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‘North Eastern Railway
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Page 7:-
(i) line 2, for ¢in proving’ read ‘improving".

(it) line 9, for sRailway* read *Rail ways’,
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Page 24, line 27, column 2, for <35 read *33°.
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Page 114, line 3 from below, for ‘same’ read
‘some’.

Page 129, last column -
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Page 132 line g from below, for ‘coald’ read
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Page 134 -
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(iii) line 2 from below, for ‘Broad Gange and
Metre (Gaoge* read ‘Broad Cange g
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Page 136, line 2 from below, for ‘committee:
read ‘a committee’.

Page 130, line 5 from below, for ‘claim* read
‘claims’.

Page |41, line 11. &or ‘over difficoliy* read
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(i) for ‘their read+the’;
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Page 145, line 15 from below, for ‘of it* read
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INTRODUCTION

I, the Chairman, Estimates Committee, having been
authcrised by the Committee to submit the Report on
their behalf, present this Sixty-Fifth Report on the Min-
istry of Railways—North Eastern Railway.

2. The Committee took evidence of the representatives
of the Ministry of Railways on the 21st, 23rd and 24th
November, 1964. The Committee wish to express their
thanks to the Chairman, Railway Board, the Financial
Commissioner, Railways, Member (Transportation),
Member (Mechanical and Engineering), Member (Staff),
Additional Member (Finance), Additional Member (Com-
mercial) and other officers of the Railway Bcard, and the
General Manager, North Eastern Railway, for placing be-
fore them the material and information they wanted in
connection with the examination of the estimates.

3. They also wish to express their thanks to the repre-
sentatives of the Indian Sugar Mills' Association, Calcutta,
Bihar Transport Users' Association Patna, Upper India
Chamber of Commerce, Kanpur, and the Bihar Chamber
of Commerce, Patna. for giving evidence and making valu-
able suggestions to the Committee.

4. The Report was considered and adopted by the Com-
mittee on the 13th February. 1965.

5. A statement showing an analysis of the recommenda-
tions contained in this Report is also appended to the Re-
port (Appendix VI).

ARUN CHANDRA GUHA,
Chairman,
Estimates Committee.
New DELHI-1;
February 18, 1965/Magha. 29, 1886 (Saka).

(ix)



CHAPTER 1

INTRODUCTORY

The old Northeastern Railway was formed on the 14th
April, 1952, by regrouping into a unified system two entire
Railway systems—the Oudh Tirhut Railway (1.000 Metre
Gauge) and the Assam Railway (including the Cooch
Behar State Railway) and the Katakhal Lala Bazar and
Chaparmukh-Silghat Railway worked by the Assam Rail-
way (1.000 Metre Gauge and 0.610 Metre Gauge)—and the
Fatehgarh District [i.e. Kanpur-Anwarganj to Achnera (ex-
cluded) ] of the Bombay Baroda and Central India Railway
(1.000 Metre Gauge).

The Oudh Tirhut Railway, the largest of the constitu-
ent units of the old Northeastern Railway, came into exist-
ence on the 1st January, 1942 when the lines owned by the
late Bengal and North Western Railway, and Rohilkund
and Kumaon Railway Companies were acquired by the
State and, together with the Tirhut Railway and Mashrak-
Thawe Extension (formerly managed by the Bengal and
North Western Railway Company on behalf of the State),
and Lucknow Bareilly Railway (formerly managed by the
Rohilkund and Kumaon Railway Company on behalf of
the State), were amalgamated as one State Railway system
under the name of Oudh and Tirhut Railway later changed
to Oudh Tirhut Railway.

The Assam Railway had come into existence on the 15th
Au%ust, 1947, on the partitioning of the Bengal Assam
Railway when the portions of this system falling within
the Indian territory were reorganised into the Assam Rail-
way, with the exception of the Sealdah Division and the
Katihar District which were transferred to the Eastern
Railway and the Oudh Tirhut Railway respectively.

The Fatehgarh District, a smalls section of the Old Bom-
bay, Baroda and Central India Railway was constructed
between the years 1875 and 1884. It was temporarily re-
tained in the Western Railway, but being contiguous with
the Oudh Tirhut Railway was ultimately amalgamated with
the Northeastern Railway on its formation in the year 1952.

2. The existing North Eastern Railway was formed as

a se%arate zone with effect from the 15th January, 1958, on E
the

ifurcation of the old North-eastern Railway into two

Brief History

of the old
ortheastern

Railway.

New North
astern
Railway.
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zones, .viz. the North Eastern and the Northeast Frontier.
It is made up of the following lines:

Open Line Kilometres

() Bengal and North  Western Zone—Mashrak-Thawe Ex-

tension and Tirhut Section . . 3,5§57°02
e
(#) Rohitkund and Kumaon Section . . . . . 917-22
(iii) Fatehgarh—Kanpur—Achnera Section of the ex-Bombay
Baroda: and Central India Railway . . . 404- 89
(fv) Purnea-Murliganj and Banmankhi-Behari Ganj Section
of ex-Assam Railway . . . . . 82-48

ToTaL . 4,961:61

The North Eastern Railway, whith its headquarters at
Gorakhpur, serves as the main artery of the trans-Gan-
getic region of Uttar Pradesh and Bihar. It serves the
needs of over 40 million people in Uttar Pradesh and Bihar,
besides being an important rail link for Assam and Nor-
thern districts of West Bengal.

The area traversed by this Railway is undergoing a
rapid process of industrialisation and economic regenera-
tion as a consequence of the various developmental schemes
undertaken during the successive Five Year Plans. The
contribution of this Railway to this process of development
in providing transport for the raw materials, machinery,
equipment and finished products is of special significance
since the road transport in this area still remains compara-
tively under-developed.

The Railway has at present a total route Kilometrage
of 4961:61, comprising 52;:47 Kilometres of Broad Gauge
and 4909-14 Kilometres of Metre Gauge.

The Committee would like the Railway Board to exa-
mine whether it can be economical to maintain Broad Gauge
establishments and rolling stock, etc. for only 52:47 Kilo-
metres.

3. The effect of bifurcation of old Northeastern Rail-
way, which extended from Mathura in the West to Ledo
in the extreme East—spreading over a distance of over
3,200 Kilometres—on the operational efficiency of the
Northeast Frontier Railway and the North Eastern Rail-
way was discussed by the Estimates Committee (1963-64)
in their Forty-third Report on the Northeast Frontier Rail-
way, presented to the Lok Sabha in February, 1964.

The latest information communicated by the Ministry
of Railways regarding improvement effected in the opera-
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tions on the North Eastern Railway, as a result of bifurca-
tion, is indicated in the following statistical tables:

A. Wagon Kilometres per wagon day

Year
1957-58 (Pre-bifurcation) . . . 336
1958-59 . . . . . 256
1959-60 . . . . . 32:7
1960-61 . . - . . 348
1961-62 . . . . . 40-1
1962-63 . . . . . 42-6
1963-64 . . . . . 47°3

B. Engine Kilometres per day per engine in use—Passenger
and Goods Services

Year Passenger Goods
1957-58 (Pre-bifurcation) . . . 178 99
1958-59 . . . . . 175 80
19§9-60 . . . . . 182 92
1960-61 . . . . . 208 101
1961-62 . . . . . 229 113
1962-63 . . . . . 230 -
1963-64 . . . . . 231 118

C. Punctuality of Passenger Trains

Year
1957-58 (Pre-bifurcation) . . . 72-5§
1958-59 . . . . . 783
1959-60 . . . . . 84-9
1960-61 . . . . . 84-8
1961-62 . . . . . 834
1962-63 . . . . . 86-0

1963-64 e 86 5
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D. Rolling Stock Utilisation

Year Net tonne Net tonne
kilometres Kilometres
per wagon per goods

day train hour
1957-58 (Pre-bifurcation) . . . 253 3798
1958-59 . . . . . 185 2732
1959-60 . . . . . 252 3165
1960-61 . . . . . 253 3507
1961-62 . . . . . 296 3886
1962-63 . . . . . 332¢ 4405*
1963-64 . . . . . 372 4623

The following overall operating-cum-efficiency indices
arrived at by taking the average of 15 well recugnised
indices of performance, including those discussed above,
also show a substantial improvement on both the Railways
since bifurcation:

Year North  Northeast

Eastern Frontier
1957-58 (Pre-bifurcation) . . . 100-0 100-0
1958-59 . . . . . 910 100°0
1959-60 . . . . . 977 1036
1960-61 . . . . . 101-2 1042
1961-62 . . . . . 103§ 106-7
1962-63 . . . . . 108-0 1081
1963-64 . . . . . 113-6 112-7

The Committee note that while the operating-cum-effi-
ciency indexr of the North Eastern Railway had ideclined
in 1958-59 immediately following the bifurcation, there has
been sustained improvement since then. The Committee
are glad particularly to note that the improvement in over-
all operating-cum-efficiency index in 1963-64 has been of
the order of 5 6 per cent. They hope that this rate of
improvement would be maintained till the Railway is able
not only to meet all its working expenses but also to pay
its share of contribution to the General Revenues.

