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INTRODUCTION

I, the Chairman, Estimates Committee, having been authorised by
the Committee, to submit the Report on their behalf, present this
Ninety-First Report on the Ministry of Railways—South Eastern
Railway.

2. The Committee took evidence of the representatives of the
Ministry of Railways on the 10th, 11th and 12th November, 1965. The
Committee wish to express their thanks to the Chairman, Railway
Board, the Financial Commissioner, Railways, Member (Mechanical
Engineering), Member (Staff), Member (Engineering), Additional
Member (Finance), Additional Member (Commercial) and other offi-
cers of the Railway Board, and the General Manager, South Eastern
Railway, for placing before them the material and information they
wanted in connection with the examination of the estimates.

3. They also wish to express their thanks to the representatives
of the Indian Chamber of Commerce, Calcutta, the South Eastern
Railway Passengers’ Association, Fuleswar, (Distt. Howrah), the
West Bengal Passengers’ Association, Calcutta, the Bengal Chamber
of Commerce and Industry, Calcutta, the Bengal National Chamber
of Commerce and Industry, Calcutta, the Tata Iron and Steel Com-
pany, Jamshedpur, and the Hindustan Steel Limited, Ranchi, for
giving evidence and making valuable suggestions to the Committee.

4. The Report was considered by the Committee on the 11th,

14th and 15th February, 1966, and adopted on the 15th February,
1966.

5. A statement showing an analysis of the recommendations con-
tained in this Report is also appended to the Report (Appendix X).

New DEeLHI-1; ARUN CHANDRA GUHA
February 21, 1966. Chairman,
Phalguna 2, 1887 (Saka). Estimates Committee.

ix



CHAPTER 1
INTRODUCTORY
Brief History of South Eastern Railway

The Bengal Nagpur Railway Company (the forerunner of the
South Eastern Railway) established in 1887, had as its nucleus a metre
Gauge line from Nagpur to Rajnandgaon, to serve primarily agricul-
tural interest and to carry surplus foodgrains from the Chattisgarh
region to the famine-stricken areas in Central India. In April, 1888,
the Katni-Umaria line was taken over and this was the first' broad
gauge line to form part of the Bengal Nagpur Railway. By Novem-
ber 27, that year, the metre gauge line from Nagpur to Rajnandgaon
was also converted into broad gauge and it was decided to join it up
with the East Indian Railway at Asansol. The entire main line Nag-
pur-Gondia-Raipur-Bilaspur-Chakradharapore-Sini-Purulia-Asansol as
well as the extension of the Katni-Umaria line into Bilaspur (a length
of over 1,287 Kilometres—about 800 miles) was completed by Janu-
ary, 1891.

In 1895, the Sini-Midnapore-Calcutta-Cuttack extension was sanc-
tioned and the line opened for traffic in 1900. In the next year there
came another Railway re-organisation. As a result of this reorgani-
sation, the East Coast Railway ceased to exist as a separate unit and
the Barang-Vishakhapatnam portion of that railway was merged in
the Bengal-Nagpur Railway. The Raipur-Vizianagram link was start-
ed in 1909 but could be completed only in 1931.

The Bengal-Nagpur Railway was brought under direct State-
management on the lst October, 1944. The Annuppur-Chirimiri
section of the Central Indian Coalfields Railway was treated as an
integral part of the Bengal-Nagpur Railway with effect from that date.
In addition, certain track and other assets of the North East line of
the Madras and Southern Mahratta Railway near Waltair were taken
over by the Bengal Nagpur Railway with effect from the 10th Octo-
ber, 1944. The Parlakimedi and Mayurbhanj Railways, which were
worked by the Bengal Nagpur Railway Company, were acquired by
the Government of India on the 1st February and 1st April, 1950, res-
pectively and merged in the State-managed Bengal Nagpur Railway,

On the 14th April, 1952, when the Zonal Railway system was intro-
duced, the Bengal Nagpur Railway system was merged with the trun-
cated East Indian Railway including Sealdah division extending upto
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Moghalsarai, to form the Eastern Railway. The combined work load
of this system was however found to be the heaviest amongst the
then Zonal Railways as will be seen from the following figures of
the workload index lor the year 1954-55: —

(Base—100 on Western Railway in 1952-53)

Railway Workload
Index for

1954-55

Eastern (Combined Eastern and South Eastern): . . . 225
Central . . . . . . . . . . 140
Northern . . . . . . . . . . 150
North Eastern and Northeast Frontier combined . . . 120
Southern . : . . . . . . . : 140
Western . . . . . . . . . . 120

This, together with the vast developments envisaged in the Se-
cond Five Year Plan, necessitated a reduction in the size of the
Zone, and on the 1st August, 1955, the Bengal Nagpur Railway por-
tion was again separated 1o constitute the existing South Eastern
Railway.

After the reformation of the South Eastern Railway as a separate
zone, the workload on the different Zonal Railways was as follows:

Workload Index

1955-56  1956-57  1957-58
(Yesr of
bifurcation)

South Eastern . . . . . 10§ 105 130
Eastern . . . . . . 130 145 150
Central . . . . . . 140 150 175
Northern . . . . . . 150 170 165
North Eastern and Northeast Frontncr

combined . . 125 105 115
Southern . . : . : 150 155 160

Western . . ) . . . 130 145 165
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The workload on the South Eastern and Eastern Railways has
been rising since 1957-58 and in 1963-64, it was 190 on the South
Eastern Railway and 175 on the Eastern Railway.

It has been stated that the bifurcation of the composite Eastern
Railway into two systems in the year 1955 with the consequent re-
duction in the workload on each separate system, enabled each Rail-
way to overcome successfully the operating problems confronting it
in the context of the increase in the volume of traffic and simultane-
ously execute major line capacity works under trafficc The two
Railways were able to maintain the requisite degree of wagon mobi-
lity and also get y satisfactory usage of their engines.

Although the bifurcation war purely on operational grounds, still,
on financial grounds also i1he bifurcation hag improved results, both
in respect of total earnings as well as in operating ratio, as will be
seen from the table below:—

Net earnings in crores of Rs.

BN. E.L
Railway  Railway
1951-52 Net Earnings . . : . . 6-53 14-76
Operating Ratio : : . . : 80-11 78-08
Eastern
Railway
1954-55 Net Earnings . . . . . 16-76
Opcrating Ratio : : : . . 7811
S.E. Eastern
Railway  Railway
1956-57 Net Earnings . . . : . 11-47 7-31
Operating Ratio , . . . 72-62 8463
1957-58 Net Earnings . . . . . . 15-29 7-53
Operating Ratio : . : . . 6888 85-40
1958-59 Net Earnings . . ‘ . . . 1472 9-14
Operating Ratio . . . . 7121 83:27
1959-60 Net Earnings . . . . . 19°75 15-1I
Operating Ratio . . : . . 6616 7522
1960-61 Net Earnings . . . . . . 2327 15-25
Operating Ratio . . . . 6461 76-62
1961-62 Net Earnings . . : : . 26-06 1774
Operating Ratio . : . . 64°47 7500
1962-63 Net Earnings . . : . . 32-43 22-99
Qperating Ratio . . , . 6274, 72-26
2963-64 Net Earnings . : . : : . 37-60 2378

Opemating Ratio . . . . 62-65 73°63




South Eastern Railway System

2. The existing South Eastern Railway system is made up of—

(In Kms.)
Particulars upto 1964-65 Open  Under Total
Line Construc-
tion or
sanctioned
for cons-
truction
Broad Gauge (1-676 merre)
(1) Ex-Bengal Nagpur Railway proper 4,340°60 9361  4,434°21
(2) East Coast Railway . 52217 §22°17
ToTAL BROAD GAUGE (A) 495638
Narrow Gauge (0-762 metre)
Satpura :

(r) (i) Gondia Chanda Fort extension . 35306 353-06
(ii) Jabalpore Gondia extension 50446 §04° 46
(iii) Nagbhir Chindwara 149 .80 149-80

Total Satpura Railway 1,007°32

(2) Raipur Dhamtari Railway 88-92 88-92

(3) Rupsa Talband Railway . 113-68 113-68

{4) Naupada Gunupur Railway 90 61 9061

{s) Purulia Ranchi Railway 10483 10.4-83

ToTAaL NARROW GAUGE (B) 1,405+36
GRAND ToTAL B.G. & N.G.(A)+(B) 6,361 74

*Excludes 450° 52 K ms of Eagiladilla-Kcuetalera lire vrder construvctitr bty

Project.
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The South Eastern Railway passes through six States of the
Union of India and its State-wise route kilometrage as in 1964-65 is
furnished below:—

Route K. Ms.
Name of State Broad Narrow Total
Gauge Gauge

West Bengal . . . . . 64830 35-60 68390
Bihar . . . . . . 900-76 69-23 6699y
Orissa . . . . . . 1543-00 167-36 1710-36
Andhra Pradesh . . . . . 37774 3693 414-67
Madhya Pradcsh . . . . . 1148- 52 643°95 1792°47
Maharashtra . . . . 24145 452-29 69674

Total Route Kilomctrage in all Staics  4862-7 140536 E268-13

General Features and Area Served

3. The South Eastern Railway accounts for only 10-5 per cent
of the total length of the Indian Government Railways, but carries
over 25 per cent of the total goods traffic on all the Zones together.
It caters to the economy of six States of the Indian Union, wviz,,
West Bengal, Bihar, Orissa, Andhra Pradesh, Maharashtra and Ma-
dhya Pradesh, eack one of which has a variety of agricultural and
industrial complexes. The areas served by this Railway, however,
are principally rich in basic minerals such as coal, iron ore, manga-
nese ore, limestone, dolomite, bauxite etc. The raw mat‘erial re-
quirements of five major steel plants of the country, viz. the Tata
Iron and Steel Works at Jamshedpur (Bihar) and the Indian Iron and
Steel Group at Burnpore (West Bengal), both in the private sector,
and the Rourkela Steel Works (Orissa), the Bhilatl
Steel  Works (Madhya Pradesh) and the Durgapur
Steel Works (West Bengal) in the Public Sector, have
to be largely, if not solely, catered to by this Railway.
Of these five plants, three are located on the South Eastern Railway;
the fourth at Burnpore has connections with both the South Eastern
Railway (Burnpore) and Eastern Railwayv (Kulti), while the fifth
Plant at Durgapur is situated on the Eastern Railway. But iron ore
and limestone—the two major items of raw materials—for both the
Indian Iron and Durgapur Plants are carried by the South Eastern
Railway from mines situated within its area. The fact that the sixth
Steel Plant at Bokaro will also be located on the South Eastern Rail-
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way goes to show that the entire steel economy of the nation is
geared to this Railway which has therefore been apty called as the
Steel Railway of India.

The South Eastern Railway also serves three major Coalfields,
namely, the West Bengal and Bihar coalfields, the Central India coal-
tields and the Talcher coalfields. It also serves a portion of the Pench
Valley coalfields with its narrow gauge section in Nagpur Division.

