFR SR SCR SER WR All 

Rail· Rail. 
ways 911YS 

1. Def'e<·tive or broken springs or suspen· 
14 sio~ 9 2 23 56 17 28 16 151 4 1 16 47 9 '38 - 129 

2. Breakaie of · unde~gear ·and "vacu~m o; 
brake fittings . • • . • Nil Nil 14 20 1 6 8 49 Nil . Nil 24 46 1 9 11 91 

3. Defective or inadequate of excessive play 
in braasses . . . . 2 2 3 20 3 Nil 6 36 1 Nil 3 IS 1 Nil 6 26 

4. Defective or broken axle boxes Nil 6 4 6 1 Nil 7 24 Nil Nil 4 7 2 Nil 10 23 
S. Binding bmke blocks or defective brakes 

23 6 Nil or bmke power . . 1 No Nil 1 IS Nil Nil No 6 Nil No Nil 4 1 No 3 14 
6. Def«"live wheel or lyre . 1 metre Nil Nil 8 Nil 2 metre 2 1 1 metre 2 3 s Nil Nil metre 7 18 
7. Broken axle or Journal : sauge gauge gauge gauge 

(a) Hot axle . . 1 8 6 4 Nil Nil 3 22 Nil 8 Jl 3 7 Nil 3 32 
(b) Cold axle . Nil Nil 2 3 6 3 12 26 2 Nil 3 3 6 Jl 18 4~ 

8. Seised roller bearings Nil 1 Nil Nil Nil Nil Nil 1 Nil Nil Nil Nil Nil Nil Nil Nil 
9. Coupling failures Nil Nil 4 1 Nil Nil 1 6 Nil 2 2 Nil 2 Nil Nil 6 

10. Defective buffe-rs . . . Nil 1 2 4 1 Nil 4 12 Nil Nil 4 2 4 Nil 2 12 
Jl. Defective bogie bolster hangers .. • Nil Nil Nil 1 Nil Nil 2 3 Nil 2 2 Nil 1 Nil Nil 3 
12. Combined etfect of rolling stock and track 

detects or . excessive I peed but primary 
Nil 1 4 13 cause being in wagon Nil s Nil 13 2 8 7 35 Nil 2 12 34 

1l Other defects • Nil 3 12 3 2 10 12 42 Nil Nil 2 9 IS II 51 52 
14. Toial 14 28 71 154 33 51 86 443 8 IS 80 ISS ss 44 126 483 
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ANNEXURE-LXXI 

NUM.tS~>t<. A.NU lN\.>IUI>N\.>1> ur< UI>KA.li.MBNTS ON THE BROAD GAUGE DUB TO BNGINB DEFECTS
RAILWAY-WISE: IN 5-YBARPBRIODS 

A-Number of derailments. 

B-Incidence of derailments Per million train kilometres. 

1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 
Railway 

A B A B A 

Central 19 0·063 8 0·028 13 
Eo stern 19 0·069 6 0·022 8 
Northern 9 0·031 !3 0·044 13 
North Eastern Nil Nil Nil 
Northeast Frontier .. 4 0·363 2 0·512 l 
Southern • 22 0·164 4 0·035 3 
South Central 4 O·lll 4 0·031 7 
South Eastern • 4 0·0!8 4 0·016 7 
Western 

. 
9 0·055 3 0·017 3 

All Railways 90 0·063 44 0·028 55 

Note:-The South Central Railway was formed on 2-10-1966. 

ANNEXURE-LXXII 

NUMBER AND INCIDENCE OF DERAILMENTS ONTHB METRE GAUGE DUB TO ENGINB DEFECTS
RAILWAY-WISE: IN 5-YBAR PElUODS. 

A-Number of derailments. 

B-Incidence of derailments Per million train kilometres. 

B 

0·040 
o·o21 
0·043 

0·059 
0·(')26 
0·046 
0·027 
0·015 

0·033 

1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 
Railway 

A B A B A 

Central 2 0 -()83 2 0·299 Nil 
Eastern No MetreGau 
Northern . 12 0·181 13 0·198 15 
North Eastern '84 0·591 9 0·061 30 
Northest Frontier 38 0·487 30 0·396 16 
Southern . 48 0·246 10 0·064 6 
South Central 4 0·147 10 O·ll7 1l 
South !!:•stem No Metre Gauge 
Western 40 0·248 3 0·0!8 6 

All Railw•ys 228 0·330 .. 77 0·109 84 

Note:-Tbe South Central Railway was formed on 2-10-1966. 

ANNEXURE-LXXIII 

D!!llAILM!rnTS DUI! TO DEFECTS IN ENGINES ON THB BROAD GAUGE ACCORDING TO NATURE OF 
THB DEFECT-ALL RAILWAYS :IN 5-YBAR PERIODS. 

A-Number of derailments. 

B 

0·258 
0·224 
0·254 
0·045 
0·140 

0·038 

0·132 

B-Number of derailments due to cause taken as a Percentage of the total. 

Nature of engine defect 1963-64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 
No. 

A B A B A B 

I. Defeetive or broken sPrings or suspensions 8 8·9 8 18 ·2 4 7·3 
2. Defective or broken axle boxes 4 4·4 I 2·3 I 1·8 
3. Defective wheel or tyre . . . 25 27·8 7 15·9 13 23 ·6 
4. Breakage of axle or Journal . . 17 18-9 6 13·6 1l 20·0 
5. Breakage of undergear or brake fittings !3 14·5 7 15·9 8 14·5 
6. Defective brake power • 0 0 • • 3 3·3 I 2·3 Nil 
7. Other engine defeets . . • . . 12 !3·3 12 27·3 !3 23·7 
s. Combined effect of. defects in engine and track 

but ongine defeet h.ins the predominant fB<:t.or 8 . 8 ·9 2 4·5 5 9 ·I 

'· Total 90 100·0 44 100·0 55 100·0. 
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ANNEXURE-,.LXIVX 

DERAILMENTS DUE TO DEFECTS IN ENGINES 'oN THE BROAD GAUGE ACCORDING TO NATURE 

Number or derailments ----------------------------------·----------------
S. Nature of engine defect 
No. 

1. Defective or broken springs 
or suspensions . • . 

2. Defective or broken axle 
boxes 

3. Defective wheel or tyre 

4. Breakage of axle or journal • 
S. Breakage of underger or 

brake fittings • • 

6. Defective brake power 
7. Other engine defects . 

8. Combined effect of defects in 
engine and track but engine 
defect being the predominant 
factor 

9. Total 

1963-64 to 1967-68 1968-69 to 1972-73 ------------------
CR ER NR NER NFR SR SCR SER WR AU CR ER NR NBR NFR 

1 4 

Nil 1 
4 1 
s 4 

3 4 
2 Nil 
3 s 

1· Nil 

19 19 

1 Nil Nil· 

Nil Nil 
5 Nil 
2: ·Nil 

Nil· Nil 
1· Nil 

Nil Nil 

. ' 
Nil Nil 

Nil 
1 
1 

Nil 
N'd 

1 

1 

1 Nil Nil 

2 N'd 1 
6 2 2 
3 Nil Nil 

3 1 N'd 
Nil Nil Nil 

2 1 Nil 

5 Nil 1 

9 Nil 4 .. 22 4 

1 

Nil 
4 
2 

2 

Nil 
Nil 

Nil 

9 

Rail-
ways 

8 Nil 

4 
25 
17 

13 
3 

12 

8 

Nil 
Nil 

3 

1 
1 
3 

Nil 

90 8 

1 

Nil 
1 

1 

• 
1 

N'd 
1 

1 

1 Nil 1 

1 N'd Nil 
4 Nil 1 

N'd Nil Nd 

2· Nil N'd 
N'd Nil Nil 

5 Nd Nil 

Nil Nil N'd 

6 13 Nil 2 

Note:-the South Central Railway was formed on 2-10-1966. 

OF THE DEFECT RAILWAY-WISE ; IN 5-YEAR PEIUODS. 

S. Nature of engine defect 
No. 

1. Defective or broken springs 
or suspensions • 

2. Defective or broken axle 
bzes 

3. Defective wheel or tyro 
4. Breakage of axle or journal . 
S. Breakage of undergear or 

brake fittings 

6. Defective brake power 
7. Other engine defects . 
8. Combined effect of defects in 

engine and track but engine 
ddect bel1111 the predominant 
llictor 

9. Total 

27-'16SRB/80 

ANNEZURE-LXXIY-(Contd) 
Number of Derailments 

1968-69 to 1972-73 1973-74 to 1977-78 

SR SCR SER WR All CR ER NR NBR NFR SR SCR SER WR AU 

1 

Nil 
Nil 

1 

Nil 
Nil 

2 

Nil 

4 

2 

Nil 
Nil 

1 

Nil 
Nil 
Nil 

1 

4 

1 1 

Nil· Nil 
1 Nil 

Nil Nil 

1 2 
Nil Nil 

1 Nil 

rail- rail-
ways ways 

8 

1 
7 
6 

7 
1 

12-

2 

N'd 

N'd 
Nil 

6 

1 
Nil 

6 

Nil 

Nil Nil Nil N'd 1 1 

N'd Nil Nil N'd Nil Nil 
4 6 Nil Nil Nil 

N'd 4 Nil 1 Nil Nil 

2NiiNUN'd 11 
Nil Nil · Nil Nil Nil Nil 
Nil 3 Nil Nil 1 2 

2 Nil Nil Nil Nil 3 

1 ' 1 4 

Nil 1 1 
3 Nil 13 

N'd Nil 11 

2 1 8 
Nil Nil Nil 

1 Nil 13 

Nil Nil S 

4 3 44 13 8 13 Nil 1 23 7 7 3 ss 
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ANNEXURE LXXV 

DERAILMENTS DUE TO DEFECTS IN ENGINES ON THE METRE GAUGE ACCORDING TO THE NATURE 
OF THE DEFECT-ALL RAILWAyS: IN 5-Yl!AR PERIODS 

A-Number of derailments. 
·B-Number of derailments due to cause taken as a Percentage of the total. 

s. Nature of ~ngine defect 
No. 

1963•64 to 1967-68 1968-69 to 1972-73 1973-74 to 1977-78 

A B A B A B 

1. Defective or broken springs or suspensions 20 8·8 10 13·0 10 11·9 

2. Defective or broken axle boxes 7 3 ·1 10 13·0' 3 3·6 

3. Defective wheel or tyre 0 411 ' 17•9 15 19·4 10 11·9 

4! Breakage of axle or Journal 14· 6·2 6 7·8' 3 3·6 

5. Breakage of undergear or brake fittings 141 6·2, 14 18·2 25 29·8 

6. Defective brake power 1 0·41 3 3·9' 5 5·9 

7. Other engine defects 97 42·5 15 19 ·5 18 2f·4 

8. Combined effect of defects in engine and track 
but, engine defect being the Predominant factor ., 34. 14·9,' 4 5'"2 10 11·9 

• ' ' • t 

9. Total 22& 100 o()< 77 100·0 84 100·0 
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A.NNEXURE-LXXYJ 

DERAlLW>NtS DUE :tO.DEEEO'S IN EN(iJNl;S QN UiE ME:rRE GAUGE ACCORDING Tv"""' oJRE OF 
;.PEF!!CI'-.RAIJ.WA)!'·WISE :IN _.5-YEAR PERIODS 

Number of Derailments 

S. Nature of engine defect 
1963-64 to 1967-68 1968-69 to 1972-73 

No. CR ER NR NER NFR SR SCR SER WR All CR BR NR NERNFR 

I. _:OOfective or broken Sllri!l8S 
or suspensions . 

2. Defective or broken axle 
boxes 

3. Defective wheel pr tyre , 

4. Brcallage of axle or journal . 
5. Breakage of ~d0rgear or 

brake fittings • • 

6. Defective brake power 
7. Other engine defects 

8. Combined effect of defects in 
engine and track but engine 
defect,being the predominant 
factor . . . . 

Nil Nil 

Nil Nil 
1 l)<o 5 
1 4 

N"!l metre Nil 
N"!l Nil 
Nil puge 2 

Nil 1 

6 

4 

4 

2 

5 
I 

56 

6 

7 

Nil 

2 
Nil 

1 
Nii 
18 

10 

4 

2 
5 

5 

4 
Nil 
IS 

13 

1 2 

Nil 1 
Nil No 24 
N"!l 2 

Nil Metre 4 
Nil Nil 
Nil gauge 6 

3 1 

rail-
wa:ys 

20 1 1 

7 Nil Nil 
14 Nil No 3 
.14 Nil 2 

14 Nil Metre I 
1 Nil 2 

97 I gauge 4 

34 Nil Nil 

1 6 

Nil 8 
1 5 
2 2 

2 5 

I Nil 

2 I 

Nil 3 

9. Total 2 12 84 38 48 4 40 ,228 2 13 9 30 

Note :The South Central Railway-was formed on 2-lo-1966. 

A.NNEXU~LXXVI-(Contd.) 

DERAILMENTS DUE TO DEFECTS IN ENGINES ON THE METRE GAUGE ACCORDING TO NATURE OF 
DEFECT-RAILWAYS-WISE : IN 5-YEAR PERIODS 

Number of Derailments 

1968-69 to 1972-73 1973-74 to 1977-78 
S. Nature of engine defect 
No. SR SCR SER WR All CR SR NR NER NFR SR SCR SER WR All 

1. Defective or broken springs 
or suspensions . 1 

2. Defective or broken axle 
boxes Nil 

3. Defective wheel or tyre 4 
4. Breakage of axle or journal • Nil 

s. Breakage of undergear or 
brake fittings 2 

6. Defective brake power Nil 
7. Other engine defects • 2 
8. Combined effect of defects 

in engine and track but engine 
defect being the predominant 
factor I 

Nil Nil 

2 Nil 
1 No 1 

Nil Nil 

3 JDetre 1 
Nil N"!l 

4 gauge 1 

Nil 

rail· rail-
ways wa:ys 

10 Nil 1 

10 Nil 1 
15 Nil No Nil 
6 Nil Nil 

14 N"Jl metre 1 
3 N"Jl 4 

IS N"!l gauge 8 

4 Nil Nil 

7 

Nil 
2 
2 

15 
Nil 

3 

1 

Nil Nil 

2 Nil 
2 1 
1 N"!l 

7 Nil 
Nil Nil 

2 2 

2 3 

2 N"!l 

Nil Nil 
Nil No 5 
Nil Nil 

2 metre Nil 
Nil 1 

3 gauge N"!l 

4 N"!l 

10 

3 
10 
3 

25 
5 

18 

10 

9. Total 10 10 3 77 N"!l 15 30 16 6 11 6 84 

Note :-The South Central Railway was formed on 2-1().1966. 
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ANNEXURE LXXYII 

DERAILMEN'IS ON THE BROAD GAUGE ACCORDING TO MISCELLANEOUS CAUSES CLASSIFIED - ALL 
RAILWAYS; IN 5-YEAR PFRIODS 

A -Number of derailments. 
B - Number of derailments due to cause taken as a 

percentage of the total 

1963-64 to 1968-69 to 1973-74 to 
s. Miscellaneous 1967-68 1972-73 1977-78 

No. causes 
A B A B A B 

1. Obstructions of track (ballast not clear, tools left on track, goods 
falling from wagons, infringement of standard dimensions etc etc. 116 38·4 44 16·4 33 13. 2 

2. Obstruction caused by road vehicles s 1•7 3 1·1 18 7·2 
3. Cattle run o~er . 30 9•9 21 7·8 26 10·4 
4. Tampering with track (sabotage) 24 7·9 IS S·6 13 S·2 
S. Cause not determined 38. 12·6 2S 9·3 31 12·4 
6. Accidental *(boulders falling on track. land slips, breaches, colla-

pse of bridge, sand on track and tbere is no failure of human ele-
ment etc.) • 32 11·9 2S 10·0 

7. Tampering witb track not amounting to sabotage. 43 16·0 24 9·6 
8. Derailments resulting from train partings. 2 0·7 3 1·2 
9. Signsl and telecommunication failures 13 4·8 18 7·2 

10. Electrical defects s 1·9 3 1·2 
11. Otber causes 81 26·8 66 24·5 55 22·0 
12. Causes not finalised 8 2·7 Nil 1 0•4 

13. Total 302 100·0 269 100·0 250 100·0 

•Causes listed against items 6 to 11 in the above Aunexure were taken under the title 'Other Causes' by the Wanchoo Committee. 



.II.NNEXU~LXXYiU 

DERAILMENTS ON THE BROAD GAUGE ACCORDING TO MISCELLANEOUS CAUSES CLASSIFIED-
ALL RAILWAYS-WISE: IN 5-YEAR PERIODS. 

