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INTRODUCTION 

I, the Chairman of the Public Accounts Committee, as authorised 
by the Committee, do present on their behalf this Hundred and 
Ninety-fifth Report of the Public Accounts Committee on para- 
graph 10 of the Report of the Comptroller and Auditor General of 
India for the year 1973-74, Union Government (Railways) relating 
to Rajdhani Express. 

2. The Report of the Comptroller & Auditor General of lndia for 
the year 1973-74--Union Government (Railways) was laid on the 
Table of the House on 8-5-1975. The Committee examined this 
Audit Paragraph at their sitting held on the 20th June, 1975. The 
Committee considered and finalised this Report at  their sitting held 
on 15-1-76. Minutes of the sittings form Part 11* of the Report. 

3. A statement showing the main conclusions~recommendatichns of 
the Committee is appended to the Report (Appendix V).  For facility 
of reference these have been printed in thick type in the body of the 
Report. 

4. The Committee place on record their apprec.iatron of the assist- 
ance rendered to them in the examination of the Audit Report by 
the Comptroller & Auditor General of India. 

5. The Committee would like to express their thanks to the cfficers 
of the Ministry of Railways for the cooperation extended by them 
in giving information to thc Committee. 

NEW DELHI; 
January 15, 1976. 
P G 2 5 ,  1897 (Saka). 

H. N. MUKERJEE, 
Chairman, 

Public Accounts Committee. 

- - - - - 
*Not printed. (One c~closrylcd copy laid on the Tahle of the House and five 

copies placed in the Parliament Library.) 



RAJDHANI EXPRESS 
Audit Paragmph 

1.1. In pursuance of a decision taken in 1967 by the Railway 
W r d ,  in March 1 W  Rajdhani Express was introduced as a biweekly 
super-fast train between New Delhi and Howrah covering the dis- 
tarice of 1,441 kms in 17 hours. The train consists of six air-condi- 
tioned passenger coaches (one first class coach and five second class 
chair cars) and three service coaches (two generator cars and one 
pantry car). The coaches were specially designed and manufactured 
at the Integral Coach Factory, Perambur, at a cost of Rs. 1.28 crores. 
The train is hauled throughout, even on the electrified section of 
1,237 kms (i.e., about 85 per cent of the distance), by a diesel loco- 
motive modified at a cost of Rs. 45,000 for attaining high speed. 
The maximum permissible speed of the train is 130 kms per hour 
while the booked speed is 120 kms. per hour. The special fares 
charged f ~ o m  passengers travelling by this train cover catering dur- 
ing the journey. 

1.2. The next fastest train between Delhi and Howrah, running 
on the same route as Rajdhani Express (except 25 kms. between 
Ghaziabad and New Delhi), is Kalka-Delhi-Howrah Mail which has 
a normal load of 16 passenger coaches, one postal van and a pantry 
car (on the Northern Railway portion) and covers the distance in 
24 hours. This train is hauled by an electric locomotive except over 
a distance of 204 kms (between Delhi and Tundla), which is not yet 
electrified. Other fast mail and express trains on this trunk route 
are also mostly hauled by electric locomotives on the electrified sec- 
tions. Electric traction is cheaper than diesel traction, but addi- 
tional cost of haulage of Rajdhani Express by diesel locomotive on 
electrified sections has not yet (March 1975) been worked out. 

1.3. The route of Rajdhani Express has the heaviest trafac 
density ranging from 10,000 to over 60,000 net tonne kilometres per 
day. To deal with such heavy traffic and also to cater to the high 
speed running of Rajdhani Express, tracks on this route have been 
impmved by laying 52 kg rails, increasing the sleeper density and 
ballast cushion and better signalling system at a cost of Rs. 2.19 
crores (upto 31st March, 1973). Except the special signalling works 
uoanpleted cost of Rs. 4 lakhs, it is not possible to identify other 



elements of expenditure incurred solely h r  running of t h  R i l j d W  
Express. Look-wt men are posted at level crossings of restric- 
visibility on the days this train runs. The expenditure on these m a  
during 1971-72 and 1972-73 in Eastern Railway was Rs. 98,630. The 
corresponding expenditure in Northern Railway is not available 
separately. 

1.4. It is estimated that on the days this train runs, there is a 
loss of nearly three paths of goods trains on an average and also 
increase in detention of goods trains (including the super expresq 
goods trains) and other passenger trains on the route, with conse- 
quent loss of earnings not susceptible of precise quantificatim. 

1 
this 
and 
1971 

.5. During 1971-72 the average occupancy and punctuality of 
train was over 90 per cent. A study by the Research, Designs 
Standards Organisation of the Railways has shown that during 
-72 the total cost of running this train was Rs. 84.07 lakhs while 

the gross earnings (including m t  of meals) were Rs. 76.08 lakhs; 
and that taking into account only direct costs the profit was Rs. 15.21 
lakhs during 1971-72 or about Rs. 7 thousand per trip. The cm- 
clusions of this study, which was submitted to the Railway Bcard 
in June 1974, have not been accepted by the Railway Board because, 
amongst others, in the study the already available unit costs (in- 
direct) for goods operations have been adopted in the absence of 
corresponding data for passenger services which are not worked 
out. 

1.6. Apart from Rajdhani Express and Kalka-Delhi-Howrah Mail,' 
another air-conditioned (Deluxe) train, with ordinary first class and 
second class coaches as well, runs thrice a week between New Delhi 
and Howrah on the same route (except between Allahabad and 
Mughalsarai). I t  takes almost the same time as Kalka-Delhi-Howrah 
Mgil. During 1971-72, the occupancy ratio was about 90 per cent and 
above in all these three trains. Taking into account only the  direct 
costs of running the trains, the net earnings per trip (in 1971-72) 
were computed as Rs. 27,373 for Kalka-Delhi-Howrah Mail. I t  has 
been stated (March 1975) that no study of economics of the air- 
cmditioned (Deluxe) train has been undertaken so far. 

1.7. A similar biweekly Rajdhani Express train has been intro- 
duced between New Delhi and Bombay Central from 17th May, 1972. 

[Paragraph 10 of the Report of the Comptroller ,& Auditor General 
of Jndia for the year 1973-74, Union Government " (Railwap)l a 



3: 
Introduction of the R a j d h i  E x p m  

1.8 me Conmittee desired to know the considerations on which 
the Rajdhani Express was introduced and whether it was meant to 
serve as a prestige symbol or as an effjcient and fast service which 
would give a return a t  least as much as the other fast trains like 
the Kalka-Howrah-Mail. The Chairman, Railway Board stated in 
evidence : 

"It was intended to be a break-through of the barrier of the 
maximum speed to the maximum extent possible with the 
very minimum of expenditure and services that would 
meet i t  direct cost in operation and in a way also indicate 
a kind of alternative service that may be available bet- 
ween the capital city and Calcutta or Bombay vis-a-vis 
air service. It will also cater to the demand for a non- 
stop faster service between these cities." 

He added: 

"This is the one single train we have which has made a 
break-through technology of 100 km, which is the maxi- 
mum speed of the Indian Railways for the rest of the 
traffic. In other countries they have gone beyond 200 
krn, which is now beyond our reach. Nevertheless, it is a 
testimony of our technological break-through in being able 
to break 100 km. That train goes up to a speed of 120 to 
130 krn; the maximum that we can aspire at the moment 
with our resources and our industry is 160 km. If we 
have to go beyond that, we have to go into very many 
detailed problems of major reconstruction of track and 
so on, which we cannot afford at this point of time. But 
our technological break-through has definitely crossed 
100 km. At the moment we have aspirations of loc.king 
forward in the next ten years of getting very much be- 
yond 2 0  km per hour. 

Then, we are selling our products, wagons and coaches abroad. 
We are trying to promote export effort and this is the 
train that we exhibit to all the railway delegations that 
come here. " 

1.9. According to the Audit paragraph, it has been estimated 
that on the days this train runs, there was a loss of nearly three 
paths of goods trains on an average and also increase in detention 
ai goods trains (including the super express gmds trains) and othm 



. . 
pasenger trains on the route, with consqtmnt 'loss af earnings not 
susceptible of precise quantification. The route of the ftajdhani 
b p r e s s  also has, according to, Audit,',the heaviest trafftc density 
rmging fram 10,000 to over 60,000 ;let tonne kilometres per day. 
Vhe Committee, therefore, desired to knyw what advantag;es had 
accrued to the Railways by running the Rajdhani Express, espe- 
W l y  when it displaced three goods trains and also resulted in in- 
crease in the detention of goods trains and other passenger trains on 
the route. The Member (Transportation), Railway Buard stated: 

"The advantages have just been explained. We introduced a 
fast inter-city service at a speed of 120 km. per hour jn- 
creased to 130 km. per hour. It  relieved pressure of ac- 
commcdation on the other trains and gives gwater satis- 
faction to the customers. That is the advantage. Regard- 
ing the density a f  traffic on this route, there is no doubt 
that Delhi-Howrah route carries very heavy density of 
traffic. But, at the time at which this train was intro- 
duced, enough capacity was available and there was no 
difficulty in running the train twice a week. Regarjing 
the point that it displaces three goods trains, this is the 
point which we have to consider in the light of introduc- 
tion of a passenger train vis-a-vis a goods train. If you 
take a passenger train, it gets preference over running of 
a goods train. Even the ordinary passenger train displaces 
a goods train to some extent. When you come to fast mail 
and express trains, they displace goods trains b3 the ex- 
tent of 2 .  If you introduce a still faster train, i t  would 
come to 2.5 or 3. This is inevitable in aperation where 
trains run on the same section at different speeds and, 
therefore, the fast train will naturally displace the slower 
train to that extent. But, we cannot stop introducing 
more passenger trains and mail trains on that account." 

1.10. The Committee pointed out in this connection that the 
Rajdhani Express had also apparently resulted in detentions to the 
Super Express Goods trains running between Delhi and Howrah 
and asked whether, while introducing a prestigious train, attempts 
should not be made to ensure that i t  did not affect the movement of 
other trains, goods as well as passenger. The witness replied: 

"We agree with you. Our effort3 are to improve the speed of 
the goods traips a l s ~ . "  



8 
In this context, the C*irman, Railway Board sated: 

"I may add here that we are running this service bdweekly 
and not daily. There are trains like Kalka Express which 
are running daily and are, in fact, equivalent to displac- 
ing two goods trains. This mute is for both the trains." 

When asked whether the Railfway Board had quantified the loss 
r i s ing  out of the dislocatjrsn of goo& services on the introduction 
of the Rajdhani Express, the Member (Transportation), Railway 
6 6 a n ~  stated: 

"The goods traffic ha9 not been affected ." 
When the Committee pointed out that the Rajdhani Express had 

obviously affected the movement of ~ o o d s  tra.ins, the witness replied: 
"If the section is working .to the saturation capacity, yes, I 

agree with you. But there was. as I said, capacity avail- 
able to run both goods trains and passenger trains traffic. 
As the traffic goes u p  higher and higher and the line ca- 
pacity reaches the saturation point, we agree that this is 
true." 

To anl~ther question whether any computation of the quantum of 
losses likely to accrue by the displacement of goods traffic had been 
made by the R a i l ~ w a ~  Board, the witness replied: 

"No, Sk. But what we do initially 'when we want to intro- 
duce a train is that we have a chart in which we plot all 
the information and from that chart, we see whether we 
can introduce a train without interferring with other 
trains-both goods and passengers. An exercise to that 
extent was made. The original chart is not available. But 
we can draw up a chart." 

Subsequently, at  the instance of the Committee, the Ministry of 
Railways (Railway Board) furnished statements showing the chart- 
ed line capacity, i.e-, the total capacity b r  running all types of 
trains an the route covered by the Rajdhani Express and actual uti- 
lisation of the capacity as on 31st March, 1963 (one year before the 
introduction of the Rajdhani Express) and as an 31st March, 1970 
(one year after the introduction of the train) which are reproduced 
.in Appendix I. In a note, the Ministry of Railways (Railway Board) 
added: 

"It will be observed that on all the sections between Howrah 
and New Delhi capacity was available to provide a path 
for this train to run on two days in a week." 



1.11. According to the Audit paragraph, while the Kalka Mail, 
which also operates,on the Rajdhani Express route and other fast 
mail and express trains on this trunk route w e  mostly hauled by 
aectric locomotives on the electrified sections of the route, the Raj- 
dhani Express is hauled throughout by a diesel locomotive, 'modified 
for high speeds at a cost of Rs. 45,000. The Committee desired to 
know the reasons for not using electric traction, which is consider- 
ably cheaper than diesel traction, for the Rajdhani Express and 
the annual additional cost in respect of haulage by diesel locomoti- 
ves. The Member (Transportation) Railway Board, stated in evi- 
dence: 

"The electrified section a t  that time was only from Hosrah to 
Kanpur. Also at that time we did not have a sulbble elec- 
tric locomotive which would carry this train at the speed 
a t  which we intended, namely 120 krn. per hour. Further- 
more, even if we had mixed diesel am3 electric traction on 
the run, there would have been detention for change of 
engine at Kanpur and that would have detracted f ~ a m  the 
idea of running this train in the shortest journey time 
possible with the maximum speed. We had a diesel lcco- 
motive which, with suitable improvements, o u l d  be uti- 
lised for carrying the train at  120 km. per hour and taking 
all these factors into consideration, we decided that the 
whole journey would be covered by the diesel lcccmo- 
tive only." 

1.12. The Committee were informed by Audit that the Research, 
Designs and Standards Organisation @Dm) of the Ministry of 
Railways, had undertaken an  economic appraisal of the Rajdhani 
Gxpress running between New Delhi and Howrah and that, in its 
Report submitted in May, 1974, had, inter alia, recommended the 
switch-over to electric traction to reduce the direct expenditure on 
fuel and thereby improve the profitability of the service. When the 
Committee drew attention to this recommendation, the Member 
(Transportation) replied: 

"The RDSO made an investigation and have opined that in the 
context of the full electrification of the Howrah-Delhi 
route up h3 Delhi, i t  would be better to run the train by 
electric locomotive rather than by diesel. We went through 
their report. T h e ~ e  are two conditions. One is that elec- 
trification should be completed right up to Delhi and the 



aercond is that we PhoulQ have a locom&We available which 
would carry the train at  a speed of 130 km. per hour. 
I would like to inform the Committee that since then we 
have designed an electric locomotive which we are going 
to, try at  speeds of 130 km. and above upto 160 km. So, 
so far as the locomotive type is concerned, i t  will be avail- 
able. It  is qnly the time factor in completing electrifica- 
tion up to Delhi, which will be about a year hence." 

1.13. The Committee asked whether it was a fact that no electric 
locomotive had yet been certified fit ID haul the Rajdhaqi Express 
and enquired into the reasons therefor, especially when other coun- 
tries had locomotive capable of speeds of 200 kilometres and more 
per hour. The Chairman, Railway Board replied: 

"%me of the locomotives that we have need certain modifi- 
cations in the design of the bogie and the gear ratio and 
the power that is available for hauling the train and then, 
as Mr. . .has explained, the major factor is that these 
experiments, modifications and so on would be initiated, 
and have been initiated, at a time to coincide with the 
complete electrification of the Delhi-Howrah route. We 
are anticipating that and when it is completed, the modi- 
fied locomotive also would be available at  that time for 
electric haulage." 

He added: 
"Theoretically the RDSO knew that one type of electric loco- 

motive could be modified. It is a question of timing the 
experiments for making the modifications and testing and 
proving them which we have now formulated." 

When asked whether the technical problems involved in the modifi- 
cation of the locomotive were formodable, the witness replied: 

"The traction motor has a fixed section and the gear ratio 
has to be altered and also the bogie suspension will have 
to be modified before riding at higher speeds because 
what happens is that these bxomotives are tested a t  about 
160 km. and then permitted to run at 130 km." 

1.14. When the Committee pointed out that diesel traction was 
much more expensive and desired to know the reasons for the 
ap~wrsrgnt slow progress in  making the electric locomotives suitable 
for hauling, the Rajdhani Express, the witness replied: 

, D i e d  also had to be similarly modified. The diesel engines 
that we have are only fit to run at 100 krn. and the ques- 



,tion was w a y  that if you, haw a ohan@ of: engirre in  bet- 
ween, then &he w b l e  idea, of a run through &nd.\.mininis- 
ing the, time .would be lost." 

To mother question whether changlng the engine just once would 
have a pdrceptible impact on the running time uf the'train, the 
witness replied: 

"Yes, but then there were other attendant problems, that this 
is only a bi-weekly service, it is not a daily service, and 
a modified locomtive cannot be allowed to Ije unused. 
We use i t  on other services also. With the through train 
between Delhi and Howrah, i t  gets a longer run and a 
flexibility to use at the other end is also better." 

. t  

1.15. The Committee called for a copy of the Economic Appraisal 
of the Rajdhani Express carried out by the Research, Designs and 
Standards Organisation and found from the Report that the findings 
of the RDSO in regard to the implications of a change of traction 
were as follows: 

"The primary implication of a change of traction js the effect 
on running time. The comparative inter-secticnal run- 
ning time between Tundla and Howrah, in both direction, 
has been worked out as under on the train schedule mm- 
puter: 

- 
Exirtmg with Dmel Elrctric Loco W A N  a 

Section Engine WDM4 (Ma- (Msx)rnvm ?peed rm kml 
xrmum speed 1 3 0  hour) 

km/hour) 

9-coac h 9-cmch 16- couch 

HWH-TDL 715 mts 705 mts 710 mts 
8 

TDL-HWH 720 mts 697 mfs 707 mts 

The'following is the brcak-up of the journey time bctween:Tundla and Howrah as per 
c ~ t : t h c  table : 

Cmputenscd Temporary Tot.] 
T~mmgs Engg. allowmcc halt Journr v 1 ~rnc 

time 
Hn. Mrs. Hta. Mts. Mts. I .  Mts. 



I . '  It is, therefore, obvious that with the use of an electric loco- 
motive, i t  may be possible to maintain the existing run- 
ning time and k e n  improve upon it." 

1.16. T h e  Cbmmittee enquired into the reasons for the delay in 
developing an electric locomotive capable of high speeds. The  
Financial Commissioner replied: 

"The RDSO was assigned the task of giving a modified loco- 
motive. They have taken up a survey and are  conducting 
experiments for modified locomotive. If those cxperi- 
ments come to a successful end, we should be able to have 
these locomotives and the electrification of the Rajdhani 
route wjll also be completed." 

1.17. In reply to another question whether it would not be deeir- 
able to do away with dual traction altogether after the eletrification 
of tbe entire route was completed, the Financial Commissioner 
stated: 

"That is a policy matter which we will have to reconsider, 
but there are certain issues which stand in the way of 
doing it. One is that we have I~mited resources and s6 we 
thought that some railways could be dieselised and ot- 
railways could be electrified. Our long-range programihe 
is that wherever there is scope for electrification, it should 
be done so that the whole trunk route from Delhi to 
Calcutta and Delhi to Bombay is. in the long run, electri- 
fied. This is a long-range perspective." 

1.18. The Committee desired to know whether i t  could be expec- 
ted , in  the near future, that with both electric and steam traction, 
the targets of passenger and goods movement would be fulfilled. 
The Financial Commissioner stated: 

"In fact, i t  would be more advantageous--that is to say, if the 
trunk mutes like Delhi to Calcutta are electrified and 
meter-gauge routes have disel or  steam locomotives. But, 
apart from the technological problems i t  will create in re- 
gard to maintenance and servicing, there is another aspect 
i.e., it will need a long-range training programme. W e  
have a large body of employees in those areas who are 
used to steam traction and they will have to be d e -  
ployed to different areas. So, it becomes a sorb of problem 
as to how to make the best use of those people who are 
useful mainly 4n those particular areas." 



In this context, the Chairmm, Railway 'board; stated: 

"Our objective had been to maximi& the pace of electrifica- 
tion, but the regettable thing is that electriAcation re- 
quires a very large capital input because of the over- 
head structures, substitution of transmission lines etc. 
and we have been finding it more and inore difficult to 
get adequate capital for our electrification programmes. 

So, this capital restriction is there. For instance, this year, 
because of the curtailment of the budget, we had to slow 
down some of our electrification projects, so that it be- 
comes a real constraint on accelerating our electrifica- 
tion programme. 

Now, the other point, of course we would like to make it, 
but it would become almost a hackneyed expression-as 
to which of the two is more advantageous, diesel or elec- 
tric. It is really difficult to make a direct comparisen 
between the two." 

1.19, S n c e  the electrification programme had been thought of 
ementially as a replacement of diesel traction so as to conserve diesel 
dl and to reduce costs, the Committee desired to know how far 
#ia programme would replace dieselisation or whether it was only 
ul additional programme. The Chairman, Railway Board, stated: 

"As I explained, even with the capital being made availabie 
to us, both the forms of traction, electrification and die- 
seliation, would have to go together in order to cope 
with the traffic because to-day even our passenger servi- 
ces are not fully dieselised or electrified. There is +ways 
a greater demand for electrification of the service on the 
electrified route. The manufacturing programme of elec- 
tric locomotives is more or less matched to the pace of 
electrifioation we can achieve having regard to the capi- 
tal constraints. We are always anxious to get more and 
m r e  capital for electrification, but acceleration of the 
progamme has not yet been possible, and to us it does 
not seem to be in sight." 

' 'The Financial Commissioner added: 

, "$1 I mey add, dearth of electric power today is as much a 
problem as availability of diesel." 