A new coalfreld in the Korba area has also been developed recently
and is being expanded in the Third and Fourth Five Year Plan
periods. Three Cement Plants are also situated on this Railway—
at Rajgangpur, second at  Jhinkapani and the third at
Durg. One more Cement Plant is nearing completion at Bargarh
near Sambalpur. A number of new Cement Plants near about
Rourkela and Bhilai are also expected to go into production in the
Fourth Plan period. Apart from these major industries, a number of
smaller industries like Ferro Manganese Plants, Fertiliser Plants, Tin
Plants and other small Iron and Steel industries, Glass Works, En-
gineering Works etc. are also served by this Railway.

Another important item of traffic on this Railway is iron and
manganese ore for export. The Barajamda area served by this Rail-
way has rich iron and manganese deposits and the Madhya Pradesh
area has good deposits of mangnese ore. Some manganese ore also
moves from the Vizianagram area in Andhra Pradesh. Iron ore and
manganese ore from the Barajamda sector move to the Calcutta Port,
and the manganese ore from Madhya Pradesh to the Visakhapatnam
and Bombay Ports. Recently a branch line has been opened to Kiri-
buru near Rourkela from where iron ore is moving for export from
the Visakhapatnam Port. Two million tons of ore are expected to
move from this branch per year. Manganese from Barajamda area is
also moving to Visakhapatnam for export. The total tonnage of ore
moved for export by South Eastern Railway during 1962-63 to
1964-65 is given below:

Tn Million

Tonnes
1962-63 . . . . . ) . . . 1+04
1963-64 . . . . . . . . . 1-23

1964-65 . . : . . . . . . 1-81
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The South Eastern Railway also serves the Calcutta, Haldia,
Paradeep and Visakhapatnam ports, some of which are fast develop-
ing ports.

Operating Efficiency after bifurcation

4. The trends of operating efficiency of the South Eastern Rail-
way since its re-formation into a separate Zone are reflected in the
following tables: —

Broad Narrow
Year Gauge Gauge

A. Wagon Kilometres per wagon day

1951-52 (Ex-B.N.R.) . . ) . . 705 257
1954-55 L s0-2 _

1955-56 (year of bifurcation) . , 740 27-8
1956-57 : : : . . : 71-0 270
1957-58 : : : : : , ‘ 62-8 26-2
1958-59 . . . . . . 56-6 25-3
1959-60 . . . . . ) 61-8 24-0
1960-61 . : . ) ) ) ) 579 252
1961-62 : : : . : . 56-3 24-0
1962-63 . : ‘ . , , . 60-3 27-0
1963-04 S . 627 254
1964-65 - : : . : 60-4 249

B. Bngine Kilometres per engine on line (all tractions)

1951-52 (ex-B.N.R.) . . . . . . 116
1955-56 (year of bifurcation) . . . . .. 119
1956-57 . . : . . . . 138 116
1957-58 . . v : . . 137 116
1958-59 : . : . : : 134 Iy
1959-60 . . . . . . . 130 119
1960-61 . . . . . . . 129 116
1961-62 . . . . . . . 127 i10

2818 (All) LS—2.



Broad’ Narrow

Year Gauge Gauge
1962-63 . . . . . . . 132 114
1963-64 . . . . . . . 136 114
1964-65 . . . . . . . 136 111

C. Vehicle Kilometrces per Vehicle day

1951-52 (ex-B.N.R.) . . . . . 259 145
1955-56 (ycar of bifurcation) . . . . 249 148
1956-57 : : : : : . : 257 148
1957-58 : : . : - : : 254 146
1958-59 . . . . . . . 248 140
1959-60 : . : . . : . 254 134
1960-61 : . . . . . . 225 124
1961-62 . . . . . . . 219 117
1962-63 . . . . . . . 216 113

1963-64 . . . . . . . 215 110
1964-65 . . . . . . . 238 114

D. Net tonne Kilometres per goods locomotive day on Iine

1951-52 (ex. BN.R.) . . . . . 37151 4,371
1955-56 (year of bifurcation} . . . . 35,818 4,852
1956-57 . : . : : . : 39,674 4,740
1957-58 . . . . . . . 41,072 4,724
1958-59 . . . . . . . 40,220 5,040
1959-60 : : : : : : : 42,061 5339
1960-61 . . . . . . . 43,654 5,906
1961-62 . . . . . 43,725 6,138
1962-63 , . : . ‘ . . 47,702 6,383
1963-64 . . . . . . . 48,865 6,132

1964-65§ . - - : : : : 50,279 6,234
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B. Average TrainLoad

B.G. N.G.
No. of Net load No. of Net load
Year wagons in tonnes wagons  in tonnes
per goods
train

1951-52 (ex. B.N.R)) 42-8 S18 . 67
1955-56 (year of bifurcation) 44-5 537 .. 74
1956-57 : » : 45°S 618 . 72
1957-58 : - - 458 666 . 70
1958-59 : . : 473 674 .. 77
1959-60 . . 482 664 .. 8s
1960-61 . : : 503 711 . 90
1961-62 v , . s1-8 717 : 103
1962-63 . . : §3°7 768 .- 160
1963-64 : : S4°7 749 : 108
I 774 : Itg

1064-65 . . . 55

F. Punctuality of AU Passenger and Mived Trains

(Percentage of trains not losing time to total numbers run)

Year Broad Narrow
Gauge Gauge
1951-52 (ex-B.N.R)) . A ~6-7 590
1955-56 (year of bifurcation) . , . 753 82-5
1956-57 : : : : : : 7771 73°5
1957-58 : : : _ 75-2 -0
1958-59 - : - : : =6-6 76-5
1959-60 : : : : 8r-1 83-4
1960-61 . . . 84-9 853
1961-62 . . : ) . 880 7.7
1962-63 . . . . . . : 88-2 88-0
1963-64 - : : - : : 877 935
1964-65 . . : . . : . 84-6 95-7
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The Committee note from the above statistical tables that after
its formation as a separate Zone in 1955-56, the South Eastern Rail-
way has heen making a steady improvement in certain directions,
viz_ net tonnes kilometres per goods locomotive day on line, average
train load and punctuality of passenger trains. In some other direc-
tions, viz. wagons kilometres per wagon day, engine kilometres per
engine on line (N.G.) and vehicle kilometres per vehicle day, there
was a set-back for some years af‘c: bifurcation. Though there has
been some improvement in recent years, the Committee note that
in these matters the standard of efliciency has not yet reached even
the level of the ex-Bengal Nagpur Railway or of the composite
Eastern Railway at the time of bifurcation (1955-56) despite expecta-
tions of all round improvements entertained as a result of the bifur-
cation. The Committee hope that with the growth of electric and
diesel tractions, in the years to come, it would be possible for the
South Eastern Railway to achieve considerable improvement in these
directions and not only to come up to, but also to improve upen, the
level of the ex-Bengal Nagpur Railway.

Operating-cum-Efficiency indices

5. The following figures indicate the overall operating-cum-effici-
ency index of the South Eastern Railway, which has been arrived at
by taking the average of 15 well-recognised indices of performance,
including some of those discussed above:

1954-55 (combincd) . . . . : . : 103
1955-56 . . . . . : . : 103
1956-57 . . . . . . 105
1957-58 . . . . . . . 104
1958-59 . . . . . . 103
1959-60 . . . . . . . . 105
1960-61 . . . . . . 107
1961-62 . . . . . 106
1962-63 . , . . . . 109
1963-64 . . . . . . . . ‘ Irs

The Committee are glad to note that the overall operating- cum-
efficiency index has shown a progressive improvement in spite of
the increasing workload which this Railway has been called upon to
kandle, The Committee hope that this trend of improvement will
e maintained in the years to come.

Financial Results of Working

€. The financial results of working of the South Eastern Railway
during the last seven years are indicated in the following table:—



Capital-at-Charge
Gross Traffic Receipts

Working Expenses

Ordinary Working Expenscs
Apgropnauon to Depreciation  Reserve

Appropriation to Pension Fund
Payment to Worked Lines
Total Working Expenses

Net Traffic Receipts

Net Misc. Expenditure

Net Railway Revenues.

Pgyment to General Revenue

(i) Dividend . :
(ii) Payment in lieu of Tax on Passen-
ger fares . . :

1959-60

194°85
58-35

31-93

6-19
38-12
20-23

139
18-84

6-87

21074
66-09

35-87

6-41

42-28
23-81

-80
23-01

738



1661-62  19562-63

(Figures in crores of Rs.)

1963-64  1964-65  1965-66

(B.E.)

235°44  277°19  323°02 36106 38447
7301 87:26 100°87 10978 12197
37°63  44°18  49'10 5472 59°96
953 10-87 13-98 15:09 1577
1'58 s

47716 5505 63-08 71°39 77-31
25-85 3221 37:79  38:39  44°66
"30 -88 1-28 1-36 LI°79
25°5S 31-33 36" 54 37-03 4287
8-53 985 13°90 14°67 1623
‘87 1:03

‘92

"93

.98

11



Net gain or loss : : S b X
Operating Ratio : 6616,
Percentage of Net Revenu? to (,dplldl-

at-charge : : . 9:67",

Excluding Suspense both from Gross
Traffic Receipts and Ordinary Work-
ing Expenses. Inclusive of Suspense,
the Operating ratio willbe . . 65-30")



(Figures in crores of Rs.)

1961-62 1962-63 1963-64 1964-65  1965-66
(B.E.)

1960-61

41563 41615 +420°56 421:68 4.21:38 426-61
64:61% 64°47% 62:74% 62:65%.  64:97%  63-229%

10-92% 10-85%, 11-30% 11°30%, 10°26% II'I5%

63:96" 63617  63-07%  62°53%  64-94%  63:38Y%

¢l
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It will be seen from the above that whereas the gross traffic receipts
during 1964-65 increased by Rs. 8'91 crores as compared to 1963-64,
the total working expenses (excluding Depreciation Reserve Fund)
went up by Rs. 7-20 crores during the same period.

It has been stated in the Annual Report of the Railway for 1964-65
that in 1964-65, goods earnings have contributed about 4/5th of the
total earnings of the Railway. The actual percentage was 803 in
1964-65 as compared to 80'8 in 1963-64. There was an increase of
about Rs. 7-25 crores under goods earnings (including minerals and
merchandise) in 1964-65 as compared to those of 1963-64; that was
partly due to increased booking of traffic to and from Steel Works.
An increase in the Surcharge on freight with effect from 1st April,
1964, also contributed to the improvement in revenue.

On the expenditure side, there was an increase of Rs. 79-24 lakhs
in 1964-65 over 1963-64 under the Head “General Administration”,
mainly due to increased rates of Dearness Allowances to staff (Rs.
40-64 lakhs) and appointment of additional staff (Rs. 1810 lakhs)
to cope with increased workload, grade increase (Rs. 988 lakhs),
more expenditure on account of Order Police (Rs. 1:34 lakhs), instal-
lation of 1.B.M. Machines and other incidental charges (Rs. 638
lakhs), supply of uniforms and garments to R.P.F. additional staff
(Rs. 3-00 lakhs). partly off set by increased credits of Rs. 10,000.

The other heads of expenditure accounting for the increase in ex-
penses were Repairs and Maintenance (Rs. 218:28 lakhs), Operating
Staff (Rs.. 161-77 lakhs), Operation Fuel (Rs. 84:76 lakhs) and Opera-
tion (other than staff and fuel) (Rs. 51:92 lakhs), and labour welfare
(Rs. 48°21 lakhs).