Number of Derailmc:nts 

s. Miscellaneous causes 1963-64 to 1967-68 1968-69 to 1972-73 

No. CR ER NR NBR NFR SR SCR SBR WR All CR ER NR NER NFR 
rail-

~~~==~~~~~----------------------------------~w·~-------------------
1. Obstruction of track (ballast 

not clear tools left on track, 
!!""!Is falling from wagons, 
infnngement of standard di-
mensions etc. etc.) . . 27 11 19 Nil 3 17 3 

2. Obstruction caused by road 
vehicles . . Nil Nil 2 Nil Nil Nil Nil 

3. Cattle run over • . . 2 7 12 Nil Nil 2 Nil 
4. Tampering witb track (sabot-

age) . . . . • 2 Nil Nil Nil N'll 1 Nil 
5. Cause not determined . 19 Nil 2 Nil Nil 3 1 
6. Accidental• (boulders falling 

on track, land slips, breaches, 
collapse of bridge, sand on 
track and tbere is no failure 
of human element etc.) . 

7. Tampering witb track not 
amounting to sabotage . 

8. Derailments resulting from 
train partings • . . 

9. Signal and telecommunication 
failures . . 

10. Electrical defects 
11. Otber causes . 26 10 28 Nil 3 11 1 
12. Causes not finalised Nil Nil Nil Nil Nil 3 4 

13. Total 76 28 63 Nil • 6 37 9 

*Causes listed against items 6 to 11 in the above Annexure. 
were taken under the title 'otber causes' by tbe Wanchoo Committee. 

Note : The South Central Railway was formed on 2-10-1966. 

Number of Derailments 

1968-69 to 1972-73 

30 6 116 9 6 12 

3 Nil 5 1 I 1 
4 3 30 3 4 10 

19 2 24 1 I 2 
10 3 38 6 16 

6 1 4 

3 4 3 

I Nil 1 

6 Nil 3 
Nil Nil Nil 

2 Nil 81 40 Nil 3 
1 Nil. 8 Nil Nil Nil 

69 14 302 76 18 45 

Nil 2 

Nil Nil 
1 Nil 

• 
Nil 2 
Nil Nil 

Nil 2 

N'll Nil 

Nil Nil 

Nil Nil 
Nil Nil 
Nil Nil 
Nil · Nil 

1 6 

.II.NNEXU~LXXVIII
(Contd.) 

1973-74 to 1977-78 

s. 
No. 

SR SCR SBR WR All CR ER NR NER NFR SR SCR SER WR All· 
rail- rail-
ways ways 

1. Obstruction of track (ballast 
not clear tools left on track, 
goods falling from wagons, 
infringement of standard di-
mensions etc. etc.) . . Nil 

2. Obstruction caused by road 
vehicles . . Nil 

3. Cattle run over . . • 1 
4. Tampering witb track (sabot-

age) , . • • 2 
5. Cause not determined . 1 
6. Accidents!• (boulders falling 

on track, land slips, breaches, 
collapse of bridge, sand on 
track and tbereisnofailureof 
human element etc.) • • 4 

7. Tampering witb track not 
amounting to sabotage • 2 

8. Derailmerits resulting from 
train partings . . • Nil 

9 Signal and telecommunication 

10: ~=cal dci'ects ~ft 
11. Otber causes · N7il 

5 

Nil 
Nil 

4 
2 

7 

7 

Nil 

2 
1 
1 

Nil 

7 3 

Nil Nil 
Nil 2 

2 1 
6 3 

7 1 

24 Nil 

Nil Nil 

Nil 3 
Nil 3 

15 Nil 
Nil Nil 

44 6 8 

3 Nil 1 
21 4 10 

15 '2 Nil 
25 12 3 

32 9 3 

43 N'Il 3 

2 Nil 1 

13 7 Nil 
5 Nil 1 

66 34 Nil 
Nil Nil Nil 

10 1 

13 Nil 
9 Nil 

5 Nil 
1 Nil 

3 Nil 

Nil Nil 

1 Nil 

4 Nil 
Nil Nil 
Nil Nil 
Nil Nil 12. Causes not finalised 

~~T==tal~~--------·--~1~7--~~~-;61~-1~6~~~~9:-~7~4~~3~0--~46;--1 
13. 0 

1 

Nil 
1 

2 
1 

Nil 

Nil 

Nil 

Nil 
Nil 
Nil 
Nil 

5 

Nil 

Nil 
Nil 

1 
3 

1 

4 

Nil 

Nil 
Nil 

2 
Nil 

11 

4 

3 
Nil 

Nil 
3 

3 

2 

Nil 

2 
Nil 

1 
Nil 

Nil 3 

Nil 1 
1 1 

3 Nil 
s 2 

6 Nil 

14 Nil 

Nil 1 

Nil 5 
Nil 2 
18 Nil 

Nil 1 

33 

18 
~ 

13 
31 

25 

24 

3 

18 
3 

55 
1 

19 48 16 250 
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ANNEXURE-LXXIX 

DERAILMENTS ON THE METRE GAUGE ACCORDING TO MISCELSANEOUS CAUSES CLASSIFIED-ALL RAILWAYS 
RAILWAY-WISE: IN FIVE" YEAR PERIOD 

A-Number of derailments. 
B-Number of derailments due to cause taken as a per 

centage of the total 

1963-64 to 1968-69 to 1973-74 to 
s. Miscellaneous causes 1967-68 1972-73 1977-78 

No. 
A B A B A B 

1. Obstruction of track (ballast not clear, tools left on track, goods 
falling from wagons, infringement of standard dimentsions etc 
etc.) 184 37·6 36 13·3 37 15 ·1 

2. Obstruction caused by road vehicles 6 1 ·3 6 2·2 7 2·9 
3. Cattle run over 57 11·6 47 17·4 36 14-7 ' 
4. Tampering with track (sabotage) 21 4·2 18 6·7 11 4·5 
5. Cause not determined • 49 10·0 47 17·3 61 24·9 
6. Accidental• (boulders falling on track, land slips, breaches, colla-

pse of bridge, sand on track and there is no failure of human ele-
ment etc.) • 54 19·9 39 15·9 

7. Tampering with track not amounting to sabotage 19 7·0 12 4·9 
8· Derailments resulting from train J:>artings. 5 1·8 1 04 
9. Signal and telecommunication failures 3 1·1 4 1·6 

I 0. Electrical defects Nil 4 1.6 
11. Other causes 157 32·2 35 12.9 32 13·1 
12. Causes noHinalised 15 3 ·1 1 0·4 1 0·4 

13. T_ntal: 489 100·0 271 100·0 245 100·0 

•Causes listed against items 6 to 11 in the above Annexure were taken under the title' Other Causes' by the Wanchoo Committee, 



ANNEXURE LXXX 

DERAILMENTS ON THE METRE GAUGE ACCORDING TO MISCELLANEOUS CAUSES 
CLASSIFIED-RAILWAY-WISE: IN 5-YEAR PERIODS 

Number of Derailments 

S.No. 
1963-64 to 1967-68 1968-69 to 1972-73 

Miscellaneous causes 
CR BR NR NER NFR SR SCR. SER. WR. All railways CR -=:e=R.- NR NER. NFR 

1. Obstruction of track (ballast not clear, 
tools left on track, goods falling from 
wagons, infringement of standard dimen-
sions etc). . . . • . . \ 

2. Obstruction caused by road vehicles • 
3. Cattle run over . . . . . 
S Tamoering with track (sabotage) 
5. Cause not determined . . . . 
6. Accidental• (boulders falling on track, land 

slips, breaches, collapse of bridge, sand on 
track and there is no failure of human 
element etc. . . . . . 

1.. Tampering with track not amounting to 
· sabotage . . . . . . 
8. Derailments resulting from train partings • 

. 9. Signal telecommunication failure<~ . . , 
10. Electr(cal defe.:ts . 
11. ether causes 
12. Causes not finalised 

13. Total ·. 

5 
Nil 

1 
Nil 

8 No 
metre 
gauge 

2 
I 

17 

14 
Nil 

9 
Nil 

3 

3 
Nil 

29 

65 
2 

12 
"4 
13 

13 
Nil 

109 

42 
1 

13 
10 
10 

114 
3 

193 

36 
3 
3 
4 
6 

. 23 
I 

76 

5 
Nil 

4 
1 
I No 

2 
6 

19 

. metre 
11auge 

17 
Nil 
IS 
2 
8 

Nil 
4 

46 

184 
6 

57 
21 
49 

157 
15 

489 

I 
Nil 
Nil 
Nil 
Nil No 

metre 
gauge 

1 

I 
Nil 
Nil 
Nil 
Nil 
Nil 

3 

•C•uses lilisted against item• 6 to II in the ab<>•~e anneKure were taken under the title 'other causes' by the Wanchoo Committee. 
Note : The South Central Railway wnfonned on 2-10-1966. 

ANNEXURE LXXXI 
Number of Derailments 

S. No· Miscellaneous causd 
1968-69 to 1972-73 1973-74 ~0 1977-78 

2 
2 

10 
2 
5 

12 

1 
Nil 
Nil 
Nil 
Nil 
Nil 

34 

SR SCR SBR WR All CR ER NR·--NE=R- NFR SR SCR SER 

I. Obstruction of track (ballast not clear, 
tools left on track, goods falling from 
wagons. infringement of standard dimen· 
sions etc. etc.) . . . • 

2. Obstruction caused bt road vehicles 
3. Cattle run over . · . . . 
4 Tampering with track (sabJtage) 
S. Cause n<>t determined . . • • 
6. Accidental• (boulders falling on track, land 

slips, breaches, collapse of bridge, sand 
on track and there is no failure of human 

Nil 
Nil 

7 
I 
7 

4 
Nil 

2 
5 
6 

6 
Nil 
10 
I 
6 

Railways· 

36 
6 

47 
18 
47 

I 
Nil 

2 
Nil 
Nil 

3 
3 
4 

Nil 
7 

10 
~ 

12 
6 
6 

6 
Nil 

3 
Nil 
26 

4 5 
Nil Nil 

3 2 
2 2 
5 s 

8 
3 

12 
3 
2 

7 

6 
Nil 
Nil 
Nil 

6 
Nil 

47 

WR All 

IS 
1 
6 
6 

"2 

10 

I 
2 

Nil 
Nil 
11 
Ni\ 

73 

Railways 

8 
I 

10 
I 

12 

37 
7 

36 
II 
61 

elemont etc.) . . • 4 14 6 54 Nil 9 7 8 2 4 9 39 
7. Tampering with track not amounting to No No No 

sabotage · · . . . • 3 6 metre 1 19 Nil metre 1 7 Nil 2 I metre I 12 
8. ~railments resulting from train nar!ings . Nil 3 gauge Nil 5 Nil gauge Nil Nil 1 Nil Nil gauge Nil I 
9 Signal and telecommunication failures . Nil 2 1 3 Nil Nil 3 Nil Nil ·• Nil I 4 

10. Electrical defects . Nil N'tl Nil Nil Nil 1 I 2 Nil Nil Nil 4 
11. Other causes . 14 Nil 4 35 1 Nil 7 5 12 I 6 32 
1!. Olueea not finalised Nil Ni,l 1 I Nil Nil I Nil Nil Nil Nil I 
~1~3~.~T~ota~I~~====~~-~-~~--~3~6~_J4~ZL----~3~6-~27~1~_J~4~---~~~--6~3~~~51~-~30~-~2~0~---~49~~~~5 

... 
"' ... 



Cat ell<> ry of staff 

ANNEXURE LXXXII 

STAFF HELD RESPONSIBLE FOR DERAILMENT ON ALL GAUGES-RAILWAYWISE :FROM 1968-69 TO 1977-78 

A-Number of staff held responsible. 
B-Number of staff in the category as a 

percentage of the total. 

CR ER NR NBR NFR SR 

A B 

SCR 

A B 

SER 

A B 

WR All Railways 

A B A B AB ABAB AB AB 
-------------~--~~~~~~~~~-----------------------------
l. Station Masters, Assistant Statiori Mas

ten and Cabin Assistant Station 
Masters 

2. Switchmen . 
3. Pointsmen . 

4. Levermcn and Cabinmen 
S. Shuntillg staff and other yard ;taff : 
6. Guards 
7. Drlvors . . 
8. FiremonfAssistant Drivers (Diesel & 

Electric) . . 
9, Motormen . 

16. Shunters 
11 • Permaoen t w'ay ln~Pect~rs 
12

· t::~nt Way Mistries, Oangmates, 
and Oangemen .. 

; 3· Lo~o Malntenan.,_- stall:. . . . 
4. Tra1n examining staff and Carriage and 

wagon staff • . 
15. Signa1Inspectors 

20 5·2 
Nil 

7 l ·8 
ll 2·9 

3 0•8 
28 7·3 

ll7 30 ·6 

l 0·3 
2 0·5 

Nil 
31 8 ·I 

38 9·9 
10 2·7 

66 17 ·3 
l 0·3 

22 6·5 
18 5 ·3 

l 0·3 
IS 4·4 

l 0·3 
24 7·1 
62 18 ·3 

12 3 ·6 

3 0·9 
1 0 ·3 

32 9·5 

38 ll ·2 

4 1·2 

87 25 ·8 
2 0·6 

48 6·1 
9 1·1 
ll 1·4 
23 2·9 

5 0·6 
64 8 ·1 

220 27·9 

16 2·0 

Nil 
Nil 
80 10·1 

59 7·5 
41 5·2 

165 20 ·9 

5 0·6 

26 6·4 

Nil 
9 2·3 

18 4·6 
2 0·5 

23 5 ·9 

124 31 ·9 

1 0·3 
Nil 

Nil 
26 6·7 

22 5·7 
22 5·6 

96 24·7 
Nil 

29 5 ·3 

Nil 
19 3·4 
6 H 

10 1 ·8 
11 2·0 

142 25 ·7 

1 0 ·2 

Nil 

Nil 
46 8 ·3 

54 9·8 
32 5·8 

160 28 ·9 
Nil 

31 6·4 
1 0·4 

13 2 ·7 
9 1·8 
5 1·0 

13 2·7 
166 34 ·1 

Nil 
Nil 

Nil 
32 6·6 

56 11·5 
18 3 ·7 

96 . 19 •7 

Nil 

15 2 ·8 

1 0·2 
2 0·4 
6 1 ·1 
6 1 ·1 

24 4·5 
214 40 ·3 

1 0·2 

Nil 
Nil 
43 8 ·1 

61 11·5 
22 4·1 

66 12·5 

1 0·2 

20 4·5 
10 2·3 

Nil 
4 0·9 
4 0·9 

89 7·5 299 5·9 

7 0 ·6 47 0·9 

54 4·6 116 2·3 
19 1 ·6 111 2 ·2 
28 2 ·3 64 1 ·3 

5 1 ·1 80 6 ·8 272 5 ·3 
139 31 ·6 274 23·2 1458 28·8 

1 0·2 48 4·1 
Nil 

Nil -
51 11 ·6 

27 6·1 
14 3 ·2 

Nil 
1 0 ·1 

90 7·6 

84 7·1 
58 5·0 

81 1. 

5 0· 
2 

431 8·5 

439 8 ·6 

221 4 ·3 

146 33 ·3 255 21 ·S 1131 22 .3 
Nil 3 0·3 12 0·2 

8 2·1 2 0·6 8 1·0 
16, Signal Maintainer~ and. oth~r Si~all~g 

staff . . . . . . 2 0·5 2 0·4 Nil 8 1·5 1 0·2 14 1·2 .45 0·9 
17. Other staff like the Commercial staff a~d 

Electric staff. . . . . . 39 10 ·2 14 4 ·1 36 4 ·6 19 4 ·9 SO 7 ·3 46 9 ·4 61 ll ·S 18 4 ·1 77 6 ·5 350 6 ·9 

~~~~----------~--~~~~----------------------------------------~ 
18. Total . 382 100 ·0 338 100 ·0 790 100 ·0 389 100 ·0 552 100 ·0 487 100 ·0 531 100 ·0 440 100 ·0 ll81 100 ·0 · 5090 100 ·0 

-----------------------------------------------------------
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ANNEXURE-LXXXlll 

CASUALTIES AND DAMAGES DUE TO DERAILMENTS ON ALL GAUGES-RAILWAY-WISE : FROM 

Railwav 

Central 
Eastern 
Northern 
North Eastern • 
Northeast Frontier 
Southern ., . 
South Central 
South Eastern 
Western • 

All Railways 

. 

...... 

.. 

1968-69 to 1977-78 

Total 
number 
of de- Killed 
rail-
ments 

733 26 
392 13 
840 27 
584 95 
933 106 
768 42 
830 10 
758 16 
940 33 

6778 368 

ANNEXURE-LXXXIV 

Casualties Damage i.e 
loss in 

Injured Total lakhs of 
rupees 

244 250 172·49 
238 251 113 ·58 
92 119 80·16 

214 309 42·37 
228 334 116 '21 
259 301 157 ·12 

53 63 104·91 
143 159 325·47 
129 162 123·62 

1580 1948 1235·57 

NUMBER OF ACCIDENTS AT MANNED AND UNMANNED LEVEL CROSSINGS ON ALL GAUGES
ALL RAILWAYS-YEAR WISE. 

Year Number of accidents at 

Manned Un-manned Alltevel 
crossings 

1963-64 • 56 108 164 
1964-65 • 

' '•I . ,•' .• ' i. . . . ' ' . 38 95 133 
1965-66 •· ; .'. .. .• - i ~· .' 48' 80 128 
1966-67 • 27 77 104 
1967-68 .• ... • 33 81 114 

,Total . ·, . ' • ... . 202 441 643 ... 
Percentage of the total . 31·4 68·6 100 o() 

1968--69 ; ' ::: . 
.. ,. ) 

40 89 129 
' 1969-70 • .. ' .. • 35 76 111 

1970-71 •. • . 31 90 121 
1971-72 • •· I .. 37 81 118 
.1972-73 ". ,. . . : . 43 88 131 

Total .. • :< " ' ~ . "! ~ 186 424 610 

Percentage of the total · ' 
,, 

30·5 69·5 100·0 . 
. .. 

•1973-74 : ·. .·- ·-· : i 34 . 81 liS 
1974-75 • • 44 96 140 
1975-76 • • 27 78 105 
1976-77 25 71 96 
1977-78 •. 29 64 93 

Total ·: . ' !~ • . 159 390 549 

Pexcentage of the total ~ .- ~ . 29-() 71 o() 100·0 ---
2~6SRB/80 
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.4NNEXURE-LXXX1t 

NUMBER AND INCIDENCE OF ACCIDENTS AT MANNED AND UN-MANNED LEVEh·CROSSINGS-

Broad Gauge 

1963-64 to 1967-68 
1968-69 to 1972-73 
1973-74 to 1977-78 

Metre Gauge -· 
1963-64 to 1967-68 
1968-69 to 1972-73 
1973-74 to 1977-78 

Narrow Gauge 

1963-64 to 1967-68 
1968-69 to 1972-73 
1973-74 1977-78 

ALL RAU.WAYS IN 5-YEAR PERIODS . 

A-Number of amdcnts 

B-Incidencc of accidents Per million train 
kilometres. 

Manned 

A 

110 
114 
98 

92 
69 
60 

Nil 
3 
1 

.4NNEXURE.LXXXYI 

B 

0·08 
0·07 
0·06 

0·13 
0·10 
0·09 

0·05 
0·02 

A 

Un.manned 

202 
189 
170 

190 
185 
198 

49 
50 
22 

B 

0·14 
0·12 
0·10 

0·28 
0·26 
0·31 

0·86 
0·88 
0·46 

All level cros's· 
in8S-· 

r-A 

312 . 
304 
268 

282 
254 
258 

49 
3 

23 

B 

0·22 
0·20 
tH6 

0.41 
0·36 
0·39 

0·86 
0·94 
0·48 

NUMBER AND INCIDENCE OF ACCIDENTS AT MANNED AND UN-MANNED LEVEL CROSSINGS ON. .. 

Year 

1968--69 .• 
1969-70. 
1970-71 • 
1971-72 • 

19 72-73 • 

Total for 5 yeiiiS 

1973- 4. 
1974 s . 
1975-76 • 
1976-77 • 
1977-78. 

Total for S years 

THEJ}ROAD GUAGB-ALL RAILWAYS; YEAR-WISE . 

A-Number of level crossin& accidents_ 

B-Incidencc of level crossing accidents 
PCP million· train- kil~mctres. 

Manned Un-manned AllleYeJ.croS8ings 

A· B ·A B A B 

.. 25. . o-o8. 41. . 0·14 66- 0·22 .. 23. . . 0·07. 37. . 0·12 60 0·19 
1&- 0·0&- 43" 0·14 61' .. 0·20 
21 0·01 28 0-()9 49 0·16. 
27 0·08 40 0·13, 67: 0:21 

114 0-tl7 189 0·12 303 ! 0<·20 

20 . 0·07 41 0·14 61 0·20 
28 . 0·09 46 0·15 74 Or24 
17 . 0·05 38 0·11 ss Orl6 

•- • 4 
11 0·03. 23 0·06·. 34 0·09 

' . 22 O·O(i 22 0-()6 44 0·12 

98 0-()6 170 0·10· 268' 0·16 
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ANNEXUREiLXXXYII 

NUMBBR AND INCIDENCE OF ACCIDEN'l'SAT MANNED AND UNMANNED LEVEL CROSSINGS ON 
THE METRE GAUGE-:ALL. RAILWAYS; YEAR-WISE 

Year 

1968-69 
196g:.:.:70 • 
1970-71 • 
1971-72 . 
1972"-73 

Tasalfor S years 

1973-74 r 

1974-75 • 
1975-76 . 
1976-77 • 
1917-78 . 

Total for S years 

., .• 

Manned 

.A :8 

15 0·11 
12. 0 '()8 
12 0 '()8 
16 0·11 
14. 0·10 

.. ·. 69 0·10 

14 0·12 
15 0·13 
10 0·08 
14 . 0·10 
7 o -os 

, i.', I 60 0·09 

ANNEXUJiE. LXXXVIII 

A-Number of level crossing accidents 
:B-Incidencc oflevcl crossings accident 

Per million train kilometres. 

Un-manned All level cross-
ings 

A B A B 

38 0·27 53 0·38 
32 0·22 44 0·30 
35 0·25 47 0·33 
40 0·28 56 0·4(f 
40 ·0·29 54 0·39 

185 0·26 254 0·36 

46 0·39 60 0•51 
45 0·40 60 0·53 
36 0·27 46 0·35 
34 O·:ZS 48 0·35 
37 0·27 44 0·33 

198 0·31 258 0·41 

NUMBER AND INCIDENCE OF ACCIDENTS A'f MANNED AND UNMANNED LEVEL CROSSINGS 
ON THB NARROW GAUGE-ALL· RAILWAYS; YEAR WISE 

Year 

1968-69 • 
196~70. 
197().1...71 • ' ' 
1971'-'12 • 
197Z--73 . 

Total for S years 

1973-74 • 
1974-75 . 
1915'-76 '. 
1976-77 • 
1977-78 • 

Total for S years 

·.!'. • • 

- • : •.• ~1 . · •• ! ·~ ~ . '· '· 

.. , .. 
• 

.. 
•. 

. . 

Manned 
' 

A B 

Nil 
Nil 

r 0·09 
Nil ~ 

2 0·18 

3 0·05 

Nil 
1 0·11 

Nil 
Nil 
Nil 

1 0'()2 

A-Number of level crossing accidents 
:B-Incidencc of level crossing accident'" 

Per million train kilometres. 

Un-manned All level cross. 
ings 

·A B A B-. 

10 0·86 10 0·8 
7 0·61 7 0·61 

12 1·07 13 1·15 
13 1·17 13 1·17 
·8 0·72 10 0·90 

so 0·88 53 0·94' ..... .. .. 
4 0·42 4 0·42 
~ O·SS 6 0·66 
41. 0·43 4 0·43 
4 0·43 4 0·43 
5I 0·38 s 0·38 

22 0·46 23 0·48 

~---



ANNEXUR£;LXXXIX 

RATE OF ACCIDENTS PER MANNED AND UN-MANNED LEVEL CROSSING...:...Ai.t.J RAILWAYS; · 
IN 5-YEAR PERIODS 

Manned Level Crossiogs 

1. Number of level crossings (Average over 5-year period) 
2. Number of accidents Per year (Average over 5-year 

. Jleriod) • . . • •
1 

3. Rate of accidents per m~nned level crossing 

Un-IWIDIIed level c:rossiogs 
·•' 

1. Number of level crossings (Average over 5-year period) 
2. Number of accidents per year (Average over 5-year 

period) . • ; .. ~ 
3. Rate of accidents Per unmanned-level crossing ... 

Manned and Un-manned level crossings 

1. Total number of ~ned and un-manned level crossings 
(Average over 5 year period) 

2. Number of accidents per year (Average over 5-year 
. period) • • . • • .. 

3. Rate of accidents Per m~nned and un-manned level crossing • · 

ANNEXURE-XC 

1963-64 
to 

1967-68 

16300 

40·4 
0·0025 

26085 

88·2 
O-Q034 

42385 

128·6 

0·0030 

1968-69 
to 
1972-73 

14811·5 

37·2 
0 -()026 

23903·4 

84·8 
O-Q035 

38714·9 

122 
0·0031 

RATE OF ACCIDENTS PER MANNED/UN-MANNED LEVELCOSSING-ALL RAILWAYS: 
IN 5-YBAR PERIODS 

Particular Year RAILWAYS• 
.. ,. 

Cen· Eastern North· North North- South- South South 
tral ern East- east ern Central East-

ern Frontier ern 

1 2 3 .. 4 5 6 7 8 9 10 

Manned level crossing 1963-64 1905 1503 2929 2480 698 2536 1048 773 
to 

1967-68 
Number of level crossings 

(Average over 5-year period) 1968-69 
to 

1972-73 1538 1321.4 2910·3 1555.4 799 2002·4 1043·2 833·8 
1973-74 1542·5 1332 2774·5 1433·6 .726 1992·6 1042·6 881·2 
1977-78 

:Number of accidents Per year 
~Average over 5-year period) 1963-64 1·0 7·0. 8·2 5·4 4·4 3·6 1·4 2·8 

to 
1967-68 
1968-69 2·8 3·6 10·2 7•2 3·4 2·6 1·4 2·6 

to 
1972-73 
1973-74 3-o ·2 8·8 5•4 3·4 1·0 2·2 3·8 
to 
1977-78 

West-
ern 

11 

2628 

1973-74 
to 

1977-78 

14438 ·0 

31·8 
0·0022 

22408 

6846-o 

109·8 . 

0 -Q030 

Total 

12 

16300 

2809 14811·5 
2713 14438·0 

6·6 40·4 

3·4 ' 37·2 

2·0 31·8 
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1 2 3 4 5 6 7 8 9 10 11 12 

Rate of accidents Per manned• 
level crossing . 1963-64 to 0 ·0005 . 0 ·0046 0·0028 0·0022 0·006 0·0014 0·001 0·0036 0·0025 0·0025 

1967-68 
1968-69 to 0·0018 0·0027 0·0035 0·0046 0·004 0·0013 0·001 0·0031 0·012 0 '()(126 
1972-73 
1973-74 to 0·0019 0·0016 0·0032 0·0038 0·005 0·0005 0·002 0 o()043 0 o()()()7 0-()()2 
1977•78 

UIUII8Dlled level c:rossing& 

Numoer or level crossings (Average 
overS-year period} 1963-64 to 1894·0 . 1118 4599 1442 1517 5029 2149 3354 4983 26085 

1967-68 
1968-69 to 1094·8 672·4 4858·3 1998·3 1690 3124 2147 3265·6 4963 23903·4 
1972-73 

1973-74to 932·3 787 3085·3 2322 1587 3048·6 2120·4 3528·4 4997 22408 
1977-78 

Number of accidents per year 
(Average over 5-year period) 1963-64 to 4·2 6·6 11·4 10·8 10·2 20·0 2·4 10·2 12·4 88·2 

1967-68 
1968-69 to 2·6 1·8 19·2 8·4 6·4 16·9 8·4 14·0 6·4 84·8 
1972-73 

1973-74 to 3·6 2·0 17·2 12·8 3 ·8 14·0 6·4 6·8 12·0 78o() 
1977-78 

Rate of accidents per-unmanned 
level crossing 1963-64 to 0·0022 0·0059 0·0025 0·007~ 0·007 0 -()()40 0·001 0·0030 0-()()25 0·0034 

1967-68 
1968-69 to 0·0026, O·OQ~ 0·0040 0 '()042 . 0·004 0·0053 0·004 0·0019 0·0028 0·0035 
1972-73 ' .. 
1973-74to 0·0030 0·0025 0·0056 o-oo55 0 ·022 0 ·0046 0-()()3 0·0019 0·0024 0 '()35 
1977-78 

Mauned and unmannced level cross&1 

Total number of manned and 
. . lc 

un-manned level · crossings 
(Average over-S-year Period) 1963-64to 3799·0 2421 7528 3922 2215 7565 3197 4127 7611 42385 

1967-68 
1968-69 to 2632·8 ' 2083·87768·5 3553·7 2489 5126·4 3290·4 7772 7772 38714-9 
1972-73 

1973-74to 
1977-78 2474·8 2119 5859·8 3755·6 2312 5041·2 3163·0 4409·6 7710 46846·0 

Number of accidents per year 
(Average over 5-year period) 1963-64 to 

1967-68 
52·2 ' 13·6 19·6 16·2 14·6 23·6 3 ·8 13·0 19·0 128·6 

1968-69to 5·6 5·4 29·4 15·6 9·8 19·3 9·8 9·0 17-4 122o() 

1972-73 :: 

1973-74to 6·6 4.2 26·0 18·2 7·2 16·8 8·6 14·0 14·0 109·8 
1977-78 

Rate of acCidents per manned 
0·0014 0·0056 0·0026 0·0041 0 ·007 0 ·0031 0·001 0·0031 0·0025 0·0030 and un-maned level crossing 1963-64 to 

1967-68 
1968-69 to 0·0021 0 '()(126 0·0038 . 0·0044 . 0 o()04 0-()()38 0-()()3 0-()()22 0-()()22 0-()()31 

1972..73 ' 
1973-74to 0-()()27 0·0019 0·0044 0 o()048 0-()()3 0-()()33 0·003 0·0024 0·0019 0·0030 

1977-78 
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ANNEXTJRE.XCI 

NUMBER OF ACCIDENTS AT MANNED AND UNMANNED-LEVELCROSSING ON THE- BROAD AND-METRE 
GUAGES TAKING PASSENGER AND OTHER TRAINS SEPARATELY-ALL RAILWAYS; , 

Year 

1963-64 to 1967-68 
1968-69 to 1972-73 • 
1973-74 to 1977-78 

IN-S-YEAR PERIODS 

Number of Accidents 

Passenger Trains 

All level 
Manned Unmanned Crossings Manned 

95 243 338 107 
98 261 359 85 
91 264 355 67 

Am!Exu~xca 

Other Trains 

All level 
Unmanned Crossings 

149 256 
113 19S 
104 171 

NUMBER OF ACCIDENTS AT MANNED AND UN-MANNED LEVEL CROSSINGS'ON THE BROAD AND 
METREGUAGESTAKINGPASSENGERANDOTHERTRAINSSEPARATELYALLRAILWAYS;YEAR 

WISE 

Year Passenger trains Other trains 

Broad Guauge MetreGuage Broad Guage Metre Guage 

Manned Un- Total Manned Un- Tot•! Manned Un- Total Manned Un- · ·Total' 
manned manned maned manned ' 

.~' 

1963-64 • 15 22 37 12 37 49 14 18" 32 15 15 30 
1964-65 • 1 30 31 17 22 39 8 23 31 12 15 27 
1965-66 13 14 27 8 25 33 16 16 32 11 15 26 
1966-67 9 2S 34 1 23 24 10 17 27 7 4 11 
1967-68 • ' 14 23 37 s 22 27 10 14 24 4 12 16 

Total for 5 years 52 114 166 43 129 172 58 88 146 49., 61 11 

1968-69 • 15 28 43 8 25 ' 33 10 11 23 1' 13' ·zo · 
1969-70z 11 24 36 8 23 31 12 12 24 4 9 13 
1970-71 • 8 28 36 7 26 33 10 IS 2S s 9 14 
1971-72 • 9 20 29 11 32 43 12 8 20 s 8 13 
1972-73 • 14 2S 39 7 29 36 13 r5 28 7 11 18 --Total for 5 years 57 126 183 41 135 176 57 63 120 28 so 78 

1973-74 - 14 29 43 6 37 43 6 12 18 8 9 '• 17 -
1974-15 • 14 33 47 8 31 39 '41 13 27' 7 14 21 
1975-76 • 10 23 33 7 29 36 7 'IS 22 3 7 10 
1976-77 • 7 16 23 12 22 ''34 4 7, 11 2 12 14 
1977-78. .. 10 16 26 3 28 31 12 6 

" 
18 4 9 13 

Total for S years ss 117 172 36 147 183 43 ' 53 96 24 51 75 
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: ANNEXURE-XCIII 

NUMBER AND INCIDENCE OF ACCiDENTS AT MANNED AND UN-MANNED LEVEL CROSSINGS ON THE 
BROAO, AND METRE GAUGES INVOLVING PASSENGER AND OTHER TRAINS ALL RAILWYS; YEAR

WISE 

A-Number of aa:idcnts 

B-Incidencc of &a:idents per million pas
senger train/other train kilometres. 