The Chairman, Railway Board further stated: 

"Although it is never done, I think, i n  the last five years 
in U.P. three times we have been asked to replace, 
even temporarily, our electric services by dieselisation- 
on the Allahabad-Kanpur-Mughalsarai route." -- 

1.20. The Committee asked whether the electrification programme 
of the Railways was directly linked with a programme for power 
generation by the Railways. The Chairman, Railway Board, replied 
in the negative. When the Committee pointed out in this connection 
that the electrification programme was likely to be affected on 
account of delays or setbacks in the power generation programmes 
of the State Governments, the witness feplied: 

"That is also one factor. I will give another example, We are 
doing Madras-Vijayawada electrification. There, as I 
said, we have our own capital constraints which determine 
the pace of progress. The Andhra State Electricity Board 
has promised us power. They are going to add power 
generation to their capacity within the next four or five 
years. But they do not have the money to provide trans- 
mission lines for our sub-stations, and they are asking 
us to give them a loan which we are not in a position to 
do." 

1.21. The Committee desired to know whether the Railways had 
any plans for power generation on their own instead of depending 
an the S t a k  Governments. The Chairman, Railway Board stated: 

"We have a proposal for putting up our own power stadons. 
There is one more factor. Today, economic power genera- 
tion means large power stations. It is not the old power 
station of 50 megawatts ~ ) r  110 megawatts. We have to 
go upto 220 or even 250. If we put up a power station 
at a particular point, we would be able to supply. let us 
say, to about 400 or 500 kilometres of nur route or even 
more, but we would still have surplus power available 
which we would have to transmit back into the grid of 
the State. We are thinking of providing for our own 
power stations for these reasons. First of all, it will give 
us a better control over the cost of power. What is h a p  
pening in most of the States today is that the cost of power 
is jacked up. The fact that the Railways are a bulk con- 



surner u$ electricity does not carry any weight with the 
State Eletricity Board, and we are not given any lesser r a t  
for buying power than what is given for other industrial 
units. We are not treated as a hulk consumer and allowed 
a cheaper rate. In many advanced economies where there 

is enough power available, load is regarded as a great ad- 
vantage to the power system and because of that they are 
prepared to pass on the economies of bulk consumption to 
the Railways. That does not happen in our country because 
we have power shortage and the tendency of the Electri- 
city Boards is to rnaximise their earnings and they have, 
no discriminatory treatment in the matter of rates." 

1-22 In view of the fact that the Kailways appeared to be in a 
position to establish power stations, the Committee asked whether 
it would not be desirable to have effective coordination in this regard 
between the Central and State Governments and a pooling of re- 
sources so as to have a cbordinated plan for power generation. The 
Chairman, Railway Board, replied : 

"That is what we are attempting through the planning Com- 
mission. We are asking them to give us a chance to put 
up, if not all, at least a couple of stations." 

When asked the present position in this regard, the witness replied: 

"We are still arguing. As it  is. at least for the present year 
and the next year, the allocation of resources for power 
generation having already been made, they have not been 
able to take a final decision on this. We have a very old 
power station in Bombay the Chola Power House. It is 
a D.C. generating station. It  has become an uneconomic 
unit in the present day terms and we have been wanting 
to replace it with a higher capacity unit and we have been 
trying to get approval for this, but even this has not yet 
been given to us." 

He added: 

"It is basically a question of finance. But we cannot spread 
out entirely into generating our power. We will have 
some stations where we will generate our power, but tw 
do it on an All India scale, I do not know whether it woulcF 
be possible." 



A note subsequently furnished to the Committee in this regard 
by the Ministry of Railways (Railway Board) is reproduced below: 

"The Ministry of Railways in consultation with the Planning 
Commission have proposed to set up 3 new thermal power: 
stations along the electrified routes in the Northern and 
Eastern regions. The proposals under consideration con- 
sist of setting up 3 power stations each with 2x110 MW 
units-one each in West Bengal, Bihar and Western U.P. 
These Power Stations will be interconnected with the Grid 
system of the State Electricity Board for economical ope- 
ration and to provide assured power supply for electric 
traction and other important railway installations. It is 
also proposed to expand the capacity of Railways' existing 
Chola Thermal power station near Kalyan on Central Rail- 
way by 2xllOMW units, 

Site studies and preparation of Feasibility Reports have been 
completed for the above mentioned power stations and the 
reports have been submitted tb the Planning Commission 
for approval and allotment of funds. These Reports are 
under examination by the Planning Commission." 

1.23. As regards the comparative cost of haulage of the Rajdhani 
Express by diesel and electric traction. enquired into by tlle Com- 
mittee, the Ministry of Railways (Railway Board) informed the 
Committee, in a note, that an assessment of the compai"ative costs 
was not possible in view of the fact that no electric lscomotive had 
yet been certified fit to haul the Rajdhani Express at  the required 
speed. 

Remunerutiveness of the Rajdhani Express 

1.24. The Committee desired to know whether any cost analysis 
had been conducted before introducing the Rajdhani Express and 
the estimated annual receipts and expendit'ure connected with the 
running of the train and the actuals in this regard. In a note, the 
Ministry of Railways (Railway Board) stated as follows: 

"Before the introduction of the Rajdhani Express, an estimate 
of out of pocket expenses of running the train was made 
with a view to fixing the level or fares to be charged for 
travel by this train. The out of pocket expenses or the 
direct costs were assessed as Rs. 34.26 lakhs per annum. 
On the basis of this, the fares were fixed a t  Rs. 2801- for 
A. C. sleeper and Rs, 901- for A. C. Chair Car and with 
the anticipated occupation of 60 per cent in A. C. First 



Class and 80 per cent in A. C. Chair Car, the annual earn- 
ings were estimated a t  Rs. 49.84 lakhs. The fare of 
Rs. 2801- for A.C. sleeper and Rs. 901- for A.C. Chair Car 
included the catering charges of Rs. 151- and Rs. 8/- res- 
pectively. Excluding the catering charges, the estimate 
of earnings was Rs. 45.63 lakhs. 

The train was introduced in 1969. Estimates of the direct 
costs and actual earnings made for the year 1970-71 are 
indicated below: 

Estimated direct Revenue earned 
expcnscs -- 

Rs. 29.22 lakhs Us. 68-66 Iakhs 

Not? :-The direct expases exclude catering expmses, cost of provision and main- 
t :lance of p m n  inent way, signal and telecommnnication and overheads, etc., which are 
co.nmol with other services and includes cost of diesel oil, engine crew, train staff. interest 
a ~ d  dep-xiation of coaches and engines. The revenue earned is excluding passenger tax 
and catering charges". 

1.25. In reply to another question whether any study of the eco- 
nomics of operating the train had been conducted, the Ministry of 
Railways (Railway Board) stated: 

"The Rajdhani Express between New Delhi and Howarh was 
introduced with effect from 1-3-1969. A study of the 
economics of running this train was made QI-I a hroad basis 
in 1971. The earnings from passengers travelling by this 
train were readily available. An assessment of the total 
cost of running this train was, however, not found feasible. 
Expenses are not booked train-wise and costs of provision 
and maintenance of permanent way, signal and telecom- 
munication, other equipments and facilities, the cost of 
train passing staff, coaching yard staff and overheads which 
are common with other services could not be estimated 
since the unit costs for the coaching services have not yet 
been finalised. The assessment of expenditure was, 
therefore, confined to the direct costs covering the 
cost of diesel oil consumed by the engines, engine crew, 
train staff, staff for operation of the generator cars, 
repairs and maintenance of locos and coaches. fuel and 
other stores for the generator coaches and interest and 
depreciation of coaches and engines. Whereas cost of haul- 
age of the pantry care was taken into account, the cost of 
staff and stores utilised for the catering services was not 



included. The catering earnings were also excluded from 
the earnings of the train. 

The initial assessment of direct costs was utilised to estimate 
the expenditure for subsequent years by application of 
suitable escalation factors to cover increase in staff, mate- 
rial and fuel costs. The earnings (excluding catering) for 
each year was obtained and compared with the costs 
(excluding staff and stores of catering). The figures are 
as under: 

Yrar 
Est:matcd r!irect Earvings 

expep ses 

It will be seen that thc earnings exceeded the direct expenses in all the years by a sub- 
stantial margin. 

A similar study of the economics of Hajdhani Express running between New Delhi 
and Bombay Central (mtroduced from May, 1972) was also conducted. The relative figure 
are given below :- 

Yrar 
Estimated dirccc Ear~iiags 

exprnses 

(In l a b s  of rupees) 

1972-77 . . 26.88 
(from A h p  1972 to March 1973) 

1.26. The Audit paragraph points out that to deal with the heavy 
traffic on the Rajdhani route between New Delhi and Howrah and 
also to cater to the high speed running of the Rajdhani Express, an 
expenditure of Rs. 2.19 crores had been incurred upto March 1973 
on improvements to the track and better signalling systems. The 
Committee asked whether the track improvements on this route had 
little to do with the running of the Rajdhani Express and whether 
the improved turnouts provided on the track for higher speeds over 



points and crossings would not have been necessary if the Rajdhani 
Express had not been introduced. The Chairman, Railway Board 
replied: 

"Actually, the track improvements that have been referred to 
in the Audit Report had been started much earlier than 
when the Rajdhani Express was even thought of because 
there was growing density of traffic on the trunk routes. 
In 1961 we-had established i~ conjunction with the RDSO 
a standard of track that wherever the traffic was going to 
be 20 million gross tonnes per annum, the standard would 
be 100 lbs. rail with N+6 and 7 sleepers. This had nothing 
to do with the Rajdhani Express. The Rajdhani Express 
today also is running on the old standard of track of 90 
Ibs. with N+3. All that we did for the Rajdhani Express 
was that we introduced a mord intensive system of 
monitoring of the track by means of more precise instru- 
ments and re-organised the maintenance into what we call 
the directed maintenance instead of having a routine sys- 
tem of maintenance which only was possible with the less 
precise instruments that we had earlier. The method is 
of riding in coaches, riding in  locomotives, and seeing how 
the track behaves and picking up the defects. We had 
instrumented monitoring and as a result we were able to 
Locate the defects and the extent of the defects much more 
precisely and categorise the track and our tr+ck gangs were 
reorganisa to work at concentrated points only." 

When asked whether any additional espenditure was incurred on 
this score, the witness replied: 

"No. The result was that this was possible with the old track 
of 90 lbs. and T': -+- 3 and N 4- 4 sleepers." 

1.27. As regards the look-out men posted at level crossings of 
restricted visibility on the days the Rajdhani operates, referred to 
in the Audit paragraph, the Committee desired to know the addi- 
tional expenditure incurred on this account during 1970-71 to 1974-75 
on the Northern Railway and during 1970-71, 1973-74 and 1974-75 on 
the Eastern Railway and the mode of utilisation of these men on 
the non-Rajdhani days. In a note furnished to the Committee, the 
Ministry of ~ i l w a y s  (Railway Board) stated: 

"No separate lookout men were postdd by the Northern Rail- 
way. Already security patrollers were being employed 
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in that length, at the instance of U.P. State Government, 
due to disturbed conditions of law and o rda .  These same 
men were deployed for the short duration on the days that 
Rajdhani Express was running, as lookbut men. There- 
fore, no additional expenditure was incurred by Northern 
Railway on that account. 

On the Eastern Railway lookout men are provided from 
amongst the permanent gangmen by gwing them half a 
day off when required. Thereafter recoupment of man 
days lost is done at the end of the month. The ap@ndi- 
ture incurred on   his account for the three years referred 
to, is as under: 

. . Rs. 22,300 

. . Rs. 40,088 

. . Rs. 38,182" 

1.28. During evidence, the Committee enquired into the dudes 
performed bv these lookout men and also desired to know the posi- 
tion in this regard in respect of the New Delhi-Bombay Rajdhani 
Express operated by the Western Railway. The Chairman, Railway 
Board replied: 

"The lookout men are largely on the Eastern Railway. These 
men were initially there before the telephones were pro- 
vided on the gates. From tile nearest station as scon as the 
Rajdhani passes. they inform the gate people. On the 
Northern Railway, they were using the security men, but 
they have also reduced the number gradually as the tele- 
phones have been provided. But the Eastern Railway, 
notwithstanding the provision of telephones, to provide 
a double safety they have retained them. On the Western 
Railway this device was not used at all. They find that 
the safety is all right. They have provided the telephones. 
They do not need any additional look-out men. apparently 
because of the nature of the location of the level 
crossings." 

1.29. In reply to another qy-~estion whether any additional expen- 
diture specifically identifiable and attributable solely to the running 
of the Rajdhani Express had been incurred, the witness stated: 

"I do not think there is anv espenditure that we can attribute 
specifically to the Rajdhani Express." 



In a note furnished subsequently to the Committee in this regad, 
the Wnistky of Railways (Railway Board) stated: 

t 

"The following expenditure could be specifically attributed to 
Rajdhani Express by the Railways in this regard: - -- 

- - Rs. in lakhs -- -. 

(a) Capital c a t  of coaches specially manufactured (including spares) . 100.45 

(b) Cost of providing public address system on the train . . . 0.52 

(c) Cost of modification of loco for higher speed . . 0.45 

(d) Cost of separating Warner signals at 9 stations and providing telephone 
connections at level crossings 4 - 0 1  

(e) Cost of extra commercial staff at Howrah & Ncw Delhi exclusively 
for Rajdhanl Express per year . 0.29 

(f)  Expenses on look out men on Eastcrn Railway per year . . . 0.42'' 

1.30. According to the Audit paragraph, the study by the Re- 
search, Designs and Standards Organisation of the Ministry of Rail- 
ways had shown that during 1971-72 the total cost of running this 
train was Rs. 84.07 lakhs while the gross earnings (including cost 
of meals) were Rs. 76.08 1a.kh.s and that taking into account' only 
direct costs the profit was Rs. 15.21 lakhs during 1971-72  or about 
Rs. 7 thousand per trip. The Report of the Comptroller and Auditor 
General of India also points out that taking into account only the 
direct costs of running the trains, the net earnings, in 1971-72, of 
the Kalka-Delhi-Howrah Mail, operating on the same route as the 
Rajdhani Express, were computed at Rs. 27.373 per trip. In view 
of the fact that' this train appeared to be more profitable than the 
Rajdhani Express, the Committee enquired into tbe special justifi- 
cation for operating the Rajdhani Express which gave a lower return 
on the same route. The Member (Transportation), Railway Board 
replied in evidence: 

"I think your observation is based on the Audit paragraph 
Report. To that, we have sent a reply. The calculation 
made by us is not in accord with that assessment. The 
difference is not to the extent indicated by you." 

The Chairman, Railway Board stated in this connection: 

"Our costing people have examined it  and they are not agreed 
with those figures. But, on the basis of direct cost, the 
difference between the Kalka Mail and the Rajdhani Ex- 
press is not so great." 



1.31. The Committee desired to know the reasons for the Railway 
Board not accepting the results of the study of the economics of 
the Rajdhani Express conducted by the Research, Designs and 
Standards Organisation. [The details of the costs of operating this 
train, worked out by the RDSO, furnished to the Committee by the 
Ministry of Railways (Railway Board), are indicated in Appendix 
111. The Chairman, Railway Board stated: 

"We have pointed out the defects. They have advised us  
about it. We have got our own calculations." 

1.32. The Committee pointed out in this connection the figures 
of earnings of the Rajdhani Express adopted by the RDSO in its 
study and those worked out by the Railway Board tallied more or 
less and desired to know the areas in which the latter had not accep- 
ted the study conducted by the former. The Member (Transporta- 
tion), Railway Board stated: 

"In regard to expenditure side, the calculation of the RDSO 
is not acceptable for the reasons that they have assessed 
the cost by utilisation of statistical figures which arc per- 
taining both to goods and passenger traffic. If you mix 
the goods aspect, it vitiates the element of cost to be in- 
curred on the' passenger side." 

The Financial Commissioner of Railways stated in this context: 

"May I try to explain it? (1) we have not been able to devise 
a very scientific system in which the exact costing on 
coaching services and passenger services by specific routes 
is available. We have come to some general conclusion. 
Now, we have bifurcated the expenditure between the 
goods and the coaching services on the whole. We are 
losing very heavily on passenger services, to the extent of 
about Rs. 150 crores a year. This analysis does not cover 
the services rendered by each train on each route. There- 
fore, whatever figures are being mentioned, we have al- 
ways to take them with a certain amount of reservation. 
We should not draw any conclusions from it. If we were 
to say that Rajdhani Express is more profitable than Kalka 
Mail, then the management's conclusion was right. If we 
come to a conclusion that Kalka Mail is more profitable 
than Rajdhani Express, then why not substitute Rajdhani 
Express, then why not substitute Rajdhani Express by 
Kalka Mail? I can assure you that we have not come to 



that kind of conclusive picture on which we can take a 
decision. 

We are not alone in this respect. In the world, everywhere the 
same kind of difficulties in costing of transport capacity, 
goods and passenger services, is being encountered. We 
have yet to come to a system by which we can come to 
a conclusion which holds good for all time. In transport 
sector, the variables change so often and they are so sea- 
sonal. There are causes, direct and indirect, depending 
upon the density and pattern of traffic at  certain times. 
We have the Air-conditioned train. It is more popular in 
summer than in winter. In winter, its utility goes down. 
We have always to consider all these aspects. 

The point which the Railway Board are making today before 
the Committee is that it is not so much the consideration 
of earnings on which the Rajdhani Express was introduc- 
ed. But it was on a consideration of having some techno- 
logical advancement in the country and not have stagna- 
tion. 

Another thing that we did was that we have tried to keep the 
fares of the Rajdhani Express as high as possible. For 
example, today. the Rajdhani Express First Class fare is 
higher than even the air fare. The Chair Car fares of 
Rajdhani Express are higher than even the fares of Delux. 
So, we have a commercial outlook. But we have not been 
able to come to a decision merely on a commercial basis 
whether we should abolish the Rajdhani Express or not." 

1.33. In view of the fact that this was only an accounting princi- 
ple, the Committee desired to know the grounds on which the total 
dependent and independent costs of running the Rajdhani Express, 
computed by the RDSO, had been considered to be wrong. The 
Financial Commissioner replied: 

"It is based on the assumption of the occupancy ratio. The 
calculation of earnings part is the easiest part of the ac- 
counting. But to calculate the cost of working a train 
and distributing expenditure of that area over the number 
of. trains on a particular route is a more difficult task. 
That is where the RDSO has erred. They have taken a 
combined figure of goods-cum-passenger unit cost and 



applied it to, Rajdhani Expre~s. Therefore, the figure gets 
vitiated." 

1.34. At the instance of the Committee, the Ministry of Railways 
(Railway Board) furnished a statement indicating the reasons for 
non-acceptance of the economic evaluation of the Rajdhani Express 
by the Research, Designs and Standards Organisation, which is re- 
produced in Appendix 111. 

1.35. Even if train-wise costing could not be done at present, the 
Committee enquired whether i t  had not been possible for the Rail- 
way Board to ascertain the financial impact of the Howrah and Bom- 
bay Rajdhani Services. on the total expenditure and earnings on 
passenger services and see whether the introduction of these two 
trains had further widened the gulf between the earnings of and 
the expenditure on the total passenger service. The Financial Com- 
missioner stated: 

"I will not be able to answer whether there has been an im- 
pact of that order of that particular one train which is 
bi-weekly service." 

In view of the fact that the number of new trains introduced 
in the recent past was not high, the Committee asked whether at  
least a portion of the additional losses on. passenger services reflec- 
ted after the introduction of the Rajdhani Express could not be 
attributed to this train. The witness replied: 

"May I answer i t  in a little historical sense? About two years 
ago, we were losing Rs. 90-95 crores on passenger servic- 
es. That was when Rajdhani Express trains were running. 
Today, we are likely to lose Rs. 150 crores. We are losing 
more on passenger services because as the total cost goes 
up, the share on passenger services of the total cost also 
goes up. In other words, what I wanted to say was that, 
of the total expenditure thst we have to incur, 55 per cent 
is for goods services and 45 per cent for passenger services. 
So, as long as 45 per cent of the expenditure is not cover- 
ed by the passenger earnings nur passenger services wiil 
lose. 

For arriving at a methodology which has resulted in this kind 
of an analysjs of 45 per cent of the expenditure being about 
adopted for passenger services, two years ago we had a 
sample survey carried out at as many as 2.000 stations- 
for arriving at a break-up of the expenditure for different 



stations between pssenger services and goods services. 
We compiled the figures and found that it may be 45 per. 
cent or 42 per cent or 40 per cent. But even if i t  is 40 per 
cent, our passenger services are going to be a losing pro- 
position for a long time to come, in spite of the fact that 
we increased our fares so heavily in the year 1974-75. 
Now, this is a fact which we will have to live with. 

The second gmeral conclusion that I would like to 
bring to the notice of the Committee is that most of our 
losses on passenger services occur not on the trunk routes 
but on meter-gauge route and branch routes. Rajdhani 
is however giving p o d  return as it is running in an area 
which is very fully occnp~ed." 

1.36. Since it  was of imperative importance to know the cost of 
operating a service in the interest of. better financial management, 
irrespective of the initial considerations on which the Rajdhani 
Express might have been introduced, the Committee desired to know 
the steps taken by the Railway Board to ensure that the cost of 
running such passenger services was readily available. The Fnancial 
Commissioner stated: 

"We have answered this question earlier, both to the P.A.C 
and the Railway Convention Committee. We are looking 
forward to some kind of a methodology which will give 
us an approximately reliable figure by the end of this 
year." 