Losses IN WORKING

4. The North Eastern Railway is one of the Railways
which has a higher ratio of expenses to earnings, the other
two being the Northeast Frontier Railway and the Southern
Railway. The financial results of working of this Railway
since bifurcation are indicated in the table below:

* Revised figures furnished by the Ministry of Railways in supersession
of the information given at p. 3 of the Forty-third chort“of the Estimates
Committee on Northeast Frontier Railway.
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The Committee note that the total working expenses
continued to exceed the gross traffic receipts tiil 1961-62
ana that only in one year (1963-64) the net Railway reve-
nue registered a positive figure of ' 96 crores.

5. It has been stated that a significant feature of this
Railway is the expenditure on the maintenance and opera-
tion of the large transhipment points at Garhara and
Manduadih, for which the Railway does not get the propor-
tionate share of earnings, under the present basis of appor-
tionment of through traffic. Though similar factors affect
all the Railways, the financial effect of the special features
adversely affecting the financial results of the North Eastern
Railway is as much as Rs. 1 Crcre.

6. It has been stated that through sustained efforts, this
Railway’s net revenue position (before making payments
of its share of charge to General Revenues) progressively
improved and reached a near solvent position in 1962-63
and has improved further in 1963-64. Some unavoidable
set-back, however, is expected in 1964-65 due to additional
commitments.*

7. The total working expenses (including appropriation
to Depreciation Reserve Fund) rose by Rs. 1:61 crores from
Rs. 2620 crores in 1962-63 to Rs. 27-81 crores in 1963-64,
representing an increase of 6°14 per cent. During the same
period, the apportioned gross earnings rose from Rs. 27:25
crores to Rs. 29-73 crores, an increase of 9:10 per cent.

The increase under working expenses has been stated
to be specificallv due to—

(i) Additional expenditure on staff due to the en-
hancement of the rates of dearness allowance and
annual increments (43 lakhs),

(ii) Additional expenditure on fuel mainly under
‘Freight Charges’ and partly due to enhancement
of the prices of coal (36 lakhs),

(iii) Additional Expenditure on repairs and mainte-
nance (32 lakhs); and

(iv) increase under Appropriation to Depreciation
Reserve Fund, representing the North Eastern
Raijlway’s share of the overall increase in con-
tribution to the Depreciation Reserve Fund for
all Indian Government Railways from ' Rs. 67
crores in 1962-63 to Rs. 80 crores in 1963-64, in
conformity with the recommendations of the
Railway Convention Committee, 1960 (-33
crores)

. *The additional commitments referred to cover such items as addi-
tional staff required for coping with increased traffic, additional requirements
of funds for paying dearness allowance at enhanced rates, annual increments to
staff, higher cost of fuel, increased dividend on fresh capital, etc.
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8. It is claimed that the North Eastern Railway has peen
making sustained efforts towards in proving its operational
efficiency with a view to handling satisfactorily the increase
in traffic offering. Without any increase in the wagon-
holding of the Railway during 1963-64, the total tonnage
loaded and the net tonne kilometres recorded an increase
of 2 83 per cent. and 5- 90 per cent. respectively as compared
to 1962-63.

The Committee note that the Railway which generally
show a higher ratio of expenses to earnings are either
wholly or substantially Metre Gauge Railways. These
have inherently less economic characteristic of working as
compared to Broad Gauge Railways. Passenger traffic also
generally preponderates on these zonal railways and pas-
senger traffic contributes less to earnings than freight traftic.

The Committee also note that the operating ratio, indi-
cating the percentage of total working expenses to yross
earnings, which stood at 142-6 in 1959-60 has been progres-
sively brought down to 93-87 in 1963-64. They are, how-
ever, concerned to note that the operating ratio is expected
to rise to 99-4 in 1964-65.

The Commitiee would iike to draw attention to the study
made in 1961 by the Efficiency Bureau of the ordinary work-
ing expenses of the North Eastern Railway and suggest thut
sustained efforts should be made to control the exrpenditure

so as to appreciably reduce the losses and arrest the rise
in operating rutio.

The Committee also mote that the last study was made
by the Efficiency Bureau nearly four years ago. They
would suggest that a fresh study may be made by the
Efficiency Bureau so that effective action can be taken to
improve efficiency and effect economy.

TThe Committee feel that effective measures should be
taken to reduce expenditure by economising in staff, effect-
ing reduction in cost of standard repairs to locomotives and
carr:ages.” cutting down losses in running ferry services™™
etc. and by positive measures designed to attract more
traffic particularly for sugarcane*** sugar and jute. @
They also feel that there is scope for improving the utilisa-
tion of engines, @ increasing the speed of goods trains, £
reducing detention to wngons in marshalling/transhipment
yards £ £ etc. thereby improving efficiency and effecting
economy n operations.

* Sce paras 104 & I11.
*¢ Sce pars II.
**% See Para 34.
@ Sce para 43.
@@ S:: para 24.
£ See pam 25.
L£ See paras §8 and 66.
2080 (Ai) LS—2.
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FERRY SERVICES

9. One of the contributory factors for losses on the
North Eastern Railway is the gap between the expenditure
and revenue accruing from running the ferry services on
this Railway. The table below indicates the total earn-
ings, ordinary working expenses and net losses incurred
by the North Eastern Railway in running the ferry ser-
vices during the last six years.

(Figures in lakhs of Rupees.)

Ordinary

Year Total working Net

earnings schemes  losses

1958-59 . . . 2558 6454 56-95
1959-60 . . . 10:36 §5-5§2 6369
1960-61 . . . 8-65 £2-36 6192
1961-62 . . . 1067 4423 3408
1962-63 . . . 7-64 3870 46-90
1963-64 . . . 583 46°00 5393

*QOther elements of expenditure such as Appropriation to Depreciation.

Reserve Fund, Dividend payable to General Revenues cte. have been 1aken into
account In arriving at the net loss.,

With the closing of the ferry service at Mokameh on
the opening of the Rajendra Pul in May, 1959, there are
two ferry services still working on the North Eastern Rail-
way, namely the Bhagalpur (Barari Ghat-Mahadeopur
Ghat) service and the Patna (Mahendru Ghat-Paleza Ghat)
service. The losses on their working have been attributed
to the higher cost of operation of the ferry services as com-
pared to the rail services on account of a number of special
features including the unavoidable expenditure on the shift-
ing of shore connections at ghats to accord with the
vagories of the river.

10. The Efficiency Bureau of the Railway Board, in their
study in 1961 on the ordinary working expenses of the
North Eastern Railway, had recommended that the
‘rationale of maintaining so many of these services in the
context of present day conditions needs thorough examina-
tion’. The Efficiency Bureau had also pointed out that
“there is scope for reduction of Ferry Operating Staff on
the North Eastern Railway”. It had also observed that
“there appears to be considerable scope for reduction in
coal consumption on ferry services, as the traffic has con-
siderably decreased since 1957-58".
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The Ministry of Railways have informed the Commit-
tee that there has been a progressive reduction in the
working expenses (see table above), and the staff strength
on running the ferry services, as indicated below:

Staff strength

1-4-59 1935
1-4-60 1651
1-4-61 1464
1-4-62 1421
1-4-63 1210
1-4-64 1210

It has also been stated that the size of the fiotilla has
been reduced from 16 steamers and 86 other vessels on
31-3-60, to 10 steamers and 55 other craft on 31-3-63. It
has, however, been added that the actual reduction in the
cost of repair and maintenance of the progressively decreas-
ing flotilla year by year has not been in proportion to the
reduction of the flotilla because repairs to the crafts which
would normally have been spread over a long period were
concentrated into a much shorter period between 1960-61
and 1963-64. The other contributing cause is stated to be
increase in the cost of materials.

11. The Committee desired to have a comparative state-
ment showing the earnings, ordinary working expenses
and net losses incurred on the running of ferries on North
Eastern and other adjacent Railways, namelv Eastern and
Northeast Frontier, and the information supplied bv the
Ministry is reproduced below:—

Comparative
Losses Oon
Adjacent
Railways.
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The Committee are constrained to note that the net
losses on running of ferry services on the North Eastern
Railway continue to be very high despite the closure of the
ferry service at Mokameh on the opening of the Rajendra
Pul in 1959. They also feel that there is scope for reduc-
ing the number of steamers and vessels on the North Eas-
tern Railway and for bringing down the staff strength.
Now that all the outstanding repairs to the crafts have
been carried out, they would like to see a substantial reduc-
tion effected in the cost of repair and maintenance of the
flotilla. Concerted efforts are also called for to effect reduc-
tion in coal consumption on ferry services on the North
Eastern Railway.

The Committee view with concern the increase in the
losses on the running of ferry services on the North Eastern
Railway from Rs. 46-90 lakhs in 1962-63 to Rs. 53-93 lakhs
in 1963-64. They would like the Ministry of Railways to
urgently look into the matter and devise measures to check
the rise in losses in running the ferry services. They feel
that it may be worthwhile to constitute an exrpert Commit-
tee to go into the matter and suggest measures for reducing
the losses.