There was a decrease of Rs. 51-92 lakhs under the Head “Maiscel-
laneous Expenses (Excluding Suspense)”, mainly due to less credit
for bonus due to staff opted for Pension Scheme (—Rs. 25-22 lakhs),
less payment of gratuity and Special Contribution to Provident Fund
for raising the limit of age of retirement from 55 to 58 wears
(—Rs. 56 thousands), less expenditure on grainshops (—Rs. 2-19
lakhs) ote.

It is claimed that with only a 1-77¢: increase in staff connected
with or related to movement (other than constructional staff, staff
in Medical Department, additional gangmen in the Civil Engineering
Department necessitated by the revision of the formula for calcula-
ting the strength of gangmen, etc. in 1964-65 as compared to that of
1963-64, the Railway has been able to improve the total tonnage moved
by 3:12%, the Net Tonne Kilometres by 4'46°%, and the passengers
originating by 12-78%.
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The Committee nre glad to.note that both in respect of the opera-
ting ratio, viz. the percentage of total working expenses to gross
earnings, and the percentage of net revenue to Capital-in-charge,
the position on this Railway has not only been better than on any
other Zonal Railway, but that it has also been showing a progressive
improvement from year to year upto 1963-64. There was, however,
a slight set back in 1964-65, but the Committee have been told that the
position is expected to improve again in 1965-66. The Committee
have no doubt that the Railway would continue to make sustained
efforts to increase its traffic receipts, and also to control the expendi-
ture (in order to arrest the rise in operating ratio) which is parti-
cularly necessary in view of the enhanced rates of dividend that
would hereafter be payable by the Railways to the General Re-
venues and also the increased annual contribution to the Deprecia-
tion Reserve Fund.

Losses in Working of Narrow Gauge Sections

7. The South Eastern Railway has the longest route kilometrage
of Narrow Gauge lines on the Indian Railways. The following state-
ment shows the working results of the different Narrow Gauge
branch lines of this Railway for the years 1961-62, 1962-63 and
1963-64:



Raipur-
Dhamtari
(89-21 KMs)

1961-62

Gross earnings
Working Expenses
Net carnings
Operating Ratio .

1962-63

Gross Earnings .
Working Expenses
Net earnings
Operating Ratio .

1963-64
Gross earnings
Working Expenses
Net earnings
Operating Ratio .

Rs.

7,70,916
745,205
25,71 1
967

7>13,304

" 12,41,608
(—)5,28,304
174°1

8,00,914
11,17,081
(—)3,16,167
139-§



Maupada Rupsa- Purulia Satpura
Gunupur Banjriposi Kotashila Railway
(90-61 KMs) (113-68 KMs) & Ranchi- (1,007-32 KMs)
Lohardaga
(187-55 KMs)
Rs. Rs. Rs. Rs.

3,91,027 2,27,240 11,02,182 1,04,26,686
3.36,639 4,19,568 20,56,991 2,19,51,992
54388 (—)1,92,328  (—)9,54.809 (—)1,15,25,306
86-1 1846 186-6 210°§
3,76,277 2,67.260 13,39,840  1,13,79,941
5:49,178 487,578 19,01,629  2,55,95,022
(72,901 (—)2.20.318  (—)5,61,789 (—)1,27,43,268
146-0 1824 1419 2249
4,26,300 2,96,855 15,63,128 1,26,17,077
6,64,616 4,30,699 20,50,666 2,54,60,396
(—)2,38,316  (—)1,33.844  (—)4,87,538 (—)1,28,43,319
145°1 131°2 201"

1559

S1
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It will be seen from, the above that the South Eastern Railway
‘has been incurring heavy losses on the working of all these Narrow
‘Gauge sections. Asked about the reasons for thses losses, the re-
presentative of the Ministry has stated in evidence that the work-
ing expenses on the side of track maintenance as also on the operat-
ing side are very high in narrow gauge lines, and it is not possible
for the Railways to bring down the cost of operations. He has added
that the rrospects of making these lines pay their own expenses are
very dim. The lines were laid at a time when the road transport
was not there, but at present with the coming in of road transport,
which ic much faster, there is severe rail-road competition.

Other Narrow Gauge Railways

8. The Commiitee desired to know the position regarding finan-
cial results of working of narrow gauge sections on other Indian
Railways and find from the information furnished to them that al-
most all narrow gauge sections on the Indian Railways are running

at a loss.
Conversion into Broad Gauge

9. As to the desirabilitv of the conversion of the narrow gauge
on the South Eastern Railway into broad gauge, the representative
of the Ministry has stated that the point has been examined and that
it has been found that such conversion is not going to be economical.
The results of investigations conducted by the Railway are given
below: —

Raipur-Dhamtari Section

The proposal for conversion of the section to broad-gauge was
examined in 1964-65 and not found to be financially justi-
fied. This narrow gauge line is subject to servere road
competition. In view of the potential goods and passen-
ger traffic in the area available for transport, action is
being taken to rehabilitate the track and to improve oper-
ating efficiency.

Naupada-Gunupur Section

The proposal for conversion of this section to broad-gauge was
examined in the year 1964-65 and not found to be finan-
cially justified. Measures have already been taken to
bring down the expenditure on the working of this section
by closing some stations and converting them into passen-
ger halts. In order to permit closing down of the section,
improvement of road transport has also been suggested to
the State Government.
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Rupsa-Banjriposi Section

The proposal of converting this section to broad-gauge has been
examined and not found to be financially justified. There
has been reduction in the working expenditure during the
year 1963-64. Suitable measures have also been taken to
augment the Narrow Gauge stock to carry additional goods
traffic.

Purulia-Kotshila Section

The proposal for converting this section to broad-gauge was
examined in 1964 and not found to be financially justified.
A decision to close down this section was taken, but on
public representation and the State Government opposi-
tion, the narrow gauge line is being continued. Recently
in connection with the movement of washed coal from
Ramgarh and Sudamdih, the feasibility of and the justi-
fication for convertion of this section to broad gauge is
under examination.

Ranchi-Lohardog Section

There is nu proposal for conversion of this section to broad
gauge. The following measures are being taken to im-
prove the earnings: —

(a) Opening of two additional crossing stations.

(b) Renewal of rails and sleepers to raise the permissible
speed.

(¢) Provision of block tokens.
(d) Provision of Standard I signalling.
Satpura Railway

The earnings are on the increase and operating ratio is dec-
lining. Diesel traction has also been introduced on this
section.

10. In the opinion of the Railway Board, the real solution would
lie in the road transport replacing the rail traffic in most of these
areas. With the exception of the Satpura Railway. which has a
huge dimension and serves a big compact area which is still defi-
cient in road transport, the others are comparativelv much smaller
sections.

The Railways however are taking various measures to improve
the operating efficiency of the various narrow gauge sections eg.,
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rehabilitation of track. rengwal of sleepers, provision of block tokens
and provision of Standard I signalling.

The Committee are unhappy that the narrow gauge sections of
the South Eastern Railway as alsn of other Zonal Railways are in-
curring heavy losses from ycar to ycar. The Committee also note
the difficulties of the Railways to convert the narrow gauge lines
into broad gauge or to close them down on account of the incon-
venience likely to be caused to, and the opposition from, the travel-
ling public. While the Committee appreciate the steps so far taken
by the South Eastern Railway to improve the efficiency of the work-
ing of the narrow gauge sections to bring down the losses, they
suggest that the question of their continuance or closure or conver-
ting them into broad gauge, may be re-examined in the light of the
recommendations of the Committee on Transport Policy and Co-
ordination.

The Committee further consider that if in deference to public
sentiments, the narrow gauge sections are not to be closed down, a
responsibility devolves on the users and the State Governments con-
cerned to see that full patronage is extended to these railways so as
to ensure that the available capacity does not remain unutilised.

The Committee would like to reiterate the recommendation made
in para 9 of their Forty-Third Report (1963-64) cn Northeast Fron-
tier Railway and to suggest that road transport in the areas served
by narrow gauge railways should be developed only on a co-ordina-
ted basis so that the capacities of the existing narrow-gauge rail-
ways may be appropriately utilised and the losses on their working
minimised. The State Governments may, therefore, be induced to
keep in view the interests of the narrow gauge railways while draw-
ing up plans for provision of transport facilities for the industrial
and economic development of the areas concerned.

As the Committee realise that narrow-gauge railways are always
likely to be losing concerns and also not likely to provide adequate
transport facilities, the Committee feel that ultimately broad-gauge
lines may have to be introduced in those areas. So, the Committee
would urge that a phased programme should be drawn up for ex-
tension of the broad gauge lines to those areas except in such areas
where for physical and geographical reasons broad-gauging may not
be possible.

In this context, the Committee would like to suggest that the
question of extending the Ranchi-Chandrapara section up to Purulia
may be considered by the Railways so that the present narrow
gauge line to Purnlia may be converted into broad gauge.
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The Committee also feel that so long as' the narrow gauge rail-
ways are allowed to continue, it is imperative that thesc a:co properly
equipped with all the rolling stock and other materials required for
their efficient and ecoOnomic management. They would, therefore,
suggest that a study may be made by the Railway Board to ascertain
whether the narrow gauge railways have adequate rolling stock faci-
lities to meet the demand of the growing traffic and to take such
remedial measures as may be necessary in the matter.

Bankura-Damodar River Light Railway
Working of B.D.R. Railway

11. It has been represented to the Committee by a Passengers’ As-
sociation that the Bankura Station on the South Eastern Railway
has considerably suffered both in respect of passengers and goods
traffic due to the opening of road service between Bankura and Dur-
gapur. Passengers of Bankura availing of the bus services upto Dur-
gapur are served by faster and more frequent trains of the Eastern
Railway, while the train services of the South Eastern Railway on
this section are slow, limited and less convenient.

It has been addeq that the movement of agricultural products of
the area is also suffering due to inadequate and inefficient feeder
services provided by the Bankura-Damodar River Railway, a narrow
gauge section at present privately managed, sustaining heavy losses
and receiving subsidies from the Government.

It has, therefore, been suggested that the privately managed
Bankura-Damodar River narrow gauge Railway should be taken
over by.the South Eastern Railway and properly managed and de-

veloped as a feeder service from the area for the main Bankura
station.

The Ministry of Railways have informed the Committee that
the Bankura Damodar River Railway (39°95 miles) is a narrow gauge
line in the State of West Bengal. The Railway is owned and work-
ed by the Bankura-Damodar River Railway Company Ltd. under an
agreement with the late Secretary of State for India. According to
the agreement, the Central Government have the option to
purchase the Railway once in every ten years, at a price
equivalent to 25 times the average net earnings of the Light Rail-
way during the 3 years preceding the date of purchase, subject to a
maximum of 120 per cent and minimum of 100 per cent of the capi-
tal expenditure of the Railway. The next option to purchase this
Railway falls due on 31st March, 1967.
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Under the agreement .with this Railway Company, the Govern-
ment guaranteed 3} per cent interest on the paid-up share capital.
If in any year the net receipts of the Railway Company fall short of
this guaranteed return, the shortfall is made good by the Govern-
ment. If the net receipts for any year exceed 3% per cent but do not
exceed 5 per cent, the whole of the net rceipts are retained by the
Company; net receipts in excess of 5 per cent are divisible equally
between the Company and the Government. The B.D.R. Railway
has been continuously sustaining heavy losses (the losses rose from
Rs. 5,28,614 in 1963-64 to Rs. 6,23,877 in 1964-65) and the Government
have had to pay heavy amounts of subsidy in fulfilment of the con-
tractual obligation. The subsidy paid to this Railway during the
last 6 years is indicated below:

Subsidy

Yecar

paid
Rs.
1959-60 : : : : ' : : , - 2,23.373
1960-61 . ) . . . 5,59.897
1961-62 . ) . . . . . . 6.20,443
1962-63 . : . . . . . : - 7.12,973
1963-64 . . . . . . . . . 7,29,536
1964-65 . . . . . v 8,30,541

M/s. Mcleod & Co. are the Secretaries and Treasurers to this
Railway. The Managing Agents received a remuneration of
Rs. 10,000 per year during the five years ending 1963-64.