1.37. The Ministry of Railways (Railway Board) had informed 
the Railway Convention Committee (vide its 5th Report), in May, 
1914, that an analysis of the cost of operation of coaching services 
was on hand and that after its finalisation, it would be possible for 
the Railway Board to work out the cost of operation of individual 
passenger trains, including the Rajdhani Express. The Committee, 
therefore, desired to know the progress made in this regard since 
May 19'74. The Financial Commissioner stated: 

"I also answered this question that we are in the process of 
working out the coaching costs. Unfortunately, we have 
not been able to come to final conclusions in certain mat- 
ters. We are trying to find the correct methodology in 
these matters. Here the point is that the situation keeps on 
changing so quickly or rapidly that if we give something 
'definite it will only be falsified. For exawle ,  take the 
case of possible increase in the price of coal. Immediately 



our cost structure changes or in increase in D.A. too, the 
cost structure changes. Take for example, movement ot 
foodgrains from Punjab o r  from imports. There the pat- 
tern of movement changes. All this we are trying to do 
as best as we can. As soon as we are able to see the day 
light how to proceed and what factors should be given 
what weights we should be able to do this. I say that we 
should not only be able to do for Rajdhani but for other 
services also." 

When the Committee pointed out in this connection that the statisti- 
cal problems of collecting data in regard to variables could easily 
be solved by selecting a clear accounting period at a given point of 
time for the calculation of such variable costs, instead of changing 
the estimates and the base periods periodically, the Financial Com- 
missioner replied: 

"This point is well taken. We are trying to re-verify certain 
things. For example. we have to re-verify in the distribu- 
tion of costs, or statistical data. Suppose we come up with 
a factor disclosing that 45 per cent of the total expenditura 
should be charged to passengers. Now, on the face of it 
it looks high. If this figure is there it amears to me that 
the passenger traffic is never going to be a remunerative 
proposition. Therefore, we are re-checking it. We have 
carried out specific studies for 2,000 stations out of 6,000 
to make them reliable at a point of time. If those figures 
are revised, we can update the same with reference to 
the variable factors from year to year." 

1.38. The Committee asked whether this did not, therefore, essen- 
tially mean that the Railway Board had not been able to obtain 
the distributable costs at a given mint  of time. The witness replied: 

"This is one of the major problems that we are facing. I sup- 
pose that has a bearing on this. And the proportion varies 
so much. For example in the direct costs, our fuel and 
labour costs have changed so much that it becomes a diffi- 
cult factor. If the distributable costs become identifiable, 
then that would give us a different picture altogether. I 
am only trying to explain the difficulties but I am not say- 
ing that i t  is an im?ossit~le t s k .  We have tried to do this 
in order to get some qlidance from the Board. In the 
history of all the railways in the wnrld aver, we have 
come up against all kinds of difficulties." 



1.39. When asked whether the Railway Board could give some 
indication as  to when this study would be completed, the witness 
replied: 

"It should, 1 think, be available by the end"of this year. This 
is what we have promised to the Railway Convention 
Committee." 

w 
1.40. Since an air-conditioned 'Deluxe train had also been introdu- 

ced between New Delhi and Howrah, the Committee desired to know 
whether any study of the economics of operating this train had been 
attempted and, if so, how the vrofitahilit~ of this train compared 
with that of the Rajdhani Express. In a note, the Ministry of Rail- 
ways (Railway Board) stated: 

"No study of the economics of this train has been attempted 
SO far." 

The Financial Commissioner stated, in this context, during evidence: 

"Train by train costing we have not been able to do and i t  is 
only general kind of comparison that can be done. On the 
whole perhaps Deluxe would be more profitable than 
Rajdhani Express, considering its composition." 

1.41. The Committee desired to know the financial results of the 
special catering service provided on the Rajdhani Express. The 
Member (Transportation) stated: 

"There is a marginal profit." 

To another question whether better quality of food was served to 
the passengers travelling by the air-conditioned First Class of the 
Rajdhani Express, for which a separate tariff had been fixed, the 
witness replied: 

'Rs. 25,OO for tea, dinner and breakfast for the first-class is 
charged. For the Chair Car Rs. 15.00 is charged for the 
same. In the Chair Car we serve the food in plate and 
it is taken to the passenprs sitting in the coach. So far 
as the first-class passenger is concerned, we serve the foot 
on a table and he gets soup etc." 



1.42. The Cbmmittee enquired into the reasons for the difference 
in remunerativeness of the Rajdhani services to Howrah and Bombay. 
The witness replied: 

"The Calcutta service is running with 9 coaches twice a week 
but Bombay service is runnig with 8 coaches. The 9th 

coach is added only during busy and holiday seasons. That 
is the reason for the difference in earnings." 

Occupancy Rate 

1.43. The reply to Unstarred Question No. 7981, in regard to the 
average rate of occupancy of the New Delhi-Howrah Rajdhani 
Express during the t~eriod 1970-71 to 1974-75, given in the Lok Sabha 
on 29th April 1975, was as follows: 

Year A.C. First Class A.C. Chair Car 

1.44. The Committee desired to know whether th steep fall in the 
rate of occupancy of the Airconditioned First class could be attribut- 
ed to the immediate reaction to the increase in the fares effected in 
September 1974 and whether this could be considered to be only a 
temporary phenomenon. The Financial Commissioner replied: 

"That was probably because of. winter months. Now in April- 
May, the occwancy rate has again gone up." 

When the Committee pointed out that the occupancy rate of 68 per 
cent related to the annual average in 197475 and not merely to one 
or two months, the Member (Transportation) replied: 

"Prior to the increase in fares, in September 1974, the occu- 
pancy rate was very good, from 80 to 100 per cent. Im- 
mediately after that, there was a slump. As was explained, 
this was due to a combination of factors; changing of the 
season and also the rise in the fare. But this d r q  was 
marked or pronounced only for three months. From the 



' fourth month, fi;om December 1974 to January 1975, it has 
been picking up. So far as Howrah-New Delhi Rajdhani 
train is concerned, it is 80-90 per cent. In respect of A.C. 
sleeper, it is ranging between 50 to 60 per cent." 

' 1.45. As regards the trend of occupation in the current, year, 
enquired into by the Committee, the witness stated: 

"In the current year, we have done only two months. The 
average in the year 197475 was affected by the drop which 
occurred Srom September 1974 onwards. The two months 
of the current year have shown an increasing trend." 

1.46. In r q l y  to another question whether i t  would be correct 
to conclude that the total earnings of the Airconditioned First Clasv 
might have increased on account of the increase in fares, which made 
it even more expensive than air travel, the occupancy rate had, how- 
ever, gone down, the witness stated: 

"You are cwrect, Sir. I would like to submit that since then 
we have conducted two reviews and we will again do so 
in a month or two, but we do not want to reduce the fare 
just yet as we feel that it would pick up." 

1.47. The Committee asked whether the Railway Board had been 
induced to take a fresh look a t  the need to provide airconditioned 
first class travel which had become more expensive, resulting in con- 
sequential fall in occupancy and possible reduction in revenues a s  
well. The Financial Commissioner replied : 

"In fact, they have gone up. That again dqends  upon the 
occupancy ratio. In the commercial utilisation of that ser- 
vice, if the traffic goes down, the earnings go dou.15. But 
in the commercial utilisation of that service, if the traffic 
does not go down, then the earnings go up. Since the last 
Supplementary Budget was introduced in September 1974, 

I there has been a fall in the earnings. We cou!d not sap 
if it was due to the weather conditions or winter setting 
in or because the fares had gone up. Looking a t  the figu~es 
of earnings to-day, in April and May, I would not say that 
we have lost any passenger traffic. In fact, in financial 
terms we seem to be running ahead of it, even beyond ex- 
pectation." 

1.48, The Committee desired tc know whether, in view of the 
d e q  fall in the occupancy of airconditioned Arst class in the Raj. 



dhani &press, the Railway Board should not examine the ppmibi- 
lity of substituting this a c c o m d t i o n  by r Chair Car. The q(emba 
(Transportation) stated in evidence: 

"These are special type of coaches fit b run above 120 and 130 
krn. per hour. We do not have any other coach which 
we can readily use for replacement. Sir, if you take into 
account the original estimate, we calculated on the basis 
of 60 per cent on A.C. sleeper and 80 per cent on Chair 
Car. I t  is coming to that." 

H e  added: 
"The chair cars which we have got for Rajdhani Express are 

fit for high speed. The other chair cars are not fit f01 
this; those are run on the AC delux. Some, of course are. 
We can certainly consider, as suggested, to replace those 
chair cars which cpuld be fit to run on Rajdhani and sub- 
stituted for the A.C. sleeper class." 

To another question whether there was no reserve stock for the 
Rajdhani Express, the Chairman, Railway Board replied: 

"We do not have reserve stock far the first class, but we 
have far the chair car. I would like to submit that though 
there was a drop, there is again this rising trend. There 
is some effect of air fare alro. -If tomorrow the air fare 
goes, up there will again be demand here." 

When the Committee pointed out that by reducing the dacilities pro- 
vided for the more affluent class and adding a chair car, more accom- 
modation could be provided for the less affluent sections of passengers, 
the witness replied: 

"You are correct, Sir. We will keep that in mind. I would 
like to submit that for the foreign tourist kaf8c, we should 
like to keep this as an attraction." 

In a note subsequently furnished in this regard, the Ministry of 
Railways (Railway Board) stated: 

"At present A.C .C. and A.C. Chair Car accommodation is 
provided on Rajdhani Expresses. The occupation of these 
trains is being watched regularly. The occupation of 
A.C.C. in Rajdhani Expresses since their introduction till 
1974 was well patronised. With the hike in A.C. C. pas- 
senger fare from September 1974, there has been a slight 



f d l  in occupation. Madve~,  the Okt~pa'tfdn flgur~s of 
A.C.C. in the summer mmWs of M a y  and' Juhe, '1975 
indicate that there is an inqrease in the trafac desNte hike 
in t&e fa&. ' h e  position wig be wafehed fu r fp r  before 
any decision is taken to l'epIace the* h 2 . C :  c&ch with a 
Chair Car." 

1.49. One of the suggestions made by the Resea~ch, Dysigns and 
Standards Organisation to imprive the prdhtability of the Rajdhani 
Express was to i q r o v e  revenues by providing more acdommodation 
with the adclition of 2 to 3 coaches qependpnt on seasonal nee@$ Since 
t& ftsjarhini Express appeared to be popular tvih t@e travelling 
publicl the ~ ~ G r n i t t e e  h e s i d  to know the ecti6n tak;?n or proposed 
fo k taken on t h ~  sy6iestkn to augment the capacity. The Finan- 
cial ~ o m u h i o n e r  stated: 

"That would depend on the availability of locomotives to 
yhkh yq had and a190 94 the fiqqwes. 3(f we 4 get more' modifiq l o c o ~ ~ v e s  we would ~ r t m l y  be 
able to add a bo& or two. Our general feeling at the 
mohent is that *e will add secolid class chairs rather 
b n  first Crass." 

In this cantext, the Member (Transportation) Ltated: 
"The present Rajdhani Express between Delhi and Howrah is 

had@ by a diesel Ipcomotivf: at a speed of 130 km. md 
it the nupfber of coacpes is increased, the speed will p 
d o p .  When the &xWSwtion is done throughoyt aPd 
when a &ore powerful electric locomotive is utilised and 
after the necessary trials we hope that we will be able to 
maintain the same speed and also increase the composition 
by about three more coaches." 

In the context of an immediate solution, the Committee desired to 
b o w  what would be the tqproximate reduction in the existing speed 
of the train, if an additional coach were to be added. The Chairman, 
Railway Board stated: 

"'She speed will go down. It may be in the region of 110 km." 

He added that the diesel locomotive would not be able to haul an 
additional coach at the same speed. 

1.50. Since it had been stated that the Railway Board would like 
to retain the Airconditioned First Class in the Rajdhani Express as 



8 tourist attraction, the Committee pointed out that hardly any 
foreign tourists appeared to travel by the Rajdhani &xpress. The 
Chairman, Railway Board replied: 

"All our visiting delegatians are sent by us by Rajdhani." 

When asked whether the Railway Board was in possession of any 
statistics in regard to the occupancy of the airconditioned first class 
accommodation by foreign tourists, the Witness replied in the nega- 
tive. The Ministry of Railways (Railwav Board) subsequently fur- 
nished to the Committee the following statistics in respect of travel 
by foreign tourists in the airconditioned sleeper class of the two 
Rajdhani Express trains and the Deluxe trains, on the basis of a 
sample survey conducted for the period from 1st January to 30th 
June, 1975; 

Raidhan i Express Deluxe trains 

IOI 102 151 152 25 26 81 82 
Up. Dn. Dn. Up Dn. Up. Up/ Dnl ,IS 16 

lo? 104 D n  UD 

(i) TotaLNo. of ber- 
ths available . 936 936 684 684 m& 1880 2372 1768 936 . 914 

(ii) Total No. of 
berths ut~lised . 555 sf4 463 4x0 I O ~ I  1390 1230 1262 6c4 690 

Percentage . 59.3 62.3 67.7 59-9 49 73.9 51.9 71-4 64-4 75-5 
(iii) Fo:eign Tourists . . 17 . . 17 . . 8 8 -8 5 20 

1.51. Another note furnished, at  the instance of the Committee, 
by the Ministry of Railways (Railway Board), on the achievements 
of the -kajdhani Express trains in the sphere of attracting foreign 
tourists, is reproduced below: 

"101 Up/102 Dn. New Delhi-Howrah Rajdhani Express, were 
introduced with effect from 1-3-1969. The trains run 
twice a week between New Delhi and Howrah. 151 Dn/ 
152 UQ New Delhi-Bombay Central Rajdhani Express was 
introduced with effect from 17-5-1972. Thee trains run 
twice a week between New Delhi and Bombay Central. 

Mrconditioned 1st Class and Airconditioned Chair Car 
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accommodation have been provided on .Rajdhani Express 
trains. 

The average occupation in A.C. 1st class and A.C. Chair 
,Cars on these trains during 1969 to June, 1975 is as under: 

rot Uplro2 Dn H o d -  I r Dnirp Up Bombay- 
New Delhi RIjdhani ew Ddhi Rojdhtni Bx- 

Express 
NS 

pros 
Yar ----..--.---.-c--- - ---- ---- - - - - 

A.C. A.C. A.C. A.C. 
sleeper Chair Car S l~prr  Calr Car 

1972 . . 86 to 100% 93 to rooq:, 52 to 95% 54 to 100% 
(From M a y  (From M a y  

1972; 1972) 

-thin remain cancelled from 28th F'cbruacy to 17th April, 1975 due to Vaitranr 
Bridlp bdng unaafe. Frrm 18th to 9th April, the train made four trips frcm New 

to Banbay and perhaps due to fear about hidgcs safety only 21 pcrscns trawlled 
the ~ R I O O d ~  of 72 berlhs. 

These trains were introduced to provide fast and cum- 
fortable overnight means of rail transport for the public 
moving between the Union Capital of India and Calcutta 
and Bombay, New Delhi-Hcwrah Rajdhani Expresses take 
about 16 hrs. and 30 mts. to reach their destinations, while 
New Delhi-Bombay Rajdhani Expresses take about 18 hrs. 

The fares charged for Rajdhani Expresses include cater- 
tng and reservation charges. A specially designed ?antry 
car has been provided on the trains for the service of 
evening tea, dinner, morning tea hnd breakfast to passen- 
gers in their seats. 

The figures of occupation of these trains indicate that 
these services have been generally patronised by the tra- 
velling public. Only 34 Foreign Tourists travelled in A.C. 
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of kajdhani Epresses from' 1st January to 30th June, 
1975. The Rajdhani Express are bi-weekly services and 
do not stop. a t  places of tourist interat. Foreign tourists 
have to ~ l a n  in advance to Qavel in Rajdheni Expresses. 
Therefore, they avail other suitable trains and airlines for 
their travel according to their convenience, if the Rajdhani 
Express is n ~ t  available on the days in their ~tinerary." 

1.52. The Committee desired to know the break-up, by types of 
passengers, of the occupancy of the Airconditioned First Class and, 
particularly, the extent to which Government officials travelled by 
this class of accommodation. The Member (Transportation) replied: 

"We can supply you the figures for any particular period you 
like." . . 

When asked whether he could not give at least a rough idea, the 
witness replied: 

"So far as Rajdhani is concerned, pass holders from Railway 
are not allowed except the officers of the level of General 
Manager, etc. By Rajdhani others can travel only by 
special permission. On other trains the sizeable portioi~ 
would be higher business class people and Government 
officers Iofficials." 

1.53. Since the general impression in the mind of the public was 
that a sizeable portion of the A~rconditioned First Class accommoda- 
tion was utilised on Government account itself, the Committee asked 
vhether this could be considered as a revenue to the Railways. The 
Financial Commissioner replied: 

"It is not entirely correct. For example, let us take the pro- 
duction of steel. Almost 60 per cent of the producticn of 
steel is consumed by the Government departments. Goes 
it mean, therefore, that steel should not be used by the 
Government departments? 25 per cent of coal production 
is used by the Railways. Does it not add to the economy? 
If t&e Government sector is becoming a dominant sector 
of consunqtion, we cannot say that what the Government 
uses is not adding to the economy. It  is a part of the 
social and economic system that we have." 

When the Committee pointed out that such a comparison between 
the utilisation by Government of productive assets like steel and the 



non-prodqctive travel , bg Government ofacials by Airconditioned 
Ehst ~ l & s ,  was yiong, the witness replied: - i 

"As far E& d e  are concerned anybody who pays the fare can 
t r m w k  wit may %e borne by the Government, private 
ar public oleebr. Xt does hot mean that the economy is not 
boiirig WUy 6t propfly utilisbd if Government ofPicers or 
Publie Utrclertaking o f l R c ~ r s ~ ~ c i a l s  travel." 

4 view )of( the £act thgt, from the social and national point of view, 
there was a qualitative dSerence between Government conswnptioa 
snd .revenue from outside mureek, the Committee asked whethe* the 
W w a y  Boqd should nat view this problem, not merely In its limi% 
ed p&spective, but also from the broader social point of view. The 
witness wlied: 

"I would only add if a high Government officer is entitled to 
go by air, then he can also 9 by aimnditione4 mach. 
Thsre is no difPerence. The solution would be Lo deny him 
the advantage of travelling also by air. It would be the 
social solution to the problem. But sa long as you have 
a system of speedy movement of Government officers on 
Government business from one place to another, I do not 
think that the sale of Railway transpart capacity to that 
kind of a customer is anti-social." 

1.54. At the instance of the Committee, the Ministry of Railways 
(Railway Board) furnished the following break-up of passengers tra- 
velling by Airconditioned First Class on the Rajdhani Expresses and 
Deluxe trains during the period 1st J anua ry30 th  June 1975: 

Raj.lf ani Express Deluxe trains 

I01  I02 151 152 25 26 81 82 15 16 
Up. Dn. Dn. Up. Dn. Up. Up/ Dn/ Dn. Up. 

103 104 
up. ? I .  

(i) Total No. of 
b x t l  s available . 

(ii) Trtal  NIL of 
b-rtt s ~tilised . 555 584 463 410 1021 1390 1230 1262 604 690 

Percentage . t 9 . 3  62.3 67.4  59.9 49 73 .9  51.9 "1.4 C ~ . n 7 5 . 5 0  



Percentage . 1.4 1.8 2.2 2.1 9.6 8.4 8:4 11.1 20.5 12.2 

(d), 0 t h  . Gown-  
ment officers oh 
dury - . 22 15 18 4 15 g 37 a2 13 6 

,(f) Foreign tou- 
nsts . . .. 17 .. 17 .. 8 8 248 5 20 

Percentage . 1.8 2.5 9.4 0.3 14 0.5 2.2 

1.55. The Committee asked whether in view of the falling trend 
in Airconditioned First Class travel, after the recent increase in the 
railway fares, such accommodation was now being provided ocly on 
a restricted scale. The Member (Transportation) replied: 

"Yes, Sir. We have reduced the number of coaches and fre- 
quency. In Frontier Mail running from Bombay to Delhi 
we have reduced the number of coaches from 2 to one. 
Daily service, we have reduced to thrice a week- Where 
the occupancy was less we even discontinued the service. 
In cases where the demand is higher, we will consider 
restoration. In cases where the return has been poor we 
have replaced by two tier or three tier second class." 

1.56. To another question whether the Railway Board has consi- 
dered the necessity of minimising expenditure on providing affluent 
airconditioned travel, which. in any case, appeared to be unremune- 



mtive and providing more akconim~dat io~  on various trains for the  
less afRuent passengers, the  em& (Transportation) replied: ' 

"Now, my reply to that point would be, as I submitted firstly, 
little while ago, we have conducted a review and we have 
cut down air-conditioned accommodation on those trains 
on which it was not being fully utilised. Secondly, we are 
not constructing any new air-conditioned coaches on addi- 
tional account for the present. The programme of c o n s  
truction which we have got is on rqlacement account. 
We are not increasing the ACC First Class sleeper coaches. 
But, we are constructing new types of coaches, as we have 
done recently on the ACC Deluxe trains, the A.C. two tier 
sleepers. We call these as A.C two tier sleepers and charge 
first class fare. We want to build more air conditioned 
coaches of a popular type, that is, either chair car or two 
tier sleepers which carry more accommodation. Here, I 
would like to mention that the new two tier air cmdition- 
ed s leqers  which we have introduced on these vestibuled 
trains carry 46 berths. They have cushioned berths. Bed- 
dings are also available on payment. The ordinary first 
class sleeper coaches carry 24 berths. So, i t  means double 
the accommodation. This is giving considerable consumer 
satisfaction. We are proposing to build more of these air 
conditioned two tier sleeper coaches replacing the existing 
conventional coaches, which as you said, apart from poor 
patronage, is not a paying proposition." 