The Committee note with regret that the net loss on run-
ning the ferry services has been more than Rs. 50 lakhs
during each of the last six years; and it is apprehended
that the ferry services will continue to incur loss. It is also
recognised that ferry services are causing delay in transit
and great inconvenience to passengers. The Committee
would suggest that the economics of haring ‘bridges across
these two points may be examined.

INCREASE IN STAFF

12. The increase in the total number of staff in 1963-64
on the North Eastern Railway as compared to 1962-63 is
given below:—

Total strength as Total strength as Increase
on 31-3-63 on 31-3-64
Class 1 177 202 25
Class 11 160 183 23
Class  II1 32,486 34,503 1017
Class IV 51,064 §1,762 698

The Ministry of Railways have explained that there has
been only 2-07 per cent increase in the staff strength in
1963-64 as compared to 1962-63, as against an increase of
2:39 per cent in total tonnage moved, 7-35 per cent in net
tonne-kilometres, 9-1 per cent in gross income and 6-1
per cent in gross expenditure.

It has been stated that out of the above increase, the

following additional staff were engaged for constructional
works:

Class 1 . . . 23
Class 11 . . . 6
Class III . . . 404
Class IV . . . 456

Casual Labourers . . . 5703
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13. The Department-wise increase in staff strength, with

wise Increae  the reasons therefor are given in the table below:

in Staff.

Department

Class
I

Class
v Remarks

Management
(Admn.)

Accounts

Engineering

Transportation

Commercial
Mechanical

Stores

Electrical

Signal

Medical

Security

Other Deptts.
(Marine/Press’

Rly. Schools).

TOTAL

16

(=34

163

228

20 (—)230 }

73

17

90

355

61

18

10

10 Creation of the Emergency
Organisation and Training Cell
and new posts in Personnel
Departments as also revival
of certain posts.

(—)9 Reduction due to the simpli-
fication of accounting pro-
cedures (in Traffic Accounts
Branch).

274 Due to phased implementation of
. the Maflin formula* and
redistribution of the jurisdic-
tions of Permanent Way
Inspectors, and Casual Labour
coming on to Authorised

Scales.

62 | The net increase is due to
increase in traffic, extensinn
of cabin working, opzning
of halts or flag stations.

140 To increase the out-turn in
Izatnagar Workshop.

30 [Due to opcning of a Track Depot
at Kanpur and manufacture of
M. C. type wagons in Samasti-
pur Workshop.

43 Due to the expansion of the
Izatnagar Workshop, increase
in train lighting and power
work on the Open Line and in
the Shops.

315 On account of all-round  deve-
lopment, and the introduction
of Centralised Traffic
Control.

60 Due to increase in the bed
strength in  hospitals and
opening of new Health

ntres.

Certain posts kept unfilled as
qualified Rakshaks were not
available (persons were
under training).

(=30

33 Opening of new classes in Rly.
Schools and expansion of the
Forms.and Stationery Branch
of the Railway Press.

1017

698

*The Maflin formula regulates gang strength for maintenance of the
Permanent way according to the density of traffic over different sections.
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The Committee have been informed that the main rea-

sons for the increase in the number of Class I and Class II
Officers in 1963-64 were:

(i) Appointment of 15 Temporary Assistant Engi-
neers, 3 Temporary Assistant Signal and Tele-
communication Engineers, 2 Temporary Assis-
tant Electrical Engineers in connection with

construction works in the respective Depart-
ments.

(ii) Transfer of 4 Class I Officers from N.F. Railway

in connection with the work of Centralised
Traffic Control.

(iii) Appointment of a directly recruited officer as
Chemist and Metallurgist (Senior Scale) in lieu

of the Class II Officer transferred out of the
Railway.

(iv) Promotion to Class II of 10 Assis’ant Surgeons

(Class III) to fill up certain upgraded posts in
Medical Department.

(v) Promotion of 2 Assistant Engineers to Class I,
and of 3 Assistant Signal and Telecommunica-
tion Engineers, 1 Assistant Electrical Engineer
and 8 Assistant Traffic Superintendents from

Class III to fill in construction and other posts
in Class II.

The Committee note that the North Eastern Railway has
effected economy in staff only in the Commercial and
Accounts Departments. Certain posts of Rakshaks remain-
ed unfilled in the Security Department for wunt of qualified
persons. The increase in staff is most marked in Signal.
Transportation, Electrical and Mechanical Departments.

The Committee feel that greater vigilance should have
been exercised in sanctioning increased staff. particularly
for Signals Department.*

RATIONALISATION OF STAFF STRENGTH IN SIGNALS AND TELE-
COMMUNICATION DEPARTMENT

14. Signalling on the North Eastern Railway, until 1952 Historical
was looked after by the Civil Engineering Department Background.
under the Chief Engineer. With the formation of the
Signals and Telecommunication Department in 1952,
signalling and telecommunication work on this Railway
and the Northeast Frontier Railway (which at that time
were one Railway) was taken over by the Signals and
Telecommunication Department and was placed under
the Chief Signal and Telecommunication Engineer.

*In this connection, please sce also paras 1S to 17 regarding signals
and Teleccommunication staff.



Efficiency
Bureau
Study.

14

15. The staff strength of the Signals and Telecommu-
nication Department of the North Eastern Railway, after
bifurcation, was the subject matter of a study undertaken
by the Efficiency Bureau of the Railway Board in 1962.

The study has pointed out that the Signals and Tele-
communication statf on North Eastern Railway has in-
creased from 1667 in 1957-58 to 2568 in 1960-61 represent-
ing an increase of 54 per cent as compared to only an in-
crease of 115 per cent during the corresponding period on
the Western Railway. The study also brings out with
the help of a comparative statistical table that “the pro-
portion of Signals and Telecommunication staff to the
total railway staff was highest on the North Eastern
Railway being 3'1 per cent.”

The following concrete measures were suggested ty
the Efficiency Bureau to effect economy in staff:

(a) Telecommunication Staff at Gorakhpur

Separate maintenance staff has now been provided
for each inter-communication exchange located
in different office buildings at Gorakhpur and
for the maintenance of electric clocks, call
bells, etc. Similarly, telephone operators for
switch board attendance and for enquiries and
line maintenance staff for overhead line and
for cables are provided separately. As the
division of duties between different categories
of telecommunication maintenance staff has not
been well-defined, it appears that there is scope
for reduction. Intercommunication exchanges
and clocks need not be manned round the
clock as generally only faults need centralised
gang. Telecommunication staff for land lines
and wireless are still separate, in spite of the
general directive for dual-‘rained staff. Combi-
nation of the duties for staff down to the level
of Telecommunication Inspector would also
lead to some saving in staff.

(b) Workshops Staff

A sizeable amount of workshop capacity seems to
be devoted to developmental and experimental
works. As the Central Railway Workshop at
Secunderabad, which is the largest Signals and
Telecommunication Workshops, is being spe-
cially developed for production of electrical
signalling materials under expert advice pro-
vided through the Board, it would be advanta-
geous for that railway to take over all works
of developmental experiments, utilising also the
facilities available with Indian Railway School
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of Signal Engineering and Telecommunication
(IRSSET), instead of duplicating it on the North
Eastern Railway. The staff and equipment of
the North Eastern Railway Workshop can be
reduced accordingly.

However, the most effective method of reducing the
workshop staff would be to restrict the scope
for signalling works on the North Eastern Rail-
way to more conventional lines, thereby con-
fining the demands on the workshops to stand-
ard equipment only. The demands of standard
equipment would also reduce if more conven-
tional signalling is adopted which require less
equipment. It is not possible to correctly assess
the reduction in staff, thus possible, unless the
works are analvsed critically. But on a rough
comparison with the Western Railway and in
view of the works already completed on this
railway, it seems that a reduction upto about
40 per cent may be possible, if the production
is confined only to the actual needs of this rail-
way, based upon traffic. If such a large reduc-
tion would result in idle capacity of the facilities
already provided. it can be usefully employed
to take over warks for other railways, especially
of the Northeast Frontier Railway, without
adding to the expenditure on this railway.

(c) Signal Maintenance Staff

The Signal Maintenance Staff per 1000 unitg in
heavy section on North Eastern Railway is 23-6
as against 425 on Western Railwayv and on light
section 19-3 as against 201 on Western Rail-
way. The average staff per 1000 units. there-
fore. comes to 21-5 on North Eastern Railway as
against 31-5 on Western Railway. It will be
noted that the average staff per 1000 units on
North Eastern Railway is less than that on the
Western Railway. Therefore, any material re-
duction in staff does not appear to be feasible.
Also, in view of the increasing number of signal
failures on the North Eastern Railwayv and the
large number of installed equipment in service,
any material reduction in staff does not appear
advisable. However, the following suggestions
may guide the railway:

(i) Mechanical Signalling Staff.—Although the total
mechanical signalling staff per equipment is
comparable with other railways, the assistance
provided for the maintainers in the lighter sec-
tions can be reduced. Every maintainer on the
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North Eastern Railway is provided with a semi-
skilled assistant in addition to a khalasi, which
is not the practice on all sections of the Western
Railway. This semi-skilled attendant attached
to the Mechanical Signal Maintainers of the
lighter sections can be removed and a few posts
of semi-skilled artisan created in the general
repair gang of the Signal Inspector, as being
more economical. Two assistants per maintainer
do not appear justified on this railway, in all
cases, in view of the light traffic. Considering
that 2/3rd of the sections can be considered as
‘light’ on an estimate of 149 maintainers’ sec-
tions, this can cause an estimated reduction of
about 2/3x149=100 Class IV staff, amounting to
a saving of about Rs. 1,30.000/- per annum.