Taking over of B.D.R. Raiway

12. In 1954-55, the Eastern Railway Administration made a de-
tailed examination of the economics of acquisition and conversion of
the line into Broad Gauge, and it was observed that this would in-
volves an investment of Rs. 2 crores (including Rs. 42 lakhs payable
to the Company as purchase price) which would result in a heavy
loss of Rs. 4-8 lakhs a year. The question of purchase of this Railway
was also considered when the last option fell due on 31st March
1957, but on the basis of the investigations already made by Eastern
Railway in 1954-55, the purchase was not considered justified in
public interest.

It has been added that the Study Group on Transport Planning
set up by the Ministry of Transport also went into the affairs of
the Light Railways. They, in their report submitted in 1958, obser-
ved that these Railways were serving a useful purpose, even though
the service rendered and the amenities provided to the public, might
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be inadequate. While the Group felt that the ultimate remedy lay
in their nationalisation, and, in most cases, conversion into Broad
Gauge, they considered that the country’s present resources may not
permit this step immediately. The Group went to conclude that

each Railway’s case should be considereq individually for nationa-
lisation as and when possible.

The general policy of Government is to consider the purchase of
each non-government Railway as and when the contractual option
to purchcse it falls due. Each case is considered on merits, taking
all relevant factors into account, such as the existing- pattern of
management, the quality of service rendered to the public, the Rail-
way’s financial remunerativeness, and the quantum of annual sub-
sidy/surplus, if any.

The representative of the Ministry has stated during evidence:

“This line (B.D.R. Light Railway) is one to be considered for
purchase from 1st April 1967. We are collecting the in-
formation necessary to consider whether, having regard to
the quality of service, commercial considerations and the
financial advantages or disadvantages in doing so, we
should exercise our option by 31st March, 1967.”

It was further stated that it would continue as a narrow gauge
Railway until the traffic developed to such an extent that it would
be absolutely necessary to convert it into broad-guage.

The Committee note that the detailed examination of the econo-
mics of acquisition of this light railway and its conversion to broad
gauge was made more than a decade ago. They find that in this
period, there ha< been continued deterioration in the financial posi-
tion of this railway, necessitating payment of larger amounts of’
subsidy by the Government every year.

The Committee would like to stress that with the existing agree-
ment whereunder a return of 3} per cent on the paid up share capital
has been guaranteed and paid every year by the Government to the
company, the management cannot be expected to take energetic mea-
sures for its efficient management and there is, therefore, impera-
tive need for termination of the agreement at the earliest opporiu-
nity. The Committee also note that on the basis of the examination
made in 1954-55, the estimated annual loss after acquisition and con-
version of this railway into broad gauge would be about Rs. 48
lakhs and that the annual subsidy paid by Government during the
last few years was over Rs. 7 lakhs. The Committec feel that in
these 10 years, traffic must have increased or should have increased,
if proper facilities were provided and this estimated annual loss of
Rs. 4:8 lakhs could have been completely wiped out.



In view of the fact that the Cenctrai Government have the. option
to purchase this Railway only once in every ten years, the Commit~
tee feel that the present siate of affairs, which results in a continu-
ous drain on the Public Exchequer, should not be allowed to conti-
nue for another decade thereby necessitating payment of larger
amounts of subsidy from year to year to the Company in fulfilment
of contractual obligation. The Committee, therefore, recommend
that Government should take immediate steps to avail of the earliest
opportunity to purchase this Railway when the next option for ac-
quiring it falls due on 31st March, 1967.

The Committee also suggest that the question of broad-gauging
the line to eliminate the losses of revenue accruing on the Bankura-
Damodar section may be considered in due course.



CHAPTER II
DEVELOPMENT PLANS

Traffic and Development Works

13. During the last 14 years of the Plans, there has been a great
spurt in traffic, both goods and passengers, on the South Eastern
Railway. Compared to 22-31 million tons of originating goods traffic
during the first year of the First Five Year Plan, this Railway pick-
ed up 4959 million tons in 1964-65. During the same period, the

number of passengers went up from 66°71 millions in 1950-51 to
109°5 millions in 1964-65.

To cope with this increased incidence of traffic, the following
broad items of development works were carried out by the Railway
during the last two Plan periods:

23
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(Cost in crores of Rs.)

Second Plan Third Plan
Item of Work .
Already Completed Under completion
Cost cost cost
New Lines 395'7Km  29-31 544Km 48 537 Km 65
Double line . 638-§ Km  32:45 734 Km 47°8 675 Km 60-76
Third line . .. .. .. .. 67 Km 126
Additional Crossing Stations 19 Nos. 0-82 19 Nos. 136
Additional loops at : 70 Stations 2:80 36 Stations 2'16 .. .
Extension of loops at 23 Stations 0-70 117 Stations 720 8 Stations 0-48
Remodelling of yards 12 0-69 12 339 13 7:70
New Yards 2 (Bonda- 1174 4 (Tata, 1166
munda & Nimpura,
Bhilai) Shalimar
and Wal-
tair)
Electrification 75 Km 584 Km 13-87 230 Km 14
Dieselisation . 474 Km 2395 Km
(partly over
another
438 Km)
Automatic Signalling 42 Km 108 Km

¥z
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It has been stated that the works cover additional facilities for
both goods and passenger services. In addition to these major line
capacity works, other works have been undertaken on this Railway
like improved types of interlocking to get higher running speeds.
Multiple Aspect Lower Quadrant Signalling Colour Light Signalling,
Track Circuiting of important passenger yards, improved tele-com-
munication facilities through V.H.F., Panel operation of points, etc.
Provision of improved tele-communication facilities through a Micro-
wave system covering the entire Railway is in progress. Multiple
Aspect Upper Quadrant Signalling is being provided on the Kotta-
valasa-Kidendu! branch. Mechanical retarders are being provided
at five important marshalling yards on the Railway. Relaying and
regirdering works are in full swing.

Rail Facilities for Paradeep and Haldia

14. Questioned about the plans of the South Eastern Railway to
cope with the additional transport requirement of the new ports of
Paradeep and Haldia, the representative of the Ministry has stated
in evidence that a provision for a line to connect Paradeep with the
mining area has been tentalively included by the Railways in the
Fourth Plan. He has further stated that “until the final point from
which ore has to be taken has been finalised as a result of the inves-
tigation being done by the Mines and Metal Ministry, it is difficult
to say where the alignment would be.”

The Committee understand that at a meeting held en the 9th
October, 1962, at which the representatives of the Railway Board,
Ministry of Transport and the Government of Orissa were present,
it was agreed “that the Nayagarh-Banspani area must be connected
by rail with Paradeep passing through the Tomka area and that for
that purpose, the entire railway line from Banspani to Paradeep
should be included as a priority scheme in the Fourth Plan.” The
Committee would like in this connection to refer to the recommen-
dation made by them in their Seventieth Report on the Ministry of
Transport—Paradeep Port (1964-66):

“The Committee also feel that for the development of a Port of
the size of Paradeep, railway communication may be desirable. They
hope that the matter will receive the consideration of the Govern-
ment.”

Now that the Paradeep Port has been taken over by the Central
Government to be operated as a major port, the Committee hope that
the scheme of providing a rail link for Paradeep will be processed
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on a priority basis and a definite programme drawn up for imple-
mentation to that there may be no hold-up in the development of
Paradeep as a major port for want of a rail link.

As regards rail link for Haldia, the Estimates Committee in their
Sixty-Seventh Report on the Ministry of Transport—Calcutta and
Haldia Ports—had noted that “detailed estimates for the construc-
tion of 40 miles long railway line from Panchkura to Haldia port
has yet to be prepared and sanctioned... ... It is stated that the
work is being planned in such a manner as to synchronise the com-
pletion of the project with that of the main Port Project.”

The Committee desired to know the latest position in regard to
the provision of this rail link, and the Ministry of Railways have,
in a written note, stated as follows:—

“The total length of the line is 69:70 KMs. The total quantity
of earthwork required to be done and completed till
now is as under:—

Total quantity Completed

requu'cd
(a) Main line . . . . 1077 lakhs cft. 608 lakhs cft.
(b) Junction mangcments . . 337 lakhs cft. 57 lakhs cft.

Length of railway t:rack that passes thmugh the Port Commxs-
sioner’s land is 56 KMs (3'5 miles). This matter has since becen
settled with the Port Commissioner. The target date by which all
the land required for the project is expected to be acquired is June,
1966.

The number of bridges on the rail link are as under:—

{(a) Major bridges: Three—contracts have been finalised a
month back and agreement executed. Work is expected
to start soon. .

(b) Minor bridges: (i) Slab bridges—33 Nos.—all contracts
have been awarded and work will start soon.

(ii) Hume pipe bridges—91 Nos. 38 bridges have been
completed. Work on 41 bridges is in progress and the
work on the remaining 12 bridges will be taken up after
land is acquired.

The delay in completion of the remaining bridge work is due to
the land acquisition and detailed soil tests to be carried out.
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There are 21 stations on the existing line between Howrah and
Panchkura and 9 new stations are to be cdnstructed between Pan-
chkura and Haldia. The names of these 9 stations are:—

(i) Raghunathbadi
(ii) Padampur
(iii) Tamluk

(iv) Keshahpur
(v) Mahishadal
(vi) Govindapur
(vii) Sutahata
(viii) Durgachak
(ix) Haldia.

All the drawings required for the station buildings have been
finalised except for Mahishadal and Haldia stations.”

The representative of the Ministry has stated during evidence
that the line would be available well in time for the port traffic.

The Committee note the progress made so far in the construction
of the Haldia link. They would suggest that all the preliminaries re-
garding the acquisition of land, details of soil test etc. may be
completed as expeditiously as possible so that there is no hold up in
future. The Committee hope that the rail link will be available for
carrying the construction materials for the Port and for the Railway:

and it will be in proper working condition simultaneously with the
working of the Port.

The Committee would also suggest that the Railways should keep
in view the Committee’s earlier recommendations made in their 67th
Report regarding provision of shorter and alternative rail-link bet-
ween Haldia and Calcutta viz Kolaghat when the Port will start
functioning in full capacity.