1.57. The Committee desired to know whether any concession in 
fares was being allowed to students travelling by the Rajdhani Ex- 
press. The Chairman, Railway Board stated; 

"It is for fare passengers as far as possible; u t h  trains are 
available for them and they can travel. Why snmld they 
have concession on Rajdhani Express." 

He added: 

"We have given higher fare because of the value of time. If 
people value time, they go by Rajdhani Express and pay 
this extra fare." 

Prospects for the futu're 
1.58. Since the introduction of the Rajdhani Express trains repre- 

sented a technical break-through for the Railways, the Committee 



desired k, know whether the Railways had contemplated my. ftlrtlrer 
programmes for connecting other State capi.talk with IEelhi by simi- 
lar fast trains. The Chairman, Railway Board stated in evidence: 

"In the short-term we are not thinking for the time being of 
introducing any more Rajdhanis. The route should be 
doubled throughout. There is no. idea of having a Rajdhani 
on the north-south route because that route is not totally 
doubled throughout from Delhi to Madras." 

When the Committee pointed out in this connection that Japan had 
made tremendous progress in regard to introducing 'fast trains, the 
witness replied: 

"Japan is a different story altogether because they have gone 
to 260 or 300 km., but theirs is a totally different track. 
That is a very expensive preposition-a highly expensive 
proposition. As I said, there have been demands by people 
for having a Rajdhani on the Madras route. We cannot 
think about until the entire route from the North to the 
South is totally doubled." 

1.59. The Committee desired to know when this doubling program- 
me was expected to be completed. The witness replied: 

"That, I think, will take another 7-8 years." 

[n reply to another question whether the Railway Board had pre- 
pared a feasibility study of. doubling from the commercial point of 
view so as to ascertain the gains that would accrue from doubling the 
trunk route to the South, the witness stated: 

"Doubling in the long run of all the trunk routes is required 
both from the passenger and freight traffic point of view 
apart from having a Rajdhani. For the speedy economic 
development of the country, the track has got to be doubl- 
ed. We have been progressively doubling these routes and 
we have been trying to cover all the States and there is 
partial doubling and full doubling done over the course 
of years as the traffic has grown." 

1.60. The Committee desired to know the reasons for having to 
wait fol as long as seven to eight years before the doubling of the 



Southern trunk route could be completed. The Chairman, Railway 
,Boar,d stated: 

, . I  1 

"We have taken about 12 ;ears now to IboubU the Delhi-Born- 
bay route." 

In tfhs connection, the ~ e x k ~  (Transportatipn) added: 

"In the Thld and Fourth mans 'we have doublh  all the sec- 
r f  r 'i .thns except the ghats. The hihy ?ii$h ofi,.the Itarsi- 

Amla-Na+r sectibn'is a very d&cdlt CerGaih kor construc- 
tion as well as from the expenditure point of view. Then 
there are certain long bridges which ere sin& on this 
section and which are yet to be doubled. It is only the 

hard core and the very expensive portions Which have not 
yet been doubled." 

1.61. The Committee asked whether the Railways had any plans 
to introduce fast trains, other than Rajdhani, in other sectors like 
Rajasthan, where the average speed of trains was only 25 kms. per 
hour on the metre gauge; so that the technological break-through 
achieved by the Rajadhani Express trains would not turn out to be 
a more showmanship. The Chairman, Railway Board replied: 

"On the metre gauge we had at one time thought of improving 
the track so as to have a higher speed of 110 km., but 
that again would have been on the trunk routes. But 
our ultimate aim is conversion into broad gauge because 
of the growing traffic density. So, basically if we had 
more resources, we could do this programme faster." 

He added: 

"Rajadhani's strength is limited to 9 coaches with the speed 
of 130 km. If we could electrify the route, then we can 

put one or two coaches more. But, basically. in order to 
improve the basic transport demand of this country, which 
is to have more and more coaches particulafly on the 
existing popular trains, there should be dimelisation of 
the passenger services so that the number of coaches can 
be more and the average running time can be improved. 
But today we do not have even enough diesel locomotives 
to be put on the passenger services. So, due to this grow- 
ing demand, we are doubling the track as and when we 
get along and as time goes on-this is happening all over 



the country, you know, for the last five to six years. We 
have Qm instan@ dieselised the Srinagar Express and 
added 4 coaches. We have dieselised the 'Dakshin Express 
ahd ttdded four coaahes. On the non-electrified routes, 
efradually, we are replacing the steam locomotives by the 
diesel." 

1.6q. When the Cbqpittee pointed out i n  this context that the 
el?ux of the problem qqeareal to be 'the need to ;provide sumcient 
,acfommadation for the travelling public, the Member -(Transporta- 
tion) replied: 

''We agree with you but the travel habit is growing so much 
that it is not possible to increase the passenger train ser- 
vices to keep pace. After all we can increase passenger 
travel only if there is terminal capacity. All our major 
terminals like Iklhi, New Delhi, Bombay VT, Calcutta- 
Sealdah, etc. have reached a stage when they cannot han- 
dle more trains. We will have to do planning in the cur- 
rent plan to develop new terminals or wherever possible 
to increase the size of the terminal. For instance, to have 
a third terminal a t  Delhi will cost us Rs 60 crores." 

1.63. The Committee desired to know whether a final decision had 
been taken on the question of establishing a third Railway terminal 
in the Delhi area. The witness stated: 

"The third terminal will cost us Rs. 60 crores. I doubt whe- 
ther we will be able to find money in the current Plan. 
One of the things which we are trying to do is to find out 
sites and set up satellite terminals which will relieve the 
burden on the main terminals. We are also trying to shift 
the goods traffic from those existing passenger terminals, 
over a distance away and convert that are2 where goods 
traffic is being dealt with into facilities for passenger 
traffic." 

The Committee observed that even though the question of having a 
third terminal for Delhi had been debated a long time ago in Parlia- 
ment and certain decisions had been taken. much prcgress had not 
been made in this regard and the delay had resulted in ~xa la t ion  of 
the cost of the project and asked whether this was n o t  indicative 
of defective planning. The Member (Transportation) replied: 

"May I submit that the planning 'for increasinp the terminal 
capacity in Bombay, in Howrah, has been conlpleted. Plans 
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have been drawn up. Blue prints are $here. I t  is only a 
question of &ding money. In so far as Delhi is concerned 
a programme was drawn up and site wes also found. Two 
sites were under consideration, one in Brar Square and 
one at Nizamuddin. The plans were prepared for Nizam- 
uddin. But, owing to certain objections that the historical 
monuments and other buildings in that area' would get 
obliterated and would be spoilt, we gave up the Nizsmud- 
din area We are now trying to And another site for the 
third terminal. But, I do not know whether the cost factor 
will enable us." 

The Chairman, Railway Board added: 

"Cost factor will be very high. I t  will be verv difficult to 
undertake. In regard to New Delhi, this ;s our main prob- 
lem. I t  is all right saying that you can do it. But, money 
is the problem. Mter all, Nizamuddin site was a good 
site. But, then, the Urban Arts Commission said 'You are 
going to affect the monuments; Dan't have it there'. I can 
tell you that. We can utilise this Rs. 60 crores to provide 
more facilities in New Delhi provided that the goods faci- 
lities are shifted to Tughlakabad. But. thc point is that, 
politically and administratively. it is very difficult to get 
these decisions." 

In reply to another question whether East Patel Nagar had not been 
selected earlier for establishing the third terminal. Ibe witness 
replied: 

"It was only a palliative. There is not enough Ioqm there. 
There is not enough land there." 

1.64. The Committee enquired into the reason.; for frequently 
changing the location of the third terminal. The Ch~irman, Railway 
Board replied: 

"East Patel Nagar and other places were onlj- palliatives. We 
were only trying to do patch-work, as we have done at 
Nizamuddin and as we have done at Sarai Rohilla. I t  was 
only a patch-work. We just did not have the money for 
a major terminal. The same thing applics to Bombay; the 
same thing applies to Calcutta. It  is no llse trying to get 
into a major terminal unless we can see the cnd of the, 
job. If we take u? this work, we should be sssured that 
in three years time, we will get the money. Otherwise, it 



is no use starting the work, dqing i t  in ter. years time and 
not having any use for it in between." 

1.68. In regard to the expansion of the terminal at  Sealdah, where 
the construction activity had been in progress for quite a long time, 
the Committee desired to know when this was likely to be comple- 
ted, so that the problems proliferating in the area in the most alarm- 
ing manner could be solved. The Chairman, Railway Board replied: 

"The new station buildings at Sealdah will be completed with- 
in about a year, I think so." 

When asked as to when the entire Sealdah complex wo-~ld be ready, 
the witness replied: 

"I do not know exactly about the complex. I think the State 
Government is not havlng the money a t  the moment to go 
into the corqlex area and fly under and all that." 

A note subsequently furnished by the Ministry of Railways (Railway 
Board) on the constructian of a new terminal at Seal-&h is repro- 
duced below: 

"The work of remodelling SeaMah Station yard was taken up 
in 1960-61 in 3 phases of which construction of a new sta- 
tion building forms a part of phase 11. This work has been 
sanctioned at a cost of Rs. 1.05 crores and the salient fea- 
tures of the work are as under: 

(i) Raising of platforms Nos. 10 to 13 and pucca pavements 
of platform of 2, 3, 6, 7 and 9 to 13. 

(ii) Provision of. IRS type shed. 

(iii) Construction of RMS pay and cash office. 

(iv) Construction of new Sealdah Station building. 

(v) Provision of cab road. 

(vi) Provision of ccxver passage between main station and 
South Station. 

Except the completion of the new station building all other 
items of work have been completed and brought into use. 

The construction of new station building involves: 

1. Dismantling of north and main concourse in stagcs with- 



out causing' much incopirenience to the Qavelling public 
including divbrsion of sewer lines and other services. 

' . \ , *  

2. Pile foundation of work of new station building in stages. 

3. Construction of new station building is in stages. 

At present the station building is being constructed providing 
for ground, mezzanine and first floor. Provision has also 
been made in the' foundation and structural grid of the 
building so that the station building may rise' to seven 
storeys in future. The work is in progress and is expected 
b be comflleted by June 1976." 

1.66. At the instance d the Committee, the Ministry of Railways 
(RdRvay'Board)' a l e  Wnished another note dh' the s'teps taken to 
relieve-oongslrtim a t  majbr Rgilway terminals in the country, which 
is reproduked in' Agpendix IV. 

1.67. &tween New Delhi m d  Howrah, while the Rajdhani Express 
opera& twice a week, an airconditioned DeTme service is also $TO- 
vided on the remaining five days. The Committee desired to kitow 
the position in this regard on the Delhi-Bombay route. The 
Member (Tranwrtatioli) stated: 

"On 5 days there is AC Deluxe. For 2 days, there is Rajdhani. 
The days not covered by the Deluxe are covered by the 
Paschim Express which is non-airconditi6ned and runs on 
the same 2 days as Rajdhani." 

1.68. As regards the position on the Blhi-Madras route, enquired 
into by the Committee, the witness stated: 

"The GT Express is converted into AC Deluxe twice a week. 
There is the Dakshin Express which goes upto Kazipet and 
gets split into two. One half goes to Secunderabad and 
the other half goes to Madras." 

1.69. The Committee asked whether the Railway Board was not 
depriving the second class passengers, bound for destinations in the 
South, of accommodation by converting the Grant Trunk Express 
into A Deluxe train twice a week. The witness replied: 

"It is true that second class ordinary accommodation becomes 
less to that extent, but for passengers going from Delhi to 
Cochin or Mangalore, we have introduced the Jayanti 
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Janata three times a week, which consists entirely of 
non-airconditioned second class coaches." 

1.70.. When asked whether i t  was not possible to provide Jayanti 
Janata Express trains on a larger scale, the witness replied: 

"That is what we are doing. Wx started the Jayanti Janata 
twice a week. Now we have increased it to thrice a week. 
We have introduced one train from Secunderabad to 
Delhi. We have introduced one train from Delhi to Samas. 
tipur. We, could not take it to Howrah for .want of termi- 
nal capacity. So far as Delhi-Madras is concerned, as soon 
as the remaini~g partions are doubled, we will ceMnly 
h r e a s e  the intensity of the second class corridor Janata." 

1.71. In reply to another question whether the Railway Boqd bad 
any idea of running such trains to Calcutta and Bombay, the witness 
stated: 

"The difficult is lack of Wminal capacity. There is no plat- 
form to accommodate the trains. If we try to force the 
trains within the limited space, unpuctuality takes place." 

When asked whether it would not be telchnically feasible to divert 
such a- t+in over the Vivekanand Bridge to Sealdah or Bart Circus, 
the 'Chairman, Railway Board replied: 

"There again we have to W e l o p  capacity for maintaining the 
rakes, for providing platorrns, etc." 

The Member (Trasportation) added: 
"Just as we a~ developing Nizamuddin in Delhi, we will ask 

the Gelleral Manager,  astern Railway to _find a place in 
the Calcutta area like Ballygunge, where they can provide 
more terminal facilities." 

1.72. The Committee desired to know the Qrtent to which the 
speed of the Rajdhani Express trains could be improved further. 

The Chairman, Railway Board stated: 

"As I mentioned earlier, the problem with the special trains 
is realy of getting meximum load on it. Now, we are run- 
ning the Frontier Mail and other trains with a maximum 
of 17 bol~les and with the maximum speed of 100 km. If 
we reduce thd bogies let us say to 14, we can get 110 km. 
speed. But look at the lowest capacity for the passengers." 



As regards further increasing the speed of the Rajdhani Express, 
the witness stated: 

"If Rajdhani Express with the electric locomotive is run and if 
you do not add the two bogies, I should think that we 
should be able to go up to 160 lun. With the electric loco- 
motives that we have, if we want to go to a high s@, 
it means a lot of money over it. To go to a gpeed of 200 
km. would mean very expensive systems which we can- 
not qfford at this particular point of tiine because in other 
countries they have a totally ditl'erent system for the 260 
to 300 km. speed. They have a completely separate line." 

When the Committee pointed out that a speed of 120 or 130 kms. 
per hour was still only a primitive stage of development when com- 
pared with the speeds achieved by foreign Railwayp, the witness 
teplied: 

"I agree with you. But, we are not able to get thd resources 
to be able to keep that normal passenger traffic and to have 
the growth of goods traffic on our trunk routes. If we 
want to develop that, we should havd more marshalling 
sheds with electrification. Imagine this. If we get the 
resources, even if we want to hgve a higher speed, I tbink 
it would be, questionable. I may tell you another thing. 
Take the Tokado-Shigatsu line. They have a super-subur- 
ban service between Tokyo and Osaka because that serves 
cities and towns where the total population amounts to 
somahing like 20 million peqple. We do not have any 
concentration of population of that order. For example 
between Lucknow and Delhi, we do not have that kind of 
population. We do not have sumcient traffic to be able to 
run the services throughout the day at vary high speeds. 
Imagine one running service between here and Lucknow 
or between here and Agra. The traffic density will not be 
able to justify that very high cost of systems on such 
routes." 

1.73. The Committee asked whether it should not be the end-- 
vour of Indian Railways to emulate the achievements of foreign 
railways and run a larger number of fast trains. The Chairman, 
Railway Board replied: 

"If we get mo* resources, we shall certainly look towards 
that. For the last k n  years we find that in the advanced 



economids, there is a tendency for the rail t r aEc  to go 
higher and hlghcr. So, thinking of 200 to 400 km. is not 
at  all there now. There is an insipid trend to go back to 
lowcr levcls. So, the whole bus~ness is going to be so 
costly that it is better not to think In terms of something 
which is rc~undaboul 300 kn?. or even lcss ~ h a n  200 km. 
Then to try and put all this money into it  rn the long run 
w ~ l l  he vci y vcr). expenqlvc: for any  klnd of c,onomy." 

1.74. The Committee are glad that the b j d h a n i  Express service 
has, by m d  large won wide appwciatioe from the travelling public. 
To t b  cvtenf that thcy f l~rnish  a 'super-fast' service. by our Indian 
st-.it, ~ r ( f  . h c ~ i ~ c c n  IIowrah R: Dclhi and k l w e e n  h I h i  & Bombay, 
and as the show-piece. as it were, of the Ind ia?~  Railways and a testi- 
mony to thcbk technological hrealitlirou~h tonards quality transport 
facilities, the introduction of ihrw traicls ~ R S  been welcome. The 
Railway Board cannot rest content, howcver, with o p ~ r a t i n ~  a couple 
of such prestigious trains, whiih catcr necessarily to the comparati- 
vely afflue~t! class of pawmgers ithen the necds of the larger multi- 
tude of less fortunate passengers rcinain unfulfilled. If after nearly 
thrce decades of indcpendence and four Five Year Plars. the over- 
whelming majority of our railway pa5sengers Cnd themwlves forced 
to travel at  ~ l o ~ v  s p c r d  ofion a150 in yrcat diwomfort, it s clear that 
the Indian Railv aa\ 5 have still 3 lot of leaway to make up. 

1.75. I t  appears that on account of various c o n s ~ a i n i s  scch as 
the absence of adcqua!~ tcrrn;nnl faci'ltt5. srow pace of doubling 
of track, non-availability of locomoti\cs in suficient numbers, capa- 
ble of I ~ a u l i n ~  c c o n o ~ i i k i ~ I i ~  a Iargcr number ol cuache.. at  higher 
speed5. e t c ,  thc l i a i l l r a y a  Iiave been ~iil:iblc to keep paca =~ith the 
ever-growing demands of the travelling public. Con,equently the 
problems of incufficiency a d  congestion in the existing passenger 
services continue to plague the ILailvays Thnk. a slightly parado- 
xical situation ha, cnsucri with the R tjdl1a.1; Euprc\s at  one end of 
the spectrum. capablr of achirvi~lg speed\ rrpto 163 kilometrcs per 
hour, and trains con5i\ting oE outdated couches hauled at speeds 
as low ;I<, 25 Lilon~cucs per hour at the oth >r end. Pr./\ide\, with 
grcatcr empha\is being laid on i11crc-asing freight earnings and 
perhap., also on accouit of thr inorcn4ng loswk incurred on paswm- 
ger services, there appears to be a tendency to relcqate such services 
to a secondary Unlew tllc Ruilways fulfil their larger social 
commitments and cater to the needs of the great maltitude of 
passengers, the achieven~ents pi  such trai~ls as Rajdl~ani Express 



w d d  be little more than easy showmanship fundmumaally un- 
relate$ to the broader national interest. 

1.76. The C~mmit tee  have learnt that having introduced two sucb 
trains which have brought two metzropolitan cities closer to the 
capital, the Railway Board is not contemplating the introduction of 
similar attractive trains fol connecting other State capital with Delhi, 
on account of the absence of a double line throyghaut t& relevant 
routes. Similarly. the more popular Jayanti Jqnata Express trains, 
that provide faster, non-airconditioned second class travel from 
Delhi to Cochin and Mangalore, to Secunderabad and to Samastipur, 
are not likely to be extended to other cities, owing to the non- 
wmplerion of the doubling of the track and the lack of terminal 
capacity at  the destination stations. By the conversion of the 
Grand Trunk Express (Deihi-Madras) into an airconditioned deluxe 
train twice a week, a pt~~vliiar position prevails on the Southern 
trunk route, in which the weaker sections of the passengers have 
been deprived of ordinary second class accommodation in the days 
the Wuxe ojmrates. I t  would ,thus, appear that faster and more 
cornfartable rail travel is available today to a minority of better- 
placed passengers, while for the overwhelming majority, rail qravel 
still remains none-too-happy an experience. 

1.77. This is a state of affairs that needs to be remedied as soon 
as possible. While the Committee arc not unaware of tho constraints 
under which the Indian Railways operate, they are of the view that 
at least some of the difficulties are by no means insurmountable, 
I t  is distt-essing, for instance, to learn that though thcre is no dis- 
pute over the gains that would accrue to the Railways in particular 
and the nation at large by the speedy doubiing of the North-South 
Trunk route, this doubling programme would take another seven 
to eight years to he completed. What is cvcn more di\tr&,sing is 
the hdifference in this matter on the part of the 1C:liiway Board. 
The Committee had the misfortune to find the Board almost deriving 
comfort from the f ict that since the doubling of the Bombay-Delhi 
route had taken twelve ycars. thcir perfornatlcr in the matter of 
doubling the Delhi-Madras route was not a matter for undue 
concern. 

1.78. The position in regard to augmentation of terminal capacity 
at  major metropolitan cities in the country is no better either. 
Though a number of work studies and traffic-cum-engineering 
surveys have been carried out in various metropolitan areas, 
specific steps for increasing the terminal capacity from a long range 



point of view are yet to be taken in a concrete manner and many 
o f  the surveys remain reports oni paper. Even the site for fbb 
location of a third berrmiinal in the Dew area is yet to be finalised. 
Similarly, in the Calcutta area, where the problems have accumula- 
ted excruciatingly, the second phase of the work of remodelling the 
Sealldah station ytard and constructing a new station building, work 
on which commenced as early as 1960-61, Is expected now to be 
completed, after more than 15 years, by June 1976, but the fate of 
t b  rest of the scheme regarding the Sezlldah complex remains 
hangGng in mid-air, mainly parhaps on account of the non-availa- 
bility of funds with the State Government. Surveys for the re- 
modelling of the Bombay VT main line and suburban station and 
for the provisjon of another terminal in the Parel-Dadar area as 
w d l  as far ~roviding additichnal tyrminal faoilities in the Bombay 
Central Yard and a t  Madras Egmore are still only 'under examina- 
tion'. In the absence of timely progress, the cost of the projects 
undoubtedly escalafies and the demands of passenger and goods 
traffic continue to far outstrip availability Temporary palliatives 
and ad hoe solutions, too often at considerable cost, further tarnish 
the picture. 