(ii) Electrical Signalling Staff.—Practically all elec-
trical signal maintainers are provided with a
khalasi and a Batteryman, while on the light
sections of most of the other railways, they have
generally one assistant in either of the grades.
It is, therefore, suggested that one of the posts
may be surrendered. The grade in which the
assistant is operated may depend upon the type
of electrical equipment installed. Considering
that there are about 76 Electrical Signal Main-
tainers on this railway out of which 50 per cent
may be considered light, this can effect an an-
nual saving, on the average of 76x1278x3—Rs.
46,000 per annuam.

(d) Headquarters Clerical and Technical Staff

The staff in the Chief Signal and Telecommunica-
tion Engineer’'s Office on North Eastern Railway
is excessive, the clerical staff being 91 as against
45 on the Northeast Frontier Railway or only
20 on the Western Railway. The number of
staff at Headquarters in the higher grades is
also more on this railway than on the other
railways. As the North Eastern and Northeast
Frontier Railways are administered on the Dis-
trict system, the Western Railway functions on
the Divisional system, a proportionately larger
Headquarters clerical staff on the former rail-
ways can be reasonably expected with a corres-
pondingly small amount of staff at the District
level. But, the clerical staff in the District offices
of the North Eastern and Northeast Frontier
Railways are also large in comparison with the
Western Railway, in addition to the larger
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Headquarters staff. It has been stated by the
North Eastern Railway that a large portion of
this staff is engaged in planning. But, it is not
clear why such large planning is necessary on
this railway whose anticipated increase in tra-
ffic is in no way greater than on the Western
Railway. As regards actual requirements at way-
side stations, typical signalling plans prepared
by the RDSO already exist and the principles
governing electrical controls have been approv-
ed by the Board. If these instructions are fol-
lowed no original planning for ordinary signal-
ling schemes should be necessary on the railway.

(e) Officers

The number of officers on this railway now is almost
equal to that on the Waestern Railway, in spite
of the traffic density being much less. The
equipment under the charge of each Inspector
is, however, much more than on other railways.
1t is. therefore, recommended that in the inte-
rest of better supervision and economy, some
posts of Officers should be surrendered and
more posts of Inspectors created.”

16. The Efficiency Bureau also pointed out that *“it is
imrnediately necessary that all works and proposals for
line capacity and improvements to signalling on this rail-
way should be examined carefully in comparison with
other Metre Gauge Railways so as to ensure that besides
the minimum statutory requirements and the actual re-
quirement f{or the traffic to be handled. no additional faci-
lities or devices are provided. While there is no doubt
that advanced forms of signalling is the right answer to
the increasing demands of line capacity combined with
safcty, the facilities actually required should match the
meeds of transportation. The following works under pro-
gress or proposed on this railway deserve reconsideration
-on the above lines:

(i) Provision of automatic colourlight signalling
with panel interlocking between Lucknow and
Daliganj. which provides a headway of approxi-
matelv 5 minutes between trains, whereas
according to present time table the trains ruo
not less than 50 minutes apart in the morning
and evening only.

(ii) Provision of two cabins where one cabin may do.

(iii) Provision of additional reception lines, facilities
for precedence, simultaneous reception, etc.

(iv) Provision of elaborate electric-mechanical sys-
tems of inter-cabin slotting and SM'’s control,
especially in case of Double Wire Central Cabins.
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Provision of track circuits for putting back of
approach and departure signals on single lines,
with traffic not exceeding 20 trains each way.

Use of thermal element time release circuits for
holding of routes.

(vii) Providing of approach signals in the ‘ON’ posi-

tion in single line block circuits.

(viii) Provision of interlocking in goods-yards and

electric controls on goods-line points.”

17. The Ministry of Railways were asked to furnish a
detailed note showing action taken in pursuance of the
above recommendations of the Efficiency Bureau to rationa-
lise the strength of staff in the Signals and Tele-commu-
nication Department. The Ministry of Railways have
stated as follows:

“It has been observed in the Report of the Efficiency

Bureau that on the basis of the average number
of staff for maintenance for 1000 units, the staff
on the North Eastern Railway is less than on
the Western Railway and that no reduction is
possible with the present outlay. It has also
been stated in the report that the equipment
being provided on the North Eastern Railway
is in excess of actual requirements. and as the
staff provided is commensurate with the work-
load, reduction is only possible if the equipment
is reduced.

a detailed examination of the standards of
signalling obtaining or being provided on this
Railway, it is found that these are generally
commensurate with the traffic obtaining. In
fact, certain sections still have only rudimentary
interlocking, which should have standard inter-
locking. The design of signalling installations
generally follows the provisions of the rules and
the equipment provided is mostly to LR.S.
Designs and specifications.

In the report itself, the reduction of the equipment

at this stage has been considered to be a retro-
grade step, but the possibility of reduction in
staff in some fields compared with other Rail-
ways has been indicated. With further instal-
lations subsequently added, with consequential
increase in workload, it has not been possible to
effect reduction in staff in these fields, as ex-
plained hereafter.

Most of the developmental and experimental work

referred to in the report related to production of
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equipment for sanctioned works in hand, and all
these have since been completed. These were
in connection with building up control panels
utilising some released slide frames, manufacture
of rod-operated lifting barriers with 4 half bar-
riers to meet the local requirements of a parti-
cular level crossing and study of new type of
Relay Automatic Block proposed to be tried
under the instructions of the Board.

It has since been decided that all major develop-
mental and experimental works would be un-
dertaken in the proposed Central Signal Work-
shops, for obtaining collaboration for which
tenders have already been issued. The work-
shops on the Railway would undertake such
work only for simpler items which are required
for current works and day to day maintenance.
Further, to avoid overlapping, various simpler
items have been rationalised and distributed for

development and manufacture among the various
workshops.

The Railway was asked to examine the possibility
particularly of (i) economy in the strength of
telecommunication maintainers and batterymen
by suitably grouping the installations and creat-
ing a central gang, (ii) reduction of one helper
from staff provided to the maintenance fitter on
sections with light traffic. and (iii) also to re-

view the strength of staff in the CSTE’s Office
already job-analysed.

The Railwav has submitted that. with further instal-
lation since added, and consequent increase in
work load since the submission of the Report,

it has not been possible to effect any reduction
in staff.

As regards the number of officers, the figures in the
report include a number of officers engaged on
construction works in hand. The actual number
of officers engaged on maintenance in 1961 was
11 on North Eastern against 15 on the Western
Railway, and considering the amount on the
Railway this would appear to be reasonable.

The need for economy has, however. been impressed
on the Railway, and in sanctioning additional
staff, due consideration is being given to the

actual needs and the observations made in the
Report.

The types of works referred to in the Report cover
requirements of traffic and safety and the neces-
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sity for the individual items under each of the
categories has been carefully examined before
undertaking each such work.

The particular point in the Report about the standard
of signalling provided on the North Eastern Rail-
way being higher than what is justified by the
traffic has been, and will be, kept in view, while
dealing with proposals for various works on the
Railway.”

The Committee cannot help concluding that the Rail-
ways have not given any serious consideration to the report
of the Efficiency Bureau and that in spite of the remarks
and recommendations of the Efficiency Bureau, due care
has not been exercised in sanctioning additional staff for
the Signals and Telecommunication Department of the
North Eestern Railway. They would like the Financial
Adviser of the North Eastern Railway to exercise a special
check in this behalf and to see that no additional posts for
Sigials and Telecommunication Department are sanctioned
unless he has satisfied himeelf that all avenues of rationc!
and economic utilisation of existing staff have been expoit-
ed. The Committee agree with the Efiiciency Bureau that
while advanced forms of signalling may be necessary
to meet the increas:g demands of line capacity combined
with safety, facilities to be provided should match the
needs of transportation and. the Committee would add.
should not be extraiagant or greatly in excess of require-
ment.