Santragachi Yard
Inadequate facilities at Santragachi Yard:

15. It has been complained that almost all passenger trains of the
South Eastern Railway arrive late at Howrah as they are being held
at Santragachi. It is stated by the Railways that ever since the
linking of the through line of the old B. N. Railway upto Howrar
in 1900, Santragachi has been the coaching terminus of this Rail-
way in respect of trains terminating at Howrah. Even in 1950-51,
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this yard outstripped its capacity due to the heavy number of coach-
ing rakes and bogies basad therein. The difficulties at Santragachi
have been as under:—

(a) The defective layout in that the incoming empty rakes had
to be backed on to the carriage and wagon washing lines
after reception cutting across the Up and Down main
lines.

(b) The limited number of lines available in Santragachi yard
for passing up and down trains. The yard had only 3
lines (Up and Down) for dealing with passenger trains
and 4 more lines for passage of Up and Down goods
trains and empty rakes. Some hold up of goods trains
in the yard is a regular feature for passing on to the
Eastern Railway wvia Tikiapara during coaching block
period. There is no capacity for this holding.

(c) There is no separate line for reception of empty rakes. The
empty rakes are normally received on the two Up pas-
senger lines, which are not only inadequate for reception
of the rakes in quick succession during the peak hours
but also affects the reception of passenger trains. Some
of the empty rakes have, therefore, to be received on
the goods reception lines causing hold up of goods trains.

(d) Only 5 lines are available for carriage and wagon wash-
ing and attention. These are of limited capacily and
are not capable of handling longer rakes of 16 bogies.
Many of them do not accommodate even 14 bogies.

(e) Due to the congestion on Howrah-Santragachi section, any
upset in the train running has got serious repercussion
on the reception or despatch of the empty rakes leading
to platform difficulties at Howrah or late arrival of
rakes at Howrah. Due to limited capacity in Santraga-
chi yard outgoing rakes cannot be formed till the form-
ed rakes depart and hence any hold up of formed rakes
leads to late formation of the following rake.

(f) Engines from shed to work the empty rakes cut across
both Up and Down main lines.

Remodelling of Santragachi:

16. These difficulties are sought to be got over in a remodelling
scheme which will provide 5 lines for dealing with passenger trains,
10 lines for reception of empty rakes and 3 lines for passage of goods
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are being provided with facilities for direct departure of empty
rakes. The Up and Down running lines are diverted to skirt round
the empty rake reception and despatch yard as also the loco shed
so that the movement and shunting on coaching rake do not interfere
with main line movements. The goods lines to Shalimar are com-
pletely segregated from main line movements.

The remodelling work in progress has also been responsible for
hold-up of South Eastern Railway trains at Santragachi.

It has been stated that the target date for the completion of the
remodelling work at Santragachi is February, 1966 and all the main
items of work are expected to be completed by that date. However,
there will be a few residual works in the yard still left over, such as
connection of the west end of the yard to the newly proposed third
line between Santragachi and Panchkura. These residual items of
work can be taken up only along with the third line work and are
expected to be completed by December, 1966.

The abstract estimate for the work was sanctioned in November,
1962 at a cost of Rs. 10159 lakhs. The cost of the work as per the
detailed estimates subsequently sanctioned comes io Rs. 106-00
lakhs. There has been no revision in the estimated cost of the work,
as per the detailed estimates.

The Committee would like to mention that Santragachi Yard luas
been a serious bottleneck in the South Eastern Railway communica-
tion with Howrah and that the remodelling of the yard was long
overdue. The Committee expect that now that this work has been
taken up, it should be expedited according to schedule.

The Committee note that though all the main items involved in
the remodelling work of the Santragachi Yard will be completed by
the target date,i. e. February, 1966, the residual items of work would
be completed only at the end of the year. The Committee hope that
the work on the residual items would be proceeded with expedi-
tiously so that they could be completed as soon as possible.

Andul-Dankuni Link:

17. Another factor that adds to the congestion at Santragachi is
the passing of goods trains of the South Eastern Railway from
Kharagpur meant for Docks and Chitpur on the other side of the
river Hooghly. These trains at present branch off at Tikiapara Block
hut (on the Santragachi Howrah section) and arrive at Lillooah on
the Eastern Railway. From there they take the Up line of the
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Eastern Railway to Belur and take a turn over Howrah-Burdwan
link cabin near Belanagar crossing station, from where they join
the Calcutta chord at the link cabin. The route thus involves a
circuitous movement of trains.

The Railways are constructing a new link between Andul on the
South Eastern Railway and Dankuni on the Eastern Railway in order
to divert the goods services meant for Docks and Chitpur from
Andul (short of Santragachi) instead of from Tikiapara Block. At
present the total distance between Andul and Calcutta chord link
cabin is 27.5 KMs., but after construction of the new link the direct
distance between Andul and the Calcutta chord link cabin will be
only 13.00 KMs., thus reducing the haulage by 14.50 KMs. The Andul-
Dankuni project is expected to serve as an important link of the
South Eastern Railway trains for going direct to Calcutta.

The work ‘Andul-Dankuni Chord Link’ was included in the
Budget for 1959-60 at a cost of Rs. 1-31 crores. The main items of
work covered by the scheme were:

(i) a fly-over at Mourigram for the Up trains from Calcutta
Docks to go to Kharagpur;

(ii) line between Mourigram and C. C. Link.
(iii) a surface connection at C. C. link.

The commencement of the work was delayed due to delay in land
acquisition by the State Government on account of the homestead
lands involved.

In a written note furnished to the Committee, the Ministry of
Railways have further stated as under:—

“Various new developments have since taken place. The cons-
truction of Panchkura-Haldia line to provide a connec-
tion to Haldia Port has been approved, and taken up.
Electrification of the Howrah-Kharagpur section has
also been approved and taken up.

It, therefore, became necessary to expand the scope of the work
to cover the following items under this scheme:—

(i) a fly-over at Andul for the Up trains from Docks and
Chitpur areas for movement towards Kharagpur. In-
stead of Mourigram, the connection had to be made at
Andul to suit the scheme for automatic signalling on
the Howrah-Kharagpur section, and consequent re-
modelling of stations,
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(ii) a surface connection from Andul to the link line.

(iii) a fly-over at Dankuni for Eastérn. Railway trains meant
for Haldia, to fly-over the H. B. Chord and C. C. Link
and to proceed to Andul. These fly-overs will also be
used by the South-Eastern Railway trains from the
link to fly-over the C. C. link and go to the Docks.

(iv) a surface connection from Andul-Calcutta link to Dankuni
station for the return coal empties and loaded wagons
from Haldia in the Up direction towards Burdwan.

(v) a fly-over at Dankuni east end for Down Calcutta chord
trains to fly-over the H. B. chord line.

(vi) electrification of the link and connecting line.

2. The additional facilities since found necessary the increased
cost of land and the increased cost of construction during the inter-
vening period had raised the cost of the project to about Rs. 560-00
lakhs. The work has been sub-divided into three different schemes
to be sanctioned separately as under:—

(Figures in lakhs)

(i) Andul-Calcutta chord link project . . Rs. 458.65
(ii) Provision of improved facilities at Dankuni
for Haldia traffic . . . . . Rs. 32.87
(iii) Down fly-over line over H. B. chord line
and Calcutta chord line . . . . Rs. 68 .36

3. Initially land acquisition was sanctioned in February, 1959 on
an urgency certificate amounting to Rs. 16-33 lakhs. Subsequently,
another urgency certificate for earthwork, bridges, etc. was sanc-
tioned in January, 1961 for about Rs. 50 lakhs. The workihg season
available in the area is hardly five months in the year. The align-
ment passes through marshy areas and special treatment of bank
and stabilisation is necessary. Construction also involves a number
of fly-overs. Due to the above reasons and also paucity of funds
during the current financial year the work could not proceed fast.

There are three phases viz.,

Phase I—Surface link from Andul to Dankuni—the target date
for completion of this phase is December, 1967.

Phase 1I—Down fly-over over H. B. Chord line—the target‘ date
for this phase is December, 1968.

Phase III-—Improved facilities at Dankuni. No specific target date
had been fixed for this phase, as the sanction for this work is only
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being accorded just now. It is, however, proposed to complete this
phase also by December, 196€8.

4. Total area of land required is 906 acres for all the three sche-
mes. 610 acres have so far been acquired and the balance 296 acres
are yet to be acquired.

5. 96 acres of homestead land is required of which 84 acres have
already been acquired and taken possession of.

6. Tenders for earthwork and minor bridges in 8 sections have
already been awarded and works are in progress. Approximately 80
lakhs cft. of earthwork has been completed so far. The total prog-
ress for phase I work on earthwork is 10 per cent. and overall prog-
ress including collection of materials for this phase is 17 per cent.
The works on the other two phases are yet to be commenced.

7. There will be three main fly-overs and two other fly-overs over
Light Railways:—
(a) Main fly-overs:
(i) a fly-over at Andul for the Up trains from Docks and
Chitpur areas for movement towards Kharagpur;
(ii) at Dankuni for Eastern Railway trains meant for Haldia
for fly-over to H. B. Chord and the C. C. link and to
proceed to Andul;

(iii) a fly-over at Dankuni east and for Down Calcutta chord
link to fly-over the H. B. chord line.

(b) Fly-overs over Light Railways:
(i) Howrah-Amta
(ii) Howrah-Sheakhala.

It has been stated that the work is likely to be completed by
December, 1968. The construction of the new Andul-Dankuni Link
and the diversion of goods trains for Docks and Chitpur from Andul
itself will further relieve the pressure at Santragachi.

The Committee are unhappy that the ‘Andul Dankuni Chord
Link’ scheme which was originally included in the budget for 1959-60
has not made much progress. The cost of the scheme has gone by
from Rs. 1.31 crores to Rs. 5:60 crores and even the revised estimate
for the scheme has not yet been sanctioned. Also, the entire land re-
guired for the construction of the link has not been acquired. Consi-
dering the advantages that would accrue to the South Eastern Rail-
way for relieving the congestion at Santragachi and Howrah and for
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the movement of trains to Calcutta side, the Coramittee cannot but
regret the inordinate delay that has takem place in. completing the
Andul-Dankuni Link. The Committee would urge that prompt
action should be taken for the acquisition of land so that the work
could proceed according to schedule. The Committee hope that the

revised target date for the completion of work, namely December,
1968, will be strictly adhered to.

Plan Works
Progress in Execution

18. The progress made in executing the works during the Third
Plan under some important headings is mentioned below: —

(i) Track Renewals

The actual expenditure on the track remewals during the Se-
cond and Third Plan periods exceeded the allotments due
to an upward revision in the price of permanent Way
materials and to the necessity of carrying out casual re-

newals of rails and sleepers on a larger scale than origi-
nally anticipated.

The following table indicates the performance in physical
terms, in the matter of track renewals during the Third

Plan period.
(In Kms.)
Throw- Pro- Total Carried Carry
forward grammed estimate  forward
from for IV
sceond Plan
Plan
(v (2} 3 4 (s)
Primary
Complete Track renewal . 69 658 727 659 68
Through Rail renewal . SI 246 297 264 33
Through Sleeper renewal . 7S 572 647 55S 92
Secondary :
Gomplete track renewal . 57 250 307 307

Reasons for Shortfall.

18. It has been stated that the carry forward of track renewal
works from Plan to Plan has been due to non-availability of the full
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quantity of permanent way materials and due to shortage in certain
sections of steel. There was inadequate indigenous production of
both these items and imports had also to be restricted on account of
shortage of foreign exchange.