1.79. One immediate solution that suggests itself to the Committee 
Eor alleviating the problem of congestion in some of the existing mail 
and express trains is the provision of more accommodation for the 
non-affluent class of passengers by minimising the expenditure on 
providing airconditioned first class accommodation which, in any 
case, has proved unremunerative in recent times after the Septem- 
ber 1974 hike in rail fares. A reaent sample survey of the occupancy 
rate of airconditioned first class in some of the 'prestigious' trains 
such as the Deluxe and the h jdhan i  by different categories of pas- 
sengers ,reveals an intriguing picture. During the period January 
I-June 50. 1975, the average occupancy of airconditioned first class 
on the Deluxe trains to and from Madras was respectively 75.5 per 
cent and 64.4 per cent Of this. on the down direction from Rladras 
to Deihi, while 2.8 per cent and 0 8 per cent of the berths were occu- 
pied respectively by Ministers and Members of Parliament and Legis- 
lative Assemblies, Railway Officers accounted for as high an occupancy 
as 20.5 per cent and 0 t h ~  Government officers travqlling on duty 
1.4 per cent. Occupancy on non-Government account and by foreign 
tourists was only 38.4 per cent and 0.5 per cent respectively. The 
position was no better on thv up direction towqrds Madras, the 
corresponding f iprcs  being respectively 2 per cent, 1.09 per cent, 
12.2 per cent, 0.7 per cent, 56.5 per cent and 2.2 per cent. Similarly, 
on the Deluxe trains to and from Bombay, occupancy on 



Government t ~ c o u a ~ t  was only 62.9 pe,~  cent and, 37 per cent, with 
as niany as 159 berths and 200 berths out of a total utilisation of 
1390 and 1021 berths being occoupicd respectiveiy on the up and 
down trains by railway officers The Deluxe trains to and from 
Calcutta teIl a similar tale of distress with only 35.6 per cent and 
40 per cent of the total utilised berths being occupied on private 
account while Rai lmq oficqrs account for 8.4 per cent and 11.1 per 
cent of the occupancy. 

1.80. I t  i9 apparent that a large portion of ihc available aircondi- 
tioned first class accomn~odation is utilised on Railway and Govern- 
ment accounts, with the pub l~c  ex1 iwquer bearing the cost, \%rithout 
any readily quantifiable cormi,pondi:~r! benefits Governnwnt would, 
therefore, do well to rcmiew the ntwd for providing such a costly 
mode of travel to a small nlinorit) of public wrvants and evaluate 
the feasibility of reducmz airconditionc-d first claw accommodation 
on trains, if not eliminating them aitogelher. q o  that the accommo- 
dation so released can be utilised to fulfil the more prcssing social 
objective of providing atlditioml acconm~odation for the weaker 
sections of the travel!ing public. The Commitiee note that certain 
steps such as a reduction in the frequency of airconditioned firqt 
class coaches or  their discontinua~acc on some of the trains, dis- 
continuance of the construction of neu airconditioned first class 
coaches on additional account, introduction of the new two-tier air- 
conditioned sleepqr coaches, etc. have now been taken by the Rail- 
way Board. These steps by themselves would not solve the problem 
unless there is some fundamental rethinking on the part of the  
Railway Board and fhe  Government. Travel by the new two-tier 
airconditioned sleeper coaches, for instance, is still beyond the reach 
of the common man, and the operation of such coaches, not in lieu 
of b~ in additioll to the airtonditwned first claw on the Deluxe 
trains, would only further widen the gulf hetween the haves and 
the have-nots. I t  woultl also be of interwt to anaiyse the extent to 
which the capacity in these new coache, arts being utilised on now 
G v e r n m e n t  account and on Govqrnmmt :rcc.ount, either by officers 
travelfing on duLy or hy those travellinc 0 1 1  Leave Travel Conces- 
sions, with Government bearing the hulk of the cost of travel, The 
Cammittfie would a190 like to he informed of the economics and 
occupancy of these new coaches. 

1.81. Yet another accepted programme for in~proving the  basis 
transport demands of the country which has been rather tardy in 
implementation is the dit-elisation of the passenger services so 
that the number of coaches on a train can be increased without detri- 



ment to the average running time. The Committee find Prom 
paragraph 9 of the  -port of tlie Comptroller and Auditor General 
of India for the year 1972-73, Union Government (Railways) that full 
production of d~iesel locomotives by the Diesel Locomotive Works a t  
Varanasi has not yet becn attained despite the lapse of nearly a 
decade since1 the unit conlmenced production. The Audit Repart 
points out that as against the production target of 307 diesel loco- 
motives envisaged by 1967 in the abstract estimate for the project, 
only 116 broad gauge diesel locomotives had bebq produced by 1966- 
67. Similarly, though, as per tlic project report. 911 broad gauge 
mconlotives or ccguivaleni \hould have been manufactured during 
1962-64 to 1971-72, the actual outtuirn was only 427 broad gauge 
locomotiveh and 80 mclrc ,yartge locomotives. Till the end of 1973-74, 
549 broad gauge locomotivc~ and 148 metre gauge locomotives had 
been produced by thr unit Consequently, there aye not enough 
diesel locon~otives to be put on the paqsenger services. In  the  
mcantimc, the price\ of pc.troicam products have also increased 
manifold. nqrcssititting ;a rethinking over tlie dieseiisation 
programme 

1.82 Unfortunately, the clwtrification programmes of the Rail- 
ways, which could facilitate the cheaper and cpicker movement of 
passenger arid goods traffic have also not made much headway on 
account of d i l l i c~d t i~s  in finding the necessary financial resources for 
thcsc programmes which are csscntially highly capital iutensi\e 
The Committee have been informed that. on account of the finanrial 
constraints, acceleration of the pace of electrification 'does not seem 
to be in sight'-. In addition to the Raiiways' op.n financial constraints, 
the dearth of electric p w r r  has also affected the electrification 
programme\ Thc Indian Kailways, thrrcfore. appear to he placed 
in an uncn\iablc position and \I ith t l ~ e w  constraints in opclration, it 
i s  u'nlikely that the prohlctns of congestion in, and slow speeds of. 
pa5wngcr t ra iw uctuld he \atisSactoril~ solved in tho near future 
This, in the opiuiol~ of tlic C'ornn~ittce, i\  an  unhappy situation which 
need\ to he gonr into i t n m e d i a t ~ l ~  so as to devise suitable remedial 
measure\. The ~ o n i m i t t r r  urge Go\.ernn~cnt to revicw the situation 
and take effective. \teps to rctricvc the situation. 

1.83. In  view of thc fact thnt the eicctrification programmes of 
thc Railways arc also vitally depcndcnt on the power generation 
sclm~les of the State Governmtnts with their own finaticial con- 
straints and limitations, the Committee fcel that an integrated 
approach to the cptire problem would he necessary if these pro- 
grammes are to be given eflect to. The Committee learn that the 



Railways have drawn up some proposals ftor establishing their own 
power stations and that site studies and preparation of feasibility 
reports in this regard have already been completed and are awaiting 
approvai and allocation of funds by the Planning Commission. The 
Committee consider that it would be desirable to establish real co- 
ordination for this purpose between the Central and the State Gov- 
ernments and a poolbg together of the available resources. Such 
a step would ensure that our scarce resources are not expended in 
avoidable duplication of effort. Government should also examine 
the feasibility of providing institutional financc to meet any sh'ort- 
falls in the provision of the requisite funds for the joint venture 
which should give an added impetus for the speedier implementa- 
tion of projects of vital importance. The Committee attach con- 
siderable importance to this recommendation and desire that the 
Wnning  Commission should procss  it early and initiate the 
necessary follow-up action. 

1.84. Viewed against this broader backpound. the running of the 
Rajdhani Express trains howsoever attractive and important it 
may be, is open to question. Though it has been claimed by the 
Railway Board that the Rajdhani Express has a role to play in the 
sphere of tourism, the Committee find that apart from a few visiting 
foreign delegations who are sent by the Railway Board by this 
prestigious train, only 17 foreign tourists had travelled by the air- 
conditioned first class by the Rajdhani to Bombay qnd another 17 to 
Calcutta during the six months from January I to June 30, 1975. 
It has also been admitted by the Railway Board that as the Rajdhani 
Express do not stop at places of t o u x i ~  interest and foreign tourists 
have to plan in advance to travel by these bi-wedkly services, they 
prefer to avail of other suitable trains or air services. The Com- 
mittee are also of the view that a misplaced emphasis in this regard 
is perhaps being placed by the Railway Board as well as the Depart- 
ment of Tourism. It  is well known that quite a large number of 
foreign tourists, particularly the{ young among them, wkhing to 
have a taste of India's natural beauty and her ancicnt culture prefer 
cheaper modw of travel and reasonable accommodation and food 
tariffs. BeGrlrr, the more afflvcmt touri45, \panning the globe with 
their tight schedules and itineraries generally prcfcr the faster air 
travel. It would therefore. he worthu~hik for the Railway Board to 
review critically the pattern of travel by foreign tourists within 
India and to aqsess whether, in a country like ours, it is proper to 
place excessive kbnphasis on luxurious rail travel fqr 'attracting' 
foreign tourists, The Committee would like to know what is being 
done in this regard. 



1.85. The Railway Board have tried to justify the introduction of 
the Rajdhani Express trains on grounds of financial remunerative- 
ness as well. The Committee arc aware that this 'krestige symbol' 
has caught the fancy of the better-placed passengers who can afford 
to pay for the( comforts the train provides. The wrnings of the 
two Rajdhani Express trains have also exceeded the direct expenses 
in all the years of their operation. This, however, plresents only a 
partial picture of the economics of the matter. The earnings from 
Rajdhani have been compared only with the readily identifiable 
direct costs of operation without taking into account the indirect, 
distributable elements of cost such as provision and maintenance of 
permanent way, signal and telecommunication, other equipments 
and facilities, cost of train passing staff, coaching yard staff and over- 
heads which are common with other services. The Committee have 
been informed that it had not been- possible so far to estimater the 
cost of these csstributable items of expenditure in the absence of a 
scientific system for the assessment of the unit cost of coaching 
services. Even before the introducthn of the Rajdhani Express, 
only an estimate of the out of pocket expcnses or direct costs of 
running the train had been made to determine its financial remunera- 
tiveness. In  the circumstances, the Committee feel that it would 
be incorrect to accept at its face value the incomplete financial 
justification of the Rajdhani Exprefss furnished by the Railway 
Board. 

1.86. The Committee are of the vim- that in addition to the direct 
and indirect costs of operation of the Rajdhani Service, it would also 
be necessary to take into account the social mst of running the! 
scrvice. Admittedly, on the days the Rajdhani operates, there is a 
loss of nearly tbree paths of goods trains on an average on the Delhi- 
Howrah route, besides an increase in the detention to goods trains 
(including the S u m  Express goods trains) and other passenger 
trains on ills ,route. with consequalt loss of earnings not perhaps 
susceptible of precise quantification. The Committee concede that 
these losses are only notional to sonw extent, and that it is perhaps 
inevitable for a fast train Co displace slower trains running on the 
same route. I t  cannot. however, be denied that there has been a 
certain loss to the nation 3 s  a whole b y  the dcfcntionc and displace- 
ment of trains goods as WCII as passenger. It  is, therefore, a moot 

point whether the running of a lusury service, consisting of just 
six airconditioned passenger conches (one first elms coach and five 
second class chair cars). co~rld be considered judifiable from an  
overall national point of view. The Committee wodd  have been 
happier if the Railway Board had succeeded in introducing similar 



fast trains, ihough with reduced comforts, to cater to a largm number 
of less affluent passengers, so that the benefits of the technological 
breakthrowgh on tho Railways were made available to larger see- 
tions of the community. 

1.87. ~ c c o r d i n g  to a study of the economics of tIrc Delhi-JIowrah 
Wajdhani Service undertaken by the Researrh, Desigw a ~ l d  Stan- 
dards Organisation of the Railways, (which, however, has 11ot been 
accepted by the Raillwap Board). the twtal cost of run~lillg the train 
during 1971-72 was Rs 84 07 Iakhs while the grow earl~:rlgs (iucliud- 
ing cost of meals) were Rs. 7fi.+l)8 lakhy The Colnmittee find that  
this study is not a very ncrurate indicator of the true ecvr~omic~ of 
the train in view of the fact that on account of thc non-,ryailability 
of separate lanit cost of passenger services. thc romhincd figures of 
goods-cum-passenger unit cost have been adopted in thc >lady. the- 
reby vitiating the figures to some extent However in  the ahwnce 
of more accurate data in this regard, the RDSO studS at lea<! sug- 
gests that the Rajdhani scrvire is, perhaps. not as remunerative as 
i t  is made out to be. The Committee cmphasise the importance of 
knowing the botal cost of operating a servire fro111 thc point of view 
of better financial n~anagenlent and, therefore, desire that the Rail- 
way Board should compute as early as possible the total cost of the 
Rajdhani service and reasse\s its finanrial rrmunerativcness on a 
more scientific basis. 

1.88 The Committee ha re  lcarnt in this connecticl~ that a rnetho- 
d ~ l o g v  for determining in a reliable manner the variabic. cli5tribu- 
table costs of trains operations, which uwrxld farilitate the introduc- 
tion of train-wise costing on the Railway<. 11i;nly to bc evolved 
by the end of 1975. The Committee tru\t that t5e i: lr io~k%. dificul- 
ties earlier encountered in working out scparatelr the costs of goods 
and passenger operations would have bren orcrrolnc hy now and 
would like to be apprised of th r  findings The total co\i of operating 
not only the Rajdhsni wrv iw hut the Deluxc wrvive and the Kalka 
Mail between Howrah and Delhi should also hc worked out expedi- 
tiously and intimated. 

1.89. Pending thc economic reappraisal of the Rajdhani service 
suggested above, the Committee feel that it 41ould also be possible 
to effect certain economics and increase earnings by (a) the replace- 
ment of the air conditioned first class coach either by a chair car o r  
by a two-tier airrondiltioned sleeper coach so as to  prqvide accom- 
modation t o  a large number of passengers, (b) augmentation of the 
exi3ting capacity of the train by a t  least an  additional chair car and 
(c) switching over to electric traction from diesel as early as nos- 



sible. The Committee find that during the period from 1973 to 1975 
(upto June), the occupancy of airconditioned first class in the Delhi- 
Howrah Rajdhani ranged respectively from 79 to  100 per cent, 4.1 to 
10.0 per cent and 37 to 87 per cent. On the other hand, the accupan- 
cy of the airconditioned chair car during the szmc period ranged 
from 88 to 100 per cent, 73 to 100 per cent and 72 to 1C0 per cent res- 
pectively. Though the total earnings from airtonditioncyl first clags 
might have increaqed on account of thc increase in fares which ha9 
made travel by this accommodation even more expetsivch than a i r  
travel, the occupancy rate has dccrcawxl drastically. The Committee 
would urge the Railway Board to take a fresh look at thc necd for 
providing quch opulent accornmodaYion on the R*ijdhar.i whit-41 
could perhaps, he qubstitutrd either bv i3 two-tier AC sleeper 
coach or a chair car which would catcr to a larger number of passen- 
gers. . 4 * ; ; I  

190. As regards the suggestion of augmenting the existing capaci- 
ty of the train by providing at least an additional chair car. the Corn- 
rn'ittee have been informed that the speed of the train would be re- 
duced from 130 km to about 110 k m  by such addition, and that it 
should be possible to haul three more coaches and 2lw maintain the 
same speed only when the entire route is electrified and a more 
powerful electric locomotive is u3ilised to haul the train Howcler, 
in  th r  context of an in~mediiite solution to the problem ai congestien 
in passenger services, and for a better utilisation of the available re- 
sources, the Railway Board should consider how far the augmentation 
of the capacity of the Rajdhani by an extra chair car XI) not. per- 
haps, through some rationalisation. affect the running time too badly 
Such ii step. besides i n c r r a ~ i n ~  the direct c:trning% of the service, 
would result in certain taragiil,lc hcnefitc in thc. sphere of :oods move- 
nwnC as well by reducing clctcniions r n  route, partiru1:wly to tlie 
super expresh goorl~ trailis and improving wagon turn-ruund and av- 
ailability. 

1.91. Substitution of t!ac clicsc! 1oromotivc which hauls the Baj- 
dhani Express a t  presc-II~ bei\rren Howrah and Delhi by itti  elcclric 
locomotive ; ~ ~ s u n w s  particular hignificance in the contcsl of the pre- 
sent energy &>is and the high cost of diesel traction Though 85 
per cent of the Htrwrah-Delhi route (upto Tundla) is a l r ~ d ~  elcctri- 
fied the Railway Board, a t  the time of introduction of the Rajdhani 
Express, appear to have preferred to modify a diesel locomotive for 
attaining the  high speed of 130 km. a t  a cost of Rs. 4.5,C190, mainly 
with the objective of eliminating dual traction and a chaqgc of loco- 
motive in between, which, according to them, would have affected the 



running time of the train. The Committee also note the opinion ex- 
pressed by the Research, Designs and Standards Organisaion that it 
would be undesirable to have dual traction for the service which 
would affect the utilisation of electric and diesel locomotives, parti- 
cularly the latter and also afTect the overall running time. The Corn- 
nit tee have been informed that an electric locomotive capable of 
speeds upto 260 km. has been designed and that after the completion 
of necessary proving trials which have been programmed to coincide 
with the electrification of the entire Delhi-Howrah route to be com- 
pleted a year hence, it would be possible to switch over to ellectric 
traction for the Rajdhani Express. The Conimittee can only express 
the hope that this schedule would be adhred to, so that the direct 
expenditure on fuel can be reduced and the payload capacity of the 
train incmased as early as possible. 

1.92. The Committee find from the Economic Appraisal of the 
Delfi-Howrah service by the Research, Designs and Standards Orga- 
nisation that modifications and trials on a WAM2 electric locomotive 
to sulit the high speed of the Rajdhani Express are in pkogress. Al- 
though work on this locomotive is in progress, the RDSO study has 
opined that the WAM4 locomotive is to be preferred for the Rajdhani 
service, especially in view of its capability of hauling a heavier pay- 
load. The study goes on t o  observe that even the switch over to a 
rnod3ied FAM4 locomotive, with maximum speed restricted fo 120 
kms. per h o w  would be quite advantageous as compared to the pre- 
sent arrangement. The Committee would like to know the specific 
steps taken by the Railway Board in pursuance of these observations 
and the reasons for selecting the WAM2 locomotive in preference to 
the WAM4. 

1.93. Now that a long-overdue technological breakthrough has 
been achieved on the Railways and considerable sums have been ex- 
pended in effecting improvements to rolling stock, track standards 
and maintenance, signalling and telecommunication, etc., the Commit- 
tee are of the view that the Railway Board should endeavopr to make 
available, to the maxinlum extent possible, the benefits of present- 
day technological progress to a larger cross-section of the travelling 
public. As has been pointed out in paragraph 1.76, the Railway Board 
have no immediate plans for connecting other State capitals with 
Delhi by similar fast trains. Such furthcr programmes should soon 
come on to the agenda. The Commitlee, meanwhile, w ~ l d  urge the 
Railway Boara to consider the running of fast train5 with cheaper ac- 
commodation to cater to the less affluent class of passwgers rather 
than going in for more luxury trains of the Rajdhani type, which, i n  



any case, would benefit only a select minority. For this purpose, a. 
long-range perspective plan should be drawn up, in place of what 
appears to be an ad hoc approach as a t  present. Clear?cut priorities 
for future investment both in respect of passenger and g-oods move- 
ment should also be laid down. The Committee trust that our Rail- 
ways, realking that Rajdhani and similar runnings, while by no means 
unwelcome, cater to limited and privileged sections of the travelling 
public, will leave no stone unturned till a truly people-oriented rail- 
way service is made available b all. 

NEW DELHI; H. N. MUKERJEE, 
J a n u a r y  15. 1 9 7 6 / P a u s a  25, 1897 ( S )  Chairman, 

Public Accounts Committee- 
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(Vide paragraph I. 31) 
Shtement I 

Statement Showing the details of the costs of Operating the Rajdhani Express 
(Annual Cost of Cwches (Excluding Air-conditioning). 

6 A C. Chair Csrss. 2 A.C. Sleepx Cuaches, 2 Pantry Cars and 4 Power Cars have 
beenjprovided for Rajdhani Express Service. 

,'Capital Costs. (Data furnished by  I.C.F.) 

C )st of 6 4.C. Chair Cars @Rs. 4 ~ 0 , 4 2 1 . 0 0  per car . . Rs. 2522,526.00 

C 1st of 2 A.C. Sleep :r C m  @ Rs. 3,76,oa4.00 per car . . Rs. 7,52,048. oo , I 

C 1st of 4 Powcr CWS @ 3,02,418.00 per cpr . . Rs. 12,09,672.m - -------- 
Total cost of coaches . . Rs. 51,54j690-~0 -- - - - - - - - 

A~znual Cosfosrs. 