Passenge~ trains 

Years 

!' '' -: . _-· ---

1963-64 !o 1967-68 • · 

1968-69 
1969-70 
1970-71 
1971-72 

. 1972-73 

Total for S years 

'1973-74. 
1974-75. 
1975-76, 
1976-77 
1977-78 

. ' 
Total for S years 

Other trains 

. . ' 

1963..64 to 1967-68 

1968-69 
1969-70 
197<J...l.7i .. 
1971-72 
1972-73 

Total of S years 

1973-74 •'. 
1974-75 
1975.76 
1976-77 . 
1977-78 

Total for. s years 

Manned. 

A 

!'' -

95 

23 . · .. 19·· 
IS 
20. 
21 

98 

20 
22 
17' 
19' 
13 

91 

107 

rr·· 
16 
IS 
17 
20 

85 

14 
21 
10 
6 

16 

67 

Number of accidents 

Un-manned All level crossings 

B A B A B 

0·09 243 0·22 338 0·31 

0·10 53 0·23 76 0·33 
o-o8 48 .. 0·20·. 67 0·29 
0·06 S4 0·23 69 0·29 
0·08- 52 0·21 72 0·30 
0·09 S4 0·22 75 0·31 

0·07 261 0·22 359 0·30 

0·09 66 0·29 86 0·~9 
0·10 64 0·29 86 0·39 
0·07, 52 0·21 69 0·28 
0·07· 31t 0·14 51 0·22 
0·05 44 0·17 57 0·21 

0·07 264 0·21 3SS 0·29 

0·12 149 0·16 256 0·28 

0·08 26 0313 43 0.21 
0·07 21 0·1 3 0·18 
0·07 24 0·11 39 0·18 
0·08 16 0·07 33 0·15 
0.09 26 0·12 46 0•21 

0·08 113 0·11 198 0·1g 

0•07' 21 0=11 35 0·18 
0·10 27 0·3 48 0·24 
O·OS 22 0·10 32 0·14 
0·03 19 0·08 2S 0·11 
0·07 15 0·07 31 0·14 

0·06 104 0·10 171 0··16 
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ANNEXURE-XCIV 

INCIDENCE OF· ACCIDENTS AT LEVEL CROSSINGS ON THE BROAD AND METRE GAUGES COMBINED 
INVOLVING PASSENGER AND OTHER TRAINS-RAILWAY-WISE IN 5-YEAR. PERIODS 

Railway 

Central 

Eastern 

Northern 

. North 
Eastern 

Northeast 
Frontier 

Southern 

South 
Central 

South 
.Eastern 

Western 

Passenger Trains 

1963-64 
to 

1967-68 

A B 

15 0·1 

24 0·18 

.1 0·31 

1968-69 
to 

1972-73 

A F 

14 0-()9 

13 0-()9 

93 0·45 

1913-74 
to 

1977-78 . 

A B 

ts o-o8 . 

14 0 -()9 

81 0·39 

1963-74 
to 

1967-68 

A B 

8 o-o5 
44 0·31 

35 0·25 

Other Trains 

1968-69 
to 

1972-73 

A B 

13 0 -()9 

14 0·10 

3 0·34 

1973-74 
to. 

1977-78 

A B 

13 o -o8 

1 o-o5 
49 0·31 

A-Number of level crossing aa:ide1 
B-Incidence of accidents per millim 

passenger traintother trainttotal 
train kilometres. 

1963-64 
to 

1961-68 

A B 

Total 

1968-69 
to 

1972-73 

A B 

19Wof4 
to 

1917-78 

A B 

23 0-()7 27 0-()9 27 0 o(J 

68 0·25 21 0·10 ~1 q-o 
9 0·27 14 0·40 139 0·31 

st o·57 62 0·61 o-11 o-11· 30 0·69 16 o-28 25 o·s6 81 O·S6 78 o-s2 91 ·:o·6 

31 0 73 20 0 4 

80 039 79 04 

2307 26076 

4 0·34 34 0·31 

20 0 0 

19 0·20 

8 0 20 1 0 64 

16 0 ·18 114 0 ·3. 

40 0 2 

98 0·36 

31 0•3 

10 O·:Z: 

12 0·36 29 0·26 32 0·2 1 0 ·26 18 0 ·17 11 0 ·11 19 0 ·30 47 0 ·22 43 O·J: 

21 0 24 18 0 21 29 0 31 

43 0·26 31 0·17 42 0·22 

38 0 31 

34 0·23 

18 0 11 20 0 12 69 0 21 36 0•14 49 0·1 

27 0·1 22 0 13 17 0 24 8 0•17 64 0•1 

AIIRailways 338 0·31 359 0·30 385 0·29 256 0•28 198 0·19 171 0·16 594 0·28 557 0·25 526 0·2 

Note :-South Central Railway was forme<! on 2·10.1966. The figures are from 2·10.1966 to 31-3-1968. 

ANNEXURE-XCV 

NUMBER OF ACCIDENTS AT MANNED AND UN-MANNED LEVEL CROSSINGS ON ALL GAUGES-RAiL: 

Railway 

Central , 

Eastern • 

Northern 

North Eastern 

Northeast Fronteir 

Southern • 

South Central 

South Eastern 

Western . 

All Railways 

WAY-WISE; FROM'1968-(;9 to 1977-78 

Number of accidents at 

Manned 
level· 

crossings 

' '29 

29 

95 

63 

34 

18 

18 

32 

27 

Unmanned 
level 
crossings 

32 

19 

182 

106 

51 

154 
74 

66 
130 

--, 
All level 
crossings 

61 

48 

277 

169 

85 

172 

92 

98 

157 

--------

Percentage 
ofthetotar' 

5·3 

4·1 

23·9 

14·6 

7·3 

14·8 

1·9 

8·5 

13 ·6 ------------------345 814 1159- -- - - - - ;00 .0 - - . 
---- ---- - - . 



201 

ANNEXURE XCVI 

NUMBER -OF ACCIDENTS AT MANNED AND UNMANNED LEVEL CROSSINGS INVOLVING 
PASSENGER ·TRAINS-GAUGE·WISE : RAILWAY-WISE AND YEAR·WlSE. 

Railway Un-manned 
--"l .-- ...A---------. 

1968- 1969· I970- 1971- 1972- total 1973· 1974- 1915· 1976- 1977- Total 1968· 1969· 1970. 1971· 1972· Total 
69 70 71 72 - 73 for 74 75 76 77 78 for 69 70 71 72 73 for 

s s s 
-----------------=-yea=rs:_ ___________ ::_:Year=s:_ _ _!~~ 

BROAD GAUGE 

.Central 

Eastern 
Northern 

North 
Eastern 

Northeast 
Frontier 

Southern 

South 
Central 

·South 
Eastern 

Western 

3 
2 

7 

I 
2 

2 
1 
s 

2 

I 

All Railways IS 11 

METRE 
GAUGE 

_Central 
Northern 

North Eastern 6 
Northeast 

Frontier 

Southern 

South 
Central 

Western 

All Railways 

NARROW 
GAUGE 

Central 
Eastern 

Northern 
Northeast 

Frontier 

Southern 

South 
Central 

South 
Eastern 

Western 

All Railways 

29-465RB/80 

1 
1 

8 

6 

2 

8 

1 
2 

2 

1 

2 

1 
4 

I 

3 

6 
3 9 
7 25 

1 

2 

1 

1 
3 

3 

s 
s 

4 
3 
6 

1 

1 

7 

2 

2 

3 
3 

2 

1 

3 

1 
1 

I 

3 

1 

2 7 3 
8 

6 22 10 

2 

I s 

I 10 

I 

1 

• 

4 

2 

3 

3 
1 3 
14 14 6 

3 

2 

3 
2 

1 
3 

6 

4 

2 

2 

I 

3 

1 7 
'- 4 

13 57 

.. 2 

s 18 

1 15 

3 

2 
13 

10 

8 9 14 51 14 14 10 7 10 ss 28 25 28 20 25 126 

7 

1 
6 

2 

2 

7 11 

1 1 
4 29 2 

2 

1 

3 
s 

1 
2 

1 

1 
1 

7 41 • 6 

•I 1 

1 

3 

2 
1 

2 

8 

!' 

2 

3 

1 

7 

4 
1 

7 12 

2 1 
1 15 6 

2 
6 

I 
6 

1 11 2 3 3 
1 3 

3 

2 

6 12 12 

3 
6 

2 
2 

4 

9 

! • .~ 

1 I 
2 10 

6 33 

3 3 14 

9 14 53 

2 
s 

3 10 

I 14 

3 36 25 23 26 32 29 135 

1 

2 

s 

8 

1 

2 

I Nil 

2 8 

4 

2 
s 

6 10 12 

1 
4 

6 

.I 

7 
!2 

2 

s 
24 

42 

------~-----------------~---
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ANNEXURE XCVI-Contd. 

Railway Un-manned Total manned and un-manned 

BROAD 
GAUGE 

Central 

Eastern 
Northern 
North 

Eastern 
Northeast 

Frontier 
Southern 
South Central 
South 

Eastern 
Western 

· All R~il ways 

METRE 
GAUGE 

Central 

Northern 
North 

Eastern 
Northeast 

Frontier 

Southern 
South 

Central 
Western 

All Railways 

NARROW 
GAUGE 

Central 

Eastern 

Northern 
Northeast 

Frontier 

Southern 
South 

Central 

south 
Eastern 

Western 

All Railways 

·- . 

973- 1974- 1976- 1976- 1977- Total 
74 75 76 77 78 for 

1 

18 

1 
2 
4 

2 
2 

13 

I 
6 
3 

3 

1 
9 

1 
2 
3 

1 
1 

2 

1 
3 

5 
years 

1 7 
1 6 
6 48 

1 1 

3 
1 12 
2 15 

r- r- .., 
1968- 1969- 1970- 1971- 1972- Total 197.3- 1974- 1975· 1976- 1977- Total 
69 70 71 n 13 for 75 76 76 77 78 for 

6 

2 
17 

1 
5 
4 

2 
2 

19 

4 
2 

1 3 

2 4 
16. 10 

2 
3 
6 

2 
3 

s 5 
years 

1 13 
3 13 

20 82 

3 
6 21 
3 18 

4 

4 

24 

I 
2 
4 

2 

3 

20 

3 
6 
5 

3 

4 
12 

1 
2 
4 

2 

2 

2 

1 
4 

3 

1 

12 

1 

years 

14 
14 
70 

1 

5 
I 12 
3 20 

2 4 . 4 7 2 19 3 3 4 4 4 18 3 6 1 10 
2 2 

3 29 
2 1 2 6 5 3 2 3 i2 15 

29 33 23 16 16 117 43 36 36 29 39 i83 43 

3 I 2 
I 

2 9 
1 
1 

1 

2 1 s 2 11 4 

2 1 

47 33 23 26 172 

1 2 2 2 11 

11 11 13 9 6 SO 12 12 1l IS 10 62 13. 14 IS 16 7 65 

1 
10 

2 

10 

I 

2 

3 

8 

3 

8 

1 

1 
2 

4 

4 
5 

1 

5 

1 

1 

1 

3 

2' 7 
5 11 39 

1 2 9 

3 1 33 

1 

1 
1 

3 

2 5 

1 3 

1 3 
6 

4 17 

3 3 3 3 

7 14 12 11 

3 2 2 
6 2 1 

1 

2 

s 

8 

1 

1 

2 4 
I 

1 1 

2 

2 8 s 

6 10 12 

5 11 2 
14 58 10 

4 11 3 
1 16 11 

1 

1 

1 

7 
2 

2 

1 5 

s 25 

7 43 

1 

2 

3 

2 

9 

5 

8 

7 
9 

1 
6 

5 1 18 
6 12 42 

1 12 12 
3 1 35 

39 36 34 31 183 

1 

1 

2 

4 

I 

1 

1 

3 

1 

1 
1 

3 

2 s 

1 3 

I 3 

6 

4 17 
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ANNEXURE XCJ1Ii 

.NuMBER OF ACCIDENTS AT MANNED AND UN-MANNED LEVEL CROSSiNGS iNvOLVING, 
OTHER TRAINS-GAUGE WISE RAILWAY-WISE AND YEAR-WISE __.,... 

Manned Un-manned 
Railway r-- ----. .., 

1968- 1969- 1970- 1971- 1972- Total 1973- 197+ 1975- 1976- 1977- Total 1968- 1969- I970- 197I- 1972 Total 
69 70 71 72 73 for 74 15 76 77 78 for 69 70 7I 72 73 for 

5 5 5 
years years years 

BROAD 
GAUGE 

Central 3 2 1 2 8 1 2 2 1 1 7 1 1 1 3 
Eastern 1 3 1 2 2 9 1 2 3 2 I 2 5 
Northern 5 3 4 4 s 21 2 4 3 1 6 17 5 2 7· 4 4 22 
North 

Eastern - 1 1 
Northeast 

Frontier 1 I I 1 4 1 1 1 1 
Southern 1 1 2 I 1 2 I 3 6 
South 

Central 1 1 1 1 2 2 1 1 2 3 9 
Soutb 

Eastern 3 1 4 8 1 5 1 2 9 2 1 4 1 2 10 
Western .2 1 1 4 1 1 1 3 1 2 1 2 6 --
All Railways 10 12 10 12 13 51 6 14 7 4 12 43 13 12 15 8 15 63 

METRE 
GAUGE 

Central 1 1 2 
Nortbcm 2 1 1 4 2· 1 3 1 2 1 2 6 

North 
Eastern 1 2 1 3 7 3 3 3 3 12 I 1 2 I 3 8 

Northeast 
Frontier 3 2 1 3 9 1 1 3 2 1 2 1 6 
Southern 1 2 3 1 1 3 1 3 1 s· 
South 

Central 1 1 2 1 I 1 3 2 6 
Western 1 1 1 3 3 1 4 4 7 2 3 4 14 

All Railwavs 7 4 5 4 7 28 8 7 3 2 4 24 13 9 9 8 11 so ---
NARROW 
GAUGE 

Central 1 1 

Eastern 
Nortbern 
Northeast 

Frontier 1 1 2 
Southern 

Sonth 
Central 

South 
Eastern 1 1 1 1 4 

Western 1 1 2 1 I 2 -
All Railway• 1 1 2 1 2 2 1 2 2 s 



ANNEXURE XCf1Il-'-ConJd. 

OTHER TRAINS 

Un-manned Total manned and un:mauned 
,Railway -'-----....., r-:-=-. ~-------------.~-------- ~ 

BROAD 
GAUGE 

Central 

Eastern 
Northern 
North 

Eastern 
Northeast 

Frontier 

Southern 

South 
Central 

South 
Eastern 

Western 

All Railways 

METRE 
GAUGE 

Central 
Northern 

North 
Eastern 

Northeast 
Frontier 
Southern 
South 

Central 
Western 

1973~ 1974- 1975· 1976-
74 75 76 77 

2 

4 

2 

3 
1 

12 

1 

1 
1 

6 

2 

1 

1 
1 

13 

4 

3 2 

1 
2 3 

2 2 
1 2 

2 
6 

1 
1 

1 

2 

2 

IS 

2 

2 

2 

3 

7 

1 

3 3 

I I 
3 

2 
I 2 

1977 Total. 1968· 1969-.1970. 1971· 
78 S· 69 .70 71 .72 

years 

1 6 
1 4 

18 

1 
5 

2 

4 1 2 
3 4 3 
10 5 11 

1 

2 

1 

2 
2 

1 

1 
2 

1 

1 
2 
8 

1 
1 

3 

1972- Total 1973· 1974- .1975· 197~· 1977· Total 
73. 5 74 • 75 ' 76 7.7 78 5 

years years 

3 11 
2 14 
9 43 

3 

1 

5 

8 

3 10 

3 3 
1 3 
7 10 

2 2 

1 

2 
2 
9 

I 
2 

1 

3 

3 

1 

2 13 

1 7 
6 35 

1 

1 

2 

6 

4 

2 11 2 4 4 2 6 18 4 6 2 4 4 20 
2 6 1 4 1 2 2 10 I 2 3 

6 53 23 24 25 20 28 120 18 27 22 11 

3 11 
1 
3 3 

1 
1 

2 
3 10 1 6 2 1 

3 9 

18 96 

4 14 

2 13 2 1 4 2 6 15 6 5 6 3 5 25 

3 53 3 4151212 6 
1 9 3 1 4 2 1 11 3 3 3 1 10 

6 1 4 3 8 2 2 3 7 
3 9 5 1 3 4 4 17 4 3 1 2 3 13 

--------·----------------------
All Railways 

NARROW 
GAUGE 

Central 
Eastern 

Northern 

Northeast 
Frontier 

Southern 

South 
Central 

South 
Eastern 

Western 

All Railways 

9 14 7 12 

1 1 
1 

1 

1 I 1 1 

9 51 20 13 14 13 18 78 17 21 10 14 13 75 

1 

1 

2 
2 

1 1 
1 

1 

1 

1 
1 

1 

1 
2 

2 

4 
4 

1 

1 1 
1 

1 

1 

..... 2 
1 2 

. 1 

s __ 2 __ 1 ___ 3 __ 1 ____ 3 __ ,_o __ 1 __ 2 __ 1 __ _:1 __ 1 . 6· 
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ANNEXURE XOVIIl 

ACCIDENTS A'f MANNED LEVEL CROSSING ON ALL GAUGES-CAUSE-WISE ALL RAILWAYS ;.FROM 1!168·69 'fO 
1!177-78 

Causes of accidents 

I. Due to open or improperly closed or secured gates 

2. Road vehicles coming over the level crossing where barriers on the other side had been closed 

3. Road vehicles crashing into the lifting or swing type gates or breaking the lock and opening it 

4. Road vehicles breaking or opening the chains at a level crossing closed by chains 

S. Road vehicles left at level crossings or infringing the track 

6. Disregard of signal by drivers 

7. Other causes 

8. Total 

ANNEXURE XCIX 

---------
Number of Percentage 
accidents of total 

181 S2·S 

22 6·4 

73 21 ·2 

IS 4·3 

20 S·8 

IS 4·3 

19 s ·S 

34S 100·0 

ACCID:llS f3 .H M \:,'I SED LEVELCR.03SINGS ONALLGAUGES-CAUSE-WISE, RAILWAY.· WISE; FROM 1!168·6!1T,O 
1977-78 

Number of Accidents Totalnum· Percentage 
CJ.use of accidents r- ...., berof of the 

RAILWAYS accidents for total 
r- ---. all Railwa)> 

c E N NE NF s sc SE w 
---------

I 2 3 4 s 6 7 8 9 10 11 12 
-------

1. Due to open or impro· 
perly closed or secured 

12 6 49 40 26 8 s 13 22 181 S2·S gates 
2. Road vehicles coming 

over the level crossing 
where barriers on the 
other side had been 

Nil 4 Nil closed 6 2 s Nil 2 3 22 6·4 

3. Road vehicles crashing 
into the lifting or swing 
type gates or bre_aki!lg 

I 2 26 16 1 7 9 2 73 21·2 the lock and open1ng 1t 

4. Road vehicles breaking 
or opening the chains at 
a level crossing closed 

Nil 8 2 2 1 Nii 2 Nil Nil IS 4·3 bychains • 
S. Road vehicles left at 

level crossings or 
infringing the track 2 s 7 3 1 Nil 1 Nil I 20 S·8 

6. Disregard of signals by 
drivers 2 6 3 I Nil Nil I 2 Nil IS 4·3 

7. Other causes 6 Nil 3 3 Nil Nil 4 2 19 S·S 
----

8. Total 29 29 95' 63 34 18 18 32 27 34S 100·0 



ANNEXURE C 

ACCIDENTS AT LEVEL CROSSINGS ACCORDING TO THE TYPE OF THE ROAD VEIDCLE INVOLVED-ALL GAUOBS-ALL RAILWAYS; 
STATE-WISE; FROM 1968-69 TO 1977-78 

A-Number of accidents at level crossings 
B-Number of accidents taken as a Percentage or the 

total number of accidents at all level crossings 
in the State. 