The Railways experienced considerable difficulty in procuring
the requirement of sleepers in the early years of the Third Plan.
Against an annual requirement of 40 lakh wooden sleepers, only
about 33 lakh could be procured in the first year. The shortfall had
to be made good by going in for steel and cast-iron sleepers wherever
these could be used in place of wooden sleepers, but even here also
difficulty was felt due to meagre production of steel sleepers and
shortage of pig iron in the country.

it is claimed that the position has been gradually improving, the
carry-forward of complete track renewals being 34 per cent from
the First to the Second Plan, 13:4 per cent from the Second to the
Third Plan and only 9-4 per cent from the Third to the Fourth Plan.

The procurement of wooden sleepers has been stepped up consi-
derably from 32-97 lakh sleepers in 1961-62 to 42:80 lakh sleepers
in 1964-65. The overall procurement of other categories of sleepers
has also gone up. Trials are being carried out for the use of con-
crete sleepers by the Indian Railways and after the completion of the
trials, production of concrete sleepers on a large scale is proposed.
The cost of the concrete sleepers is higher than other type of sleepers
but their life is expected to be longer. The requirements of all other
track materials are also fully met by indigenous sources of supply.
The representative of the Ministry has assured the Committee that
all the carry-forward of the Second Plan will be completed during
the Third Plan and the carry-over from the Third to the Fourth
Plan will be limited to such works which are started late in the Plan
period and have necessarily to be spread over a period entering into
the next Plan.

The Committee note that the programme of track renewals could
not be fulfilled in the Second Plan and is not expected to be fulfilled
even in the Third Plan. The Committee cannot over-emphasise the
need for completion of all the scheduled track renewals, so essential
for safety, and hope that in collaboration with the Ministry of Indus-
try and the Directorate General, Technical Development, adequate
steps will be taken to develop the production of necessary materials
so that track renewal programmes can be carried out according to
schedule,



B
(i) BRIDGE WORKS

Progress in Execution

20. It has not been possible for the South Eastern Railway to
furnish separate details of the allotment and expenditure on Bridge
Works during the First Plan as it was part of the Eastern Railway
for a major portion of the period.

During the Second Plan period, against a total allotment of
Rs. 103-30 lakhs. the Railway was able to spend only Rs. 74: 04 lakhs.
Out of the 12 works for bridge-strengthening, regirdering and replace-
ment of corroded girders, etc. taken up during the Second Plan, 10
were completed during the Plan and the remaining 2 were in pro-

gress. The following works were deferred from Second to Third
Five Year Plan:

1. Regirdering of 7 girder spans of 300’ on Rupnarain Bridge
No. 57 on Howrah-Kharagpur Section.

2. Regirdering of 6 girder spans of 200’ on Damodar Bridge on
Adra-Asanso! Section.

3. Strengthening of 16 girder spans of 100' on Berupa Bridge
and 64 girder spans of 100° on- Mahanadi Bridge on
Kharagpur-Waltair Section.

4. Strengthening of 18 girder spans of 150° on the Katjuri
Bridge and 20 girder spans of 150’ on the Koakhai Bridge
on the Kharagpur-Waltair Section.

5. Strengthening of all girder spans trestle bridges on the Rai-
pur-Dhamtari N.G. Section.

6. Regirdering of 19 girder spans of 70' on the Vamsadhara
Bridge on the Kharagpur-Waltair Section.

Reasons for Shortfalls

21. The reasons for the shortfall have been stated to be as fol-
Jows: (a) Regirdering of 7 girder spans of 300’ on the Down Line of
the Rupnarain Bridge, and 6 spans of 200’ on the Damodar Bridge
had to be deferred due to operational reasons. A bridge over the
Rupnarain to accommodate a third line and a bridge over the Damo-
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dar for a second line are already under construction, and as soon as

these new bridges are completed, the work of regirdering of the old
bridges will be taken in hand.

(b) Strengthening of 79 girder spans of 150’ and 80 girder spans
of 100’ on various bridges on the Bhadrak-Barang Section of the East
Coast, could not be carried out in full, as the bridges are located on
a heavily congested single line section. The average daily train ser-
vice on the section was 15'5 trains each way. On account of this,
the time-allowance and traffic blocks required for strengthening the
girders were very limited and the progress of the works was affected.
As a result of such limiting factors, the work of strengthening of only
29 bridges (150’ spans) could be completed during the Second Plan.
The work on 12 bridges (150’ spans) was in progress.

(c) Regirdering of 19 spans of 70’ on the Kharagpur-Waltair Sec-
tion could not be carried out due to non-receipt of the girder-spans.

(d) Rehabilitation of the bridges on Raipur-Dhamtari and Nau-
pada-Gunupur N. G. lines was deferred pending a detailed examina-
tion of the working of the N.G. lines, at a very high operating ratio.

The matter was finally resolved in September, 1962 and the work of
rehabilitation of the bridges is in progress.

22. During the Third Plan period the Railway expects that against
an allotment of Rs. 402-66 lakhs an amount of Rs. 403 lakhs would be
spent.

The following works programmed by the South Eastern Railway
during Third Plan are expected to be thrown-forward to the Fourth
Plan:

Name of the works Remarks

1. Regirdering of 9 spans of 100’ Work ig in progress and ex-
on Bridge No. 335 (Suberna-  pected to be completed by
rekha) in Andra-Sini Section. 1966-87.

2. Regirde of 14 of 150 Girders are ed by June
ongll:ridgen%o. m’lzgxll:eonath) 1968. The wmukely to be
in Rourkela-Durg Section. completed by 1967-68.

3. Regirdering of 9 gpans of 100° Girders are expected by June
on bridgegNo. 86 (Mand) in 1966. The work is likely to
Jharsyguda-Bilaspur Section. be completed by 1968-80.



Name of the works

Remarks

4 Regirdering of 7 spans of 150’
on bridge No. 348 (Sheonath)

in Bilaspur-Nagpur Section.

. Regirdering of 9 spans of 150’
on bridge No. 116 einganga)
in Raipur-Nagpur Section.

. Regirdering of 9 spans of 150
on bridge No. 1 (IB) in
Jharsuguda-Bilaspur Seection.

. Regirdering of 9 spans of 150’
on bridge No. 124 (Brahmani)

in Rourkela-Jharsuguda-
Section.

. Regirdering of 5 spans of 200’
on bridge No, 46 in Jharsu-
guda-Bilaspur Section.

Imported girders have been
received now and the work is
likely to be completed by
June, 1966.

Girders are expected by June
1966. The wdrk is likely to
be completed in 1967-68.

-do-

Girders are expected by June
1966. The work is likely to
be completed in 1969-70.

Girders gre expected by June
1966. The work is likely to be
completed in 1968-69.

It has been stated that the procurement of girders had to be

arranged to suit the available funds.

The Committee note that while out of 12 works for bridge
strengthening, regirdering, etc., taken up during the Second Plan, 10
were completed and works on remaining 2, were in progress during
that Plan, the work relating to regirdering of 150 girder spans on
seven bridges in the broad-gauge section and strengthening of all
girder span trestle bridges on the Raipur-Dhamtari narrow-gauge
section were not taken up at all and had to be postponed from the
Second Plan to the Third Plan. They also note that regirdering of 71
spans on 8 bridges will have to be thrown forward from the Third
Plan to the Fourth Plan.

In view of the imperative need for strengthening and regirdering
the bridges for the smooth and uninterrupted running of trains, the
Committee would stress the need for completion of all the bridg works
during the Plan period itself. The Committee hope that the Railway
would take adequate steps to ensure that all the bridge works plan-
ned for execution during the Fourth Plan including the spill-over of
the Third Plan, are duly completed within that Plan period.
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(iiif) Structural and Engineering Works
Progress in Execution

23. As South Eastern Railway was separated from the Eastern
Railway only at the end of the First Plan period, the details of allot-
ment and expenditure for South Eastern Railway are not separately
available.

During the+«Second Plan period against the Budget allotment of
Rs. 10570 crores, the actual expenditure was Rs. 79'55 crores.

For the first four years of the Third plan period, against the
Budget allotment of Rs. 87:57 crores, the actual expenditure was
Rs. 8396 crores.

The details of major works programmed, their targets for comple-
tion and the extent of actual completion during the Second Plan
period, and the progress achieved upto June, 1965 in respect of works
programmed and targetted for completion during the Third Plan
period are given in the following statement:



Second Plan Third Plan (In addition to the
Throw-forwards from Second Plan)

S. Category of works v
No. Programmed Targetted Actually Programmed Targetted  Completed
for completed for to
completion completion  end of June,
during the 1965
Plan
1. Newlines . . . . . 504 KMs. 504 K.Ms. 361 K.Ms. 78 K.Ms. 78 K.Ms. ..
2. Doubling of line . . ) . 946 K.Ms. 890 K.Ms. 620 K.Ms. 1139 K.Ms. 500 K.Ms. 399 K.Ms.
3. Electrification of line : : 120 KMs. 120 KMs. 75K.Ms. 819K.Ms. 819 K.Ms. 589 K.Ms.
4. Yard remodelling Works (major &
minor) . . ) . . 48 Stns. 33 Stns. 22 Stns. 35 Stns. 25 Stns. 8 Stns.
S. Cf(ﬁﬂg stations . . . - 35 » 35 » 30 ,, 21 19 3 ”»
6. Addnlonal 100ps . . . - 47 47 30 ,, 29 29 . 10 ,,
7. EXtenSiOﬂmlOOpS - . . .24 23 20 109 ,, 109 ,, 92 ,
8. Improvement to Water Supply . 45 . 24 20 ,, 41, 41 ,, 22 ,, °
9. Automatic Sngnalling . . . 52 52 ,, 108 ,, 108 ”» 52
10. Standard 1 & I11 InlCTlOCbng . . 129, 129 116 ,, 135 5 135 5, 13§ 5
I1. Rudimenmry IﬂtCI'lOCklnz . - 20 20 7 »» 38 » 38 H) 36 )

N.B.—With the exception of two yard remodelling works, all the Second Plan works thrown forward to Third Plan
have gince been completed. ’

Other Imporiant Works completed during Third Plan

New lifting and millwright shops stripping bay forerection shop& cxtension to train lighting shop at Kharagpur work-
shap; Girder manufacturing yard and extenaion to Pts. & Xing shop at Sini workshop; improvements to loco Sheds at
Bhojudi, Mshendragarh & Waltair and improvements to Carrisge & Wagon Depots at Mahendragarh and Kantabangi.

2815(Ail) LS—4.
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Reasons for Shortfalls:

24 The following main ‘reasons have been furnished by the Rail-
ways for the shortfall in expenditure during the Second Plan period:

(a) Almost all: the yard remodelling plans, once finalised, had to

be revised to cater for 2250 ft. loop lengths, for accommodating 70-
wagon loads.

(b) Yard remodelling at Kharagpur as well as other line capacity
works at stations in Howrah-Kharagpur section included in 1956-57

had to be deferred for redesigning to suit future electrification of the
section.

(c) Plans at certain stations had to be revised again to suit chang-
ed traffic requirements.

(d) On the east coast, zonal contractors failed to carry out the
works in connection with remodelling of yards at Cuttack and

Bhubaneswar and the works had to be executed departmentally.
This resulted in a set back to these works.