Intcrcst @ 6 O/, on Capital Cost . . Rs. 3,0g,~81.40 

D,:p~eciation- ? Ks. 0.0126 on the  residual v ~ l u e  (10 O/, less 
t , i , n  t:;,: i:~pi*al c 1st) Ks. ~6,39 ,221~00 ,  taking life of coachcs 
a> 33 Y 2 T i 4 .  . . Rs. 58,454'20 

Stores . Ks. 2,10,510.00 
C )st or rwming r c p ~ i r s  ar Nrw L k l h i  (Data furnished hy DS/ 

NDLS) . . . SlaB Rs. 16,260-00 
Stores . Ks. 32,3 8.00 ---- - - - - 4 

T < ~ ! a l  Awual C \ s t  on acc.)uW of  Tmcrest, n?aintc~~ance 
and dcprcciation on  xc;.unt (IS coaches . . Rs. 16,63,265.60 

Cafiral  cost^. (Data furnish~xi by I.C.F. Pcrumbur) 

C v r  c,f Air-o )n.lirioning 0 1 1  6 A.  C. Cli~lir cars @,Rs. 4,81,022.00 per 
cdr. . Rs. 28,86,132~00 



_ - -  -_ 
C x t  of Air-c.mdiri~ning and other electrical equipment in 2 

Pantry Chrs (rj,Ks. 5,og,8go.oo per car. . . Ks. ro,ig,680.00 

C)st of Gsncrating cquiprncnr in 4 I-'i.wer Cars @,Rs. 7,85.,256.00 
p x  c x .  . . . RS. 31,41,024.00 -.-.-.-. -.---, - 

Total c~p i t a l  c , ~ t  c i air-cznditioning, generating equiprent  e rd  
Othcr clrctric fittings. . . Ks. 76,73,490'00 -.-.---. -.-.-.- 

AnntJ Costs. 
Interest (5: 0°, on capi:d cost . . . . Ks. 4.60,409.40 

Maintenance including spares and staff (Daia fumis!~cd by  I.C.F., 
Perambu.) . . Its. r,;g,hgq.oo 

Opxat ing c$>sr 'inclu~1ing staff & st.,trcs) (!;urnis!ic~l b y  thc 1:lcc. 
L)i~cct,)~::tc ,)[ KDSO) . . Ks. 2,37,3ro.oo 

Average kms. carned p x  pqssengcr I ~ c o -  52.4 y 3 6 5 ~  191zCm 705 k 365=.257325 
m trivr p:r annum !Frcrn thc Supp1rmc:lt 

ra rh  c KIy. Board Krpurt I 71-72, 

T,l:al kms. run by Raj,lhan~ Exprts\ per 668 > 2oS= 13x944 7;-A 208- 161616 
annum. 

Total brtrc rcquircment of l8,cos for Ihi\ 
s!-r vice. 

S p ~ r r s  ( 1 ,  18-93 ? f',r rcpairs ctc'. 

Cupiral Cos ts  (Supplied hy Mjtive P<)wcr L>ircctorate 01 RDSO) 
C 1st of r . I ' ,  WL)M2/WL)M4 locommivcs ii, Ks. 25,5.3,160.00 pcr Rs. qo,86,656.00 

IN<)  
C )st  incurred in making WDMz/WDM loc3ts fi? for high spced 

running . . . Rc. 45,ooo.oo - 1 - 1 - - 1 -. - , - --, - 
Tcral : KP. 41,31,656.00 

d d - 4  -4-.--- 



M~inttnanue cast (supplied by Motive Power Dirmcrate of Rs. a,89,875.00 
RDSO) 

D-preciatirn- @Rs. 0 .01~6 on the residual value of 
Rs. 37,18491 .(being 10 %less than the Capital cost) taking 
life of locmmmve as 30 years. . . .  Rs. 46,852'98 

Cmt of operation (fuel & lubricant) (Supplied by Motive Power 
Directorate of RDSO) . . R,. 13,57,W'43 

- .- - -- -- -- 

Total annual working cost on account of locomotives Rs. 18,42,491'77 

* Rajdhmi Express engines are used in a link with other Mail trains 
-- 

Statement IV 

Cost of Running Staff 

I. Drivers. 
Drivers in grde Rs. 35 425 are employed cxclusively on this 

service on the ~ o r d e r ~ d  Eastern Railways as under:- 

Northem Railway . . . $ 
Eastern Railway . . . 4 -- 

Total : R 

(i) Annual cost of a driver in Gr. Rs. 335- 425 excluding CCA 
and running allowance @ Rs. 836- 30 x 12) . 

(ii) Annual cost of 8 Drivers . . . . . . 
CCA @ 6 % payable to 4 N. Rly, drivers based at Kanpur, 
p e r y e a r ( 3 0 ~ 4 ~ 1 z ) :  . . . . . . 

(iii) Running allowance payable to Drivers (The drivers are 
paid a special running allowance 50 % of the actual 
mileage earned in addition to 8% mileage d10wance 
normally earned @ Rs. 7'90 per loo km. . . . 

Total annual cost of Drivers (i)+(ii)+(iii) . . . 
11. Guard:. 

On the Northern Railway, two Guards in Scale Rs. 205-280 
based at Kanpur, are exclusival ear-marked for working 
Rajdhani Express. On the &stern Railway, one of 
the Guards in Scale Rs. ~5 -280  based at Mughalsarai 
works the wain between HOW-Mughalsarai. This 
-Guard works other trains also according to link so the 
entire cost of two Guards for the Northern Railway portion 
and one Guard on propottionatc basis over Eastern 
Railway has been taken. -Two Guards based at Kanpur 
are also entitled to 6% CCA and special running dlowanca 
@so of the actual mileage allowance ea:ncd. 
(i) Cost of 2 Northern Railway Guards per year excludin 

CcA & R~nning Allowanc~ @ Rg. 637- 15 per montk 

(ii) CCA @ 6 % payable to a N. Railway Guards 
(iii) Total running allowance paynble to N.'Railway.Guards 

RY. 10,035.60 

Rs. 80,284.00 

Rs. 35,616.36 

b. 1,17,341- I ~ A )  

Rs. 15,291-60 

Rs. s w o o  

Rs. 13,94aS 65 



(iv) Cost of a Guard (@Rs. 6 7.15 per month) per hour 
o m  E. Railway portion tuhng  2 I hours as normal 
working hours p.mJ(637- r5+2fij  . . =Rs. 2"75 

(v) Total hours a Guard is en a ed, over Eastern Rairway, 
for working R~idhani E X ~ ~ E S S  (including outstation - .  - 
rest) p.a. . .  . . . . . .  =Rs. I ,802h~s. 

(vi) Cost of Guards over E. ~ a ' i l w a ~  portion per year, 
excluding running allowance (2- 75 x 1Po2). . =Rs. 4,955'50 

(vii) Running allowance payable, r year to Guards work- 
ing this train over Eastern Eilway @Rs. 5.70 per 
IOO km. 

661 x 208 
(---- )x  5-70 =Rs. 6.836- 80 

190 
(~ii i)  Total Cost of Guards per year . =Rs. 411530'55(B) 

Total cost of running staff (A + B) . . =Rs. 1,58,871.71 

Statement V 

COSY on A c m t  of Signalling, Inter-communicarbn and Public Address eqrtipmwr on rhe 
Train. -- 

SIGNALLING 

Capital Cost. 

Cobt of sijpilling worgs on the route for introduction of Rajdhani 
&jxess (Furnished by S&T Directorate of RDSD) . =Rs. I~,OO,OOO- 00 

A n d  Costs. 

Int&&8't @ 6% on the Capital cost of improvemel.ts in signalling. =Rs. 78,000 00 

C9st of maintenanct, s rqrd d~pteciatim of signalling equip- 
ments (Furnished b m  Directorate of IZDSO) . ==Re. 22,955. oo -- -- ----- 

Total w u a l  cost on account of interest, maintenance and depre- 
eation to si-ing equipment op Rajdhani Route -Rs. 1,00,9~5.00 ----- - --- 

Since thy improvements in signalling onthis route also ben&t or 
are likclv to benefit other service3 on this royte in the wntrxt of 
increase in speed of tralds, rhc axIn1U1 cost df imfiovkd+?nts 
in signding has beMl a po:tioned to R a 1 b 1  Express on 
a proportionate Train !kn. basis. . 

Total annual 'Train Km.' over New Delhi-Hoodtph route . =ks. 34~~82,625. 

On this basis, the cost of improvements in sigrialling per 'Thin Km.' 
works out to . . . .  =pa. 0.44 

Annual cost of improvementsin signalling tipparddnbd to Raj- 
dhani Express . . =Rs. 1322.46 (A> 
INTER-COMMUNICATION t3 PUBLIC ADDRESS BQWIPMENT 

CupW Cost. (Furnished by I.C.F., Perambur) 
Cost of 'Public Address Systan' in cowha and Inter-communi- . . .  cation equipment between Guard and Driver. =Rs. 52,520. OQ 



Annual Cost.! 

Interest on Ca&l @ 5 % . . . . . . . . Rs. 3J5I'2'3 

9 t  of maintenance of Inter-communication equipment and 
Public Address S tem' Including cost of staff, . , . Rs. 4,528' 80 

(Fdraishtd by S& Directorate of RWSO) 

Depredation @ Rs. o. 0530 on the r~sidual value (being 10% less 
than the capital cost). . . . . h. 2,409-56 

Total annual cost on account of interest, maintenance and dc- 
preciation on account of 'Public Address System' and Inter- 
Communication on equipment. . Rs. 10,089 56 (B) 

TELE-COMMUNICATION MAINTENANCE STAFF A T  
HOWRAH 

(Furnished by DS/Howah). 

One Tele-communication Maintainer in scale Ks. 110-180 ir 
posted at Howrah exclusively fol this train. 

Cost of a Tele-Communication Maintainer @:Rs. 443' oo p.m. 
for one year. . . . . . . R S . W I & . ~ ~ ( C )  

Total Annual Cost on account of improvements in Signalling, 
Inter-communication Equipment and 'Public Address System 
(A+B+C) . - . . . . . . . Rs. 16,728.02 

Statement VI 

Annual Coast of Carcrinp.* 

kost of materials consumed. . . Rs. 3,60,825-3r 

Contingency and Labour cost. . . . . . - Rs. 37,936'45 

Coast of replacemertt of Crockery, Cutlery, e*. durirg t he year Rs. 26,228.04 

Freighthandling . . . . . . Rs. 12,107'77 

Cost of fvel . . b. 7,390' 76 - 
Total Rs. 4 ~ ~ 4 8 8 . 3 3  

Annual Cost of Catering St&. 

Traih Supdt. 1x1 (Gr. Rs. 370-475)-0ne. 1 
Catering Manager G r .  , IP-Z~OI-O~~ 1 
Cook (Gr. , 110-180)-One. 
Cook G r .  , I O S - I ~ J ~ O ~ ~ :  1 Rs. 74,546'26 
Cook (Gr. , 75- I I O  One 
Khlt ( G .  , 75- 89)-Twelve J 

Cost of overall superviSion . . . .  . Rs. - 8,873.00 

Total annual cost on account of catering . . . . As. 5,27,907'59 

*Furnished by CCS/E. Rly. 



Statement MI 
*Cod of Commercial Staff at New Delhi and Howrab 

'-1 One Reservation Clerk in scale Rs. 150-240 works at New Delhi and Howrah each 
on I11 A. C. Chair Car Counter of Rajdhani Express and D,e-Luxe Express between 
New Delhi-Howrah. The ration of engagement on the basis of total ava~lable sears 
(daily average) is 2:3 for Rajdhani and De-Luxe respectively. 

1.2 Cost of a Reservation Clerk in Gr. 150--2qo . . . Rs. 6,768.mP4 

Taking 313 working days in a year the cost per day works out 
to . . .  . . Rs. 21-62 

1.3 Total No. of man days utilised for Rajdhani work. . . 2 x 365=146 

5 
1-4 Annual cost of z Reservation Clerks(one at New Delhi and one 

at Howrah) (21.62 x 146 x 2) . Rs. . 6,313'04(A) 
2. Commercial s taf  for booking and handling of luggage: 

2.1 AI New Delhi. 

101 UP Grade No. of No. of Total no. Total man- Total man 
staff . hours oftrips hrs. utilised days. 

worked per year 

Rs. 205-280 3 3 I ;4 312 39 
Rs. 150-zqo 4 4 104 416 52 
Rs. rlo--zoo 5 5 104 520 65 
Rs. 70-85 18 18 104 1872 234 

102 Dn. 

Grade Total cost Cost per day Mandays on Total cost for 
per year Rajdhanilac. Rajdhandi. 

Rs. ZOS-Z& Rs. 8.280-00 Rs. 26-45 78 Rs. 2,063. ro 
Rs. 150-240 Rs. 6,768.00 Rs. 21.62 9 I Rs. 2,367'42 

Rs 110-zoo Rs. 5,964-00 Rs. 19'05 143 Rs. 2,724'65 

Rs. 85-110 Rs. 3,684.00 Rs. 11-14 19'5 Rs. 217'23, 

Rs. 7-85 TRs. 3,348.00 Rs. 10.69 468 Rs. 5 , o o r ~ z  

Annual cost of luggage Booking Staff at N. Delhi . Rs. 11,975.32 (B) 
*Data furnished by CRSINDLS, CPO/NDLS & CPCIHWH. 



Grade No. of staff Total no of hrs. Total trips. Total Mondays. 
worked @ r . q  
hrs. each. 

Rs. I50--240 

Rs. IIO-zoo 

Rs. 70-85 

Grade Total cost Cost per day Man days on Totalcost for 
per year Raidhani/A/c. Rajdhani 

Rs. I ~ O - ~ O  Rs. 6,768.00 Rs. 21.62 65 Rs. 1,405.30 

Rs. 7 ~ 8 5  Rs. 3,348.00 Rs. 10.69 325 Rs. 3,474'25 

Annual cost of luggage Booking Staff at Howrah. Rs. 7%594-30(C) 

Total annual cost of Commercial staff for Reservation and Booking 
and handling luggage by Rajdhani Express at New Delhi and 
Howrah (AN-(B)+(C) Rs. 26,882-66 1 

1. A study of the effect of Rajdhani Express on goods train 
operation was made by a sample survey of the control charts of all 
the Control Offices on the Howrah-New Delhi route for a period of 
12 days spread over the six busy months from November, 1971 to 
March, 1972. The total detentions suffered by goods trains between 
Howrah and New Delhi for giving precedence to Rajdhani Express 
were then estimated for the year 1971-72 on a proportionate basis 
and totalled 3721 hrs. 

1.1. In addition to the trains detained enroute, some trains had 
to be held back in the yards for giving a clear passage to Rajdhani 
Express. As i t  was not possible to work out the extent of such 
detentions precisely for a period of one year, the same have been 
assumed to be equal to 25 per cent of the total detentions suffered 
by the trains enroute. - -  . - - -  - - -  - 2  



2. Th:, c x t  of jetention3 du: to factors enurn-rated above are ~;a&ulpt@ 
below :- 

Total detention suffered by ejoods trains enroute . 3721 hm. 

Totaldetention sutrered by & d s  t r t lnsla  yards, taken 
as 25% of 2.1 above . . . . . . 930 hrs. 

Con of detention to Locanroti~es 

Total locomotive hours lost annually (a. r +a .l) 4651 hts. 

Locomot!vc lus. lost per cfay 
4651 - 12.8 hr0. 
'365 

Taking I9 hrs. as the averae loco hrs. per engine day 
in  \nt, the nrvnbrr of b a d i t i ~ l  l ~ c ~ m o t l v e s  employed, 
e o r h  out ta Za.fl+t$ . . . . . . 0.67 locos 

Adding 18.93% of 2 . 5  above, as the number of locos 
to  be kept as spares for repair etc.-the net figure of 
additjonal locos to be crnploy~d works out to . 0.79 10~00 

Cost of o 79 WAG4 locomotive @ 19,oo,ooo . . Rs. 15,01,ooo 

Interest @6% per annurn on the cost of one loco . Rl. 90,060 

Cost of dcpreclrflon, taking life of asset as 35 years . Rs. II ,850 
Total annual cost of detention to locos . . . Rs. 1,415,940 

In al t i t ion to the cost of locomotive, additional cost is 
incurred due to energy consumed durlng the period of 
detention. Energy cooswnption Curing the idle pcriod 
has been tnkth as 10% of thc energy cbnsumption per 
train engine hour. 

Total detention of trains. Elvctric Diesel 
Tractlon Traction 

Eastern Railway . , . . . . . 2912 hrs. - 
Northern Railway . . . . . . . 1159 hrs. 580 hrs. 

cost of energy consumed : (1) (2) 
Cost of electric Cost of electric 
current consumed cument consumed 
per train engine per idle hour being 

hour 10%' of col. (I) 

Eastern Railway . . . . . RE. 59-89 Rs. 5'98. 

Northern Railwag . . . . h. 86.28 Rs. B.62. 



(3) (4) 
Cost of diesel fi?cl Cost of Pjcscl fqcl 
c6nrurned per t t a k  cxmnmtcd per idle 
engine hour. bow k i n g  10% of 

4. (33. 
- -- 

NorthernRlrMqy. . . . . Rs.88-73 Rs. 8-87. 

Ac!ditionaI cost incurred due to fuel/electric current c~tisumed during t b  peqio~  ~f 
detention : 

Eastern Kailway . . . Rs. 17,413'76 - Rs. 179413.76 

Northern Railway . . ~s.9,990.58 RS.S , I I~ .& R ~ . I W . ~ ~ - I ~  

Total cast of + t e n t h  to locomotives - 
(2.11 +r . ra)  . . . . . . . . Rs. 1,79,488'94 

Cost of detention to Wagm 

Total train hours lost in a year (a. I +a. 2) . . 6 3 1  hcs. 

Train hours lost per day 
4651 -- 12.8 hrs. 
365 

Taking 69 wagons as the average load of a goods train, 
the additional No. of wagons utilised . . . 12.&x69 

Cost of a 4-wheeler wagon . . . . . Rs.16poo.00 

Cost of 37 additional wagons . . . , . Rs. 9,52,0~.00 

Interest on capital cost of wagons 6 6% per annum . Rs. 35,520.00 

Cost of maintenance &repair per wagon per amurn . Rs. 529.66 

Total cost of maictenance and repair of 37 wagons . Rs. 19,597. 42 

Cost of depreciation of 37 wagons @ Rs. 0.0~65 per 
rupee on the residual value taking 40 years as life of rolling 
stock . . . . . Rs. 3,463.20 

Total additjonal cost on account of detention to wagons 
(2~19+2~21+2~22)  . . . . . Rs. 58 ,580~6~ 

Total cost of detention to goods trains (2. 11+2.23) . Rs. 2,38,069- 56 



. 1 

Annual owt f provision of look-out men at Level Crossings of restricted visibility 
and security pah'odng ahead of Rajdhani Express- 

Over EanUn . , . . Rs. 1434,000 Supplier! by C.E. 
hastern Itallway). 

Over Northern &ilwnp . . . . Rs. 2,18,000 (On a proportionate 
track krn. basis). 

Total annual cast r .  . . . . Rs. 4,02,ooo~ao 

Statement X 
INDEPENDENT COSTS 

Cost .per train km. on account of traffic Deptt. 
st&, etc. (Including General Administration but 
excluding Commercial staff and running staff) E. Rly. Rs. 1-50 

N. Rly. Rs. 1.23 

Annual cost for Traffic Deptt on Rajdhani E. Rly. Rs. z,o6,232. oo 
Express account N. Rly. Rs. 2,00,578.55 
(Prom the Supp. to the Rly. Board Annual - -- 
Repart-Statement No. 30) (A) Total: Rs. 4,06,810953 . 

11. Track and Bridges 

Cost of maintenance and repairs and E. Rly. Rs. r. 12 
Gmeral Administration, per train krn. N. Rly. Rs. 0.87 

Annual cost of mlintenance, repairs and General 
A<!.ministration on account of Rajdhani Express E. Rly. Rs. r,53,9% 00 
(From the Suppl. to the Rly. Board N. Rly. Rs. 1,41,872.00 
A'mual Rcport-Statement No. 30) -- 

(B) Total: Rs. 2,95,858.00 

111. Signal Q Telecommunication 

Cgst of maintenance, repairs and General E. Rly. Rs. 60.65P. 
Administration, per train, km. N. Rly. Rs. 99.781'. 

Annual cost of maintenance, repairs. dxprecdon 
and Gtneral Actmivistrat~on on account of S&T E. Rly. Rs. 85,531'00 
Department. N. Rly. Rs. go,l4g.00 
(From the Suppl. to the Rly. Board, - 
Annual Report-Statement No. 30) ( C )  Total: Rs. 1,75,680.00 

V. Cgst of provision (Interest & Depreciation of 
Track & Signalling :- 

(From the Statement of Unit Costs published E. Rly. DRF-1.0407 
by the Rlg. Bi. Statistical Dte. Interest I ' 7985 

Line Haul (movement) service cost of tracks N. Rly. DRP 0.97712 
signalling per train Irm. Interest 1.78832 

2 ' 76544 



Anmu1 coat of provision of track & 
~ien4ujnl3 E. Rly. 138944~2.83922 

N. Bly. 16161 x 2.76545 

G-a[ Administration 

Total Annual cost of General Aeministration 
except, TrafBc, Civjl Engg. and S&T 
Departments. 

Cost per train ltm.'on accourit of 
General Administratior s 
Annual cost of .General M.miristration on 
Rajdharii Express account. 