State-wise distribution of level crossings 
s. Number of level crossings in 1977-78 r-- ...... 
No. Andhra As- Bihar Guja- Har- Hima- Jam- Kar- Kerala Madh- Maha- Orissa Pun- Raja- Tamil Uttar West Pondi- Delhi Total 

sam rat yana chal mu & nataka ya rash- jab sthan Nadu Pra- Ben- cherry 
Pra- Pra- Kash- Pra- tra dcsh gal 
desh desh mir desh 

1 2 3 4 s 6 7 8 9 10 II 12 13 14 IS 16 17 18 19 20 21 22 

I. Manned level crossings • . 876 378 1344 1248 1350• NA NA 549 265 lOSS 1000 192 NA 1150• 1109 1219• 1166 17 NA 12918 
2. Un-manned level crossin3s . 1855 635 1555 3727 3730• NA NA 1109 222 1781 1235 1040 NA 1966• 1688 1919• 1407 14 NA 23911 
3. Total number of manne and 

NA NA 487 2836 2253 NA un-manned level crossings 2731 1013 2899 4975 5080• 1658 1242 3116• 2797 3138• 2573 31 NA 36829 

Number of accidents 
Type of vehicle ---------------------------------A B A B A B A B A B A B A B A B A B A B 

I 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 
I. Minor trucks 12 16·7 20 40·5 34 42·0 52 48·6 21 39·6 3 100·0 I 50·0 20 32·3 4 20·0 34 45·9 
2. Passenger buse; ·. 5 6·9 6 14·0 6 7·4 13 12 ·2 6 11 ·3 Nil Nil 6 9·7 2 10·0 8 10 ·8 
3. Taxis, cars and jeeps 8 11·1 6 13·9 12 14·8 21 19·6 8 15 ·1 Nil Nil 1 1 ·6 10 50·0 8 10·8 
4. Tractors 3 4·2 3 7·0 7 8·6 14 13 ·I 12 22·6 Nil Nil 6 9·7 Nil 4 5·4 
5. Tongas Nil Nil Nil I 0·9 I I ·9 Nil I 50·0 I I ·6 Nil Nil 
6. Bullock cart 43 59-7 8 18·6 20 24·7 6 5·6 3 5·7 Nil Nil 21 33 ·9 3 15 ·0 17 23 ·0 
1. Others . I I ·4 Nil 2 2·5 Nil 2 3·8 Nil Nil 7 11 ·2 I 5·0 3 4·1 
8. Total • 72 100·0 43 100·0 81 100.0 107 100.0 53 100.0 3 100.0 2 100.0 62 100.0 20 100.0 74 100.0 

Type of vehicle Number of accidents-con/d. 

A B A ll A B A B A ll A ll A ll A ll A ll A B 
1 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 37 38 39 40 41 

I. Motor trucks 18 35·3 14 37·8 23 20.1 22 48·9 16 17·4 95 41·9 44 62·0 Nil I 20·0 434 37·5 
2. Passenger buses . 4 7·8 3 8 ·I 10 8 ·7 6 13·3 6 6·5 14 6·2 7 9·9 Nil Nil 102 8 ·8 
3. Taxis, cars and jeeps 6 11·8 5 13·5 14 12 ·3 5 11-1 3 3 ·3 12 5·3 10 14 ·1 Nil Nil 120 II ·I 
4. Tractors 7 13·7 Nil 51 44·7 5 ll-1 9 9 ·8 47 20·7 1 1 ·4 Nil 3 60·0 172 14·8 
5. Tongas Nil Nil 3 2·6 Nil Nil 2 0·9 1 1 ·4 Nil 1 20·0 11 1 ·0 
6. Bullock cart 16 31·4 14 37·8 13 11·4 6 13 ·3 56 60·9 54 23·7 4 5·6 Nil Nil 284 24·5 
1. Others • Nil 1 2·8 Nil 1 2·2 2 2·1 3 1 ·3 4 5·6 Nil Nil 27 2·3 
8. Total 51 100 -o 37 100·0 114 100·0 45 100·0 92 100·0 227 100·0 71 100-Q Nil 5 100·0 1159 100·0 

NOl'B : •Northern Railway has not furnished the number of level crossings on their system State-wise. Therefore, the number of level crossing shown under the States of 
Haryana, Rajasthan and Uttar Pradesh does not give the complete Position of level crossings in these States. 
NA-Denotes i formation not available. 

... 
0 

"' 
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ANNEXURE CI 

ACCIDENTS AT MANNED LEVEL CROSSINGS PROVIDED/NOT PROVIDED WITH TELEPHONE-ALL RAILWAYS; 
YEAR-WISE. 

Year 

1968-69 

1969-70 
1970..71 

1971-72 
1972-73 
1973-74 

1974-75 
1975-76 
1976-77 
1977-78 

Total 

Total Number of level crossings • 
Rate of accidents Per level crossing 

• 

Number of accidents at level crossings 
--~-

Provided with telephones Not Provided with Total• 
telephones 

10 24 34 
-1 19 26 
69 18 27 
10 2S 35 
14 22 36 
IS 20 33 
14 27 41 
8 IS 23 

10 14 24 
IS 17 32 

112 201 313 

7031 4096 11127• 
0·0159 0·0491 0·0281 

Note:-•Figurc for all Railways except the Eastern Railway who did not furnish the information. 

@Figures of total number of manned level crossings Provided with/not Provided with telephones 
from Annexure XXV in part I of our Report, excluding those on the Eastern Railway. 

have been extracted 

ANNEXURE Cll 

CATEGORIES OF STAFF HELD RESPONSffiLE FOR CAUSING ACCIDENTS AT LEVEL CROSSINGS-RAILWAY-
WISE ; FROM 1968-69 TO 1977-78 

Number of Stafi" held resPonsible. 
Category of stafi" 

C.Riy. E.Riy. N.Riy. NE.Riy. NF. S.Riy. sc. SE. w. All 
Rly. Rly. Rly. Rly. ~U-

ways 

1. Gatcmen-Traffic 2 4 9 10 s 2 Nil 3 4 39 
2. Gatemen-Engineering 6 8 37 27 14 4 4 13 s 118 
3. Loco running stafi" • 3 8 3 2 3 Nil 1 2 Nil 23 
4. Station staff • 2 2 4 3 s 2 2 Nil 2 21 
s. Other staff • Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 

6. Total 14 22 52 42 27 8 7 18 11 201 
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ANNEXURE CIII 

INCIDENCE OF FIRES IN TRAINS ON THE BROAD AND METRB GAUGES-ALL RAILWAYS; YBARS-WISE 

BROAD GAUGE METRE GAUGE 
YEAR 

Number Rate per million Number Rate Per miUion 
train kilometres train kilometres 

1963-64 77 0·28 35 0·26 
1964-65 21 0·08 10 0-()7 
1965-66 32 0·11 10 0-()7 
1966-67 34 0·11 19 0·13 
1967-68 26 0·09 16 0·11 

·Average for 5-years 38 0·13 18 0·13 

1968-69 37 0·12 10 0·07 
1969-70 33 0·11 10 0·07 
1970-71 9 0·03 2 0-()1 
i971-72 . 18 0·06 
1972-73 28 0·09 4 0·03 ---------------------------------------Average for 5-years 25 0·08 5·2 0·035 ------------------------------------------------------
1973-74 10 0·03 1 0·01 
1974-75 18 0-()6 4 0·03 
1975-76 19 o-os 8 0·06 
1976-77 12 0·03 4 0·03 
1977-78 11 0·03 3 0·02 

Average for S-years 14 0·04 4 0·03 

ANNEXURE CIV 

INCIDENCE OF FIRES IN TRAINS ON THE BROAD AND METRE GAUGES-RAILWAY-WISE: DURING 
1968-69 TO 1977-78 

Broad Gauge Metre Gauge 
Railway 

Number Rate per million 
train kilometres 

Number Rate Per million 
train kilometre• 

Central 53 0-()9 

Eastern 24 0·04 ·-
Northern 29 0·05 2 0'()1 
North Eastern 16 0·06 
Northeast Frontier 3 0·02 
Southern . 6 0-()3 2 0·01 
South Central 29 0·10 10 0·06 
South Eastern 13 0·02 
Western 41 0·11 13 0·04 

All Railways 195 0.·06 46 0 ·03 
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ANNEXURECV 

·INCIDENCE OF 1FIREs IN PASSENGER AND GOODS TRAINS ON TilE BROAD AND METRE GAUGES-
ALL RAILWAYS ; YEAR-WISE 

A-Cases of fires in trains 

B-Incidence of fires in trains per million train kilometres. 

Year 
Broad Gange Metre Gauge 

Passenger trains Other trains Passenger trains Other trains 

A B A B A B A B 

1963-64 = .. 53 0·41 24 0•19 26 0·35 9 9·18 
1964-65 15 0·11 6 0·05 9 '0·11 1 0·02 
1965-66 ' 20 0·14 12 0·09 10 0·11 
1966-67 .. 26 0·18 8 0-()6 18 0·22 1 0-02 
1967-68 18 0·12 8 0·06 15 0·18 1 0-ol 

,.; 
Total for 5-Years 132 0·19 58 0-()9 .78 0·19 .12 o-os 

1968-69 35 0·23 2 O·Of 9 0·11 1 0·02 
1969-70 27 0·15 6 0·03 10 0·12 
1970.71 8 o-os 1 o-oo 2 0-02 
1971-72 14 o-o8 4 0-02 ' 1972-73 17 0·10 11 0·06 4 0·04 

Total for-5-years 101 0·13 24 0·03 25 0-()6 1 0·003 

·1973-74 .8 o-o5 2 0-()1 1 0·01 
1974-75 IS: 0-()9 3 0·01 2 0·03 2 0-()4 
1975-76 14 o-os s 0-()2 s 0·06 3 0·06 
1976-77 12 0-()6 4 o-o5 
19.77-78 9 ·0·04 2 0·01 3 0·04 

·'l"otlllfur 5-years 5i 0·07 12 0·01 IS 0·04 5 0·02 

-ANNEXUM en 
NUMBER OF CASES OF F1RES IN PASSENGER AND GOODS TRAINS ON THE BROAD AND METRE GAUGES

~WAY-WISE ; DURING 1968-69 TO r1977178 

·,Broad Gauge Metre Gauge Broad and Metre Gauges 
Railway 

Passenger Goods Total Passenger Goods Total ·Passenger Goods ·Total 
·trains trains 'trains trains trains trains 

Central· 48 5 53 - 48 5 53 

Eastern 22 2 24 22 ,2 24 

No~ 25 4 29 2 2 27 4 31 .. 

North Eastern 15 1 16 15 1 16 

Nortbeast Frontier 3 3 3 3 

Southern ., 4 2 6 2 2 6 2 8 

South Central 20 9 29 10 - 1() 30 9 39 

South Eastern 12 1 13 ~ 12 1" 13 
Western· 28 13 41 8 5 13 36 18 5l 

All Rail\V!IYS 159 36 195 40 6 46 199 42 241 

30-46SRB/80 



Causes 

1. Defect in or failure of electrical A 
equipment or short circuiting of elect-
rical wires • • . .. • B 

1. Sp,~rks from engines • 
·;. 

• A 
B 

1. Negligence of passengers and other A 
<>utsMers e.g., bidi and cigarette ends 
lbrowl\ carelessly, lighting of fires in B 
carrias<'S, carrying of inflammable 
goods elc. , · 

4. Negligenee of railway stafi', · e.g., A 
· improper •'Xamination of loading of 

explosives, dangerous or inflamm
able goods, rough shunting, wrong B 
marshalling etc. , 

S. Accidental e.g. wire contacts due to A 
pilferage of fittings, overheating of 
paints, etc. B 

6. Causes not determined • A 

'J, Cases not finalised 

8. Total •' 'I 

Causes 

.• 
B 
A 
B 
A 
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ANNEXURE 

FIRES IN PASSENGER TRAINS ON THE BROAD AND METRE GAUGES 

Central 

1963-64 
to 

1967-68 

<4 

12·5 
Nil 

3 

9·4 

1 

3 

9·4 
21 

65•6 
Nil 

32 

1968-69 
to 

1977-78 

12 

25·0 
Nil:. 

8 

16·6 

2 .. 

4·2. 

2· 

4·2 
24 

50·0· 
Nil 

. 48 

Eastern 

1963-64 
to 

1967-68 

14 

40·0 
6 

71 ·1 
9 

25·7 

1 

2·9 

4 

ll·4 

1 
2·9 
Nil 

1968-69 
to 

1977-78 

6 

27 ·3 
l 

4·5 
10 

45·5 

1 

4·5 

2 

9 ·1 

2 
9·1 
Nil 

22 

Northern 

1963-64 
to 

1967-68 

8 

53 ·3 

Nil 

Nil 

Nil 

3 

20·0 
4 

26·7 
Nil 

15 

1968-69 
to 

1977-78 

4 

14·8 
1 

3·7 
13 

48·2 

1 

3·7 

1 

3 ·7 

6 
22·2 

1 
3 ·7 

2'1 

Noth Eastern 
--------
1963-64 

to 
1967-68 

,. 

4 

22·2, 
4··' 

22·2" 
7•' 

39 o() 

Nil 

Nil 

3 
16·6 
Nii 

-
18 

1968-69 
to 

1977-78 

4 

26·7 
Nil 

1 

6·7 

13 ·3 

1 

6·7 
7 

46·6 
Nil 

1S 

ANNEXURE 

FIRES IN OTHER TRAINS ON THE BROAD AND METRE GAUGES 

Central Eastern r--_ _,.,_ __ ~ 

1963-64 1968-69 
..---"---·-, 

1963-64 1968-69 
to to to to 

1967-68 1977-78 1967-68 1977-78 

Northern 
,.---.A---...:-. 

1963·64 1968·69 
to to 

1967-68 1977-78 

North Eastern 
r--:-- ,.,.__-- -.. 
1963·€4 IS6ll-69 

to to 
1967-68 1977-78 

---------------------------------
1. Defect in or failure of electrical • 

equipment or short circuiting of elect-
rical wires • • . • • • .H 

2. Sparks from engine • • , · A 
B 

3. Negligence· of passengers and other A 
· outsiders e.g. bidi and cigarette ends 
thrown carelessly, lighting · of fires 
in carriages, carrying of inflamm- B 
able goods aetc. 

4. Negligence of railway staff e.g., A 
improper examination of loading of 
e;.tplosivcs, dangerous or inflamm .. 
able goods, rough shunting, wrong B 
marshalling etc. . . • , 

S. Accidental e.g., wire contacts due to A 
pilferage of fittings, over heating of 
paint etc. • B 

6. Causes not determined , , • A 

7. Cases not finali•ed • • 

i. Total 

B 

• A 
B 

A 

Nil 

1 
7·2 

,. Nil 

3 

21·4 

Nil 

10 
71·4 
Nil 

14 

. ' -''11 

20·0 
Nil 

I 

20·0 

I 

Nil 

2' 
40·0 
Nil 

s 

'Nil 

66·7 

2 

33 ·3 

Nil 

Nil' 

Nil· 

Nil 

Nil' 

2_ 

100·0 
Nil: 

-...;...! 

Nil. 

2 

1 

16·7. 
Nil 

2 

33 ·3 

1 

16·7 

~ 

16·7 
I 

16·6 
Nil 

6 

1 

25-o 
1 

25-o 

1 

25·0 

Nil 

Nil· 

1 
25·0 
Nil 

4 

Nil 

Nil 

Nil 

Nil 

•t· ! Nil 

Nil 

N'ii 

Nil 

1 
100·0 

Nil 

Nil 

Nil 

Nil 

Nil 

1 
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C:Pit 

ACCORDING TO THE NATURE OF CAUSE-RAILWAY-WISE ; IN S·YEAR PERIODS. 

Northeast Frontier 
r-

1963·64 
to 

1967-68 

Nil 

Nil 

10 

91-11 

Nil 

1 

9·0' 
Nil 

Nil 

11 

CVIII 

1968·69 
to 

1977-78 

Nil 

Nil 

2 

66·7 

Nil 

1 

33 •3 
Nil 

Nil 

3 

A-Number of cases of fires in passenger .trains. 

B-Number of cases of fires due to cause taken as a percentage of the total on that Railway. 

- Southern 
r---..A.---~ 

1963-64 1968-69 
to to 

1967-68 1917-78 

19 

34·0 
8 

. 14·3 
6 

10•7 

18 

32·1 

4 

·' 7 ·1 
... ~1 

1·0 
Nil 

,. 56 

1 

16·6 
1 

16·6 
3. 

50·2 

Nil. 

Nil 

-~ 6l 

South Central South Eastern ·Western All Railways 

':1963-64 
to 

1967-68 

Nil 

3 
23 ·1 
Nil. 

s 

38·4 

Nil. 

4 
30·8 

1 
7·7 
13 

1968-69 
to 

1917-78 

1 

3 ·3 

2 
6·7 

1 

3 ·3 

3 

10·0 

12 

40·0 
11 

36·7 
Nil 

.. 30 

r-
1963-64 

to 
1967-68 

16 

84·1 
Nil 

1 

s ·3 

Nil 

1 

5·3 
1 

-S ·3 
Nil 

19 

1968-69 
to 
1977-78 

8 

66·5 
1 

8·4 
2 

6·7 

Nil 

Nil 

1 
8·4 
Nil 

12 

1963-64 1968-69 
to to 
1967-68 1917-78 

2 

18 -o 
1 

9·0 
2 

18·0 

Nil 

Nil 

6 
ss -o 
Nil 

11 

10 

27·7 
1 

2·7 
2 

S•S 

1 

2 

S ·S 
21) 

SS•S 
Nil 

36 

1963-64 
' to 

1967-68 . 

67 

31·9 
22 

10·5 
38 

18·1 

25 

11·9 

16 

7·6 
41 

19 ·S 
1 

O·S 
210 

--. 
1968-69 

to 
1917-78 

46 

23·1 
7 

3 ·S 

42 

21·1 

10 

S·O 

22 

11·0 

71 
IS -6 

1 
0·7 
199 

ACCORDING TO THE NATURE OF THE CAUSE-RAILWAY-WiSE ; IN S·YEAR PERIODS. 

Northeast Frontier 
,.------A..--____... 

1963-64 1968-69 
to to 

1967-68 1977-78 

Nil 

Nil 

4 

40·0 

2 

20·0 

2 

20-() 

2 
20·0 

Nil 

10 

Nil 

Nil 

Nil 

Nil 

Nil 

Nil 

Nil 

Nil 

- - ' ' . 

A-Number of cases of fires in other trains. _ 
B-Number of cases of fires due to cause taken as a percentage of total on that Railway. 

Southern ·: South Central Sooth Eastern , Western All Railways 
r-, ·,_ ' 

1963-64 
' to 

1967-68 

J 
f1·i 
.,.. 4 
44·S 
,_. 1 

2 

22·2 

. 1 

11·1: 
Nil 

Nil 

·,. 9 

: r------'------. r------'- . . r-----..--...., 
1968-69 1963-64 . 1968-69 . 1963-64 1968-69 ' 1963-64 1968-69 1963-64 1968-69 

to " to to to to to to to to 
. 1977"78 . 1967-68 1977-78 1967-68 1977-78 1967-68 1977-78 1967-68 1977-78 

Nil- _Nil 

Nil Nil 

2, Nil 

Nil Nil 

Nil Nil 

Nil,. Nil 

Nil 

Nil 

Nil 

Nil 

' )I'll.· 

1 

11·2 

4 

44·4 
4 

44·4 
Nil 

9 

1 

8·3 

s 
11·7 
Nil 

1 

8·3 

4 

13·4 
1 

8•3 
Nil 

12 

Nil 

1 . 
100·0 

N'li 

Nil 

Nil 

N'li 

. 1 

Nil 

1 

3 

23·1 

Nil 

9 
69·2 

Nil 

13 

Nil 3 

4·3 
·_1 10 

S·S ' 14·3 
Nil 12 

s 

28·0 

3 

16·5 
9 

SO·O 
Nil 

18 

. 17·1 

14 

20·0 

: 8 
• 

11-4 
) 2J 
32·9 
. Nil 
.::.-

79 

2 

4·8 
4 

9·S 
4 

9·S 

7 

16·8 
. ' 

9 

21·4 

16 
38•9 

Nil 

42 



ANNEXURECI 

NUMDBR OF INClDBNCll OF FIRBS IN TRAINS TAKING EMU TRAINS SBPARATBLY 0~ Tim BROAD OAUOB-RAILWAY WISE;~ S·YBAR PBRIODS 
-

A-Number of cases of fires in trains. 
B-Incidenco of fires in passenger trains/other trains 

BROAD OAUOll 
per passenger/other train kilometres. 

Type of Trains Central Eastern Northern North Eastern Northeast Frontier 

r-
1973-74 .1968-69 !973-74 1968-69 1973-74 1968-69 1973-74 1968-69 1973-74 1968-69 

to to to to to to to to to to 

1972-73 1977-7~ 1972-73 1977-78 1972-73 1977-78 1972-73 1977-78 1972-73 1977-78 

A B A B A B A B A B A B A B A B A .B A B 

1. Passenger trains excluding EMU trains 35 0·30 7 0·,06 13 0·12 8 0·8 13 0·08 12 0•07 Nil Nil 

2. EMU trains 2 0·05 4 0·09 1 0·02 -· - . Nil Nil 

3. Total of.passen~r and EMU trains (1 +2f 37 0·24 11 0·07 14 0·10 8 0•05 13 0·08 12 0·07 Nil Nil 

4. Other trains • • ~ 4 0•03 1 0·01 2 0.01 4 0.03 Nil Nil Nil Nil 

5. All trains 41 0·14 12 0-()4 16 0·06 8 0·03 17 0·06 12 0·04 Nil Nll 

ANNEXURE CIX-contd. 

~ 

S<!uthern ~uthCastern South .East em Western Total of all Railways Orand total ... 
to.> 

' ., 
'19~-69 1968-69 1973-74 1968.69 1973-74 1968-69 1973-74 1968-69 1973-74 1968-69 1973-74 

to to to to to to to to to to to· 
1972·73 1977-78 1972.73 ~977-78 1972-73 1977-78 1972-73 1977-78 1972-\3 1911-18 1977_,78 

~ - A :A A B A. B A B A B A B A B A B A B A B A B 

1. Passenger trains excluding 
BliW trai!IS ~ O·Q3 2 0·03 10 0.·15 10 0·12 7 3 15 0·22 7 0·09 95 49 144 

2. EliW trains . Nil Nil Nil Nil Nil 2 3 0·11 3 0·09 6 9 15 

3. Total of passenger and BMU .. 

trains (1 +2) 3 0·03 2 0·03 10 0,-15' 10 0·12 7 0·08 5 0·05 18 0·18 10 0·09 101 0·1~ 59· 0·07 159 0·10 

<t. 01 b.ers trains 
I • • I ~- • 

. Nil 2 .0·04 6 O-o9 3 O-G4 1 O·O,S Nil 7 o -o8 6 0·0.6 24 0·03 12 0·01 36 0·02 
S. Alltrains • - . 2 0·02 4 o-o3 16 0:12 13 o-o8 8 0·03 5 0·02 25 0·14 16 0·07 125 0·0$ 7,0 0·()4 195 0-()6 



ANNEXURE CX 

.CONSEQ.l!J.EN'F!AI! lt\c;npBNTS·ON' THE BROAD AND MBTRB GAUGES COMBlNED DUE TO fAILURE OF HUMAN 
ELEMENT-ALL RAILWAYS; FROM 1968-69 TO 1977-78 

s. Category of accidents All conse-Description quential No. ColliSions DCrailmenls · . Accidents Fires;,; accidents 
at level trains 
crossinss 

(1) Total,number of accidents , 570 6314· 1083 :MI• 8208 

(2) Number of accidents where cause could not be determined Nil 164 Nil 87 2Sl 

(3) Number of accidents where cause was established 570 6150 1083 154 7957 

(4) Number of accid.;,ts due tn failure of staff (Direct) 531 2474 196 17 3218 
(4)x100 

(S) Percentage 93·2 40·2 18·1 .U·O 40·4 
(3) 

(6) Number of accidents attributable tn f~lllf!' o~ ma!<riaJ, equipmen!. 
Nil "23821 N8l 48 2430 - or systemS where staff wa&responstble tndirectly . · · . . 

. (6)x100 
38'·7' 31.2 (7) Percentage · · 30.5 

(3) 

(8) Number of accidents duo;, to .fail~ of .staff (Dit;ect 1111~iDdirect), 531 'HS)I>_, 196 65 5648 . . (8)><100 ' . . 
93·2 73·9· 18 ·1 4l·2 70-9 (?)- percentage. 