(e) Works in general on the east coast suffered a setback in the
year 1960 due to heavy breaches twice in that year and the conse-

quent rebuilding of bridges No. 239 and No. 464 which had been
washed away by floods.

(f) Reduction in the scope of certain works due to changes in the
pattern of traffic.

(g) Reduction in the scope of water supply schemes due to im-
pending dieselisation/electrification.

(h) Non-receipt in time of diesel/electric pumps, pressed steel
tanks with stagings and filter plants for water supply schemes.

(i) Delay in land acquisition proceedings retarded the progress
of certain line capacity works and water supply schemes.

(j) Non-availability of the full quantity of Permanent Way
materials retarded progress of certain line capacity works.

(x) Shortage of certain sections of steel affected the progress of
fabrication and erection of workshop structures.

25. It has been admitted in evidence by the representative of the
Ministry that the non-completion of certain works during the Second
Plan as scheduled came in the way of provision of sufficient capacity
for movement to meet the requirements of certain sections.

The Committee note that there had been shortfalls in structural
amnd engineering works scheduled to be completed during the Second
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Five Year Plan and that a number of works in relation to construc-
tion of new lines, doubling of lines, electrification of lines, yard
remodelling works, additional loops, etc. had to be carried forward
to the Third Five Year Plan. The Committee also note that there
will be further shortfalls in the execution of works scheduled for
completion in the Third Plan period in respect of doubling of lines.
electrification of lines, yard remodelling works, crossing stations,
additional loops, improvement of water supply, provision of auto-
matic signalling etc.

The Committee are unhappy that in spite of improvements in the
supply of steel and other materials during the Third Plan period, a
namber of structural and engineering works are not expected to be
completed during that Plan period according to schedule and would
necessarily have to be carried forward to the Fourth Plan. The
Committee feel that the continuance of such shortfalls may lead to
lack of adequate railway facilities—so necessary for efficient traffic
eperation. They need hardly emphasise that keeping in view the
rapid development of the area served by the South Eastern Rail-
way, strenuous efforts should be made to overcome all difficulties in
the way of timely completion of all the Plan projects. The Committee
would suggest that the question of prompt supply of all the neces-
sary materials and equipment should be taken up in right earnest by
the Railway Board with the Ministries concerned, so that the struc-
tural works of the Fourth Plan including the carry over of the pre-
vious Plan, may be completed within the Plan period and there may
mot be any carry forward again to the next Plan.

Opening of New Railway Lines
Policy of Government

26. In regard to the policy followed by the Railways for the allot-
ment of funds/priorities for opening of new lines and their plans in
this regard for the Fourth Plan period, the Ministry of Railways
have stated as follows: —

“Allotment of funds/priorities for the construction of new
lines is according to the assessed Plan needs including the
strategic and defence requirements of the country, and not
on any Regional or Zonal Railway basis. Defence require-
ments have over-riding priority and special allocations are
made for expeditious completion of these projects.

The costs of new line construction are now very high, and, as
the assets have a long life, the primary requirement is a
quantity of rail traffic adequate to sustain in the long term
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to the productivity of the investment in the new line. Such
quantities of traffic are usually associated with schemes
for the exploitation of coal, iron ore and other bulk mine-
rals or the establishment of major industrial units such as
steel or pig iron plants, coal washeries, thermal power sta-
tion, oil refineries, plant complexes covering fertilizers,
petro-chemicals, cement heavy engineering goods, etc. etc.
or multipurpose schemes combining major agricultural
and industrial developments or new ports and expansion of
facilities for serving or extending the hinter-land of exist-
ing ports. In distributing the limited resources to achieve
balanced development of the economy, the funds that will
be made available for new line construction have been
very restricted. In the programme of Railway’s expan-
sion, the development of adequate additional capacity on
the main cross-country routes of the network to cope with
the rapid build up of the rail traffic over them has absorbed
the greater part of the funds allocated from plan to plan.
New line projects which are decided upon in agreement
with the Planning Commission, have thus been purpose-
fully linked up with specific major projects for the expan-
sion of the industrial and mining programmes and the
new multipurpose agricultural and industrial complexes
set up in each Five Year Plan.”

Plan Expenditure on new lines:

27. The Third Plan expenditure (actuals for 4 years and Budget
Estimates for one year) for new line projects, grouped according to
Zonal Railways, is ag follows: —

Railways Rs. in
crores
Central . . . . . . . . 773
Eastern . . . . . ) ) . . 17-79
Northern . . . . . . . 31 76
North Eastern . . . ‘ . . ..
North East Frontier : : : . , . 55°30
Southern . . . . . . . . 12-60
South Eastern . . . . . ) , . 11-08
Dandakaranya-Bolangit } 58-21
Kiriburu project . ' ' ’ ' '
Western . . . . . . . . . 17-18

21165
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The total allotment for new lines in the 4th Plan has not been
finalised but is expected to be less thah in the Std Plan. Nearly
Rs. 1060 crores will be required for completing the projects commene-
ed in the 3rd Plan and carried over into the 4th Plan in accordance
with the schedules of associated developments viz. the Mangalore-
Hasan, Jhund-Kandla, Panchkura-Haldia, Bailadilla-Kottavalasa,
Obra-Singrauli-Katni and the strategic Broad Gauge line from Sili-
guri to Bongaigaon/Jogighopa. The 4th Plan programme and the
allocation of funds to Railways are also likely to be influenced by

the evaluation of defence needs on which the Planning Commission
is now engaged.

28. The representative of the Ministry has stated in evidence that
a total tentative provision of Rs. 161 crores for new lines on all the
Railways has been made for the Fourth Plan period, out of which
about Rs. 86 crores would be consumed on the works already in hand,

thus leaving a balance of Rs. 75 crores which would suffice for con-
struction of about 750 Km length of line.

The Committee would emphasise that while finalising the Fourth
Plan allocations for opening of new lines, due regard should he given
to the potential areas of development and particularly to those areas
which need development in the context of the Defence requirements.
The Committee need hardly stress the desirability of maintaining a
proper balance between economic development and the develonment

of transport se that the former does not suffer due to any deficiency
in the latter.

While appreciating the policy of development of transport facilities
following specific major projects for the expansion of the new indus-
trial mining and multipurpose agricultural programmes, the Com-
mittee feel that in certain undeveloped areas, transport arrangements
should precede and <upply necessary facilities for economic deve-
lopment. In that context, the Committee note that the South Eastern
Railway has not sufliciently penetrated into the interiors of Orissa,
Madhya Pradesh and the Midnapore district of West Bengal—areas
which have potentialitics for development.

The Committee would like to emphasise that the Railways should
draw up plans for extension of transport facilities to these areas, so
that these arcas may get the incentive for development. For this
purpose, the Committee would suggest that a certain percentage of
the total allocation for new lines should be sct aside exclusively for
the construction of rail tracks for the benefit of under-developed
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areas which have been clamouring for such facilities for their deve-
lopment. The Committee have no doubt that the needs of these areas

will receive their due priorities in the overall expansion of the Rail-
ways,



CHAPTER III
TERMINAL FACILITIES IN THE CALCUTTA AREA

Absence of a terminal station:

29. The South Eastern Railway has no separate terminal station
in the Calcutta area but shares the facilities at Howrah Station
which is under the control of the Eastern Railway.

It has been represented to the Committee that the facilities at
Howrah are too inadequate for the existing South Eastern Railway
trains. This Railway has developed immensly as the Steel Railway
of India and with the opening of Haldia rail link and electrification
of Howrah-Kharagpur lines, Howrah Station will have to deal with
more and more trains from the South Eastern Railway areas,

Further, the major industrial areas of Calcutta are situated on the
east bank of the river Hooghly, but the South Eastern Railway has
at present no direct access to the city. The interbank communica-
tion of the great metropolis city of Calcutta has always proved to
be a problem. The present position is that about 200,000 commuters
daily come to Howrah by suburban trains and have to cross over the
Howrah bridge both on the way to, and back from, their work and
business in Calcutta. It has been estimated that with the develop-
ment of the urban areas this number may rise to 350,000 by 1986.
Also, apart from the unusual concentration of passengers, more than
75 per cent of Railway’s goods traffic to and from Calcutta proper is
dealt with at Howrah and Shalimar with the result that an almost
perennial movement of lorries etc. along the Howrah bridge has
made confusion worse confounded. The frequent jams at the

Howrah Bridge point are disturbing the city life and its overloaded
transport)

It has, therefore, been suggested that both to relieve the grow-
ing pressure at the Howrah station and to facilitate the inter-bank
communication of traffic in Calcutta, the terminal facilities for long
distance trains should not be confined to Howrah but should be
extended to the four corners of the city. To achieve this object,
it has been suggested that the capacity at Sealdah should be improvw-
ed by combining the three separate stations (North, Main and South)

45
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into one well-planned unit. It has also been suggested that two new
terminal stations, one at Ballygunge in the South and the other in
the north—somewhere near Dum Dum, Dakhineswar, Shambazar
or the Chitpore Yard, should be developed so that some of the long
distance trains both of the Eastern and the South Eastern Railway
may terminate on the eastern bank of the Hooghly. It has further
been suggested that even now, pending provision of the above men-
tioned terminal facilities on the eastern side of the river Hooghly,
some of the leng distance trains at present terminating at Howrah
may be diverted to Sealdah.

Trains handled at Howrah

30. The Ministry of Railways have informed the Committee that
the following trains of the Eastern and South Eastern Railway (both
inward and outward) are at present dealt with at Howrah station:

Suburban Others Total

Eastern . . . . . 140 46 186
South Eastern . . . . 40 30 70

To deal witk these trains, Howrah Station has 15 passenger plat-
forms—38 in the North Wing and 7 in the south wing—with a cab
road running in between. The South Eastern Railway trains are
dealt with on the 7 platforms in the south wing of the station. The
last platform (platform No. 15) is also utilised for reception of the
Parcel express trains from South Eastern and Eastern Railways.
These trains are pulled away immediately after reception for place-
ment on alternative dealing plztforms, namely, platform No. 16 for
South Eastern Railway trains and the Parcel platform near the
Divisional Superintendent’s Office for Eastern Railway trains.

Eastern Railway trains are dealt with in the north wing consist-
ing of 8 platform lines, but scme of the through trains are also dealt
with on platforms in the south wing. Platforms Nos. 1 to 5 of the
north wing are principally used for Eastern Railway suburban elec-
tric trains.

Dispersal of Traﬁc:
31. The Committee understand that the Railways take care of this

area only upto the land boundary of the Railway station where
openings are provided for the exist of the passengers getting down
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at the station. The number of passengers arriving daily at Howral
is about 2 lakhs. Once the passengers are out of the boundary, it is
for the local government to take care of the transport arrangements
for the passengers to get to their destinations in Calcutta.

The Committee have found that the passengers detrained at
Howrah have to face great difficulties to reach their destinations due
to non-availability of conveyance, congestion on the Howrah bridge
and on the Howrah bridge approaches on both sides. The responsi-
bility of the Railways to their passengers in this regard should not
be decided only on a legalistic or technical basis, but should be con-
sidered on the basis of a utility organisation of a welfare State. As
such the Committee feel that it would be desirable and useful if the
Railways take active interest in this problem and try to find a solu-
tion in collaboration with the State Government,.