Total: 8,41432' 93 , 

E. Rly. Rs, 11,85,38,ooo 
N. my. Rs. 9,12,~1,000 

Rs. 20,97,89,aOO 
E. Rly. Ro. 2.58 
N. Rly. Rs. 1.52 
E. Rly. Rs. 3.63,841 .oo 
N. Rly. Rs. 2,45,656 oo 

Total independent cost (A+ B+C+.D+E) 

-- - 
Toral: Rs. 6,09,497~00 

Rs. 23,29478 48 
-- 

Statement XI 
TOTAL ANNUAL EXPENDITURE ON RAJDHANI SERVICE 

I. Dependenr Costs 

Cost on Account of interest, maintenance and depreciation of 
coaches (Statement I) . . . . . . . Rs. 16,63,265.60 

Cost on account of interest, maintenance and depreciation for 
the air~ondit ionin~,  grnerating and other elec. equipment 
aqd thcir working expenses. (Statement 11) . . . Rs. 12,01,368.10 

Total working cost of locomotive incluc'.ing interest, malnte- 
nonce am! depreciation. (Statemer;t 111) . . . Rs.18,42,491.77 

Annual cost of running staff operatirg Rajdhani Express. 
(Statement IV) . . . . . . . . Rs. 1,$8,871.71 

Total cost on account of mair-tenii~~c, depreciation etc. of 
S&T equipment on Rajcthar~i Accowt. (Statement V) Rs. 16,728.02 

Total annual cost ofcatcring on Raidhani service. 
(Statrment VI) . . . . . . . . Rs. 5~7,907-59  

Annual cost of C,,mmcrcial staff at NCW D ~ l h i  and Iiowrah 
(Statement VII) . . . . . . . . Rs. 26.882.66 

Annual cost of &tention to goods trains cm accoufit of Raj- 
dhani Express. (Statement VIII) . . . . . Rs. 2.38,069.56 

Cost of Security patrolling & look-out men at Level Crossings. 
(Statement IX) . . . . . . . . Rs. 4,oz,ooo.oo 

-- ____-- --. 

Total dependent costs . . . . . . Rs. 60,77,58$.or(A) 

11. ltldcpendenr Costs (Slatemcnt X) 
Annual cost of Treffic Deptt. on Rajc!ha~i account . . Rs. 4,&,810-55 

Annual cost of maintenance, repairs an< General Administra- 
tion for track and Bridges on Rajc'.hanl account . . Rs. 2,95,858.00 

-- -- __ 



Annual cost of maintenance, repairs and General Admjdstra- 
tion of S&T Wtt. on Rajdhanl ac&unt . . . Rs. 1,75,680.00 

AwW cost of pro!sion of track & Signalling . . . Rs. 8,41,q32-93 

Aqnual cost of General M.mi~istration on Rajdhanl account 
(except farTrPfhc, S&T and Civil Engineering Departments) Rs. 6,09,497.90 

Tot@ !ndep&kt costs . . . . . . Rs. a3,%,278.+@ ! . . 

Strmmat= 
BSTIMATION OF EARNINGS FOR RAJDHANI EXPRESS DURING 1971-72. 

A. ' Estiqatpd tcvcnue ee~ned Rs. 7z,ozyooa- oo 
(excluding passenger tax and catering charges) as per 
answer to unstarred Parhamentry Question No. 312 answ- 
ered on 30-3-73. 

B. Catering charges 
(i) For 3561 AC Sleeper pssscnsers (Annex. I) @ Rs. 

15.00 per passenger . RE. 53,415 00 

(ii) For 67514 AC chair Car passengcs (Annex. I) @ Rs. 
8 '00 per passenger . . Rs. 5~40,112.00 

- 4 4 - 4 - 4 - 4 4  

Total catering charges . . Rs. $$3,527'00 
-4-- .-4-.-,- 

Total earnings (excl. passenger tax) 
(A+B) . - Rs. 77,9s,527'00 

Method I1 

Gross Fare collected (Excluding Pasenger Tax) 

(i) From 1-4-71 to 1-7-71 

Class Rate No. of Fare collected 
Passengers 

1.A.C.C. . . . .  . Rs. 300'00 go8 Rs. 2,27,4C0'00 

I I IACChairCar  . . . Rs. 100-00 17,282 Rs. 17,28,m0.00 ' 

(ii) From 2-7-71 to 15-11 -71 

111 AC Chair Car . . . . Rs. 1oo.00 



3 III AC Chair CK . . . . a). m2.00 ~ . $ 2 9  Rs. %65,158-oo --- 
Rs. 79s38,73SsW 

L-ss 5% for Child Ticket,intermediate passengers, cancellation IL.. 3,96,937 '00 
8 . .  ---*--- 

Totalestinaated earning from passenger ticket Rs. 7~41~798'00 
--+-y- 

Luegllge earnings . . . . . . . . . Us. 38,751'~ 
4- 

Txal  Ezrnings bxcl. passenger tax;) . . . . . Rs. 7 6 ~ ~ 4 ' 0 0  

M e t h d  III 
Based g-nerally on figures furnished by CCS's, Northern and Eastern Railways. 

Class No. of Fare collcctcd . 
pass. (excl. passenger tax? 

I11 AC Chair car . . . . . . . 34367 RS. 30,53,602-00 
(Nrw Delbi/Kanpur/Howrah) 

111 AC Chair Car. . . . . - .  774 Rs- 65,436.m 
(Kanpur-Howrah) --A&---- 

Total Rs. 36,18,3r3 'oo(A) 

B. Hornah-New Delhi 
(Th:  fi,v,~r:s given by the Eastern Railway were inclusive of passenger tax. Follow- 

ing figures have b-:n adapted after suitable correction). 

- 
Class No. of Fare collected 

pass. (excl. passenger tax) 

I A.C.C. Sleeper . . . . 1,754 Rs. 5,26,295'70 

I11 A.C. Chair Car . . . . . . 32.777 Rs. 32,62,707'80 

111 AC Chair Car. . 720 Rs. 56,826'00 

I11 AC Chair Car* . 750 Rs. 33,000'00 
(Knnpur-New ~ e l h ; )  -----.--- - 

Total Rs. 38,78,829 '50 ------__ 
Tatal earning from passenger fares . Rs- 74,97,142'50 

Excess fare charges . . Rs. 32,385'00 

Luggage earnings . . . Rs. 38,751 'W ------ - 
Total earnings . Rs. 75,68,278 .SO 

('Eitimated-NJ~ furnished by Eastern Railway) 



Unda the present commercial accounting practice, b e  ir no procoQwc for mrta- 
taining meticulous accounts of the earning by  any particular train.(not even tbe Rajdhami 
Express), t e n g  note of all refunds, cancellatians, earning frpm ~lltermcdatc passengers, 
ac.  Heace the need for arrlving at an estimation. An attempt has bccn made above to 
wxk out on three &&cent methods asd (in tbe light of tbe results urrivcd 
at, the fo l Jdng  is considered a fairly reasonableestimate of earning for 1971-72 :- 

ACC ChsirCar passengers . Rs. 65-05 lakhs 

Luggagechaf~,ac .  . . . . . Rs. .o-3g lakba -- 
Total . . .  Ra. 76.08 lakhs . 



APPENDIX 111 
(Vide Paragraph I. 33) 

Brief remods for non-accqcance of economic evaluation (May 1974) of Rajdhmi Expt.es2- 
New-Delhi-Hmah by R.D.S.O. 

I. Direct Costs Basis assumed in Brief reasons for non- 
RD.S.0. study acceptance 

(a) Annual cost of coaches ,411 the coaches in excess This is not correct except 
Annex. I1 of bare requirement are one pantry car, the rest 

(b) Annual cost of generating treated as spare exclu- of the coaches are pooled 
Equipment and air-conditi- sively for Rajdhani Ex- with the deluxe train 
oning of coaches. press. coaches. 

(Annex. 111) 

{c) Amual c ~ s t  of loc~m-kves Assessed on a statistical One loco is earmarked 
(Annex. iv) basis of average KM and in addition only 

number of locomotives earned per passenger the normal spare per- 
loco. centage should be added. 

C~pi ta l  c.mt of locomotives Present day cost (Rs. Capital cost of actual loco 
25-54 lakhs taken into utilised was Rs. 13-54 
account. la khs. 

Fu-1 & lubricants Assessed on statistical 
basis Consumption 
per engine KM of 
diesel hauled passenger 
services on the Nor- 
thern Rly. 

, (J)  Cjst of detention to goods 4651 Hrs. 
train en route and in yards Lost 

(Annex. ix) 

'(e) S xurity patrolling and look- Rs. 4-02 lakhs. Based on 
out men at level crossings figures obtained from 

p annex.^) Eastern Rly. and 
propmionate amount 
derived for Ncrthern 
Rly. 

Will not be correct the 
loads of diesel hauled 
other passenger trains 
are much more than 
Rajdhani Express 
Moreover actual con- 
sumptlon figures for 
these trains were 
available. 

These theoretical cal- 
culations may no 
reflect the true opera- 
ting conditions in that 
such detentions arc 
inherent in the op- 
eration of different 
types of services with 
speed dserence on any 
particular smion. In 
fact g ~ d s  train opera- 
tion has not been 
materially affected by 
the running of the 
Raidhani Express. 

Expendipre on these 
men In Eastern Rly. 
during 1971-72 ~ . 9  
only Rs. 49,047. Or, 
the Northern Rly. no 
additional expenditure 
was incurred. 



11. Indspzndent costs (Annex. xi )  

(a) Traffic D-pmment C x t  per train KM (deri- 
ved fosm Statement of 
expenses). 

(b), Track & bridges Do. 

(c) Signat & telecommurlication Do. 

This unit cost is for 
goods and coaching 
trains, comb~ned.. 

Here ,also the otatistiqal 
figures appiy to both 
coaching and goods 
trams. The mamte- 
nance expenditure on 
track and brid pes 
have a relation to the 
gross tomes moved 
which are generally 
heavy for goods trains. 
By relating the expenses 
to train KM, undue 
weightage is gwen 
to coachzng t r a m  

This is also a combined 
cost for goods & 
.caaching services. 

(d) Prevision Of  track and signalling Based on unit costs. The unit costs ut i l~ccd  
pgt*s xo goods 
services cnlp. More- 
over the unit is per 
rooo GTKM whereas it 
has been wrongly rela- 
ted to train kilometres. 



(Vide Paragraph 1.66) 
Note on the steps taken to relieve congestion at major termingls in 

the country 

REPLY (a): Most of our terminals particularly in Mettopolitan 
Cities and Stale Capitals are space bound. With the introduction of 
more and more long distance as well as short distance and suburban 
trains, acute difficulties are experienced in the matter of servicing 
and stabling facilities for the coaching stock, provisim af longer and 
additional platforms, passenger amenities, circulating area, etc. at 
the major terminals. Engineering-cum-Traffic Surveys were, there- 
h re ,  sanctioned and action taken to provide faciIities at important 
terminal yards within the limited funds made available to the Minis- 
try of Railways. The following is the position of the various works 
undertaken/propased to be undertaken: 

(i) Howrah (E. Railway): A technoeconomic Survey was con- 
ducet to assess the peqtxirement of facilities needed to 
match the present and future requirements. It  was seen 
that it is necessary to provide a new suburban terminal so 
that the suburban and non-suburban trxfEc could be segre- 
gated. The capacity thus released in the existing terminal 
where both suburban and non-suburban trMic is dealt 
with could be ntilised for the anticipatdg increpe in non- 
suburban traffic. The new terminal will have aix platform 
lines wilth two platform faces for each line. The entire 
scheme is estirpated to cost Rs. 11.44 crores. Phase I of 
the work which includes shifting of the General Stores and 
Signalling Workshop from Howrah to Belur and shifting 
ol! the ~ e l u r  Scrap Yard to Dankuni has been included in 
the Budget for 197475 a t  a cost of Rs. 1.48 crores. The 
area su released will be used for the developgent of the 
new terminal. However, due to inadequacy of resources 
under DF, it has not been possible to make any worthwhile 
progress on this work. 

(ii) Sealdah Tenniml: Engineerings-cum-Traffic survey for pro: 
*ding addi.tiona% terrrtinal facilities at Sealdah is in pro-: 
$rrss. 



'(iii) Howrah (South Eastern Railway) Terminal: An engineer- 
ing-cum-traffic survey fur a subsidiary passenger-cum-sub- 
urban terminal for S.E. Rly. at Padmapukur near Howrah 
has already been completed and the report is under finali- 
sation. I 

2. DELHI AREA 

(i) Third T e m h a l :  There is pressing demand for introduction 
of additional trains from Delhi area. The existing two main 
passenger terminals at Delhi Main and New Delhi which 
deal with 144 and 81 trains respectively are no longer in a 
position to handle additional trains. The need fur develop 
ing a new terminal has therefore been keenly felt. 

The Draft Regional Plan for the National Capital Region pre- 
pared by the Town & Country Planning Organisation in 
collaboration with other Government M i e s  suggested pro- 
vision of 4 new passenger terminals in Delhi Area viz., at 
Sarai Etohilla, Azadpur, Shahdara and Nizamuddin. The 
Metropolitan Transport Organisation of the Railways 
which also studied the problem, investigated the probable 
.sites for the third terminal-Sarai Rohilla, Shahdara and 
Azadpur were ruled out as they do not have sufficient 
land for development of third terminal and were also not 
considered suitable from the point of view of the Railways 
and also that of the users. Another site at Pate1 Nagar was 
alsc, not found suitable on the same considerations. The 
site at Nizamu'ddin was examined in detail and was consi- 
dered to be most suitable but was npt acceptable as it 
would have spoiled the environment, around the historical 
monuments in the area. 

The site now under consideration for the third terminal is the 
one at Brar Square. The land at this site falls inside the 
Cantonment area and negotiations are in progress with the 
Defence authorities for transfer of this l a d  to the Rail- 
ways. 

(ii) Interim proposals for handling additional trains: As the 
provision of the third terminal was anticipated to take 
some time, the Northern Railway was asked to investigate 
;the pssibility of providing additional terminal facilities 
at New Delhi, Nizamuddin, Delhi Main and Shahdara sta- , 



tions by providing extra platforms, washing lines and stabl- 
ing facilities so that the immediate requirements of the 
traffic could be met: 

(a) New D e l l ~ z : A  detailed survey for providing second entry 
from the North side for New Delhi station and also for 
providing additional platf*.)rms and other terminal facili- 
tie; has been carried out by the Northers Railway. The 
survey yeport is currently ucder consideration. 

(b) Hazrat Nizamuddin: In 1973, some minor works were 
undertaken at this station a t  a cost of Rs. 11 lakhs to 
give some relief to New Delhi station. It is nvJw propos- 
ed to .provide additional facilitiei at Nizamuddin as New 
Delhi station is experiencing difficulties in the mainten- 
ance of rakes. Works estimated to cost Rs. 23.12 lakhs 
have been sanctioned recently at this station which would 
eliable intrcbduction c!f three additional daily trains start- 
ing and terminating at this station. 

(c) Delhz M a i n :  A survey for shifting the goods shed from 
Dclhi Main s ta t~on and for prolriding the ~ e c o n d  entry 
fr::m the northern side 1:: in progress and a decision in 
this respect will be taken after the report is received 
and examined. 

(d) The I;,J sibility of clevelopinq termlnal facilities at Shah- 
dara is being examined by the Survey Team as a part of 
the Shahdara-Saharanpur new B.G line 

.3. BOMBAY AREA: 

( i )  Bow bay V.T.: A survey for remodelling of Bombay VT 
maiq line and suburban station and provision of another 
terminal in Parel-Dadar area has been completed and the 
rel-~ort has been examined. For meeting the immediate re- 
quirements of traffic, the work of providing additional plat- 
form at Bombay VT and remodelling of Mazgaon Yard 
was included in the Budget for 1974-75 at a cost of Rs. 133.00 
lakhs. 

(ii) Bombay Central: A traffic-cum-engineering survey for addi- 
tional facilitiej in Bombay Central Yard has been carried 
out and the survev report is under examination. 



4. MADRAS AREA: 

( i )  Madras Central: A traffic-cum-engineering survey for pro-- 
viding additional terminal facilities at Madras area was 
undertaken and the survey team have recommended vari- 
ous works at Madras Central at a cost of Rs. 9.34 crores, 
The works are recommended are: 

1. 3 additional platform lines, 
2. stabling Iines, 
3. washing-cum-pit lines, 
4. cen tralised parcel ofice, 
5. sick lines, 
6. parking circulating area etc. 

As Phase I of the wurk, the acquisition of land on the western' 
side of Buckingham Canal has been provided in the Budget 
and the land acquisition proceedings are in progress. 

(ii) Madras Egnzore: The survey report for providing additional 
terminal facilities at Madras Egmore has been received and 
is under examination. 

5. PATNA: 

A techno-economic survey for provision of additionZlhchaching 
facilities at Patna was conducted. Phase I of the scheme 
which includes provision of washing lines with pits, plat- 
forms and some other facilities has been included i n .  the: 
Budget for 1974-75 at  a cost of Rs. 55 lakhs. 

6. HYDERABADISECUNDERABAD AREA: 

The existing facilities at the two terminals-Hyderabad and 
Secunderabad was found to be inadequate to handle the 
traffic, which at the end of the 5th Plan was expected to 
increase by more than 50 per cent. A survey was there- 
fore undertaken in 1970-71 for augmenting the terminal ca- 
pacity at these stations. The Survey Team recommended 
that Hyderabad should be developed as a Centralised pas- 
senger station to deal with passenger and parcel traffic and 
Secunderabad as a way-side station to pass BG traffic. The 
terminal facilities for BG traffic both at Hyderabad and 
Secunderabad area were included in the Budget for 1974-75 
at  a cost of Rs. 41.69 lakhs. Acquisition of land at Sanat- 
nagar where the goods yard is ta be shifted is in progress. 



Provision of additional facilities for MG a t  Secunderabad 
(Phase I) was also included in the Budget of 1973-74 at a 
cost of Rs. 5 6 . 7 8  lakhs. 

7. COCHIN AREA: 
In order to assess the requirement of terminal facilities in  

Cochin area consequent to conversion of Ernakulam-Alwaye 
section to B.G. and doubling of Shoranur-Alwaye section, 
a work study was ordered. The report on the work study 
is under finalisation by the Railway and is  expected 
shortly. 

8. BANGALORE AREA: 
A work study-cum-traffic survey for terminal facilities in Ban- 

galore area has been completed taking into account the 
various works in progress in this area like Guntakal-Ban- 

galore conversion to BG and Krishnarajapuram-Bangalore 
City doubling project. The survey team has recommended 
provision of additional facilities at Baiyappanahalli, Ban- 
galore City and Bangalwe Cantonment yards at  cost of Rs. 
37 lakhs. The survey report is under examination. 

9. COIMBATORE AREA: 

An engineering-cum-traffic survey for provision of terminal 
facilities is in progress. 

10. DHANBAD: J 

A scheme for development of additional coaching facilities has 
been approved at an estimated cost of Rs. 46.60 lakhs. 



APPENDIX V 

S No. Para No. Ministry/Dcptt. 
conces~ied 

I 1.74 Al'nistry uf I<ailways The Committee are glad that the Rajdhani Express service has, 
by and large, won wide appreciation from the travelling public. To  
the extent that they furnish a 'super-fast' service, hy our Indian stan- 
dards, between Howrah & Delhi and between Delhi & Bombay, and 
as tlie show-piece, a; it were, of the Indian Railways and a testimo- 
ny to their technological breakthrough towards quality transport 
facilities, the introduction of these trains has been welcome. The Rail- 
way Board cannot rest content, however, with operating a couple of 
such prestigious trains, which cater necesiarily to the comparatively 
;imue!lt class of passengers, when the needs of the larger multitude 
,sf less fortunate pasengers remain unfulfilled. If after nearly three 
decades of independence ana3 four Five Year Plans, the overwhelming 
majority of our railway passengers find themselves forced to travel 
at slow speed, often also in great discomfort, i t  is clear that the Indian 
Railways have still a lot of leeway to make up. 



Do. 

Do. 

I t  appears that on a c o u n t  of various constraints such a s  the ab- 
sence of adequate terminal facilities, .<low pace of doubling of track, 
non-availability of locomotives in sufficient numbers, capable of haul- 
ing economically a larger number of coaches at  higher speeds, etc., 
the Railways have been unable to keep pace with the ever-growing 
d e m a ~ d s  of the travelling public. Consequently the problems of in- 
sufficiency and congestion in the existing passenger services continue 
to plague the Railways, Thus. a slightly paradoxical situation has 
ensued with the Raidhani Eupresj  qt one end of the spectrum, capa- 
ble soon of achieving speeds upto 160 k ihmetres  per hour, and trains 
consisting o u t d a t ~ d  coaches hnuled at speeds a. low as 25 kilometres 
per hour at  the other end. Beside?, with greater emphasis being laid 
on increasing freight earnings m d  perhaps also on ac:ount of the 
increasing losses incurred on passenger s?rvices, there appears to be 
a tendency to relegate such services to a secondary place. Unless t h e  
Railwa?;~ fulfil their larger social commitments and cater to the 
needs of the great multitude of pa,isengers, the achievements of such 
trains a s  Rajdhani Express would be little more than easy showman- 
ship fundamentally unrelated to the broader national interest. 

The Committee have learnt that  having introduced two such 
trains which have brought two metropolitan cities closer to the capi- 
tal, the Railway Board is not contemplating the introduction of simi- 
lar attractive trains for connecting other State capitals with Delhi, on 
accmnt  of the absence of a double line throughout the relevant 



I 2 3 4 
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routes. Similarly, the more popular Jayanti Janata Exprcss trains, 
that provide faster, non-airconditioned second class travel iron1 Delhi 
to Cochin and Mangalore, to Secunderabad and to Samastipur, are 
not likely to be extended to other cities, owing to the non-completion 
of the doubling of the track and the lack of terminal capacity a t  the 
destination stations. By the conversion of the Grant Trunk Express 
(Delhi-Madras) into an airconditioned deluxe train twice a week, 
a peculiar position prevails on the Southern trunk route, in which 
the weaker sections of the passengers have been deprived of ordinary 
second class accommodation on the days the Deluxe operates. I t  
would, thus, appear that faster and more comfortable rail travel is a 
available today to a minority of better-placed passengers, while for 
the overwhelming majority, rail travel still remains non-tm-happy 
an experience. 