(3)' 
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S. . Category of staff Central . Eastern 

No. A B, c A B -1. Station Masters. 96·6 99·4 88·6 92·8 93·5 

2. Assistant Station Mas· 
ters and Switchmen. . 69·5 65·4 59·8 64·8 64·5 

3. Cabinmen, levermen 
and Pointsmen. 57·8 54·5 56·3 59·7 52·3 

4. Shunting Jamadars, 
Gunners, Shunting 
Masters and other 
shunting staff. . 44·6 37·4 47·0 51·8 59·6 

5. Guards. . 45·9 48·6 47·8 72·4 73•6 

6. Drivers and shunters. 50·1 43·6 51•2 53·3 87·4 

7. Firemen and Assis-
tant drivers. 30·3 31·8 35·5 48·2 61·4 

8. Motormen. ... 80·0 82·i 76·3 62·9 72·0 

9. Train Examiriers. . 29·4 21·9 34-G ·. 70·5 69·7 

10. Block, Electric, 
Mechanical Signs! 
Maintainers. 53·5 55·8 47·0 76·1 73·9 

11. Total all categories. 51·2 48·8 50•5 57·8 67·0 

c 
99·0 

67·5 

52·5 

42·4 

59·8 
62·9 

59·2 

32·2 
60·0 

61·1 

58·4 

ANNEXURk 

PROVtslON OF RAILWAY QUARTERS TO 

Northern North Eastern 
....., 

A B c A B c 
89·5 '93·4 91·1 88·4 89·9 

79·7 83·8 70·9 68·5 72·9 

72·4 75·4 68·8 64·8 64·6 

68·5 73·2 78·7 52·4 59·2 
58·9 58·2 51•1' 49·4' 52·8 
52·3 58.·4 55·8 45·3 45·3 

54·4 56·8 48·4 37·9 38 ·1 
61•1 77·7 ~00·0 

56·2 66·6 53·5 
I,' 

73·3 71·7 

59·1 72·9 47·7 44·4 56·8 
64·8 68·8 60·6 55·9 57·2 

Note- North Eastern Railway hsve not furnished information as on 31·3-1978. 
2. P'!Sition as on 31·3·1964 and 31-3-1967 has been taken from Aunexure LXXIII in part I Report of the Wanchoo Com. 

unttee. 
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CXI 

ESSENTIAL .CATEGORI~RAILWAY-WISM •.. 

A-As on 31-3-1964 
B-As on 31-3-1968 
C-As on 31-3-1978 

~ortheast Frontier Southern South Central South Eastern Western 

A B c~--- A B'- -·c, - A-- B -- c , :A- B c A B c 
91·2 88·6 86·8 95·0 97·7 57:L 94·6 72·4 100·0 88·4 98·1 97·7 97·9} . • . ·' 80·5 
80·0 68·3 75·2 71·2 63·3 •31·9, 67·5 63·5 72·3 72·2 73·7 79·7 8Hl . 

... 
77-1 69·1 64·1 66·0 71·0 48:6. 67·7 72·6 62·5 61·2 65·8 76·6 80·3 · 66·S 

8~:5 79·2 75•7 44·0 53•2 53·~ 70•8 44·5 51·0 63 ·7 64·9 57·8 61·9 60·9 
<' 

73·0 71·0 81 o() 59·8 71•8 44·3 55·4 47·5 60·9 63·3 66·9 45·2 46·1· 38·9 

73·2 76·4 73•5 53·9 56·5 48;0 71·0 48·7 72·2 81·7 73·9 58·8 61·2, 38·5 

45·8 S2·1 72o() 37·4 40•7 46·S - 44·7 41·3 32·2- 49·1 62·1 40·3 43·8 44·3 --
73·8 90•5 69·2 56·2 30·8 28·6 35·8 

76·8 70·0 85•0 47·1 46•9 34·5 56·8' 47·1 74·8 78·4 63·4 44·8 51·2 48·2 

67·8 63·5 71·4 61·3 63•8 53·6 37·5 4S·8 62·9 64·9 65·6 43·8 62·3 53·S 

71·3 68·6 71•5 58·7 '· 61·6 49·0 62-1 . - ~ ~ ,' 
55·9 60·5 65·1 68·3 63·9 66·6 5S·8 

•Switchmen only 
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ANNEXURE CXII 

STATEMENT SHOWING THE EXPENDITURE ON SIGNALLING AND INTERLOCKING WORKS 

(Figures in lakhs of Rs.) 

Year Total in"""tment on the princi- In.,..tment on signalling and Percentage 
pal categories of development inter locking wodis. (Signalling (3)xl00 
works (in Rs. Iaklisf portion only) (in Rs.ll!khs) .(2). 

(1) • _(2) (3} . (4) 

1968-69 -2SO 9·81 3·925 
·1969-7.0 ~ 8.·1~ 3~9 
1970-71 206 7·66 3·715 
1971-72 771 16·!18 6.·244 
1972·73 325 15-o4 4·630 
1973-74 342 12·27 3•757 
1974-75 370 13·16 3·551 
1975-76 41:11 14·~ 3 ,(;30 
1976-77• 427 13·79 3•233 
.1977-78 "so 13•73 3-o5 
1978-79 .s40 ~ ·;JIJ 3•70 
1979-80 654 20·44 3•20 
1980-81 .!iS1 2()·2() ,3.·20 

~XURECXIII 

COLLISIONS INVOLVING DIESEL LOCOMOTIVES ON THE BROAD AND METRE GAUGES ACCORDING TO THE 

MODE OF WORKING RAILWAY-WISE: FROM 1!168-;69 to .1!177-78 

rW-Lonll;!\ood ~aqing 
.liHd.hart,hOO\\ le!l.di!l..s: 

Head on collisions Rear-end collisions Si~llisions All kinds of collisions 

--. 
LH SH Total LH SH Total LH SH Total LH SH Tota 

lln..t~ 

Central. 4 4 24 1 2S 5 5 33 1 34 
Eastern 2 2 12 12 2 1 3 16 1 17 

Northem 6 ' 1 s 6 1 2 3 8 7 15 
North Eastern 
Northeast Frontier '. 

Southern 6 3 9 11 2 3 3 1 4 10 5 16 
South Central 3 1 4 6 6 1 1 10 1 16 
South Eastern 12 12 11 11 2 2 2S 2S 
Western 3 3 3 3 1 1 7 1 7 

All Railways 36 4 40 58 8 66 15 4 19 109 16 125 

Metre Gauge 

Central 
Northern 

North Eastern 2, '} 2 2 
Northeast Frontier • 4 4 8 1 2 3 2 1 3 7 7 14 
Southern 2 1 3 2 1 3 

South Central 1 1 1 1 2 2 
Western 3 3 2 2 1 1 6 6 

All Railways 12 5 17 3 2 s 4 1 s 19 8 27 -



ANNEXURE (:XIV 

VIsiBILITY OF TRACK; AND SIGNALS FROM BROAD GAUGE WDM 2 DIESEl,. LOCOMOTIVE WITH 
. LONG HOOD/SHORT HOOD LEADING . . 

Distance beyond which track/signal 
is visible (in metres) 

Long hood leading ' Short hood leading 1 

Visibnity of track 
(i) Driver at maximum seat height 

(ii) Driver at minimum seat height 
(iii) Assistant driver at maximum seat height 
(iv) Assistant driver at minimum seat height 

Visibility of signals 
• (i) Driver . 
(ii) Assistant Driver 

14·910 
16 ·041 
14·531 
16 •585 

Beyond 215 ·563 
Unlimited 

3·310 
3 ·561 
2·931 
3-153 

Beyond 38 ·292 
Unlimited 

Note :-Visibility/field of vision has been indicated as the distance beyond which a driver/assistant driver can observe track and 
signals on account of infringement/invisibility due to locomotive superstructure. 

Source : On the basis of information furnished by the Research Designs and Standards Organisation. 

ANNEXURE CXV 

STATEMENT SHOWING PLACEMENT OF RAKES/SECTIONAL COACHES ON WASHING AND PIT LINES. 
POSIDON FOR QUARTER ENDING 30·9-1979. 

Stations 

JHANSI . 
BHOPAL 
NAGPUR . . 
MADRAS CENTRAL 

COCHIN HARBOUR 
TERMINUS . 
AHMEDABAD 

RAIKOT 

Number Total 
of rakes to 
washing be placed 
lines 

3 736 
I 368 
4 828 

10 3312 

1 460 
6 3036 

I 552 

Number Percent- Total Sectional 
of rakes age of sectional coaches 
not rakes not coaches not 
placed on Placed to be placed 
pit line placed on pit line 

488 66·3 390 390 
276 75·0 788 788 
387 46·9 274 nil 

1196 36·1 62 62 
(in a week) (in a week) 

276 60·0 Nil Nil 
1012 33·3 50/100 1/2 

Units Units. 
184 33 ·3 15/30 3/6 

Units Units 

ANNEXURE CXVI 

Percent-
age of 

sectional Remarks 
coaches not 
placed 

100·0 Nagpur : (i) Rake of 
100·0 392/391 could not be 

nil placed on washingf 
100·0 siding due to its late 

arrival and late release 
by TXR afterwards no 

Nil margin for placement 
2·0 on washing/siding. 

(ii) Rake of 399/400 
20·0 could not be placed on 

washing sidingf due to 
no washing siding 
vacant. 

(iii) Rake of 394/393 
could not be Placed on 
washing/siding due to 
rake placed on alter-
nate days. 

OVERLOADING OF BOX WAGONS LOADED AT COLLIERY SIDINGS ON THE EASTERN 
RAILWAYS 

(Results of actual weighment at ANDAL during October, 1979) ----------------------------Date Name of Colliery Consignee Total Number of 
box wagnns in 
rake 

Number of Box Maximum over-
wagons overloaded loading found 

30-9-79 Parasea Adityapur I & S Co. Ltd. Upto 15·7 
1-10-79 Nolea Kogaru Bandel T·P.S. 30 29 12·2 
1-10-79 Kumardih & Tilahouri 31 29 7•7 
1-10-79 Lower Kenda Bahule BTPS Pandel WBSBB 30 28 11·0 

10-1().79 Lower Kenda & Bahule Jagadhri 16BCX 13 -14·9 
26 CRT 26 

1().1().79 Kumardih & Tilahouri DCM Chemicals 
(CC=27 ·3 to 27 ·6) 

35 33 UPto 8·5 
Dayabasti. 

30 29 -7·3 12-1().79 Kumardih Ludhiana Rehson Cyele 
15-1().79 Bahule Harduaganj 30 28 Up10 11·7 
15-1().79 Kumardih & Tilahouri Titagarh Paper 30 30 8·2 
18-1().79 Kumardih Ludhiana 35 35 10·0 
23-1().79 Lower Kenda Bahule BTPS Bandel WBSBB 30 23 10·1 
25-10-79 Kumardih Titagarh Paper 31 28 Upto 9-() 

(Source : Data from Weighment Registers, ANDAL, B. Rly.) 
31-465RB/80 
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ANNEXURE CXYII 

A PROGRESS OF IMPLEMENTATION OF SAFETY MODIFICATIONS ON COACHING/GOODS STOCK 
r 

s. Modifications Date when Nos. to be Nos. Balance Railways 
No. ordered modified modified 

1 2 3 4 5 6 7 

Broad Gauge (Coaching Stock) 

1. Replacement/repositioning of defective vacuum reser-
voir suspension straps on ICF coaches • • 6-12-67 600 194 406 Central 

910 716 194 Northern 

2. Modification to the securing arrangement of guide 
caps in the Primary suspension of ICF bogies • • 29-1-69 922 104 818 Central 

1002 650 352 Northern 

3. Modifications to the equalising stays ofBG ICF boaies 
Central to avoid joining in service 18-2-69 800 411 389 

512 60 452 South Eastem 

4. Modification of the safetY straP for brake beam and 
brake boam bracket on ICF BG bogies , 26-12-70 942 177 765 Central 

and 
2-1-73 1049 327 722 Northern 

512 215 297 South Eastem 
587 262 325 Sou them 

s. Modification to stay cubos of equalising stay of ICF 
b~gie by altering the dia from 40 mm to SO mm and 
using heavy qualitY tube to IS : 1239 12-11-71 800 408 392 Central 

105 488 217 Northem 
112 61 51 South Eastem 

6. Improved design of dynamo suspension bracket for 
BEML coaches • 20-7-77 650 (app) 40 510 Central 

714 N"II 714 · Northem 
Material awaited 

402 39 363 South Central 
Material awaited 

732 164 568 Southern 
Material awaite 

1. Mo:lified design of straps for vacuum reservoir on 
BEML coaches . 21-9-77 714 62 652 Northern 

653 223 330 South Eastem 
522 18 504 South 'Central 
732 524 208 Sou them 

Metre Gauge (Coaching Stock) 

8. MJiiibltion to the dosiga of MG-IRS coaching axle 
with incre>sed wheel seat diameter • , , 25-9-67 2608 238 2370 South Central 

904 68 836 Southem..J 

9. M~iifi>atioJ. to the e'lualising stay to eliminate break-
age in MG ICF b~gies , , 7-12-71 210 103 107 Northem 
(45 CWSC recommondations) 

10 •. MJiilh:l fixing arrangemonts for centre pivot pin in 
MG ICF coaches 10-10-75 296 31 265 Northern 

631 147 484 Sou them 
11. Modification to the safety strap, in MG ICfl b:ogies 10-10-75 296 31 265 Northern 

638 237 401 Southern 

12. SafetY strap for brake pull rod to Prevent the pull rod 
from working out and closing infringement (BOX 
waguns) 23-8-67 2258 515 1743 Central 

3001 23 2978 South Central 
2524 370 2154 Sou them 

13. Modilied head stock/diagonal knee ~ints for BOX 
wagons to avoid damage to head sto and diagonals 18-5-71 2344 Nil 2344 South Central 

14. Modification to head stock/diagonal knee joint for 
BCX waguns to avoid damages to head stock and 
diagu.nals . 18-8-71 657 Nil 657 South Central · 

15. Strengthening of standard brake beam for BG wagons 
·to prevent local breaking, when utilised in waguns 

5-3-74 with heavier axle loads • 4776 Nil 4776 · South Central --· 
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ANNEXURE CXVII (Continued) 

s. Modifications Date when Nos. io be Nos. ·Balance Railways No. ordered modified modified 

(1) (2) (3) (4) (5) (6) (7) 
' 

Broad Gauge (Goods Stock) 

16. Fiat section of bridle bar rePlaced by 50 x 50 x 6 mm 
angle and rivetted to axle guards by 2 rivets on either 
side in place of one rivet, for BG standard 4-wheeled 
wagons to Prevent breakages of bridle bars . • 12-3-74 477(j Nil 4776 South Central 

17. Modification to Pressed steel axle guards to Drg. W[F 
FR-1610 & 1611 to eliminate failures in service . 20-11-68 44808 1504 43304 Central 

28020 15000 13020 South Eastern 

Modified design of returning ring SK-71538 for BOX/ 
4776 403 4373 South Central 

18. 
BCX wagons centre Pivot assembly by increasing the 
length of well to overcome the failures of weld attach-
ment • 3-2-72 6196 Nil 6196 Central 

6038 185 5853 Northern· 
3970 124 3846 Southern 

Metre Gange (Goods Stock) 

19. (i) Strength of MG coupling draw bar and nut 
increased in order to minimise train partings • 5-3-74 5677 633 5044 Northern 

(ii) MG couPler draw bar and nufdrawing have been 
revised to indicate tolerances on threads and 
reet, radius of thread etc. with a view to imProve 
design • . . • • • • 28-6-77 5677 633 5044 Northern 

("tii) Drawing of standard MG coupler draw bar has 
been revised to indicate 'Rolled threads' in lieu . 
of machined fhreads 8-11-79 5677- 633 5044 Northern 

ANNEXURE cxvm 

AVAILABILITY OF ANTI-TBLBSCOPIC/STBBL BODffiS SLR. COACHBs-RAILWAY-WlSB 

Broad Gauge 

Railway 

Central 
Eastern 

' Northern • 
North Eastern • 
Northeast Frontier 
Southern • 
South Central 
South Eastern 
Western 

All Railways • 

(+) indicates excess 

Metre Gauge . 

Northern . 
North Eastern • 
Northeast Frontier 
Southern . 
South Central 
Western 

All Railways 

( +) indicate(ex~ 

(-) 

Requirement Spare for Total 
POH/Sick/ requirement 
Stand by 

INNUMBBRS 

246 40 286 
284 88 372 
417 148 565 

12 4 16 
43 17 60 

280 85 365 
205 65 270 
238 74 312 
163 50 213 

1888 571 2459 

indicates shortage 

121 46 167 
371 115 486 
165 69 234 
291 92 383 
192 60 252 
435 134 569 

' 1575 516 2091 

(-) indicates shorta~e 

Total Balance 
holdings holding 

requirement. 

266 (-)20 
197 (-)12 
398 (1167 

7 -l9 
61 

~is~ 306 
215 -55 
217 -95, 
158 (-55 

1825 (-)634 

74 ( )93 
174 

q312 89 -145 
244 -139 

75 (-177 
253 (-)316 

909 (-)1182 
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ANNEXURE CXIX 

AVALIABILITY OF ANTI-TELllSCOPIC/S'IllEL BODIED COACHES-RAILWAY WISE 

Broad Gauge 

Railway 

Central 
Eastern 
Northern 
North Eastern 
Northeast Frontier 
Southern 
South Centra 1 
South Eastern 
Western 

All Railways 

( +) indicates excess 

Metre Gauge 

Northern 
North Eastern 
Northeast Frontier 
Southern 
South Central 
Western 

All Railways 

( +) indicates excess 

(-) 

(-) 

Requirement Spare for Total 
POH/Sickl requirement 
stand by 

·IN NUMBERS 

584 96 680 
717 222 939 

1560 587 2147 
42 13 55 

272 114 386 
1178 379 1557 
725 263 988 

1293 425 1718 
730 234 964 

7101 2333 9434 

indicates shortage. 

501 187 688 
1542 499 2041 
927 369 1296 

1031 333 1364 
496 168 664 

1770 550 2320 

6267 2106 8373 

indicates shortage. 

ANNEXURE CXX 

Total Balance 
holdings (holding 

requirement) 

1513 (+)883 
948 (+)9 

2269 (+)122 
49 (-)6 

400 (+)14 
1645 (+)8 
974 (-)1 

1618 (-)100 
1085 (+)121 

10501 (+)1067 

657 (-)31 
1640 (-)401 
950 (-)346 

1253 (-)111 
585 (-)79 

1773 (-)547 

6858 (-)1515 

DETAILS OF SPEED RESTRICTIONS IMPOSED DUE TO DEFICIENCIES IN TRACK FITTINGS AND BALLAST 
TRACK FITTINGS ON ADRA DIVISION OF THE SOUTH EASTERN RAILWAY 

Section Kilometreage Speed 
restriction 

Reasons for speed restriction 

from To inkmph. 

Adra-
Midnapur 196 198 30 Deficient track fittings. 

Adra-
Midnapnr 202/6. 203/10 30 HC!lvy creep due to deficient track fitt-

mgs. 
Adra= 

Midnapur 206/10 208 30 Du~ to heavy percentage of keys miss-
mg 

Adra-
Midnapur 246j6 

Adra-
249j6 30 Due to theft of tie bars and keys. 

Midnapur 247/6 249/6 50 Keys and tie>-bars missing . 
Anara-

Chandil 299/1 13 30 Disturbed ballast 
Anara-

Chandil 334/19 335/19 30 bue to theft of sleepers and fittings. 
Muri-

Chandrapura 394/4 394/11 30 Deficiency of packing materials, 



S.No. 

1 

1. 

2. 

3. 

4. 
s. 

6. 

7. 

8. 

9. 

10. 

11. 

12. 

13. 

14. 

15. 

16. 

17. 

18. 
19. 

20. 

21. 

22. 

23. 

24. 

APPENDIX-I 
SCHEDULE OF MEETINGS/VISITS/TOURS OF THE RAILWAY ACCIDENTS ENQUIRY COMMITTEE-1978 

DURING THE COURSE OF THEIR TENURE FROM 27-3-1978 TO 31·5·1980. 

DateJPeriod 

2 

27·3-78 

2-4-78 

29-4-78 & 1·5-78 

23-5-78 
24-5-78 

25·5-78 to 27-5·78 

28-5-78 • 

29-5·78 

3()..5-78 

25-6-78 to 30-6-78 

8-8-78 to 10-8-78 • 

12-9-78 to 13·9-78 

6-ll-78 to 8-11-78 

4-1-79 to 6-1-79 • 

14-2-79 to 16-2-79 

2-4-79 to 6-4-79 • 

3-5-79 to 7-5-79 • 

4-6-79 to 14-6-79 
16-7-79 to 17-7-79 

19-8-79 & 20-8-79 

21·8-79 

22·8·79 

23-8-79 to 24-8-79 

24-9-79 to 28-9· 79 

Place of Meetings/Visits/Tours 

3 

New Delqi 

Tugblakabad 

New Delhi 

Bombay 
Pune 

Bombay 

• Bangalore 

Mysore 

Ban galore 

Simla 

New Delhi 

New Delhi 

New Delhi 

Newbelhi 

New Delhi 

New Delhi 

New Delhi 

Simla 
New Delhi 

Vijayawada 
South Central Railway. 

Hospet 
South Central Railway. 

Hubli 
South Central Railway. 

Secunderabad 
South Central Railway. 

Lucknow 

Remarks 

4 

Preliminary discussions regarding methodology of 
w~r~. Discussions with ¥inister of Railways, 
M•ruster of State for Railways, Chairman and 
Members of Railway Board. 

Visit to Central Tower Yard Cabin, Diesel Loco Shed 
and Route Relay Cabin of Northern Rail 

Fof11!ulation of Questionnaire to be issued to the 
Railways. 

Evidence Session. 
Visit to Indian Railways Institute of Advanced Track 

Technology ; and evidence session. 
Visit to car shed, Kurla. Route Relay Cabins at 

Kurla and Churchgate and Central Labour Institute, 
National Safety Council and Air India Training 
College. 

Visit to System Technical School .southern Railway 
and evidence session. · 

Visit t!' Workshops on Southern Railway; evidence 
sessiOn. 

Visit to Bharat Earth Movers Ltd. & International 
Instruments Ltd. 

Discussion of feedback from the Railway Board and 
Zonal Railways regarding the action taken on recom· 
mendations made by the Wanchoo Committee. 

Discussion of feedback from the Railway Board and 
Zonal Railways regarding the action taken on 
recommendations made by the Wanchoo Committee 

Discussion of feedback from the Railway Board and 
Zonal Railways regarding the action taken on 
recommendations made by the Wanchoo Committe , 

Discussion on Working Papers Nos. 1 to 23 for Part-1 
Report of the Committee. 

Discussion on Working Papers Nos. 24 to 43 for 
Part-1 Report of the Committee. 

Discussion on Working Papers Nos. 44 to 59 and 
draft Chapter-! for Part I Report of the Committee. 

Discussion on draft Chapter ill and Working Papers 
Nos. 60 to 117 for Part-1 Report of the Committee. 

Discussion on Chapters I, II, ill & IV for part-I 
Report of the Committee. 

Finalisation of Part-I Report of the Committee. 
Presentation of Part-I Report to Minister of Railways · 

Formulation of programme of tours of Railway$ 
and methodology for formulating Final Report of 
the Committee. 

Visit to Route Relay Interlocking Cabin, Hump Yard 
Running Rooms and Wagon Repairs Depot. Evi
dence Session. 