CHAPTER II
TRANSPORTATION

TRENDS IN TRAFFIC

18. The development programme for Railways in the
Third Plan was drawn up in relation to a total traffic of
245 million tons estimated to materialise in 1965-66. It was
subsequently revised so as to provide for capacities ade-
quate for carrying 260 million tons. Owing to shortfalls
anticipated in the production of steel, coal and cement in-
dustries, originating traffic in the last vear of the Third
Plan is now reckoned at about 241 million tons. However,
since the traffic will be growing steadily over the remain-
ing period of the Plan, originating traffic on the Railways
during the last quarter of the vear 1965-66 is expected to
correspond to a higher annual rate than the estimate of 241
million tons fcr the year as a whole. The Railways pro-
pose to carry out the rail transpor: programme as enlarg-
ed so that transport capacities should be adequate and even
%llittle ahead of actual need at the beginning of the Fourth

an.

As regards passenger traffic, the Third Plan envisages
an increasc of 15 per cent on long distance passenger tra-
ffic. the subarban traffic being catered to the fullest
possible extent. During the first three vears of the Third
Plan, the passenger traffic in terms of passengers originat-
ing has risen by 17-1 per cent over the level of 1960-61. the
last vear of the Second Plan as would be seen from the
following figures:

Passengers  Originating v nallions®

.All Railway

1950-51 1955-56 1960-61 1962-63 19h3-64 1965-66
(Pre-Plan  (l.ast vear (l.ast vear ‘lLast yvear

Year) of IFirst of Second of Third

Plan) Plan} Plan)

‘Forecast!

1,284 1.278 1,504 1.750 1,86~ 1,833
(100) (99" 3) (124 1D J36°3) 14540 (142" 8)

19. The North Eastern Railway in formulating its pro-
posals for the Third Five Year Plan provided for a gene-
ral increase of 10 per cent in passenger traffic and 30 per
cent in goods traffic over what was carried in the last year
of the Second Plan.

21
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The actual increase in the traffic on the North Eastern
Railway during the years 1961-62 to 1963-64 are given
below:

1961-62: The volume of tonnes carried showed an in-
crease of 3-87 lakhs under all categories, representing an
increase of 4-08 per cent over 1960-61.

The numbeor of passengers carried* and passenger Kkilo-
me:res showed an increase of 5'8 per cent and 15-13 per
cent respectively over 1960-61.

1962-63: The goods traffic carried showed an increase of
3'5 lakh tonnes under all categories or an increase of
2:9 per cent over 19§1-62.

The number of passengers carried* and the passenger
kilometres showed an increase of 5°57 per cent and 5 96
per cent respectivelv over 1961-62.

i963-64: The goods traffic carried showed an increase
«f 2-89 lakh tonnes under all categories or an increase of
2'39 per cent over 1962-63.

The number of passengers carried* and passenger kilo-
meires showed an incrcase of 11-4 per cent and 5'60 per
cent respectivelv over 1962-63.

The particulars of traffic handled by the Norih Eastern
Railway during the last .three vears are given below:

(Figures in Millions)

Particulars 1961-62 1962-63 1963-64
Passengers
Passenger Kilometres . . . . 5.958 6,314 7,017
Goods
Net Tonne Kilometres . . . . 2,385 3,052 3,276

OPERATING EFFICIENCY

Engine and Wagon Usage

20. The Engine and Wagon usage is a fair index of ope-
rating efficiency on a Railway. The table below indicates
the engine and wagon usage on the North Eastern Railway

*For details regarding number of passengers carried, see para 74.
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during the last three years as compared to All Railways

{(Metre Gauge):

N

North Eastern All Railways
Railway
1961-62 1962-63 1964-63 1962-63
£ngine Usage
(a) Engine Kilometres per day
per engine in use (passengcr
‘services) 229 230 231 223
(b) Engine Kilometres per
day per engine in use (goods
services) . 113 117 118 146
(©) Engmc Kilometres per dav
per engine in use (all ser-
vices) . 164 167 165 169
(d) Net tonne kilometres per
goods locomotive day in use 26,774 29,650 31,452 30,587
Wagon Usage
(a) Wagon Kilometres per
wagon dayv (in terms of 4
wheelers) . 401 426 473 56-8
‘(b) Net tonne Kilometres per
wagon day (in terms of 4
wheelers) . . 296 332 372 474
‘(c) Net tonne Kilometres per
goads train hour. . 3,898 4.439 4,626 4,545

Low Utilisation of Engines

21. The following figures indicate that the utilisation
of engines (steam)* in terms of hours worked per day per

engine (steam) available for use on the

North

Eastern

Railway was amongst the lowest in Metre Gauge Railways:

Name of Railway
(Metre Gauge)

Hours worked per
day per engine (steam)
available for use

1962-63 1963-64
North Eastern 10°§ 10" 4
Northeast Frontier 110 10-8
Central 12°3 12-3
Northern 10-8 10- 4
Southern 10°7 -1
Western 11°4 I1-5

*There is only steam traction on this Railway.

2090( Aii)LS—3,
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The Ministry of Railways have stated in their elabo-
rate reply that in comparing the statistics of engine utili-
sation on the Metre Gauge sections of the Railways, it is
necessary to bear in mind that the Metre Gauge of the
Central Railway is not comparable, firstly because it is
relatively small (only 1546 kilometres against 4,909 kilo-
metres on the North Eastern and 2,761, 6731, 3298 and
5898 kilometres respectively on the Northeast Frontier,
the Southern, the Northern and the Western Railways),
and secondly because it is mostly part of the trunk route
connecting the Northern and Southern Metre Gauge sys-
tems. If we exclude it, the statistics of other Railways
do not show any wide fluctuations except those which may
be attributable to the peculiar features of layout and
traffic pattern, or to the influence of other temporary
factors.

22. It is stated that the North Eastern Railway has the
largest number of branch lines, with the shortest average
length per branch with the sole exception of Northeast
Frontier Railway as would be seen from the following
table-

Name of the Railway No. of Branch Avcrage length
Lines on the of branch line
Metre Gauge Sections
Central 4 15714
Northern 17 110°88
Western 3s 73°12
Northeast Frontier 25 6308
Southern 3r 925§
North Eastern 39 64 86

23. Engine utilisation also tends to vary with the pat-
term and density of traffic, and is bound to be lower on
short branch lines. The table below will show that the
density of traffic is the lowest on the branch lines of the
North Eastern Railway (barring the Central Railway):

Name of the Railway Goods train  Kilometres per
branch line route Kilometre
for the vear 1963-64

Central . . . . . . 43
Northern . . . . . . 1,193
Western . . . . . . 1,249
Northeast Frontier . . . . 847
Southern . . . . . . . 1,422

North Eastern . . . . . 667
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24. The main line and branch line route kilometrage as
well as the proportion of branch line route kilometrage to
total (Railway-wise), for the Metre Gauge is given below:

Name of the Railway Main Branch Total Proportion
Line Line of branch
line route
kilomet-
rage to
total
Northern . . . . 1411°97 188568  3297°65 57°2
Central . . . . 916-96 628-57 1545°53 407
Western . . . . 311946 2778:69  5808-15 471
North Eastern . . . 237961  2529-53  4909° 14 51§
Northeast Frontier . . 1183°96 1577'03 2760°99 57°1
Southern . . . . 386230 2869:19 673149 42°6

It has, however, been explained that the above table
has only theoretical significance as the actual utilisation
would depend on the number and average length of
branch line sections and the density of traffic thereon.

The Committee find that the hours worked per Cca
per engine available for use on the North Eastern Rail-
way increased from 10°3 in 1961-62 to 10-5 in 1962-63 but
again fell to 10°4 in 1963-64. Engine utilisation on
this Railway continues to be the lowest as compared to
other Metre Gauge Railways. The Committee would
stress the mneed for taking concerted measures to
improve engine utilisation. Since larger number of branch
lines and their shorter average length are stated to be
mainly responsible for the low utilisation of engines on the
North-Eastern Railway, the Committee would suggest that
the Railways may consider the feasibility of extending
some of the branch lines and of inter-connecting them,
keeking in view the traffic requirements of the areas serv-
ed and the availability of funds.

Speed of Goods Trains

25. The average speed of goods trains in 1962-63 on the
North Eastern Railway was low as compared to most
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other Metre Gauge Railways (steam traction) as would
be seen from the following table:

1962-63

Average speed of Goods Trains
Metre Gauge Railways (Steam)

Train Kilometres per Train Engine Hour

Through  All Goods

Goods
North Eastern Railway . . . . . 147 I1°'0
Northeast Frontier Railway . . . . . 13°5 10°3
Southern Railway . . . . . . 16-7 15:0
Western Railway . . . . . . . 15°2 136
Average for Metre Gauge . . . . . 16° 1 13°5

It has been stated by the representative of the Ministry
of Railways during evidence that the main reason for the
low speed of goods trains on North Eastern Railway is tha
high percentage of sectional, shunting and van trains. The
percentage of sectional, shunting and van trains on
North Eastern Railway is 62 per cent of all trains as
against 42 per cent on Metre Gauge system of other Rail-
ways. The number and percentage of passenger trains cn
the North Eastern Railway is also comparatively higher
than on other Metre Gauge Railways. Besides, there are
some sections of the North Eastern Railway where the
maximum permissible speed of goods trains is very low
due to the condition of track.