4 1.77 Ministry Of This is a state of affairs that needs to be remedied as ,soon as pos- 
sible. While the Committee are not unaware of the constraints under 
which the Indian Railways operate. they are of the view that at least 
some of the difficulties are by no means insurmountable. I t  is distres- 
sing, for instance, to learn that though there is no dispute over the 
gains that would accrue to the Railways in particular and the nation 
at large by the speedy doubling of the North-South Trunk route, this 
doubling programme wmld  take another seven to eight years to be 
completed. What is even more distressing is the indifference in this 



matter on the part of the Railway Board. The C6mmittee 'had the 
misfortune to find the Board almost deriving comfort'fi-om the fact 
that since the doubling of the Ehmbay-Delhi route had taken twelve 
years, their performance in the matter of doubling the Delhi-Madras 
route was not a matter for undue concern. 

5 1.78 Ministry uf  Railways The position in regard to augmentation of terminal capacity at 
major metropolitan cities in the country is no better either. Though 
a number of work studies and traffic-wrn-engineering surveys have 
been carried out in various metropolitan areas, specific steps for in- 
creasing the terminal capacity from a long range point of view are 
yet to be taken in a concrete manner and many of the surveys re- 
h a i n  r e p x t s  on paper. Even the site for the location of a third ter- 
minal in the Delhi area is yet to be finalised. Similarly, in the Cal- 
cutta area, where the problems have accumulated excruciatingly, the 3 
second phase of the work of remodelling the Sealdah station yard and 
constructing a new station building, work on which commenced as  
early a; 1960-61, is expected now to be completed, after more than 
15 years, by June, 1976, but the fate of the rest of the scheme re- 
garding the Sealdah complex remains hanging in mid-air, mainly 
perhaps on account of the non-availability of funds with the State 
Government. Surveys for the remodelling of the Bombay VT main 
line and suburban station and for the provision of another terminal 
in the Parel-Dadar area as well as for providing additional terminal 
facilities in. the Bombay Central Yard and a t  Madras Egmore are still 
only 'under examination'. In the absence of timely progress, the cost 
of the projects undoubtedly escalates and the demands of passenger 
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and goods traffic continue to far  outstrip ava~lability. Temporary pal- 
liatives and ad hoc solutions, too often at  considerable cost, further 
tarnish the picture. 

1.79 hlinist1.y of  Iiailways One i m m d i a t e  solution that suggests itself to the Committee for 
alleviating the problem of congestion in some of the existing mail 
and express trains is the provision of more accommodation for the 
non-affluent class of passengers bv minimising the expenditure on 
providing airconditioned first class accommodation which. In any 
rale. has proved uvremunerative in recent times after the September 
1974 hike in rail fares. A recent sample survey of the occupancy ra te  
of airconditioned first class in some of the 'prestigious' trains such 
as the Deluxe and the Rajdhani by different categories of pasengers  
reveals an intriguing picture. Durinq the peric6rt Januarv  1 to J u n e  
.30. 1975. the ?Tverave wcupancy of airconditioned first class on the 
Deluxe trains to and f r ~ m  Madras was respectivelv 75.5 ner cent and 
f X . 4  ner cent. Of this. or? t h r  down direction from Madras to Delhi, 
while 2.8 per cent and 0 .8  per cent of the berths were occupied re+ 
pectivelv hy Min j~ te r s  and Members of Parliqment and Legislative 
Assemblies. Rai lway Officers accounted for as high an occupancy as 
3,) , 5  per cent acJ other Government officers travelling on d u t ~  1 . 4  
per cent,  Occupancy on wn-Govt .  account and bv foreign tourists 
Tvas only 38.3 per cent and 0 . 5  per cent rejpectively. The  position 
was no better on the up  direction towards Madras, the correspond- 
ing figures being respectively 2 per cent, 1 . 9  p a  cent, 12 .2  per cent, 



0.7  per cent, 56 .5  per cent and 2 . 2  per cent. Similarly, on the Deluxe 
trains to and from Bombav, occupancy on non-Govt. account was 
only 62.9 per cent and 37 per cent, with as  many as 159 berths and 
200 berths out of a total utilisafion of 1390 and 1021 berths being oc- 
cupied respectively m the up and down trains by railway officers. 
The Deluxe trains to and frum Calcutta tell a similar tale of distress 
with only 35.6 per cent and 40 per cent of the total utilised berths 
being occupied on private account while Railway Officers account for  
8 . 4  per cent and 11.1 per cent of the occupancy. 

It  is apparent that a large portion of the available airconditioned 
f i r , t  class accomnv~dation is utilised on Railwav and Government 
accounts. with the public exchequer bearing the cost, without any 
re~?riil,v quantifiable corresponding benefits. Government would, 
therefore, do well to review the need for providing such a costly 
mode of travel to a small mi1:~rity of public servants and evaluate 
t11c feasibility of reducing airconditicnr~cl first class accommodation 
on trains, if not eliminating them altogether, so that  the accornrnoda- 
t 'un so released can be utilised to fulfil the more pressing social ob- 
jwti\:e o f  pro\riding ajditional accommodation for' the weaker sections 
of the tr2velling public. The Committee note that certain steps such 
as a reductk)n in the frequency of airconditioned first cla5s coaches 
or their discmtinuance on some of the trains, discontinuance of the 
construction of new airconditioned first class coaches on additional 
account, introduction of the new two-tier airconditioned sleeper 
coaches. etc. have nuw been taken by the Railway Bead. These ,steps 
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by themselves would not solve the problem unless there is some fun- 
damental rethinking on the part of the Railway Board .and the Gov- 
ernment. Travel by the new two-tier aireonditioned sleeper coaches, 
for instance, is still k y o n d  the reach of the common man, and the 
'operation of &ch coaches, not i n  lieu of but in addition to the aircon- 
ditioned first class on the Deluxe trains, would only further widen 
the gulf between the haves and the have-nots. It w w l d  also be of 
interest to analyse the extent to which the capacity in these new 
coaches are being utilised on non-Govt. account and on Government 
account, either by officers travelling on duty or by those travelling 
on Leave Travel Concejsions, with Government bearing the bulk of 
the cost of travel. The Committee would also like to be informed of 
the economics and occupancy of these new coaches. 

8 I .8 I Ministry of Railways Yet another accepted programme for improving the basic trans- 
port demands of the country which has been rather tardy in imple- 
mentation is the diesellisation of the passenger services so that the  
number of coachs on a train can be increased witho.ut detriment t a  
the average running time. The Committee find from paragraph 9 
of the R e ~ o r t  of the Comptroller and Auditor General of India for  
the year -1972-73, Union Government (Railways) that full produc-. 
tion of diesel locomotives by the Diesel Locomotive Works at Vara- 
nasi has not yet been attained despite the lapse of nearly a decade 
since the unit commenced production. The Audit Report points out 
that as against the production target of 307 diesel locomotives en- 



vlsaged by 1967 in the abstract estimate for the project only 116 
broad gauge diesel locomotives had been produced by 1966-67. 
Similarly, though, as per the project report, W1 broad gauge loco- 
motives or equivalent should have been manufactured during 
1963-64 to 1971-72, the actual outturn was only 427 broad gaugc 
locomotives and 80 metre gauge locomotives. Till the end of 
1973-74, 549 broad gauge locomotives and 148 metre gauge loco- 
motives had been produced by the unit. Consequently, there a re  
not enough diesel locomotives to be put on the passenger services. 
f,n the meantime, the prices of petroleum products have also in, 
creased manifold, necessitating a rethinking over the dieselisation 
)rOgramme. 

Unfortunately, the electrification programmes of the Railways, 
which could facilitate the cheaper and quicker movement of passen- 
ger and goods traffic, have also not made much headway on account 
of difficulties in  finding the necessary financial resources for these 
programmes which are essentially highly capital intensive. Tlle 
Committee have been informed that,  on account of the  financial 
constraints acceleration of the pace of electrification 'does not seem 
to be in sight'. In addition to the Railways' own financial con- 
straints the dearth of electric power has also affected the  electrifica- 
tion programmes. The Indian Railways therefore appear to be 
placed in an unenviable position and with these constraints in opera- 
tion i t  is unlikely that  the problems of congestion in, and slow 
speeds of ,  passenger trains would be satisfactorily solved in the near 
future. This, in the opinion of the Committee, is an  unhappy situa- 
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tion which needs to be gone into immediately so as to devise suit- 
able remedial measures. The  Committee urge Government to re- 
view the situation and take  effective steps to retrieve the situation. 

I .83 A1ini~t l .y  of K a ; l w y s  In view of the fact t h ~ t  the e1e:'irification programmes of the 
Railways are  also vitally dependent on the power generation 
schemes of the State  Governments with their own financial con- 
straints and limitations. the Committee feel that an integrated an- 
proach to the entire problem would he  necessary if these programms 
are  to be given effect to. The  Committee learn tha t  the Railways 
have drawn u p  some proposals for establishing their own power 
stations and that site studies and preparation of feasibility reports 
in this regard have already been completed and are  awaiting ap- 
proval and allocation of funds by the Planning Commission. The 
Committee consider that it wou:i he desirable to establish real co- 
ordination for  this p l l r p s e  between the Central and the State  
Governments and a pooling together of the available resourcs. Such 
a step would ensure t5s t  our scarce resources a re  not expended ill 
avoidable duplication of effort. Government should also examine 
the feasjbilit?. of prot~icling institutional finance to meet any short- 
falls i n  the provision of the requisite funds for the joint venture 
myhich should give an  added impetus for  the speedier implementa- 
tion of projects of vita! importance. The Committee attach consi- 
derable importance to this recommendation and desire tha t  t he  



Planning Com,mission should process i t  early and initiate the neces- 
sary follow-up action. 

I I I .S1 M'o R l ~ s  T M i t .  01' 'r-1 )usism Viewed against this broader background, the running of the Raj- 
dhani Express trains however attractive and important i t  may be, 
is open to question. Though it has been claimed by the Railway 
Board that the Rajdhani Express has a role to play in t he  sphere 
of tourism, t3e Commitlee find thz,t apart from a few visiting foreign 
dclcgations who are sent by the Railway Eoard by this prestigious 
train, onlv 17 foreign tourists had travelled by the airconditioned 
first class by the Rajdhani to Boml!ay and another 17 to Calcutta 
during the six months from January 1 to June  30, 1975. I t  has also 
been admitted by the Railway Board that  as the Rajdhani Expresses 
do not stop at  places of tourist interest and foreign tourists have to 

CO plan i n  advance to travel by these bi-weekly services, they prefer -I 

to avail of other suitable t r ~ i n s  or air services. The Committee a re  
also of the view that a misplaced emphasis in this regard is perhaps 
being &xed by the Railwav Board a s  well as  the Department of 
Tourism. J,t is well known that quite a large number of foreign 
tourists. particularly the  young zmong them,, wishing to have a 
taste of' India's natural beauty and her ancient culture prefer cheaper 
modes of travel and reasonable accommodation and food tariffs. 
Besides, the more affluent tourists, spanning the globe with their 
tight schedules and itineraries generally prefer the faster air travel. 
It  would, therefore, be worthwhile for the Railway Board to review 
critically the pattern of travel by foreign tourists within India and 
to assess whether, in a country like ours it is proper to place exces- 
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sive emphasis on luxurious rail travel for 'attracting' foreign tour- 
ists. The Committee would like to know what is being done in this 
regard. 

hlinistrp of Railways The Railway Board have tried to justify the introduction of the 
Xajdhani Express trains on grounds of financial remunerativeness 
as well. The Committee are aware that this 'prestige symbol' has 
caught the fancy of the better-placed passengers who can afford 
to pay for the comforts the train provides. The earnings of the two 
Rajdhani Express trains have also exceeded the direct expenses in 
.all the years of their operation. This, however, presents only a par- 
tial picture of the economics of the matter. The earnings from 
Rajdhani have been compared only with the readily identifiable 
direct costs of operation without taking into account the indirect, 
distributable elements of cost such as provision and maintenance 
of permanent way, signal and telecomm,unication, other equipments 
and facilities, cost of train passing staff, coaching yard staff and 
over-heads which are common with other services. The Committee 
have been informed that it had not been possible so far  to estimate 
the cost of these distributable items of expenditure in the absence 
of a scientific system for the assessment of the unit cost of coaching 
services. Even before the introduction of the Rajdhani Express, 
only an estimate of the out of pocket expenses or direct costs of 
running the train had been made to determine its financial remune- 



rativeness. In the circumstances, the Committee feel that i t  would 
be incorrect to accept at its face value the incomplete financial justi- 
fication of the Rajdhani Express furnished by the Railway Board. 

The Committee are of the view that in addition to the direct and 
indirect costs of operation of the Rajdhani Service, it would also 
be necessary to take into account the social cost of running the 
service. Admittedly, on the days the Rajdhani operates, there is a 
loss of nearly three paths of goods trains on an average on the 
Delhi-Howrah route, besides an increase in the detention to goods 
trains (including the Super Express goods trains) and other pas- 
senger trains on the route, with consequent loss of earnings not 
perhaps susceptible of precise quantification. The Committee con- 
cede that these losses are only notional to some extent, and that jt 
is perhaps inevitable for a fast train to displace slower trains run- 
ning on the same route. l,t cannot, however, be denied that there 
has been a certain loss to the nation as a whole by the detentions 
and displacement of trains, goqds as well as passenger. I t  is, there- 
fore, a moot point whether the running of a luxury service, consist- 
ing of just six airconditioned passenger coaches (one first class 
coach and five second class chair cars), could be considered justi- 
fiable from an overall national point of view. The Committee 
would have been happier if t5e Railway Board had succeeded in 
introducing similar fast trains, though with reduced comforts, to 
cater to a larger number of less affluent passengers, so that the 
benefits of the technological breakthrough on the Railways were 
made available to larger sections of the community. -- -- -.- -- - - - - - - - - - 
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14 I .87 A l ; t - . i s  r j  f K ; i i l w n ~ s  According to a study of the economics of the Delhi-Howrah 
Rajdhani Service undertaken by the  Research, Designs and Stan- 
dards Organisation of the Railways, (which, however, has not been 
accepted by the Railway Board), the total cost of running the train 
during 1971-72 was Rs. 84.07 lakhs while the gross earnings (includ- 
ing cost of meals) were Rs. 76.08 lakhs. The Committee find tha t  
this study is not -a very accurate indicator of the t rue economics of 
the train i n  view of the fact that on account of the  non-availability 
of x p a r a t e  unit cost of pr.?senger services. the combined figures of 
goods-cum-passenger unit cost have been adopted in the study, 
thereby vitiating the  figures to some extent.  However, in  the  ab- 
sence of more accurate data in this regard, the RDSO study at  least 
suggests that the Rajdhcni service is, perhaps, not as  remunerative 
a; it is made out to be. The Committee emphasise the importance 
of knowing the total cost of operating a service from the point of 
view of better financial management and, therefore, desire that  t he  
Railway Board should compute as  early as possible the total cost 
of the Rajdhani service and reassess its financial r emunera t ivene ,~~  
on a more scientific hacis. 

The Committee have learnt in this connection that a methodoloqv 
for determining, in a iel inl~le nxnne r ,  the variable, distributable 
costs of train operations, which would facilitate the  introduction 
of train-wise costing on the Rai!u.avs, was likely to be evolved by 



the end of 1975. The Committee trust that the various difficulties 
earlier encountered in working out separately the costs of goods 
and passenger operations would have been overcome by now and 
would like to be apprised of the findings. The total cost of operating 
not only the Rajdhani service but the Deluxe service and the Kalka 
Mail between Howrah and Delhi should also be worked out expe- 
ditiously and intimated. 

I 6 I .89 Ministry of Railways Pending the economic reappraisal of the Rajdhani service sug- 
gested above, the Committee feel that i t  should also be possible to 
effect certain economies and increase earnings by (a) the replace- 
ment of the airconditioned first class coach either by a chair car 
or by a two-tier airconditioned sleeper coach so as  to provide ac- 
commodation to a larger number of passengers, (b) augmentation 
of the existing capacity of the train by at least an additional chair 
car and (c) switching over to electric traction from diesel as early 
as possible. The Committee find that during the period from 1973 
to 1975 (upto June), the occupancy of airconditioned first class in 
the  elh hi-Howrah Rajdhani ranged respectively from 79 to 100 per 
cent, 44 to 100 per cent and 37 to 87 per cent. On the other hand, 
the occupancy of the airconditioned chair car during the same 
period ranged from 88 to 100 per cent, 73 to 100 per cent and 72 to 
100 per cent respectively. Though the total earnings from aircon- 
ditioned first class might have increased on account of the increase 
in fares which has made travel by this accommodation even more 
expensive than air travel, the occupancy rate has decreased drasti- 
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tally. The Committee would urge the Railway Board to take 'a 
fresh look at the need for providing such Opulent accomdat ion  
on the Rajdhani which could, perhaps, be sub~tituted either trg a 
two-tier AC sleeper coach or a chair car which would cater to a 
larger number of passengers. 

17 r .go Ministry of Kailivays As regards the suggestion of augmenting the existing capacity 
of the train by providing at least an additional chair car, the Corn- 
mittee have been informed that the speed of the train would be 
reduced from 130 km. to about 110 km. by such addition, and that 
it should be possible to haul three more coaches and also maintain 
the same speed only when the entire route is electrified and a more 
powerful electric locomotive is utilised to haul the train. How. 
ever, in the context of an immediate solution to the problem of con- 
gestion in passenger services, and for a better utilisation of the 
available resources, the Railway Board should consider how far the 
augmentation of the capacity of the Rajdhani by an extra chair car 
may not, perhaps, through some rationalisation, affect the running 
time too badly. Such a step, besides increasing the direct earnings 
of the service, would result in certain tangible benefits in the sphere 
of goods movement as well by reducing detentions en route, 
cularly to the super express goods trains and improving wagon 
turn-round and availability. 



 ini is try of ~ a i l w a v s  Substitution of the diesel locomotive which hauls the Rajdhani 
Express at  present between Howrah and Delhi by an electric loco- 
motive assumes particular significance in the context of the present 
energy crisis and the high cost of diesel traction. Though 85 per 
cent of the Howrah-Delhi route (upto Tundla) is already electrified, 
the Railway Board, at  the time of introduction of the Rajdhani Ex- 
press, appesr to have preferred to modify a diesel locomotive for 
attaining the high speed of 130 km. at  a cost of Rs. 45,000, mainly 
with the objective of eliminating dual traction and a change of 
locomotive in between, which, according to them, would have affect- 
ed the running time of the train. The Committee also note the 
opinion expressed by the Research, Designs and Standards Organi- 
sation that i t  would be undesirable to have dual traction for the 
service which would affect the utilisation of electric and diesel loco- 
motives. particularly the latter and also affect the overall running 
time. The Committee have been informed that an electric lorn- 
motive capable of speeds upto 160 km. has been designed and that  
after the completion of necessary proving trials which have been 
programmed to coincide with the electrification of the entire Delhi- 
Howrah route, to be completed a year hence, it would be possible to 
switch over to electric traction for the Rajdhani Express. The Com- 
d t t e e  can only express the hope that this schedule would be ad- 
hered to so, so that the direct expenditure on fuel can be reduced 
and the payload capacity of the train increased as early a s  possible. 

-do- The Committee find from the Economic Appraisal of the Delhi- 
Howrah service by the Research, Designs and Standards Organisn- 
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tion that modifications and trials on a WAM2 electric locomotives 
to suit the high speed of the Rajdhani Express are i n  progress. Al- 
though work on this locomotive is in progress, the RDSO study has 
opined that the WAM4 locomotive is to be preferred for the Raj- 
dhani service, especially in view of its capability of hauling a 
heavier payload. The study goes on to observe that even the switch 
over to a modified WAM4 locomotive, with maximum speed restrict- 
ed to 120 kms. per hour would be quite advantageous as compared 
to the present arrangement. The Committee would like to know 
the specific steps taken by the Railway Board in pursuance of these 
observations and the reasons for selecting the WAM2 locomotive in 
preference to the WAM4. 

Ministry of Railways Now that a long-overdue technological breakthrough has been 
achieved on the Railways and considerable sums have been expend- 
ed in effecting improvements to rolling stock, track standards and 
maintenance, signalling and telecommunication, etc., the Committee 
are of the view that the Railway Board should endeavour to make 
available, to the maximum extent possible, the benefits of present- 
day technological progress to a larger cross-sectidn of the  travelling 
public. As has been pointed out in paragraph 1.76, the Railway 
Board have no immediate plans for connecting other State capitals 
with Delhi by similar fast trains. Such further programmes should 



soon come on to the agenda. The Committee, meanwhile, would 
urge the Railway Board to consider the running of fast trains with 
cheaper accommodation to cater to the less affluent class of passengers 
rather than going in for more luxury trains of the Rajdhani type, 
which, in any case, would benefit only a select minority. For this 
purpose, a long-range perspective plan should be drawn up, in place 
of what appears to be an ad hoc approach as a t  present. Clear-cut 
priorities for future investment both in respect of passenger and 
goods movement should also be laid down. The Committee trust 
that our Railways, realising that Rajdhani and similar runnings, 
while bv no means unwelcome, cater to limited and privileged sec- 
tions of' the travelling public. will leave no stone u n t u n e d  till a 
truly people-oriented railway service is made available to all. 
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