Demonstration of Gooty Design of drivers Vigilance 
Central Device and digital speedometer. 
Trailing window inspection EX : Hospct to Hubli. 
Inspection of level crossings & bridges. 

Visit to Loco, Carriage and Wagon Shops. Inspection 
of Accident/Relief Train. Evidence Session, 

Intermediate overhauling Depot for highspced rakes at 
MauliAii. 

Visit to Loco, Carriage and Wagon Shop ; Lallaguda 
Coaching Maintenance Lines Secunderabad. Visit 
to Indian Railway Institute of Signal Engneering 
and Telecommunication. Evidence session. 

Visit to Research Designs and Standards Organisation, 
Visit to Workshops of Northern and North Eastern 
Railway. Evidence session. 

25. 15-10..79 & 16-10..79 New Delhi 
Alipurduar, 

Evidence Session. 
Visit to Zonal Training School, Inspection of Accident 

Relief Train. Evidence Session. 26. 29-10..79 & 3()..10-79 
Northeast Frontier Railway. 
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1 2 

27. 31-10-79 

28. 1-11-79 

29. 2-11-79 

30. 6-11-79 

31· 19-11-79 

32. 20-11-79 & 21-11-79 

33. 22-11-79 • 

34. 23-11-79 & 24-11-79 

35. 17-12-79 to 18-12-79 
36. 17-1-80 

37. 18-1-80 to 22-1-80 

38. 23-1-80 to 25-1-80 

39. 5-2-80 

40. 6-2-80 & 7-2-80 

41. 8-2-80 to 9-2-80 

42. 11-2-80 & 13-2-80 

43. 25-2-80 

44. 27-2-80 

45. 28-2-80 & 29-2-80 

46. 10-3-80. 
47. 11-3-80 & 12-3-80 

48. 13-3-80 & 14-3-80 

49. 24-3-80 

so. 24-3-80 

51. 25-3-80 & 26-3-80 

52. 27-3-80 
53. 28-3-80 & 29-3-80 

54. 14-4-80 
55. 15-4-80 

56. 16-4-80 & 17-4-80 
57. 18-4-80 
58. 19-4-80 
59. 21-4-80 
60. 22-4-80 
61. 23-4-80 to 25-4-80 
62. 12-5-80 to 15-5-80 
63. 17-S-80 to 19-5-80 

3 

New Bongojgaon 
Northeast Frontier Railway 

Oauhati 
Norlbeaat Frontier. 

Pandu Northeast 
Frontier Railway. 
Maligaon 
Northeast Frontier Railway. 
Mughalsarai 
Eastern Railway. 
Jamal pur 

Eastern Railway 

Chittatallian 

Asanso1 
Eastern Railway. 

New Delhi 
Ghaziabad 

New Delhi 

New Delhi 

Adra 
South Eastern Railway. 
Kharagour 
South Eastern Railway. 
Calcutta 

(Garden Reach) 
South Eastern Railway. 

Calcutta 
(Fairlie Place) 
Eastern Railway. 
Ajmer 
Western Railway. 
Udaipur 
Western Railway. 
Vadodara 
Western Railway. 
Varanasi 
Varanasi 
North Eastern Railway. 
Gorakhpur 
North Eastern Railway 

Tondiarpet 
Southern Railway. 

Madras 
Southern Railway. 
Madras 
Southern Railway 
Perambur 
Madras 
Southern Railway. 
New Delhi 
New Delhi 

New Delhi 
New Delhi 
New Delhi 
New Delhi 
New Delhi 
New Delhi 
New Delhi 
New Delhi 

4 

Visit to Carriage and Wagon workshop. Inspection 
of Centralised Traffic Control Centre from New 
Bnngaigaon to Changsari ; Evidence Session. 

Visit to Wagon Maintenance Depot, Noonmati, 
washing and pit lines, Carriage and Maintenance 
Depot and Train Lighting Depot, Evidence Session. 

Visit to Signal and Telecommunication Staff Training 
School; Evidence Session. 

Evidence Session. 

Visit to Central Tower, Up Hump Yard. Evidence 
Session. 

Visit to Jamalpur Workshop, Indian Railway Institute 
of Mechanical and Electrical Engineering Evidence 
Session. 

Visit to Chittatallian Locomotive Works. Evidence 
Session. 

V"JSit to Kanuetoria Colliery. Evidence Session. 

Evidence Session. 
Visit to Signal and Telecommunication Training 

School and Workshop of Northern Railway. 
Evidence Session. 

Visit to Traction and Traffic Control Centres. Evidence 
Session.-

Evidence Session. Meetings with Minister of Railway 
and Minister of State for Railways. 

Visit to Wagon Repairs Shop. InsPection of Accident 
Relief Medical Van. Evidence Session. 

Visit to Carriage and Wagon and Loco Shops, System 
Technical School. Evidence Session. 

Visit to EMU car shed, Tikianara, South Eastern 
Railway. Evidence Session. 

V"JSit to Carriage and · Wagon Workshop, Liluab. 
Evidence Session. Discussion with RePresentatives 
of West Bengal Government. 

Visit to Carriage and Wagon Workshop 
Eevidence Session. · 

Visit to Zonal Training School. Evidence Session. 

Visit to Railway Staff College. Evidence Session. 

V"JSit to Diesel Locomotive Works. Evidence Session • 
Visit to Wagon Maintenance DePot and Manduadih 

Transhipment shed. Evidence Session. 
V"JSit to Loco, Carriage and Wagon Workshops, 

Centralised Traffic Control Room. Evidence 
Session. 

Visit to Wagon Repair Depot, Sick lines, Marshalling 
Yard, Area Control Office, Hump Yard and Guards' 
Running Room. 

Evidence Session. 

Visit to washing and Pit lines, Carriage Maintenance 
Depot. Evidence Session. 

Visit to Integral Coach Factory. Evidence Session. 
Evidence Session. Dsicussions with rePresentatives 

of Tamil Nadu Government. 
Evidence Session. 
Evidence Session. Discussion of draft Part II Report 

of the Committee. 
Evidence Sesision. 
Discussion with Members of Railway Board. 
Evidence Session. 
Discussion of draft Part II Report of the Committee. 
Evidence Session. 
Discussion of draft Part II Report of the Committee. 
Finalisation·ofPart II Report of the Committee. 
Finalisation of Part II RePort of the Committee. 



Ai'PENDIX-Ii 

LIST OF PLACES AND INSTALLATIONS VISITBD AND PERSONS J.NTER.VIEWBl> BY THE itAitWAY 
ACCIDENTS ENQUIRY COMMI'ITEE---1978. 

Date 

2-4-78 Tughlakabad 

23-5-78 Bombay 

24-5-78 Pune 

25-5-78 Bombay 

26-5-78 Bombay 

27-5-78 Bombay 

27-5-78 Banga!ore 

28-5-78 Bangalore 

29-5-78 Mysore 

30-5-78 Banga!ore 

19-8-79 VJ,jayawada 

Installations/Offices visited S. Persons interviewed. 

Control Tower, Yard Cabin, Diesel Loco ' 
Sbed and Route Relay Cabin, 
Nortbern Railway. 

Office of the Add aJ Commissioner of 
Railway Safet" tern Circle. 

Indian· Railways, 
Institute of Advanced Track Technology. 

National Safety Council ; 
Central Labour Institute ; 
Air India Training College. 

EMU Car Shed and Route Relay Inter
locking Cabin, Kurla, Cental Railway. 

Route Relay Cabin at Churchgate, 
Western Railway. 

System Technical School, 
Southern Railway. 

Locomotive, Carriage and Wagon Workshop 
Southern Railway. 

M/S Bharat Eartlunovers Ltd. 
M/S International Instruments Private Ltd. 

Route Relay Interlocking Cabin, Hump yard 
Running Room and Wagon Repair Depot, 
South Central Railway. 

Divisional Office, 
South Central Railway. 
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No. 

I. Shri Suresh Chandra, 
Deputy Commissioner of Railway Safety, 
Lucknow (Looking after the duties of 
Additional Commissioner of Railway 
Safety, Western Circiellombay). 

2. Shri P. 0. Thomas, 
Principal. 

3. Shri Chandrasekhar Sbetty, 
Principal. 

4. Shri A. v. Jacob, 
Additional Commissioner of Railway Safety, 
llangalore (Looking after the duties 
of Commissioner of Railway Safety). 

5. Sh. Roy V. Paul, 
Works Manager, 
WorkshoPs. 

6. Sh. B. Ramanna, 
Shunting Jamadilr, 
Vijayawada. 

7. Sh. K. Karunakaran, 
Head Train Examiner, 
VJ,jayawada. 

8. Sh. M. Dharmagnani, 
Train Examiner, 
VJ,jayawada. 

9. Sh. P. Narasimha Rao, 
Fitter-in-Charge, 
VJ,jayawada. 

10. Sh.P.Krishnamurthy 
Assistant Station Master, 
Pithapuram. 

11. Sh. T. Koteswara Rao, 
C&binman, 
VJ,jayawada. 

12. Sh. T. 0. Magao, 
Driver, 
(Diesel) Grade 'A' 

13. Sh. D. N. Murthy, 
Driver (Diesel), 
Orade'C' 
Rajahmundry. 

14. Sh. P. Hanumiah. . 
EJectrieal Sign&! Maintamer, 
Vijayawada. 
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1.-

Date Place Installations/Offices visited. s. Persons interviewed. 
No. 

19-8-79 Vijayawada Divisional Office, 15. Sh. Samuel, 
South Central Railway, Neutral Train Examiner, 

Vijayawada. 
16. Sh. Ramulu, 

Station SuPerintendent, 
Vijayawada. 

17. Sh. Thirunnam Karasu, 
Yard Master Vijayawai:Ia. 

18. Sh. A K. MohanGra 
Guard 'special' de, 

20-8-79 
Vijayawada. 

Vijayawada Divisional Office, 
South Central Railway. 19. Sh. S. Venkateswarulu, 

Senior Fuel InsPector, 
Vijayawada. 

20. Sh. Kameswara Rao, 
Welfare InsPector, 
V'Jjayawada. 

21. Sh. Venkateswara Rao, 
Permanent Way InsPector, 
Kurnool. 

22. Sh. S. A. Hamid, 
Guard, Grade 'C', 
Vijayawada. 

23. Sh. M. M. Adiga, Senior 
Divisional Electrical Engineer, 
Vijayawada. 

24. Sh. V. Suryanarayaniah, 
Senior Divisional Engineer, I, 
Vijayawada. 

25. Sh. A. V. Viswanathan, 
Divisional Signal & Telecommunication 
Engineer, Vijayawada. 

26. Sh. P. Venkata Rao, 
Divisional Mechanical Engineer 
(Carriage and Wagon), 
Vijayawada. 

20-8-79 Vijayawada Divisional Office, 27. Shri V. B. Naik, 
South Central Railway. Divisional Safety Officer, 

Vijayawada. 
28. Shri M. C. Das, 

Divisional Railway Manager, 
Vijayawada. 

21-8-79 HosPet Demonstration of Gooty design of deiver's 
vigilance control device and degital sPeed-
ometer fitted on WDM-2 diesel loco-
motives. 

21-8-79 HosPet Trailing window inspection by Special Goods 
Train ex. Hospet to Hubli, Inspection of 
level crossings, stations curves, track, 
running room, bridges. 

22-8-79 Hubli Loco, Carriage and Wagon shops, 
South Central Railway. 29. Sh. V. R. Karur, 

Shop Superintendent (Inspection). 
30. Sh. C. M. A!aganandam, 

Shop Superintendent (Carriage), 
31. Sh. B. Surya Rao, Shop Superinrendent 

(Wagon Shop). 
22-8-79 Hubli Loco, Carriage and Wagon shops, 32. Sh. M. N. Mlidaliar, 

South Central Railway. Foreman-in-Charge 
(Roller Bearing and Wheel shop). 

33. Sh. C. S. Jeevaratnam, 
Neutral Train Examiner, (Workshops). 

34. Sh. K. Pando, 
W arks Manager, 

35. Sh. R. R. Badagi, 
Deputy Chief Mechanical Engineer 

Hubli Accident Relief Train, 
(Workshops). 

2!-8-79 
South Central Railway. 

Divisional Office, 
South Central Railway. 36. Sh. Y. V. L. N. Subba Rao 

Station Master, ' 
Hubli. 



Dlte Place 

----------

23·8· 79 Lallaguda 
·---:--

Secunderabad. 

24-8-79 Secunderabad . 

24-8· 79 Secunderabad . 

32-46SRB/80 
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lnstallations/OIIices visitd. S. No. Persons interviewed 

Loco, Carriage and Wagon shop, 
Lallaguda, 
South Central Railway. 

Indian Railways Institute of Signal 
Engineering and Telecommunications. 

Coaching Maintenance Lines, 
South Central Railway. 

Intermediate overhauling Depot for 
high speed rakes at Maula Ali, 
South Central Railway. 

Headquarters Office, 
South Central Railway. 

----------------
37. Sh. G. Krishna Murty, 

Guard Grade •c• . 
. Hospet. 

38. Sh. M. S. F. Barboza, 
Divisional Safety, Officer, • 

39. Sh. s. D. Veokatanarasiah, 
Divisional Mechanical Engineer, 
(Carriage and Wagon). 

40. Sh. A. J. Gurushankar, 
Divisional RaHway Manager, 

41. Sh. C. Satyanarayana, 
Shop Superintendent/Wagon Shop. 

42. Sh. Y. Suryanarayana, 
Shop Superintendent/ 
Roller Bearing. 

43. Sh. Mohalll"l\ian, 
Shop Superintendent (Speedometer), 
Workshops. 

44. Sh. Harry Stephens, 
Head Neutral Train Examiner, 
(.Workshops). 

45. Sh. A. Shankar Rao, 
Chargeman Grade 'C' 
(Workshops). 

46. Sh. Pandurangan, 
Highly Skilled Fitter, 
(Workshops). 

47. Sh. Narayana SwamyT., 
Machinist (Workshops). 

48. Sh. D'Monte, 
Machinist (Workshops). 

49. Sh. R. Satyamurty, 
Works Manager (Workshops). 

SO. Sh. P. Muthu Swamy, 
Production Engineer (Workshops). 

51. P. G. Reddy, 
Deputy Chief Mechanical Engineer, 
(Workshops). 

52. Sh. C. V. N. Swamy, 
Principal. 

53. Sh. C. Krishnanandam, 
Assistant Professor (Electronics). 

54. Sh. K. Vishwanathan, 
Assistant Professor, 
(Signal I). 

SS. Sh. T. M. Baby, 
Chief Train Examiner, 
Sick!ines, Secunderabad. 

56. Sh. Eugene Horne, 
Train Examiner, 
Sicklines. Secunderabad. 

51. Sh. N. SankaranaraYanan, 
Chief Electrical Engineer. 

58. Sh. K. T. V. Raghavan, 
Chief Mechanical Engineer. 

59. Sh. M. S. D. Jetly 
Chief Workshop Engineer. 

60. Sh. R. Parthasarathy, 
Chief Engineer. 

61. Sh. V.N. Swamy, . . 
Chief Signal and Telecommumcat•on 
Engineer. 

62. Sh. R. Raman, 
Controller of Stores. 

63. Sh. P. C. Bhalla, 
Chief Medical Officer. 



Date 

24-9-79 

!5-9-79 

25-9-79 

26-9-79 
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Place' Installations/Offices visited. S. No. 

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

Lucknow • 

Lu:know 

Laboratories in Research, 
Design and Standards Organisation. 

Research Design and Standards Organisa
tion. 

Track Recording cum Research Car in 
Research Designs and Standards 
Organisation. 

Research , Design and Standards 
Organisation. 

Lucknow , .. Research, Designs and Standards 
Organisation. 

Charbagh, Lucknow . Loco Workshops, 

'Lucknow • 
Charbagh, Northern Railway. 

Diviiional Office, 
Northern Railway. 

64. Sh. K. Vij• ~a Ram a Rao, 
Chief Securlt, Offi er. 

65. Sh. P. A. Pai, 
Chief Operating Superintendent. 

66. Sh. K. Subramanian, 
Chief Personnel Officer. 

67. Sh. S. Balasubramanian, 
Chief Safety Superintendent. 

68. Sh. N. Neelalcanta Sarma, 
General Manager. 

69. Sh. G. V. Himatsinghani, 
Additional Director Standards, 
(Wagon). 

70. Sh. S. K. Singh, 
Senior Scientific Officer 
(Psychology). 

71. Sh. M. V. Kelkar, 
Additional Director Standards, 
(Carriage), 

72. Sh. K. J. N. Kutty, 
Additional Director Standards, 
(Bridges and Structures). 

73. Sh. J. N. Tandon, 
Director Standards (Wagon.) 

14. Sh. M. S. Krishnan, 
Director Standards (Wagon). 

75. Sh. Y. B. L. Mathur, 
Director, 
Traffic Research. 

76. Sh. A. Sitanath 
Director Standards 
(Motive Power). 

77. Sh. S. L. Agarwal, 
Additional Director Standards (Track). 

78. Sh. N. A. P. S. Rao, 
Additional Director Standards · 
(Electrical). ' 

79. Sh. A. Chellam, 
Director Research. 

80. Sh. A. K. Bhattacharya, 
Director (M & C). 

81. Sh. T. R. Batra, 
Shop Superintendent Erecting, 
Loco Workshop, 
Charbagh. 

82. Sh, Gian Singh, 
Chargeman, 
Diesel Loco Workshop, 
Charbagh. 

83. Sh. R. C. Tewari 
Machinist, ' 
Light Machine Shop, 
l<>co Workshop, 
Charbagh. 

84. Sh. P. R. Saini, 
Assistant Inspecting Officer. 
Loco Workshop, 
Charbagh. 

85. Sh. A. S. Mathur 
Deputy Chief Mechanical Engineer 
(Workshop) Loco Workshop 
Charbagh. ' 

86. Sh. S .. C. P~ndey, 
Electncal Signal Maintainer 
Safidabad. ' 
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D•tc Place Installations/OIIicc visited. S.No. Persons intervieWed. 

----
87. Sb. G. C. Verma 

Divisional Signal' Inspector 
Lucknow. ' 

88. Sbri A vinash Dixit 
Gangm.an, ' 
Nonhero Railway, 
Lucknow. 

26-9-79 Lucknow . Divisional Office, Nonhero Railway. 89. Sh. A. Sahestiao, 
Permanent Way Inspector 
Northern Railway, ' 
Lucknow. 

90. Sh. B. R. Paode, 
Driver, Grado 'A', 
Northern Railway, 
Lucknow. 

91. Sh. Chunni Lal, 
Driver Grade 'C'1 

Lucknow, 
92. Sh. B. D. Bajpayee, 

Guard, Grade •c•, 
Lucknow, 

93. Sh. Ram Lakhan, 
Carriage Fitter, 

(Incbarge), Lucknow. 

Lucknow . !.7-9-79 Carriage ansd Wagon workshops, 
Alambagh, 

Northern Railway. 
Divisional Office, 
'iorthern Railway. 94. Sh. U. ~ Tewari, 

Assistant Station Master, 
Lucknow. 

95. Sh. H. L. Khatri, 
Chargeman, Grade 'B,, 
Carriage and Wagon Shop, 
Alambagh. 

96. Sh. B. N. Tandon, 
Production Engineer, 
Carriage and wagon Workshop, 
Alambagh. 

97. Sh. M. L. Gulati, 
Divisional Mechanical Enaineer, 
(Carriage and Wagon). 

98. Sh. Udain Singh, 
Superintendent, 
Mechanical Workshops, 
Loco Workshops, 
Cbarbagh. 

99. Sbri. S. M. Shukla 
Section Controller, 
Lucknow. 

100. Sh. Mishri Lal, 
Traffic Inspector (Movement), 
Lucknow. 

27-9-79 Lucknow . Divisional Office, 101. Shri V. K. Raizada, 
Northern Railway. Senior Divisional Engineer I. 

102. Shri A. N. Srivastava 
Divisional Safety Officer. 

103. Shri Prakash Narain, 
Divisional Railway Manager. 

28-9-79 Lucknow . Systems Technical School, 104. Shri K. L. Chatterjee, 
Northern Railway. Principal. 

Loco Shed (MG) North Eastern Railway, 
Accident Relief Train, 
North Eastern Railway, 
Drivers Running Room, 
North Eastern Railway. 

28-9-79 Lucknow . Divisional Office, 105. Shri F. A. Azmi, 
Northern Railway. Loco Foreman, 

North Eastern Railway, 
Lucknow. 

106. Shri Arion Kumar, 
Loco Shed, Fitter Jncharge, 

North Eastern Railway, 
Lucknow. 
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D~te Place ln•tallations/OIIi:es visited. S. No. Persons interviewed. 

107. Shri S. A. Khan, 
Driver, Grade 'C' 
North Eastern Railway, 
Charbagh, Lucknow. 

108. Shri Romesh Kumar, 
Senior Divisional Mechanical Engineer 
(Loco), North Eastern Railway. 

109. Shri B. N. Nigam, 
Divisional Signal and T clecommuoication 
Engineer, 
North Eastern Railway. 

110. Shri K. K. Sarkar, 
Divisional Safety Officer, 
North Eastern Railway. 

111. Shri L. M. Bhaskar, 
Divisional Railway Manager, 
North Eastern Railway. 

15-10-79 New Delhi 112. Shri R.A. Mittal 1 ~esentatives of 
113. Shri Subodh Chandra India Train 

Das. Examiners Asso-
114. Shri M. L. Bhagia tciation. 
115. Shri R. N. B;ijpai 
116. Shri S. K. Bansal 
117. Shri S. G. Gogate. J 
118. Shri J. P. Dubey 1 Representatives of 
119. Shri B. M. Goyal All India Loco 
120. Shri L. Alfred }.Running Staff 

(Appeared on 16-10-791 Association. 
also). J 

16-10-79 New Delhi 121. Shri N. S. Bhangoo l Representatives of 122. Shri K. Hassan Indian Railway 
123. Shri S. C. Tandon Signal & Telc-
124. Shri M. C. Johri communication 
125. Shri 0. P. Bhardwaj (staff Association 

(a constituent of 
All India Railway 
Employees Con-

J federation), 
126. Shri J. P. Dave } Representatives of 
127. Shri H. S. Chowdhury All India Loco 
128. Shri T. Hanumaiah Running Staff 

Association. 
29-10-79 Alipurduar Zonal Training School, 129. Shri S. Chakravarthy, 

Northeast Frontier Railway. Principal. 
Divisional Office 130. Shri J. N. Nandi, 

Northeast Frontier Railway. Keyman, 
Changamari 

131. Shri N. N. Roy, 
0 Cabinman, 

Salsalabari. 
132. Shri s. K. Bose, 

Assistant Station Master, 
Alipurduar Jn. 

133. Shri D. K. Adhikari, 
Guard, Grade •c•, 
New Cooch Bihar. 

134. Shri I. Daniel, 
Driver Diesel Grade 'A'., 
Alipurduar. 

135. Shri B. K. Nandi, 
Mechanical Signal Maintainer, 
NewMaiJn. 

136. Shri J. C. Roy, 
Carriage & Wagon Inspector, 
Alipurduar Jn. 

137. Shri A. K. Chowdhury, 
Permanent Way Inspector, 
New Alipurduar.~ 

30-10-79 Alipurduar Accident Relief Train 138. Shri N. C. Bose, -
Divisional Office Northeast Frontier Safety Counsellor (Loco), 
Railway. Alipurduar Jn. 

Divisional Office, 139. Shri K. C. Chakravarty, 
Northeast Frontier Railway. Divisional Signal & Telecommunication 

Engineer. 
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. . . -----
Date · Place lnstallationsfOf!ices visited. S. No. Persons interviewed. 