The Committee note that there has been slight improve-
ment in the speed of goods trains on the North Eastern
Railway in 1963-64—the speed of through goods trains
being 15-0 kilometres and of all goods trains being 11°1
kilometres.

The Committee, however, feel that there is scope for
improving the performance specially in view of the plan-
ned programme for replacement of old engines, rehabilita-
tion of track, modernisation of signal and tele-communica-
tion facilities, development of line capacity etc.

Shortage of Locomotive Power
26. It has been stated in the Annual Report of the

North Eastern Railway for 1963-64 that there was “short-
age of power resulting in the unsatisfactory mobility of
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goods stock and consequent shortfall in the supply of
stock f(os‘xl‘ loading particularly during the month of Febru-
ary, 1964.”

The Committee are informed that the North Eastern
Railway had 814 engines at the beginning of February,
1964, against a requirement of 823. Apart from the short-
age, a large number of available engines were old and of
low tractive effort. The shortage was rendered even
more acute because at that time 10 of the main line en-
gines (7 YP and 3 YG) which have a higher tractive
effort than the others were out of commission due to caus-
tic embrittlement of the boilers.

Since February, 1964, the North Eastern Railway has
received a total of 49 engines (23 YP and 26 YG). With
the receipt of these additional engines in the last few
months, the shortage of power on this Railway huas been
substantially eased. A further 68 YP type engines are on
order.

The break-up of the holding of engines by classes as
in February, 1964 and November, 1964 is as under:

Classes of Engine February, Novem-
1964 ber, 1964

YP . . . . . . . . 131 154
YG . . . . . . .' . 187 213
YB . . . . . . . . L1e) 50
YL . . . . . . . . 118 118
WD . . . . . . . . 76 76
P . . . . . . . . 90 84
PM . . . . . . . . 7 s
B . . . . . . . A 59 55
RC . . . . . . . . 18 I8
RS . . . . . . . . 19 21
GS . . . . . . . . 4 4
T . . . . . . . . 20 20
LS . . . . . . . . 4
ST . . . . . . . . 3 3
H 8 6
F 20 8

TortaL . . . . . . 814 839
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27. The Committee find from the following statement
of furnished by the Ministry of Railways that the number
and percentage of overaged locomotives on the North
Eastern Railway were about the highest in the country
on the 31st March, 1963:

Stock No. of No. of

owned overaged overaged
Railway as on stock as stock as

31-3-1963 on on

31-3-63  31-3-64

North Eastern Railway . . . 819 186 172
Central Railway . . . . . 150 23
Northeast I'rontier Railway . . . 519 53
Western Railway . . . . . 934 175
Northern Railway . . . . 346 78
Southern Railway . . . . 1024 246

The following is the replacement programme oi the 172
overaged locomotives:

Locomotives proposed to be replaced during the
year 1964-65—11.

Locomotives proposed to be replaced during the
year 1965-66—11.

Loccmotives proposed to be replaced during the
Fourth Plan period—150.

The Committee would like the Railway Board to ensure
that the North Eastern Railway are given their full quota
of new locomotives in replacement of the overaged ones
and that the percentage of overaged stock is reduced to
the extent feasible.

RATIONALISATION SCHEME

28. The Rationalisation Scheme governing the move-
ment of traffic offering for and emanating from stations
on the Metre Gauge systems of North Eastern and North-
east Frontier Railways was first introduced in the year
1954 in consideration of the following factors:

(i) There was shortage of Metre Gauge stock
against the growing requirements oi transport
demands generated as a result of post-war
development in the country. It became, there-
fore, necessary to shorten the lead of movement
on the Metre Gauge in order to maximize the
use of Metre Gauge stock.
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(ii) The traffic had to flow into the Metre Gauge
system through a large number of tranship-
ment points, each with its own limitations.
The capacity available for transhipment had to
be taken into consideration while canalising the
movement of traffic.

(iii) The line and terminal capacities available on
the Metre Gauge system were inadequate to
match the traffic needs and only a rationalised
movement taking into account the quantum of
facilities available, would cater for the free
flow of traffic into and out of Metre Gauge
system,

It was in this context that the Rationalisation Scheme
was first introduced for governing booking from Broad
Gauge to Metre Gauge in the year 1954, and from Metre
Gauge to Broad Gauge in the year 1955.

29. This scheme has been modified subsequently taking
into consideration the progressive augmentation of facili-
ties and expansion of transhipment capacity effected {rom
time to time.

With the construction of the Rajendra Pul and the
creation of transhipment facilities on an extensive scale
at Garhara, and the completion of various line capacity
works, progressed on the North Eastern Railwav during
the Second Plan period, it was considered desirable to re-
lax the Scheme to the extent feasible, since under the
Scheme traffic was being canalised by longer routes and
this involved payvment of higher freight charges calculat-
ed on the carried route. There were frequent represen-
tations from the Trade that traffic should be canalised by
the shorter routes so as to obviate the need for payment
of higher freight charges. Having regard to these re
presentations and the increased availability of facilities. a
substantial modification of the Scheme was effected from
1-12-1959.

The Scheme has been further liberalised from time to
time, and till October, 1964 included only the following
restrictive features on the North Eastern Railway:

1. Via Barabank:

‘Traffic offering from Broad Gauge stations is per-
mitted to be booked via Barabanki only for the
Metre Gauge station falling within the
‘Barabanki Zone’ which includes all Metre
Gauge stations east of Sitapur (exclusive) and
west of Gorakhpur (inclusive).

Modificationg
in Rational-
isation
Scheme.
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II. Via Bhagalpur

Booking of traffic via Bhagalpur from Broad Gauge
stations is limited to the following staiions:
(i) Stations on the Katihar (East) district of the
Northeast Frontier Railway.

(i) Stations on Murliganj—Prnea Court and
Banmankhi-Behariganj sections of the North
Eastern Railway.

(iii) Loco coal for Barari Ghat is also booked via
Bhagalpur.

Traffic. with certain exceptions. for these stations is
not permitted to be booked by any other routes. except
via Bhagalpur, Manduadih or via Sakrigali/Manihari Ghat.

Traffic for no other Metre Gauge destination is permit-
ted to be booked via Bhagalpur even though this might
constitute the shorter route.

In the opposite direction traffic from stations ¢n the
Murliganj-Purnea Court and Banmankhi-Behariganj sec-
tions is permitted to be booked by any route cother than
via Garhara.

Traffic from stations west of Maheshkhunt is not allow-
ed to be booked via Bhagalpur.

HI. Via Monghyr Ghat

This route is open for through booking of coal and
stone-chips for stations on the following Meire Gauge
sections:

(i) Sahebpur Kamal Jn.-Mansi-Supaul;
(ii) Saharsa-Dauram Madhepura; and
(iii) Khagaria-Samastipur.

It was the practice in the past to permit booking of
traffic for Broad Gauge destinations from stations on the
Barabanki Zone i.e., stations east of Sitapur and west of
Gorakhpur, only via Barabanki even though the routes
via Manduadih and Garhara happened to be shorter. As
a result of frequent representations from sugar trade ac-
tion was taken initially to equalise the freight via Bara-
banki to that obtaining ria Manduadih, the cheaper route.
Subsequently action has been taken to scrap the Barabanki
Zone in so far as booking from the Metre Gauge stations
to Broad Gauge destination is concerned.

30. Recently a further review has been made of the
need for retention of the truncated Rationalisation
Scheme, taking into consideration the substantially aug-
mented facilities that have been made available during
the Third Plan period, and the higher transhipment



31

potential created at places like Garhara and Manduadih.
As a result of the review, all restrictions on the move-
ment of goods traffic via Bhagalpur have been removed
with effect from the 21st November, 1964 with the excep-
tion of heavy lift consignments weighing over 10 tons.
Booking of goods via Barabanki from Broad Gauge sta-
tions continues however to remain restricted to stations
falling within the Barabanki Zone. It is proposed to re-
lax this restriction as soon as adequate transhipment
potential has been built up at Barabanki.

The Committee are glad to note the relaxations which
have lately bi-en made in the Rationalisation Scheme and
they hope that it would help the Railway to attract the
much needed increase in goods traffic.

31. It has been represented to the Committee hy the
Indian Sugar Mills Association that:—

“It has been invariably claimed by the Railways
that there has been a remarkable improvement
in the supply position of wagons and that they
are now having surplus capacity. Keeping
this aspect in view, the Rationalisation Scheme
of Transport which was brought into force
mainly with a view to reduce the load on the
N.E. Railway and under which consignments
to certain directions from various points are
allowed to move only via the dearer route to
suit the operational convenience of the Rail-
way, the users being required to pay a higher
freight, is difficult to appreciate. For instance,
coal traffic to sugar factories in North Bihar and
certain parts of East U.P. situated on the
North Eastern Railwav from West Bengal and
Bihar is allowed to move via Manduadih, while
the normal and the shortest route is wvia
Garhara. It is suggested - that with the im-
provement in the supply position of empties as
claimed by the Railwayv, either the Rationali-
sation Scheme of Transport requiring the move-
ment consignments by dearer route be abolish-
ed or the freight charged by the Railwav on
consignments moved via dearer route be equi-
valent to the freight applicable for movement
via the normal and the shortest route.”