----~----------------.--

30-10..79 Alipurduar 

31-10-79 New Bongaigaon 

1-11-79 Gauhati • 

1-11-79 Gauhati 

Divisional Office, 
Northeast Frontier Railway. 

Carriage & Wagon Workshops, 
Northeast Frontier Railway. 

Office of the Works Manager, 
Carriage & Wagon Workshops 

Northeast Frontier Railway. 

Centralised Traffic Control from New 
Bongaigaon to Changsari, 
Northeast Frontier Railway. 

Wagon Maintenance Depot Noonmati, 
Washing and pit lines, 
Carriage Maintenance Depot, 
Train lighting Depot, 
Northeast Frontier Railway. 
Gauhati station. · 

Gauhati station 

140. Shri S. K.lyer, 
Senior Divisional Mechanical Engineer, 
(Power). 

141. Shri S. P. Vatsa, 
Divisional Engineer II. 

142. Shri A. K. Bagchi, 
Divisional Safety Officer. 

143. Shri A. N. Perumal, 
Divisional Railway Manager. 

144. Sbri R. Janakiraman, 
Shop Superintendent (Wagon), 
New Bongaigaon. 

145. Shri R. N. Sharma, 
Shop Superintendent 
(Wheel & Roller Bearings), 
New Bongaigaon. 

146. Shri E. Hussain, 
Neutral Train Examiner (Workshops), 
New Bongaigaon. 

147. Shri D. C. Beri. 
Works Manager, 
Carriage and Wagon Workshop., 
New Bongaigaon. 

148. Shri Hira Swamy, 
Neutral Inspector, 
(Brake Power Testing and centralised 
traffic control), 
Gauhati. 

149. Shri Gulab Chandra Nath, 
Pointsman 'B' Gauhati. 

150. Shri N. C. Mazumdar, 
Assistant Operating Superintendent, 
Gauhati. 

151. Shri R. K. Basak, 
Fireman 'B', Lumding. 

I 52. Shri T. K. Sen, 
Wagon Foreman, 
New Gauhati. 

I 53. Shri B. Roy, 
Carriage Foreman, 
Gauhati. 

154. Shri B. N. Bardo!i, 
Safety Couse II or, 
Traffic, Lumding. 

155. Shri H. N. Kohli, 
Senior Divisional Engincor, 
Lumding. 

156. Shri N. L. Seal, 
Driver Grade •c•. 
Lnmding. 

157. Shri L Bandopadhyay, 
Divisional Mechanical Engineer, 
Lumding. 

158. ·Shri S. B. Chowdhury, 
Divisional Safety Officer, 
Lumding. 

159. Shri R. K. Sabarwal, 
Divisional Railway Manaacr, 
Lumding. 



Date Place 

2-11-79 Pandu 

Maligaon. 

2-11-79 Maligaon 

3-11-79 Maligaon . 

19-11-79 Mugha!sarai 

19-11-79 Mughalsarai. 

20-11-79 Jam•lpur . 
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Installations/OIIices visited S. No. Persons interviewed. 

Signal & Telecommunication staff training 
school, Northeast Frontier Railway. 

Headquarters Ollice, Northeast Frontier 
Railway. 

Headquarters Ollice, Northeast Frontier 
Railway. 

Headquarters Office, Northeast Frontier 
Railway. 

Control Tower UP hump yard, Eastern 
Railway. 

Divisional Office, Eastern Railway. 

Divisional Office, Eastern Railway 

• Jamalpur Workshops, Eastern Railway. 

160. Shri P. K. Ghosal, 
Assistant Signal & Telecommunication 
Engineer (WOrkshop). 

161. Shri S. N. Chatterjee, 
Chief Mechanical Engineer. 

162. Shri C. Chatterjee, 
Chief WOrkshop Engineer. 

163. Shri S. Sen, 
Chief Signal & Te1ecommnicaticn Engi
neer. 

164. Shri P. Sathiapal•n, 
Chief Electrical Engineer. 

165. Shri A. R. S. Rao, 
Chief Engineer. 

166. Shri M. K. Menon, 
Controller of Stores. 

167. Shri K. Balakrishnan, 
Chief Operating Superintendent. 

168. Shri R. N. Sharma, 
Chief Medical Officer. 

169. Shri M. R. Choudhury, 
Chief Security Officer. 

170. Shri K. K. Berry. 
Chief Personnel Officer. 

171. Shri C. M. Kulshreshtha, 
Chief Safety Superintendent. 

172. Shri B. Venkataramani, 
General Manager. 

173. Shri B. K. Mandai, 
Head yard Master Mugbalsarai. 

174. Shri N. C. Saini, . 
Yard Superintendent. 
Mugbalsarai. 

175. Shri R. P. Saxena, 
Head Train Examineer 
Goods (Sicklines), 
Mugbalsarai. 

176. Shri C. R. Das 
Train Examiner, (Breakdown yard), 
Mugbalrsarai. . 

177. Shri V. S. Sharma, 
Carriage & Wagon 
Superintendent, Mughalsarai. 

178. Shri N. K. P. Sinha, 
Neutral Train Examiner (Goods sick 
lines), Mugbalsarai. 

179. Shri S. H. Lall, 
Permanent Way Inspector (North) 
Mugbalsarai. ' 

180. Shri M. K. Mishra, 
Senior Divisional Operating Superintendent. 

181. Shri N. C. Gupta, 
Divisional Superintendent. 

182. Shri K. P. Mahato, 
Shop Superintendent (Wheel Shop). 

183. Shri M. S. Birdi, 
Shop Superintendent (Spring shop & 
Blacksmith shop). 

184. Shri B. N. Mallick, 
Assistant Power and Transrcrt lnstrt·ctor 
(Mechanical) System Technical School. 

185. Shri Mahesh Chandra. 
Deputy Chief Mechanical Engineer 
(Finishing). 



Date Place 

21-ll-79 Jama1pur • 

22-11-79 : • ~an 

23-11-79 Asansol • 

23-11-79 Asansol 

231 

Installations/Offices visited S.No. Persons interviweed. 

Indian Railways'Institute of Mechanical & 
Electrical Engineering. 

• Chittaranjan Locomotive Works 

Kunustoria Colliery. 
Divisional Office, Eastern Railway. 

Divisional Office, Eastern Railway. 

186. Shri B. Rangarajan 
Superintendent Mechanical (W). 

187. Shri B. N. Thakur, 
Signa) Inspector, 
Danapur. 

188. Shri H. S.Hazra, 
Permanent Way InspeclCr 
Dana pur. 

189. Shri G. B. Singh, 
Carriage & Wagon Inspector, 
Danapur. 

190. Shri S. N. Pande, 
Safety Counseiicr (Traffic). 
Danapur. 

191. Shri Debasihish Roy, 
Senior Assistant Professor. 

192. Shri S. N. Mahant, 
Principal, 

193. Shri S. K. Sinha, 
Divisional Mechanical Engineer (Carriage 
& Wagon), 
Danapur. 

194. Shri D. S. Mishra, 
Divisional Safety Officer, 
Danapur. 

195. Shri M.D. Khattar, 
Senior Divisional Engineer (Mllin 1 ire' 
Danapur. 

196. Lt. Col. M. N. Khanna, 
Chief Mechanical En ginner (Sttel Fn n. 
dry). 

197. Shri J. C. Gupta, 
Chief Electrical Engineer Chittaranj" 
Locomotive Works. 

198. Shri A. K. Mukherjee, 
Chief Mechanical Engineer (Works 
Chittaranjan Loccmctjve V.'crks. 

199. Shri G. M. Dass, 
Station Superintendent, 
Asansoi. 

200. Shri P. Prasad, 
Guard, Grade 'C' 
Asansol. 

201. Shri Lallan Misra, 
Switchman, 
Sitarampur. 

202. Shri Baleswar Pande, 
Diesel Driver, Grade •c•, 
Asansol. 

203. Shri P. K. Saha, 
Electrical Driver Grade 'C', 
Asansol. 

204. Shri D. K. Chatterjee, 
Head Weighment Clerk 
Barakar. 

205. Shri B. M. Chakravarthy, 
Head Train Examiner 
(Sickliness), Asanso). 

206. Shri N. K. Hazra, 
Coal Pilot Guard, Grade 'll', 
Asansol. 

207. Shri D. P. Chatterjee, 
Safety Counsell<'r (Corri•r< & V 'rrr: 
Asansol. 

208. Shri P. N. Dharuman, 
Senior Divisional Mech~micPf Engirccr. 
(Gilrriage & Wagon.) 

209, Shri Swastik Mishra, . 
Senior Divisional Operating Surerin-
tendent (Transportation.) 



Date Place 

17-12-79 New Delhi 

17-12-79 New Delhi 

17-12-79 New Delhi 

18-12-79 New Delhi. 

18-12-79 New Delhi. 

18-12-79 New Delhi. 

17-1-80 Ghaziabad 
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Installations/Ollices visited. 

. Divisional Ollice, Eastern Railway 

Signal WorkshoP 
Signal & Telecommunication Training 

Centre. 

S. :.Jo. Persons interviewed. 

210. Shri P. K. Bandhopadhyay, 
Senior Divisional Commercial Superinten
dent. 

211. Shri R. S. Dhar, 
Senior Divisional Signal and Teleco
munication Engineer. 

212. Shri A. K. Das, 
Divisional Safety Officer. 

213. Shri M. D. Mathur. 
Divisional Railway Manager. 

214. Shri R.N. Ghosh 
215. Shri R. K. Das 

Gupta. 
216. Shri H •. S. 

Chatterjee 
217. Shri '11. R. Vohra 
218. Shri Sudarshan 

Lutbar. 
219. Shri D. P. Bhatia 

Representative~ 
of the All India 
Station Master's 
Association. 

220. Shri Surendra Mohan 
221. Shri S.K. Aggarwal} Representatives of 
222. Shri R. S. Sehgal Northern Railway 
223. Shri S. P. Garg Civil Engineering 
224. Shri Jai Dutt Works Subordinates 
225. Shri G. L. Vig. Association. 

226. Shri C. D. Dixii }Representatives of 
227. Shri R. P. Singh Research Designs 
228. Shri G.Chakrapani and Standards Orgi-
229. Shri K. Santhanam nisation Class ll 
230. Shri S.Niamutullab Officers Association 
231. Shri C.L.Upadhyay 
232. Shri A. S. Ahuja 
233. Shri M. M. 

D'Souza. 
234. Shri S. C. Dbar. 
235. Shri K. C. Mehra 
236. Shri S. N. Vyas. 
237. Shri B. S. Shanna 
238. Shri S. S. Ahuja. 
239. Shri R. P. YadilV. J 

RePresentatives of 
All Jnda Guards 
Council. 

240. Shri K. Duraisamy} RepresentatiVes of 
241· Shri R. Sunder Raj All India 0pPresse 
242. Shri C.V. Appu Employees Associ 
243. Sbri V.R. S. Maini tion. 
244. Shri T. Muthukrishnan 
245. Shri S. C. Pillai. 

246. Sbri J. K. GuPta 

} 

Retired Assistan 
Mechanical Bngiree 
Lucknow. 

247. Shri Susbeel Kumar, 
Assistant Signa} and Telecommunicatioa 
Engineer. 

248· Shri Chandra Kisbore, 
Train Examiner, 
Ghazaibad. 

249. Sbri Y. P. Kaushal, 
Chief Trains Examiner, 
Ghaziabad. 

250. Shri B. D. Abhyankar, 
Pennanent Way InsPector 
Ghaziabad. ' 

251. Shri Ved Brat, 
Head Neutral Train Examiner (Sicklines) 
Ghaziabad. 

252. Sbri J. K. Saxena, 
Assistant Station Master, Route Relay 
Pannel OPerator, 
Ghaziabad. 



Date Plaee· 

18-1-80 New Delhi 

19-1-80 New DwiU .• 

233:, 

Installations/Offtces visited. 

Traction Control Office, Traffic Control 
Office. 

Divisional Office, Northern Railway. 

.Divisional Office, Northern Railway 

S. No. Persons interviewed 

253. Sbri Janaki Dass, 
Chief Yard Master, 
Ghaziabad, 

' 

254. Shri Mukandi Lall, 
Station Superintemknt, 
Ghaziabad, 

255. Shri M. K. Mehta, 
Permanent Way Inspector, 
New Delhi. 

256. Sbri Sri Bhagwan, 
Electrical Signal intainer Grade I, 
New Delhi ... _ 

257. Shri Inder Kumar Gupta, 
Head Train Examiner (Coaching) 
New Delhi. ' 

258. Sbri M. M. Khan, 
Signal InsPeCtor (East), 
New Delhi.;, 

!5ll, Sbri Narain Da. 
Electric Loco Driver •c•. 
Delhi. 

!60. Sbri S. D. Sharma, 
Assistant Station Master (Indoor) 
New Delhi. ' 

!61. Shri R. K. Nanda, 
Route Relay Panel Operator, 
Delhi. 

262. Sbri Iqbal Singh, 
Carriage Foreman, (Washing & Fitting), 
New Delhi. 

763. Sbri G. A. Woodward, 
Electric Loco Driver, Grade 'A', 
Kanpur. 

264. Shri A. C. Mathur, 
Signal Inspector (Route Relay), 
Delhi. 

265. Shri V. P. Chiber, 
Carriage Foreman, 
Delhi. 

266. Shri M. L. ,Raizada; 
Guard Special Grade (Rl\idnanJJ. 
Kanpur. 

267. Sbri Narbada Prasad, 
Diesel Driver, Special Grade (Rajdbani) 
Kanpur. 

268. Sbri Ram Cha.ran, 
Safety Counsellor (Traffic) 
New Delhi. 

269. Sbri M. L. Khera, 
Chief Traction Power Controller, 
New Delhi. 

270. Sbri Chander Prakash, 
Station SuPerintendent, 
New·Delhi. 

271. Sbri Dhanbir Singh, 
Safety Counsellor; (Carriage &'Wagon), 
New Delhi. 

272. Sbri KuldeeP Singh, 
Senior Welfare InsPector, 
New Delhi. 

273. Sbri Gurcharanjit Singh, 
Senior Divisional Engineer. 

274. Shri A. K. Saxena, . 
· Senior Divisional Operating SuPerintendent 

'215. Sbri Aditya Prasad, . . 
Senior Divisional Mechamcal Engmeer 
(Carriage & Wagon). 

276. Sbri R. C. Iyer, . 
Senior Divisional Signal & Telecommun•
cation Engineer. 



Date Place 

21-1-80 New D•lhi., 

21-1-80 New Delhi 

22-1-180 New Delhi 

23-1-80 New DeihL 

. . ~-1-80 New Delhi • 

5-2-80. Adra 

32-465RB/80 

234. 

Installations/Offices visited. 

Headquarters Office, Northern Railway. 

Headquarters Office, Northern Railway. 

Headquarters Office, Northern Railway. 

S •. ,No,., Persons intervi~wed. 

277. Shri Y. B. Sharma, 
Senior Divisional Mechanical Engineer 
(Diesel), -
Tughlakabad. 

278. Shri A. J. Gupta, . 
Senior Divisional Electrical Engineer. 

, · 279 .. Shri R. D. Malhotra; , . , 
Senior Divisional Personnel Officer . 

. 280. Shri Vijay Singh, 
Divisional Railway Manager. 

281. Shri Amar Nath, 
Divisional Safety Officer. 

282. Shri A. N. Mittal, . 
Senior Transportation Officer (Safety). 

283. Shri Dilraj Singh, 
Chief Mechanical Engineer. 

284. S: K. Gandotra, 
Chief Engineer. 

285. Shri S. M. Bammi, 
Chief Workshop Engineer. 

286. Shri Gauri Shanker, 
Chief Track Engineer. 

287. Shri M. L. Khullar, 
Chief Electrical Engineer. 

288. Shri S. M. Vaish, 
Chief Bridge Engineer. 

289. Shri L. C. Vaswani, 
Chief Signal & Telecommunication EngineeJ 

290. Shri M C. Khorwal, 
Chief Medical Officer. 

291. Shri R. S. Roy, 
Chief Security Officer. 

292. Shri B. R. Pawha, 
Chief Personnel Officer. 

293. Shri P. C. Gupta, 
Financial Advisor & Chief Accounts 
Officer. 

294. Shri J. P. Moorjani, 
Controller of Stores. 

295. Shri P· Bhalla, 
Senior Deputy General Manager. 

296. Shri C. S. Christian, · 
Chief Safety SuPerintendent. 

297. Shri R. K. Natesan, 
General Manager. 

298. Shri V. C. Paraqjape. 
Chairman, Wagon, 

India, Ltd. 
!99. Shri M. P. K. Menon, 

Chairman, Railway Service Commission, 
Madras. 

300. Shri K. S. Tilak, 
Chairman, Railway Service Commission 
Secunderabad. 

ifd1. Shri D. N; Duu Chowdhury, 
Deputy Commissioner of Railway Safety 
(Mechanical) Lucknow. 

302. Shri F. J. Correya. 
Deputy Commissioner of Railway Safety 
(Operating) Lucknow. 

303. Shri R. K. Jain, 
Directory (Vigilance) Railway Beard. 

Wagon repair shop Soutb Eastern Railway. 
I)ivisional Office South Eastern Railway. 304. Shri Ram Prasod. 

Driver, Grade 'B', 
Adra. 

305. Shri Sarafuddin Khan, 
Switchman, 
Ranchi. 
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Date Place· InstallationsjOtlices visited. S. No. Persons interviewed. 

306. Shri J. C. Sirkar 
Head Train Exanuner, 
Bhojudih. 

307. Shri A. G. Chatterjee, 
Permanent Way lllspector. Guce I 
Purulia. 

308. Shri B. Ghosh, 
Signal Inspector, 
Grade n Adra. 

309. Shri G. Rama Rao, 
Safety Counsellor (Operating), 
Adra. 

310:Shri S. B. Chakravarty, 
Loco Foreman, 
Adra. 

311. Shri A. C. Mukerjee, 
Station Master Class L 
Adra. 

312. Shri K. Natarajan, 
Divisional Signal & Telecommunication 
Engineer. 

313. Shri D. C. Sanyal, 
Senior Divisional Mechanical frtir<cr 
carriage & Wagon.) 

314. Shri D. P. Kunhi Krishnan, 
Senior Divisional Engineer. 

5-2-80 ~dra Divisional Office South Eastern Railway. 315. Shri O. P. LobO, 
· Divisional Safety Officer. 
316. Shri I. S. Sandhu, · 

!Divisional Superintende~t~ 

Adra Accident Relief Medical Van, SouthEastern 
5-2-80 Railway., 

6-2-80 Kharagpur Carriage & Wagon and Loco shops and 317. Shri S. Mukherjee, 
_System Technical School, South Eastern Principal, System , T<chicf) ~ctcol. 
Railway Divisional Office South Eastern 318. Shri S. C. Bera. 
Railway. Switchman 

Panchkura. 
319. Shri S. K. Sen, 

Block Maintainer, 
Grade I Kolaghat. 

320. Shri A. c. Jacob, 
Block Signallllspector, 
Kolaghat. 

321. Shri M. Govinda Rao, 
Fitter, • Kharagpur. 

322. Shri S. R. Khobragade, 
Chargeman, Grade A, 
Kharagpur. 

323. Sbri A. K. Chodhury, 
Shop Superintendent (Spring), 
Kharagpur. 

324. Sbri T. N. Mukhopadhyaya, . 
Shop Superintendent C"lC<I & F.cl:o 
Bearing), 
Kharagpur. 

325. Sbri J. M. Sinha, 
Neutral TrainExamineer I/< Wrt<n Her, 
Kharagpur. 

326. Shri A. B. Das, 
Production Engineer 

327. Sbri P. S. Srivastava, £ngirccr Deputy Chief Mecbfnical 
(Wagon). 

328. Shri N. Sarkar, 
Deputy Chief Mechanicd £rVJ:ccr 
carriage & Wagon.) 

6-2-80 Kharagpur Divisional Office, South Eastern Railway 329. Sbri A. K. Mukherjee, . £ngircer Additional Chief MecbanJcal 
(Workshops). 

330. Shri D. K. Chowdhury, 'C' 
Electric Driver, Grade ., 
Kharagpur. 

33-465RB/80 



,Date Place 

7-:Z.SO Kbaragpur 

8-2-80 Calcutta. 

Calcutta 

»SS Ollcutta 

Liluab 
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lllstallations}Ollices visited. s. No. persons iDtl:rYiewcd. 

l:!MU/Car Shed, Tikiapara, 

Headquarter& 0f1ice, South Eastern Railway 

331. Sbri S, K. Chatterjee, 
Guard, Grade 'B', 
Kbaragpur. 

332. Sbri J, K. Das Gupta, 
Station Superintendent, 
Kbaragpur. 

333. Sbri S. A. Padntanabba11, 
Divisional Electrical Ensineer, Electrica} 
Driver, Training Schcol, 
Tatauagar. 

334. Shri A. K. Das, 
Senior Divisional Operating Superin-
tendent. 

335. Sbri T. K. Singh, 
Senior Divisional Engineer. 

336. Shri A. D. Tejpal, 
Senior Divisional Electrical Ensin<er 
(Traction.) 

337. Sbri S. N. Parida, 
Motorman (EMU) 
Kbaragpur. 

338. Sbri N. L. Braganza, 
Senior Divisional Signal & Telecommuni
cations £nsineer. 

339. Shri H. K. Padhee, 
Divisional Safety Oflicer. 

340. Shri R. K. Dang, 
Divisional Railway Manager. 

341. Shri. G. Kumar, 
Divisional Electrical Ensincer EMU Car 
Shed, Tikiapara. 

342. Sbri P. K. Benerjee, 
Shop Superintendent (Rolling Stock), 
Tikiapara. 

343. Sbri K. C. Priyadarshee, 
Chie ;Electrical Enigneer, 

344. Sbn B. K. Srinivasan, 
Chief Ensineer. 

345. Shri R. C. Tandon, 
Chief Workshop Ensineer. 

346. Sltti K. J. M. Jacob, 
Chief Signal & TelecommUIIications 
Engineer'. 

347. Sbri P. K. Datta, 
Controller of Stores. 

348. Sbri E. C. King, 
Senior Deputy General Manager. 

349. Shri A. K. Roy Cbaudhuey: 
Financial Advisor and Chlef Account!> 
Officer. 

Ieadquarter$ Office, South Eastern Railway 350. Shri P. S. <llcwdhary, 
Chief Personnel Officer. 

Carriage and Wason Workshop, Eastern 
Railway,, 

Headqarters Office, Eastern Railway. 

351. Dr. A. L. Goswami, 
Cllief Mtdical OfJic:el'. 

352. Sbri S. M. Misra, 
Chief Security Oflic:el', 

353. Sbri N. Dutt, 
Chief Operating Superintendent. 

354. Shri M. G. Verma, 
Chief Mechanical £nsineer. 

355. :Sbri M. K. Verma, 
Chief Safety Superintendent. 

356. Sbri P. K. Bose, 
(Route Relay, Cabin Operator) Senior 
Cabin Assistant Station Master, 
Howrah, 
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----------~~----------------------------------------------------------Date ·Place · InstaUationfOllb:a .visited 

1!2-2-SO Calcutta Hoadquarters OJIIce, Eastern Railway. 

~- No. ; :Persons interviewed 

357. Shri Haribar llanerjee, 
Signal Inspectcr, 
U!Uah, 

358. Shri ll. llhattasali, 
Electtical Fitter Grade II, 
Uluah •. 

359. Shri Sujit Kumar Roy 
Guard Grade 'B', 
Howrah. 

360. Shri A. K. Chakravarthy, 
Chargeman, Grade 'A' Wagon .Kepatr 

Shop, 
Liluah. 