The representative of the Ministry has stated during
evidence that it has not been possible on account of ope-
rating difficulties to take coal from Karanpura coalfields
to destinations on Metre Gauge of the North Eastern
Railway through Garhara and that they have carried such
traffic via the longer but straight route through Mandua-
dih. In response to another question, it has been stated
that the difference in the freight rate between the con-
signments moved via Garhara and via Manduadih varies

Movement
of Coal by
Longer
Route.
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according to the source of coal and the point of destina-
tion, but roughly speaking, it is of the order of Rs. 3 to
Rs. 6 per ton. The representative of the Ministry has
concluded that “We are reviewing this. We will review
the whole thing and try to reduce the difficulties cf the
-consumers to the extent possible.”

The Committee would stress that the whole inatter
should be examined early and necessary relief afforded as
far as practicable.

MoveEMENT oF Goobs

32. The tons carried and earnings by principal commo-
dities fcr the last two years are indicated in the table re-
produced in Appendix I.

In the following paragraphs. the movement of some of
the principal commodities carried over the North Eastern
Railway is discussed.

Sugarcane Traffic

33. Sugarcane constitutes the heaviest traffic on the
North Eastern Railway. There has been a drcp in offer-
ing of this traffic in recent vears as would be seen from
the following table:

No. of wagons Total Tonnes
Loaded Carried
Year - .
(In terms of (Figures in
4 wheelers) Thousand)
1961-62 . . . . 1.90,50% 1,725
1962-63 . . . . 1.66,490 1,499
1963-64 . . . . 1,14,621 1,033

It has been stated that the drop in offering of sugar-
cane traffic in 1962-63 as compared to 1961-62 was due
partly to a poor crcp and partly to a fall in thc acreage
under sugarcane cultivation as a result of partia! diver-
sion of the land to other crops. A cut in the supply of
cane to the Mills by 10 per cent in accordance with an
order cf the Government was another significant factor.

As regards the further fall in sugarcane traffic in 1963-
64, it has been stated that apart from the 10 per cent cut
in the production of sugar ordered by the Bihar and U.P.
State Governments, there was a significant diversion of
sugarcane for jaggery (gur) vroduction owing to higher
prices ruling fcr jaggery.
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34. The Minisiry of Railways have stated that the fol- Measuresto
lowing measures have been taken by them to cncourage g‘mff‘l‘i?’
movement of sugarcane on the North Eastern Railway: ’

(i) Prompt supply of wagons

(a) A programme of movement of cane by rail
is drawn up annually in advance of the season
in consultation with the Cane Commissioners
and the Sugar factories. Wagons are supplied
on demand as per the programme.

(b) The mcvement of Sugar ex-factories to various
destinations is allowed in priority class ‘C’ of
the Preferential Traffic Schedule. This is a
sufficiently high priority which  ensures
prompt supply of wagons.

(ii) Non-levy of Registration Fee

The registration fee hitherto levied on the indents
registered in respect of sugar and sugarcane
has since been withdrawn.

(iii) Grant of liberal free time

Free time for unloading of Sugarcane and loading
of sugur wagons is generally allowed according
to the pilot to pilot system which has been in-
troduced extensively having regard to local con-
ditions of working. According to this, the iree
time available for handling a wagon is not five
hours, but the actual time interval between two
successive pilots, which is more than five hours.

The Committee are concerned to note the inadequncy
of the measures taken to attract sugar-cane traffic and the
consistent fall in the sugar-cane traffic on the North
Eastern Railway. The Committee would stress that all
efforts should be made by the Railway to arrest this decline

by offering better facilities and service for transport of
sugarcane.,

35. It has been represented to the Committee by a Supply of
transport users’ association that “In Saharsa district, lots Wagons for
of sugar cane were grown but due to movement difficulties Ji5ro"™
people had to burn their crops.” )

The Ministry of Railways have stated that “No report
was received by the Railways about destruction/burning
of sugarcane crops in Saharsa District due to transport
difficulties. The Cane Commissioner, Patna, who was
referred to. has stated that he also is not aware of any such
case. There was adequate capacity for the movement of

cane traffic on the sections from Mansi to Saharsa and
Saharsa to Purnea.”

The Committce desired to know the details of wagons
indented for and supplied for sugarcane traffic during
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1962-63 and 1963-64, and the information supplied by the
Railways is reproduced below:

1962-63 1963-64

Type of Wagons
Indented Supplied Indented Supplied

Open . . . . . 99,597 1,01,364 1,27,569  1,30,765
Covered . .. . 4,708 2,941 4,865 1,640
ToraL . . . 1,04,305 1,04,305 1,32,434  1,32,405

It would be seen from the above that while the total
number of wagons supplied in 1962-63 was equal to the
number indented, they were short by only 29 wagons in
1963-64. The Committee are, therefcre, inclined to agree
that adequate number of wagons have been made available
by the North Eastern Railway for movement of sugarcane
traffic.

The Committee, however, note that the covered wagons
supplied as compared to indents were short by 1,767 in
1962-63 and 3225 in  1963-64. The Committee
understand that covered wagons are asked
for by the factories for despatch of sugarcane
when it has to travel over a comparatively longer distance
or where it is apt to suffer detention in yards like Mansi
which are notorious for pilferage. The Committee feel
that either the Railways should make efforts to supply
wagons of the type required by the sugar factories or
tighten up security measures en route so that safety of
cane may be ensured and the mecessity of covered wagons
may be obviated.

Heavy Deten- 36. It has been represented to the Committee by a lead-
-ion of Sugar- ing association of sugar interests that cane loaded wagons
::'ﬁg:igms brought to Mansi ‘are detained for long and lot of cane is
’ pilferaged’. The Committee have been informed that
wagons at Mansi are received from three sections—Mansi-
Thanabilipur, Mansi-Khagarya and Mansi-Saharsa. The

time interval between the arrival of these wagons and their

being formed into separate pilots is about ten hour. It has

been stated that the pilot leaves Mansi at about 05°-00 hours

in the morning and that ‘it cannot leave earlier because the

arrival at an earlier time does not suit the sugar mills'.

The Committee consider that in the face of the persist-
ent complaints from the sugar interests about pilferage of
sugarcane at Mansi, the Railway authorities should have
effectively tightened security measures in that yard. The
detention of wagons in Mansi yard should also be reduced
to the minimum. The Committee have no doubt that the
sugar mills will fully cooperate with the Railways in agree-
ing to receive the wagons in the earlier hours of the day
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if this would reduce the detention of wagons at Mansi,
Incidentally, the elimination of pilferage in Mansi yard
would also reduce the demand for covered wagons*, for
‘movement of sugarcane, which the North Eastern Railway
find at present difficult to meet.

37. It has been represented to the Committee that about
169 K.C. type molasses tankers on the North Eastern Rail-
way are either without marked carrying capacity or there
is wrong marking on them. Consequently they are some-
times over-loaded while at other times they are not loaded
upto the capacity. In case of overloading the wagons are
returned for draining out the excess quantity wnich leads
to unnecessary delay in movement.

It has been admitted by the Railways that out of 169
K.C. type molasses tank wagons, the carrying capacity of
110 tankers had been incorrectly marked. It has been add-
ed that the complaint in this regard was received first in
February, 1962 and that so far correct carrying capacity
has been marked on 99 such tank wagons. Thc correct
marking is expected to be completed on the remaining 11
tank wagons very shortly.

The Committee are surprised that the Railways have
taken an inordinately long time, nearly three years, to
rectify incorrect markings. They consider that the mistakes
in marking should have been rectified within a short period
of their coming to notice. The Committee would suggest
that the Railways should tighten up the checking arrange-
ments in the Workshops so that errors of this nature do
not recur.

38. A complaint has been received by the Committee
from a leading association representing sugar interests that
placement of empties and lcaded cane wagons are piled
up at the stations and are placed at the mills’ sidings for
clearance in bunches. Similarly, lot of empties are
allowed to accumulate at the mills’ siding which causes
Jamming.”

The Ministry of Railways have stated that the complaint
is without any foundation as wagons are either placed at
the mills’ siding at the scheduled time as laid down under
the pilot to pilot system or as and when they are available.
without being held back in either case. It has been added
that the running of sugar cane shuttles is carefully watch-
ed so as to ensure that they run to the scheduled timings.
It has been claimed that 97 per cent of the sugar cane shut-
tles ran to time during the last sugar cane season.

While the Committee appreciate the punctual running
of sugarcane shuttles, they feel that there is room for

*Please see para 35.
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closer coordination between the station authorities and
the sugar factories to obviate complaints of the nature
referred to above.

39. It has been represented to the Committee by a lead-
ing association representing sugar interests that at the
following stations of the North Eastern Railway sufficient
facilities do not exist for loading of sugar cane:

Name of Station Remarks
{1) Mansi . . . . ) Space provided in the shape of loading
(ii) Begusarai . . . ramp is insufficient. Loading ramps
(iii) Lakho . . . should be constructed according to
(iv) Imli . . . . the number of wagons to he loaded
(v) Olapur . . ) simultaneously.
{vi) Paintepur . . . No loading ramp has been provided.
{vii} Sarju.

(viii) Colonelganj
JiX) Manipur
'x) Tahsil

o

{x1: Fatehpur . lJr
1

J

Loading ramps at these stations need
repairs.

(xii) Mahmudabad

(xiii) Dudahi
{xiv} Jalalpur

Loading ramps are not in the level of
bullock cart hnes causing hardship in
casy plving of carts.

The Ministry of Railways have informed the Committee
that only one complaint was received by North Eastern
Railway in July. 1964 regarding extension and repair of
loading ramp at Mansi. Repairs to the loading ramp have
since been carried out while extension of the ramp was not
found justified by traffic.

As the Railways are looking for traffic, the Committee
would suggest that the North Eastern Railway authorities
may on their own review the facilities and conditions of
maintenance of the loading ramps for sugar cane so that
the apprehensions exrpressed by sugar factories about their
adequacy are removed.

Movement of Sugar

40. Sugar at present is under control and its movement
is sponsored and regulated by the Union Government.
The factories are required to despatch sugar to the nomi-
nees cf State Governments. On the issue of the release
order by the Government these nominees send earnest
money deposit to the factories who in turn are required
to place indents for wagons for movement of sugar imme-
diately. If the sugar is not despatched within the validity
period of the release order which is 45 days, the quota of
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the mills lapses and revalidation of the same has to be-
obtained which takes considerably long time.

The areas in Assam and West Bengal get their supply of
sugar from factories situated on stations on the North
Eastern Railway and the same has to be despatched via
Katihar. It has been represented to the Committee that
this route mainly remains restricted with the result that
factories are not able to despatch sugar against the release
orders within their wvalidity period. Consequently the
registration for wagons has to be cancelled by the sugar
mills which results in some cases in the forfeiture cf regis-
tration fee.

It has been stated by the Ministry of Railways that
clearance of traffic offered on the North Eastern Railway
for stations on the Northeast Frontiter Railway situated on
the east of Siliguri is limited by the quota allctted which
is short of requirements. It has also been admitted that on
account of these factors., there is time lag between the
demand and supply of wagons for stations east of Siliguri
and that there have been occasions where sugar factories
had cancelled wagon registration on the gorund that the
validity of the permit issued by the Union Government
authorising the movement of sugar for these destinations
had expired. The Ministry of Railwavs have added that
as per Rules, if the consignor cancels the indent within 15
days of the date of registration, the registration fee is
forfeited. It has also been stated that there has been a
partial relaxation in the matter of deposit of wagon regis-
tration fee and such fee is not demanded in respect cf book-
1gs from assisted /private sidings.

The Committee are glad to note the relaxation made by
the Railways in respect of wagon registration fee jor assist-
ed/private sidings, but feel that there is a case for recon-
sideration of the rule of forfeiture of registration fee where
the registration has to be cancelled by a sugar mill for want
of supply of wagon by the Railways within the validity
period of the permit.

41. It has been represented to the Committee by a lead-
ing association representing sugar interests that sometimes
defective wagons are supplied by the Railway at the mills’
sidings fcr sugar loading thus causing unnecessary haulage
and detenation of wagons.

The Committee called upon the association to substan-
tiate their complaint and the following information has

Placement of
Defective
Wagons.
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been supplied by them in support of their statement:

Period—Calendar Year 1963

No. of No. of No. of Percentage
empties empties empties of Col. 4

District placed for loaded  rejected to 2
loading
1 2 3 4 5
Samastipur . . . . 1986 1911 75 3-8
Sonepore . . . . 307§ 2180 895 291
Gonda . . . . 2030 1683 347 17°00
Lucknow Jn. . . . 5335 4539 796 149
Izatnagar . . . . 2796 2394 402 14°3
Varanasi
ToraL . . . 15,222 12,707 2,515 16-5

It would be observed from the above that the overall
percentage of supply of defective wagons in the above dis-
tricts was of the order of 16-5 per cent.

Asked whether the Railways had received complaints
regarding supply of defective wagons to sugar factories,
the representative of the Ministry has stated during evi-
dence that “there were coplaints one or two months ago
from two or three factories which came to our notice. The
~complaint was about leaky wagons. We have now intro-
duced a system of pre-examination of wagons supplied to
these factories and I hope there will be no more com-
plaints from these factories.... The normal practice is
that before the rainy season starts the Railways take ac-
tionhto make as many covered wagons as possible water

tight.”

The Committee consider that the percentage of rejected
wagons is rather high and that the system
of pre-eramination of wagons for supply to sugar fac-
tories should have been introduced much earlier to obviate
complaints. They would suggest that the system of pre-
examination may be extended, as far as practicable, to the
supply of wagons required for loading of .commodities
which are highly susceptible to ‘wet’.
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42. It has been represented to the Committee by the Supply of
Indian Sugar Mills Association that the wagons supplied "fw'f:om
for loading of sugar at transhipment points are invariably ’
very dirty and they are not properly cleaned and washed
before the sugar bags are reloaded at the transhipment
points. As a result the sugar bags are stained and they get
very dirty. This is creating a considerable difficulty parti-
cularly with regard to export sugar. The buyers insist on
clean bags and the contracts with them also provide for
supply of clear bags. Consequently. very often the bags
have to be changed at the ports at considerable cost. It has
been added that out of 885,618 bags received during 1964,
about 123511 bags were in stained and damp condition. The
loss on shipment effected in bags works out to about
Rs. 10 per 10 bags. The loss on quantities exported in
bulk works out to about Rs. 3 per ten bags, as in this case
the stained bags caused losses in the value of empty gunny
bags only. )

The Committee have been informed by the Ministry of
Railwavs that the commercial staff at stations and trans-
shipment points have already been instructed to have the
wagons thoroughly cleaned before loading. through a
notification in February, 1960. On the receipt of a com-
plaint from the Indian Sugar Mills Association these ins-
tructions were reiterated and another notification was
issued in September, 1963, followed by further references
to the District officers from time to time. In June, 1964, de-
tailed instructions were repeated, emphasising the need to
take special steps to avoid complaints of this nature.

It has. however. been admitted that a complaint from
the Indian Sugar Mills Associated about supply of unclean
wagon was received as late as September, 1.964. The com-
plaint related to Lucknow Junction which is under the
administrative control of the Northern Railway who have
been asked to take suitable corrective action in the matter.

The Committee are informed that the Indian Sugar
Mills Association have deputed a representative at Gar-
hara transhipment point to contact the Ratlway authori-
ties and to seek their co-ogeration and assistance in getting
wagons properly cleaned before loading sugar.

The Committee feel that the Railways should tighten up
measures particularly at transhipment points, to ensure
that thoroughly cleaned wagons are supplied for loading
of sugar bags, specially those meant for export.
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Movement of Jute

43. It has been represented to the Committee that al-
though the jute crops become available for movement by
beginning of August, the Railways have sometimes failed
to move Jute crops upto June of the next year.

The Committee have been furnished the following in-
formation regarding details of Jute traffic carried by the
North Eastern Railway during the last three years:

No. of No. of Quantity Outstanding registra-
Year wagons wagons of jute tions at the end of
indented supplied moved the year
(Tons)
1962-63 20,929 20,045§ 1,69,648 134
19,864
(carried)
1963-64 19,714 19,181 1,59,533 79
_— (Oldest date of
18,557 registration being
(carried) 21-3-64)
1964-65 7,230 53,374
(Upto (loaded)
October,
1964).

The Committee also note that the ‘Jute Meeting’ held
on the 27th July, 1964, by the representatives of the North
Eastern Ra.lway with the representatives of the Govern-
ment of Bihar, the Jute Commissioner and other Jute in-
terests expressed satisfaction at the performance of Rail-
ways in carrying Jute in the following words:

“All the members present characterised the last
year’s performance as very satisfactory and
desired that whatever arrangements were made
during the last year should continue this year
also.”

The Committee, therefore, feel that the complaint made
by the trad:> is not substantiateld. Nevertheless, they
would like like to point out that the total tons of jute
carried in 1963-64 has come down as compared to 1962-63.
Now that the wagon position on the North Eastern Railway
has greatly eased, the Committee would suggest that efforts
should be made to attract more Jute traff.c to the Railways.
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Movmeent of Perishahles

44. The principal perishable commeodities moving on the moved aa)
North Eastern Railway are mangoes, lichis, jack fruit, Trasitcine.
caulifiower and potatoes. Mangoes from Sonepore and
Samastipur area are despached to Calcutta and Lucknow.

Lichis from Muzaffarpur area move to Lucknow and Cal-
cutta. Cauliflower from Kasganj and Sonepure area moves
to Calcutta, and potatoes from Farukhabad and Varanasi
area move to Gauhati, Jorhat Tinsukhia and other adjacent

areas.
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