361. Shri Ashim Kumar Banerjee 
Shop Superintendent (Roller llearings)o 
Uluah. 

362. Shri H. ll. Das, 
Shop Superintendent (SPrings), 
Uluah. 

363. Shri P. Mukherjee, 
Assistant Neutral Control Officer, 
Howrab. 

364. Shri A. K. Das, 
Production Engineer, 
Uluah. 

365. Shri T. S. ll. Verma, 
Deputy Chief Mechanical Engineer (Work
shop), 
Uluan, 

366. Shri R. R. SinRb, 
Driver, Special Grade (Rajdhanl), 
Mughalsarai. 

367. Shri P. K. Minze, 
Driver, Special Grade (Eieetrlcal), 
Howrah. 

368. Shri V. N. Singh, 
Guard, Special Grade, 
Mugbalsarai. 

369. Shri H. R. llhattaebarjee, 
Motor man (EMU), 
Howrah, 

370. Shri N. Basak, 
Senior Divisional Engineer, 
Howrah. 

371. Shri M. K. MukherJee, 
Safety counsellor Traffic, 
Howrah, 

372. Shri R. M. Neogi, 
Senior Divisional Signal & Telecommuni
cation Engineer. 

373. Shri K. P. lliswas, 
Superintendent (Carriage & Wagnn) 
Tikiapara. 

374. Shri Lallan Prasad, 
Senior Divisional Electrical Engineer 
(Traction). 

375. Shri S. M. Chatterjee, 
Senior Welfare Inspector, 
Howrah. 

376. Shri G. P. Ambasta, 
Divisional Safety Offioer, 
Howrah. 

377. Shri S. K. GuPtO, 
Divisional Railway Manaaer, 
Howrah. 

378. Shri P. Varadaebari, 
Chief Electrical Engineer. 

379. Shri S. K. Mitra, 
Chief Mechanical Engineer. 

380. Shri V. S. Murti, 
Chief Engineer. 



Date Place 

13-2-80 Calcutta. 

Ajmer 

25-2-80 Ajmer 

25-2-80 Ajmer 

26-2-80 Ajmer 
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InstaUationsfOflicers visited. 

• Headquarrers Office Eastern Railway. 

Carriage and WagOn Workshops. Wesrern 
Railway. ,.,_ 

. Carriage & WagOn Workshops Western 
· Railway. 

. uivisional Ofli<:e Wesrern Railway 

Divisional Office, Wesrern Railway. 

S. No. Persons inteiViewod. 

381. Shri A. K. Srivastava, 
Chief Workshop Engineer. 

382. Shri K. Subramaniam, 
Chief Signal and Telecommunication 
Engineer. 

383. Shri A. B. Banerjee, 
Controller of Stores. 

384. Dr. J. M. Ghosh, 
Chief Medical Officer,. 

385. Shri A. Sen, 
Chief Personnel Officer 

386. Shri M. L. Gupta, 
Chief Operating Superintendent; 

387. Shri SatyaPal, 
Deputy Chief Vigilance Officer (Engineer
ing. 

388. Shri H. K. Bandopadhyaya. 
Chief Savety Superintendent. 

389. Shri Prabbinder Singb, 
General Manager 

390. Shri G. S. Banerjee, 
Secretary, Home (Transport) Department~ 
Government of West Bengal, 

391, Shri Sukumar Sen, 
Deputy Secretary Heme (Transport) 
Department, Government of West Ben gar 

392. Shri A. K. Das Gupta, . 
Engineer in chief and Ex-officio Secretary. 
Public · Works Department Government< 
of west Bengal. 

393. Shri A. N. Datta, 
Deputy InspectOr General of Police 
(Railways) Government of West Bengal •. 

394. Shri Sukhdev Prasad, 
Fitter Grade ll (Shop ,FJoor). 

395. Shri N. K. Sharma, 
Chargeman (Shop Floor). 

396. Shri B S. Kalra, 
Assistant Shop Superintendent (Shop 
Floor). 

397. Shri J. M. Patney. 
· Asstt. Shop Superit:t<IC<It (VIh<l rul 

Roller Bearings) . 
398, Shri B. S. Kulgod. 

Shop Superintendent (Wagon Shcp), 
399. Shri J. D. Sharma, 

Smith Shop Superintendent. 
400. Shri J. l.ancelot, 

Netural Train ExamiDer. 
401. Shri Abdul Wabid, 

Deputy Chief Mechanical Engineep 
(Workshop). 

402. Shri J. L. Sethi, 
Guard Grade •c• 
Abu Road 

403, Shri K. Chandu I.al, 
Driver Grade 'A'. 

404. Shri R. P. Bhatnagar, 
Signal Inspector 

405. Shri A. E. Peters, 
Divisicnal Trans~ortaticn Jn,l'ectcr. 

406. Shri K. N. Gosai, 
Station Superintendent, 
Ajmer. 

407. Shri S. N. Singla, 
Senior Divisicnal Engjneer, 
Ajmer. 

408. Shri N. L. Tewari, 
Divisional Meehan leo I IDgiJ:eu (Cur;·, • 
& Wagon) '• 
Ajmer. 
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Date Place Installations/Offices visited 

27-2-80 Udaipur Zonal Training School 

28-4-80 Vadoclara Railway Staff College. 

28-2-80 Vadodara. Railway Staff College 

Vadodara. 

S. No. Persons interviewed. 

409. Sbri J. P. Pradhan, 
Divisional Signal and Telecommuni-
cations ERsineer, 
Ajmer. 

410. Shri P. R. libarma, 
Divisional Safoty Officer, 
Ajmer. 

411. Shri R.. D. Kitson, 
Divisional Railway Manager, 
Ajmer. 

412. Shri M. C. Meena. 
Principal. 

413. Shri C. Sbaran Singh, 
Instructor, (Transportation), 
Udaipur, 

414. Sbri S. P, Bhasin, 
Assistant Station Master, 
UdaiPur City. 

415. Sbri G. G. Mabeswari, 
Station Master, 
RanaPratapnagar. 

416. Shri R. M. Jambbolkar, 
AssistaBt Engineer (Opea Line), 
DUNGARPUR. 

417. Shri S. Suryanarayanan, 
Professor, Civil Engineering. 

418. Sbri R. K Grover, 
ProCessor, Transportation. 

419. Sbri M. K. Kaui, 
Professor, Signal. 

420. Sbri G. S. Loemba, 
Professor Mechanical Eagineering. 

421. Shri B. Ragbu Ram, 
Vice Principal. 

422. Sbri Mela Lakba, 
Switebman, Vadodara, Western Railway. 

423. Shri Ved Kumar Gbai, 
Guard Grade •c•, 
Vadodara, 
Weslerll Railway. 

424. Sbri A. G. Mansuri, 
Driver Grade 'B', 
Dbaboi, 
Western Railway. 

425. Shri K. P. Talati. 
Electric inter Grade I 
Uttar Sanda, Western Railway. 

426. Sbri s. Y. Nitnaware, 
Head Train Examiner, 
Ahmedabad, Western Railway. 

427. Shri Indcrjeet Singh, 
Signal Inspector, Grade n, 
Vadodara, Western Railway. 

428 Sbri Rasiklal J. Thakkar, 
• Safety Counsellor (Traffic) Western Railway 

Vadodara. 
429. Shri Jnderjeet Singh, 

Flora, Station Superintendent 
Vadodara, Western Railway. 

430. Shri Arya Mitra, . 
Senior Divisional Operating Supennte
dent Vadodara, Western Railway. 

431. Sbri D. N. Mebra, 
Senior Divisional Personnel Ol!lcer, · 
Western Railway. 

432. Sbri M. S. Ekbbote, 
Senior Divisional Engineer, Western 
Railway. 

433. Sbri R. Mehrotra, . . 
Divisional Meebanical Engtneer (Carnage 
& Wason) Western Railway. 



Date Place 

10..3-80 Varanasi 

11-3-80 Varanasi 

12-3-80 

13-3-80 Gorakhpur 
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InstaUationsJOfficers visited S. No. Persons interviewed. 

. Diesel Locomotive Works. 

Wagon Maintenance Depot Manduadih 
Transhipment She~, NorthEastern Rail
way. 

Divisional office, North Eastern Railway 

-do-

Loco Carriage and Wagon Workshops 
North Eastern Railway. 

Headquarters Office North Eastern 
Railway. 

434. Shri Rajendra Kumar, 
Senior Divisional Signal and Teleccm
munication Engineer. 

435. Shri G. V. Raghavan, . 
Divisional Safety Officer, Western Ra1lway 

436. Shri K. A. Khan, 
Divisional Railway Manager, Weste1n 
Railway, 
Vadodara. 

437. Shri K. B. Kapur, 
Chief Mechanical Engineer, 

438. Shri V. K. Raina. 
Chief Inspecting Officer. 

439. Shri N. Viswana1han. 
Controller of Stores, 

440. Shri K. P. Jayaram, 
General Manager. 

441. Shri Ram Nandan Prasad, 
Supervisor Transhirmcnt M~ndu~dih. 

442. Shri L. P. Viswakarma. 
Assistant Station Master, 
Aunihar. 

443. Shri Bishnu Dev Rai, 
Chief Train Examiner. 
Manduadih. 

444. Shri Chedi Prasad Pandey, 
Allied, Fitter, Carriage Derct 
Varanasi. 

445. Shri Sudama Pandey, 
Head Train Exanainer 
Varanasi. 

446. Shri L. L. Gupta Driver, 
Grade 'A' 
Chupra Kanhori. 

447. Shri Sukarullah, 
Cabinman, Sadat. 

448. Shri R. S. Sharma 
Safety Counsellor (C & W ) 
Varanasi. 

449. Shri Shiv Nath 
Gangmate, 
Kammudhin pur. 

450. Shri Opendra Sharma, 
Gateman, 
Varanasi. 

451. Shri J. B. Bhartaria. 
Permanent Way Inspector, 
Varanasi. 

452. Shri M. N. Roy, 
Divisional Engineer. 

453. Shri J. R. Oberai, 
Divisional Electrical Engineer, 

454. Shri A. P. Mukher,jee 
Div!sional Signal & 'Telecommunication 
Engmeer. 

455· Shri P. C. Maulik, 
Divisional Mechanlcal Engineer (Carriage 
and Wagon.) 

456. Shri M. S. Akhtar, 
Divisional Safety Officer. 

457. Shri Kranti Kumar 
Divisional Railway 'Manager. 

458. Shri Sheo Pujan Sharma 
Fitter, ' 
GorakhPur. 



Date Place 

14-3-80 Gorakhpur 

24-3-80 Tondiarpet 

Madras . 
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Installations/Offices visited. S· No. Persons interviewed. 

459. Shri S. K. Abrol, 
Chargeman, 
GorakhPur. 

460. Shri C. D. Jha, 
Neutral Train Examiner Workshops 
(Carriage & Wagon), 
Gorakhpur. 

461. Shri G. P. Handa, 
Deputy Chief Mechanical Engineer 
WorkshoPs), 

462. Shri H. C. S. Jagati, 
Chief Mechanical Engineer. 

463. Shri D. N. Singh, 
Chief Engineer. 

464. Shri P. L. Rawal, 
Chief Workshops Engineer 

465. Shri Ajit Rosha, · 
Chief Operating Superintendent. 

466. Shri C. P. Gupta, 
Chief Electrical Engineer. 

467. Shri N. P. Vithal, 
Chief Bridge Engineer. 

Centralised Traffic Control Room, Gorakh· 
pur, North Eastern Railway. 

Headquarters Office North Eastern Railway 468. Shri M. G. Israni, 
Chief Signal & Telecommunication 

Wagon Repair Depot Sick lines, Marshall
ing Yard, Area Control Office, Hump 
Yard, and Guards Running Room 
Southern Railway. 

Divisional Office Southern Railway. 

Engineer. 
469. Shri Shyamji Sehgal, 

Controller of stores, 
470. Dr. B. D. Harbola, 

Chief Medical Officer. 
471. Shri T. V. Madhav, 

Chief Personnel Officer, 
472. Shri Satya Pal Sharma, 

Chief Security Officer, 
473. Shri U. A. Kamath, 

Senior Deputy General Manager. 
474. Shri V. K. Chaube, 

Chief Safety Superintendent. 
475. Shri Laljee Singh, 

General Manager. 

476. Shri T. M. Ramaswamy. 
Chief Train Examiner. 
Tondiarpet. 

477. Shri K. R. Thirupathi, 
Head Neutral Train Examiner, 
TondiarPet. 
Marshalling Yard. 

478. Shri T. A. Jayaraj, 
Higbly skilled carriage and Wagon, 
Fitter , Grade I, 
Egmore. 

479. Shri K. Rangaswamy, 
Chief Yard Master, 
Tondiarpet Marshalling Yard. 

480. Shri A. C. Govindaswamy. 
Shunting Jamadar, Salt Cotaurs. 

481. Shri T. M. Rathim Raj, 
Diesel Shunter Tondiarpet Marshalling 
Yard. 

482. Shri V. Bhaskaran, 
Caiiiage & Wagon 
Superintendent 
Egmore. 

483. Shri V. Nangabhushanam, 
Cabin Assistant Station Master, 
Egmore. 



Date Place 

25-3-80 Madras 

25-3-80 Madras 

2&-3-80 Madras 

26-3-80 ~adras 

27-3-80 Perambur 
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InstallationsfOIIicc visited. 

Washing & Pit Unes carriage maintenance 
depot, Southern Railway. 

Divisional Office Southern Railway. 

Divisional Oflice Southern Railway. 

Divisional Office Southern R~ilw!lly 

Integral Coach Factory 

S. No. Persons interviewed. 

484. Sbri Chclliah Pilley, . 
Electrical Signal Maintamer, 
Punneru. 

485. Shri A. M. VanderPutt, 
Safety Counsellor (Mechanical), 
Madras. 

486. Shri M. C. Narayanan 
Motorman. 
Tambaram, 

487· Shri T. Kodandaraman 
Guard 'B' (EMU) 
Tambaram. 

488. Sbri N. Venkataraman. 
Chief Train Examiner. 
Madras Central. 

489. Shri T. K. Niranjanan 
Carriage & Wagon SuPerintendent, 
Madras Central. 

490. Shri K. Deenadayalu, 
Permanent Way InsPector 
Ambur. 

491. Sbri K. Balakrishnan 
Signal InsPector, 
Tambaram. 

492. Shri C. Xavier, 
!.everman. 
ChenglePet. 

493. Sbri W. Doyle 
Diesel Driver Grade 'A' , 
TondiarPet. 

494. Sbri T. J. Gaughan, 
Guard, SPecial Graae, 
Madras Central. 

495. Shri D. S. Mani, 
· Diesel Driver, Grade 'B' 

Tandi"rPet. 
496. Sbri E. S. Dharma Raj, 

Guard Grade B, 
Tambaram. 

497. Shri R. Krishnan Raju. 
Safety Counsellor (Traflic), 
Madras Central. 

498. Shri T. A. A. Rahim, 
Senior Divisional Electrical Engineer 
(Rolling Stock). 

499. Shri V. Krishna Murthy, 
Senior Divisional Engineer. 

500. Sbri M. H. Balakrishnan, 
Senior Divisional ~ecbanicaJ Engineer 
(Carriage & Wagon), 

SOl. Shn T. V. S. Sundaram, 
Senior Divisional Signa! and Telecommuni
cation Engineer, 
Madras. 

502. Sbri A. S. Krishna Murthy, 
Senior Divisional OPerating SuPerinten
dent, Madras. 

503. Shri S. K. Shanmuga, 
Sundaram, 
Divisional Safety Officer, 
Madras. 

504. Shri M. N. Prasad, 
Divisional Railway ~anager, 
Madras. 

SOS. Shri R. K. Rau, 
Chief Mechanical Engineer. 

506. Shri K. S. Samba, Murthy 
Chief Electrical Engineer. ' 



Date Place 

28-3-80 Madras 

29-3-80 Madras 

14-4-80 New Delhi. 

15-4-80 New Delhi. 

6-4-80 New Delhi. 
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Installation/Oflices Visited. S. No. Persons i";~;.d.------ --

Headquarters Office Southern Railway 

Headquarters Office SouthcrR Railway. . 

507. Shri N. Venkata Subramanian. 
Controller of Stores (Lookina after as 
General Manager). 

508. Shri. K. G. Belliappa, 
Chtef Mechanical Engineer. 

50~. Sbri M. V. S. Murthy, 
Chief Electrical Engineer. 

510. Shri R. K. Tbyagarajan 
Chief Workshop Engi~eer. 

511. Shri K. Ramaswami, Chief Track Engineer. 
512. Shri S. Panchapakesen 

Chief Signal and Telecommunication 
Engineer. 

5!3. Sbri K. A. Jacob. 
Additional General Manager (Technical 
Services) 

5!4. Sbri A. V. Sugawancswara , 
Controller of Stores 

5!5. Sh!i A. V. Subramaniam, 
Chief Personnel Officer. 

516. Dr. S. Singh Chief M,edical Officer 
517. Shri P. Dorai, 

Chief Security Offioer. 
5!8. Shri S. G. Raman, 

Additional General Manager (Operation) 
519. Shri R. Narasimhan, 

Financial Adviser and Chief Accounts 
Officer. 

520. Shri B. Madhavan 
Senior Deputy General Manager. 

521. Sbri S. K. Nair, 
Chief Safety Superintendent. 

522. Shri T. M. Thomas 
General Manager. 

523. Dr. Krishna moorthy Srinivas, 
Consultant, MediCal Services. 

524. Sh!i K J. M. Shetty, 
Transport Secretary, Government of 
Tamil Nadu, Madras. 

525. Shri K. S. LokavinaYalaiD, 
Chief Engineer, Highways and Rural 
Works. Government of Tamil Nadu 
Madras. 

526. Shri K. Ganapati, 
Commissioner of Railway Safety, Eastern 
and South Eastern Circles. 

527. Shri A. K. Chakravarti, 
Director ( Safety •& .Coachina), 'Railway 
Board. 

528. Sbri R. P. Singh, . . 
Director, Traffic Transportation Ralloway 
Board. 

529. Shri K. SubramaDYam, . . 
Director (Signal and Telecommurucation), 
Railway Board. 

530. Sh!i M C. Mi.sra, . 
Director (Sccunty), Railway Board. 

531. Shri H. D. Bhall.a, . . Railw 
Director, Mecbarucal EDIIDcenng, &f 
Board 

532. Shri T. N. Ramachanc!ran •. 
Director, Civil En!Pncenns. Railway 
Board. 

533. Shri K. M. Purotpt 1,Rep~ntati~es of 
534. Sbri' J, P. Cbaubc J;>JJ Indta Ralll!ay 
535. Shri A. V. K. Men's Fedoratton 

ChaitanYa 
536. Sbri B. S. Son • 
537. Sh!i Jai Narain Singh. 
538. Shri T. N. Bajpai 
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Date Place Io~tallations/Offic:eS viSited. 

17-4-80 New Delhi. 

.... 18+80 

22-4-80 New Delhi._ 

S. No. Persons interviewed. 

539. Shri ~- S. N. Murthy. 
540. Shri Muni La!. 
541. Shri I. H. Khan. 
542. Sbri Sujit Roy 
543. Shri V. B. Mabadeshwar. 
544. Shri J. D. Kulkarni 
545. Shri M. R. Saini. 
546. Shri Janardhan • 
. 547. Shri N. A. Mathews 
548. Shri A. Khan. 
549. Shri J. C. Chakravo!ty. 
550. Shri A. Johri. }Representatives of . 
551. Shri Shanti Narain Federation of Rail-
552. Shri J. C. Singbla. way officers Asso-
553. Shri B. S. Agarwal.. ciation. 
554. Shri A. J. Kumar. . 
555. Shri K. C. Tandon 
556. Shri D. J, De, Adviser, 

Industrial Relations, RailwaY Board. 
551. Shri S. T. Udeshi, 

Advisor, Electrical Engineering, Railway 
Board. 

558._ Shri A. A. RegoJ 
· Commissioner or Railway Safety, 

Central and Northern Orcles, 
Bombay. 

559. Shri T. V. Anandan Representatives of 
560. Shri S. M. Shukla 1 of National Feder.· · 
561. Shri J. N. Chaki }tion of Indian Ra• 
562. Shri Guman Singh J Railway men. 
563. Shri J. G. Muhurkar. 
564. Shri M. V. Talteja. 
565. Shri Ratuji La! Sharma 
566. Shri H. P. Dwivedi 
561. Shri B. B. L. Lewer 
568. Shri R. K. Chabra 
569. Shri C. M. Chopra 
570. Shri A. I. Kaushal 

. 571. Shri K. L. Nagpal. 
512. Shri J. N. Dogra, 
573. Sbri 0. P. Khanna 
574. Shri T. Ramaswamy. 
575. Shri B. N. Tewari. 
576. Shri J. S. Chauhan 
577. Shri M. Menezes, 

Chairman, Railway Board, 
New Delhi. 

578. Shri P. N. Jain, 

Financial Commissioner for Railways, 
Railway Board, 
New Delhi. 

579. Shri K. S. Ramaswamy, 
Member, Mechanical, Railway ·Board, 
New Delhi. 

580. Shri Krishna Chandra, 
Member Engineering, Railway Board, 
New Delhi. 

58!. Sbri S. N. Sachdey, . 
Member Traffic, Railway Board,
New Delhi. 

582. Shri P. N. M. Moorthy, 
Chief Commissioner of Railway Safety, 
Lucknow. 

583. Sbri B. Mohanty, 
Director General, Research Designs and 
Standards Organisation, 
Lucknow. 



APPENDIX III 

LIST OF SECRETARIAT STAFF 

Sbri J. C. Ahuja, Section Officer 
Shrl Kundan Lal, Special Assistant to Chairman 

S/Shri 

S. P. Sethi. 
Late B. K. Khanna 
H. L. Sharma . 
A. C. Kapoor 
S. N. N. Mittal 
Jaspal Vir Singh 
"Prahlad Singh 

·S/Shri l 
S. M. Choudhury j 
D. V. Ramesam 
K. K. Handa 
0. P. Vasudeva 

Assistants 

S/Shri 
Mohd. Ashraf 
Mukand Lal 
M . C. Jha 
R.K. Arora 
Pritam Singh 
Sbyam Singh U 

Inspectors 

S/Shri 
P. N . . Arora 
S. K . Sharma 

J. N. Murty 
J. K. Marwaha 

1 
J 

Stenographer~Grade 'D' 
U. D . C. 
L. D. C. 
L. D. C. 
Daftry 
Peon 

Personnel Assistants 



APPENDIX 111 

LIST OF SECRETARIAT STAFF 

Shri J. C. Ahuja, Section Ollicer 
Sbri Kundan Lal, Special Assistant to Chairman 

S/Shri 

S. P. Sethi. 
Late B. K. Khanna 
H. L. Sharma . 
A. C. Kapoor 
S. N. N. Mittal 
Jaspal Vir Singh 
·Prablad Singh 

S/Shri } S. M. Choudhury 
D. V. Ramesam 
K. K. Handa 
0. P. Vasudeva 

Assistants 

S/Sbri 
Mohd. Ashraf 
Mukand Lal 
M. C. Jha 
R.K. Arora 
Pritam Singh 
Shvam Singh U 

Inspectors 

S/Shri 
P. N •. Arora 
S. K. Sharma 

J. N. Murty 
J. K. Marwaha 

Stenographe(Grade 'D' 
U. D. C. 
L. D. C. 
L. D. C. 
Daftry 
Peon 

Personnel Assistants 