Extent of Traffic crossing over to Calcutta

32. No scientific study of the percentage of traffic (passenger,
parcel and goods) unloaded at Howrah or Shalimar (the goods ter-
minal of the South Eastern Railway near Howrah) but ultimately
taken to Calcutta over the River Hooghly is stated to have been
made by any authority. The Committee however, note that the Cal-
cutta Terminal Facilities Committee, appointed by the Rail-
ways in 1947, had observed in their report that “it is diffi-
cult to say what proportion of the goods, including coal
now going to Howrah, comes by road into Calcutta. But
actual, though casual, statistics collected bv the railways at our
instance suggest that practically 70 per cent of the total quantity
of goods delivered at Howrah crosses the bridge every day.”

Congestion at Howrah

33. The Study Group of the Estimates Committee which had visi-
ted the Howrah Station in September, 1965, had noticed that there
was congestion in regard to parcels, goods, and passengers not only
within the station compound but also outside the station compound.
The representative of the Ministry has stated during evidence that
there is no further space for any increase in the platform space at
Howrah Station, hut that the Railways are improving the position
by introduction of modern techniques, viz., electrification. improved
signalling etc. They expect that with the electrification of the How-
rah-Kharagpur Section, it would be possible to take away the trains
quickly and to vacate the platforms for the reception of other trains
as thig would increase the frequency of trains and help in quick
clearance of traffic and in relieving the congestion inside the station.
With the help of electrification and improved signalling the Railways.



expect to create additional capacity at Howrah station, as shown
below: —

Existing Future additional
capacity capacity

(No. of trains in both directions)

Eastern Railwsy . . . 140 suburban trains 80 Suburban trains
46 other trains 8 other trains

South Eastern Railway . 40 suburban trains 44 suburban traing
30 other trains 12 other trains

The above mentioned increase in capacity is considered sufficient
by the Railways to meet the requirements up to the end of the Fifth
Plan, viz., for about ten years.

Approaches to Howrah Station

34. The circulating area in front of the platforms as also in front
of the booking and reservation offices is considered to be adequate
by the Railways. In addition to the main entrance, side entrances
have also been provided to give direct entrance to the Eastern Rail-
way suburban platforms. The Calcutta Metropolitan Planning Orga-
nisation have also drawn up a plan in consultation with the Railways
for improving the circulating area outside the Howrah station

The scheme provides for a 48 ft. wide subway connecting the bus
and tram terminal with the Howrah station premises. It has been
stated that the latest position of the scheme is that a sum of Rs. 1'55
crores has been sanctioned by the State Government towards the
improvement of traffic conditions near Howrah Railway Station, out
of which a sum of Rs. 5 lakhs has been allocated for remodelling of
Howrah station building. Tentative plans for additions and altera-
tions to the Howrah station building to fit in this proposed subway
have already been made out and the approximate cost of the same
has been worked out at Rs. 575 lakhs including departmental charges,
on the basis that the work should be treated as a deposit work. The
Chief Engineer, Road Development Directorate, West Bengal Gov-
ernment has requested the Railways to agree to bear 50 per cent of
the cost for the additions and alterations to Howrah station building
and to waive the departmental charges as provision of the subway,
according to him, will indirectly benefit the Railways also. This
proposal is under examination of the Railways and a final decisfon in
the matter is yet to be taken. The plan for improvements to the



circulating area to the east of Howrah station building is yet to be
finalised by the Calcutta Metropolitan Planning Organisation and
the matter is under correspondence with the Railways.

Provision of a new terminal station

35. As regards the provision of terminal station at Kidderpore,
Ballygunge, and Chitpur-Ultadanga and diversion of some long dis-
tance trains from Howrah to Sealdah by remodelling that station or
to some other suitable station on the eastern side of the river
Hooghly, the Ministry of Railways have, in a written note furnished
to the Committee, stated as follows:—

“Howrah station is being remodelled, the platforms are being
extended and Route Relay interlocking installed. This
station which deals now with 180 suburban trains of the
Eastern Railway and the South Eastern Railway is expect-
ed to cater for 200 trains (both for Eastern and South
Eastern). 256 such trains are now handled in the three
stations at Sealdah. Ultimately the North and Main sta-
tions will be able to handle 252 trains and the Sealdah
South station 180 trains. It is almost impossible to find
within a reasonable distance of the city adequate space for
a separate terminal station with sufficient area for plat-
forms and other amenities for passengers as well as for
coaching and marshalling yards and other necessary faci-
lities for maintenance and washing of rakes. The areas
around Calcutta are thickly populated and acquisition of
land for another terminal station scheme will itself entail
prohibitive expenditure, apart from other capital expen-
diture for recurring costs.

The arrangements that will be available after Electrification
and Remodelling are considered adequate for traffic to be
dealt with there for the next 10 years or more. There is,
therefore, no proposal at present to provide a separate
terminal station for the South Eastern Railway in the
Calcutta area at present.

2. The extension of the South Eastern Railway upto Kidder-
pore with a terminal station there would require a bridge
over the Hooghly. The Calcutta Metropolitan Planning
Organisation have intimated that it is not passible to make
the second bridge over the Hooghly a road-cum-rail bridge.
Moreover, the height of the bridge precludes the provision
of proper rail approaches. Land acquisition in such a
built up area will also be a difficult problem. There is,
therefore, no proposal at present to extend the railway
line up to Kidderpore.
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3. Diversion of trains to and from Sealdah and other stations
on the other side of the river Hooghly has been receiving
the attention of the Railways.

Four trains, viz, 13/14 Upper India Express, 17/18 Sealdah-
Pathankot Express, 311/312 Sealdah-Samastipur fast pas-
senger trains and 337/338 Sealdah-Gaya passengers were
actually diverted from Howrah to Sealdah.

The examination of the possibilities of diversion showed that
diversion is not necessary for lack of room or facilities at
Howrah to deal with all the trains there; adequate facili-
ties and room are available at Howrah and more facilities

are being provided there to cater for the anticipated
traffic.

Presumably, the diversion has been asked for, not because of
any congestion at Howrah station but because of conges-
tion on the Howrah Bridge and its approaches. This is
due to certain factors mentioned below which are easily
remediable by the Local Government and City Organisa-

tions, »iz,,

(i) Frequent break-down of heavily laden trucks on Howrah
Bridge, blocking the roads for the quick removal of
which there are no arrangements now.

(ii) Inadequate control of the vehicular traffic when such
break-downs occur, with the result that vehicles encroach
on the wrong side of the road and the entire passage
over the bridge is blocked by two opposite streams of
traffic.

(iii) The chronic state of disrepair of approach roads at both
ends of Iiowrah Bridge resulting in the slowing down
of vehicular traffic causing congestion. with blocking of
portions of the road under repair to traffic aggravating
the congestion.

The provision of break-down cars, better traffic police arrange-
ments and proper repairs to th~ approach roads will
greatly ease the congestion, It would also help ease con-
gestion on the bridge if the repairs to roads are under-
taken at night. It is understood that the Calcutta Metro-
politan Planning Organisation is planning to have another
road bridge across the Hooghly; this too should ease the
congestion on the existing Howrah bridge appreciably.

Sc.far as Railways are concerned, it is difficult to divert any
more through trains from Howrah to Sealdah because of
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the paucity of platforms and stabling accommodation for
rakes at Sealdah. Sealdah statign is in three parts, viz,,
the North, the Main and the South stations. The North
and South stations with 4 platforms each are exclusively
used for suburban traffic. The main station with 5 plat-
forms can deal with both suburban and long distance
trains. A total of 292 trains per day are already being
dealt with at Sealdah. There are prospects of a large
increase in suburban traffic there and there are proposals
to increase the number of suburban trains gradually to
432. With this increase anticipated, it will nqt be possible
to find stabling accommodation there for any more long
distance trains than are being handled there at present.

The road and approaches to Sealdah station are badly congest-
ed even now and this congestion is likely to increase fur-
ther with the increase in suburban trains, and if more long
distance trains were diverted from Howrah to Sealdah
this will add substantially to the congestion.

Such diversion would also be inconvenient for passengers
from the South Eastern Railway who have to change to
Eastern Railway trains and vice versa. They can do so
conveniently now at Howrah, where there are direct con-
nections at the same station between the services of the
two Railways, and they will lose this advantage if more
long distance trains were to be diverted to Sealdah. They
would then have to go to Sealdah by road for the change-
over, adding further to the congestion on the roads.

Diversion of passenger trains from the South Eastern Railway
to Sealdah would only be by a circuitous route, which also
is congested and not operationally feasible. Such a diver-
sion would also increase the journey time for through
passengers bv more than one hour and also increase the
fare. This diversion is thus neither feasible nor likely to
be convenient to passengers on long distance trains,

Moreover, none of the stations on the other side of Hooghly
are suitable for diversion of trains. Large scale remodel-
ling and expansion would be necessary at any such station
chosen for diversion and since the suburban stations are
already hemmed in on both sides of the track by heavily
built up areas, it would be extremely difficult to provide
the necessary facilities. Nor does such diversion appear
necessary when sufficient space is available at Howrah,
with the additional facilities now being provided to deal
with future traffic.



As the difficulties which the passengers experience are not on
account of any-lack of facilities at Howrah, but on account
of inadequate traffic control over the Howrah bridge, the
correct course would appear to be to remove the causes of
congestion over the Howrah bridge which are of a reme-
diable nature.

In this connection, it may also be mentioned that Sarvashri
Rabindra Lal Sinha and S. Bhattacharjee, Ministers of the
West Bengal Government, in their communications dated
28th October, 1964 and 25th November, 1964 (copies enclos-
ed at Appendix I) respectively, to the General Manager,
Eastern Railway have opposed the diversion of through
trains from Howrah to Sealdah. Earlier, Shri Saila Kumar
Mukerjee, Speaker of the Legislative Assembly of West
Bengal, forwarded a joint letter signed by 14 Members of
the State Legislature on 26th July, 1956 recommending
that through trains should not be diverted from Howrah
to Sealdah.

4. Chitpur-Ultadanga is a yard where goods trains are dealt
with. Provision of a passenger terminal station in Chitpur
yard will require large scale remodelling of the yard and
provision of additional facilities for handling of these
trains. Space is not available in this built up area for the
additional terminal facilities necessary for stabling of
rakes and watering through passenger trains. Besides.
such a terminal station could only cater for a small number
of long distance passenger trains. Ballygunge is only a
suburban station. completely hemmed in on both sides of
the track by heavily built up residential and industrial
areas. No room is available to develop the station as a
terminal for long distance passenger trains which would
require not only amenities of a different order but also
ancillary yards for locomotives and for stabling, washing
and maintenance of rakes. There is also no direct connec-
tion. except by the through lines meant exclusively for
goods trains, with the main passenger lines of the Sealdah
main station. Capacities at Howrah and Sealdah stations
are being developed to cater adequately for passenger
traffic for the next ten years or more. The question of an
additional terminal at a prohibitive cost within the built
up areas for a small number of trains cannot be justified.

3. The areas around Sealdah are heavily built up and acquisi-
tion of land for expansion or remodelling of the station



53

will entail prohibitive expenditure. The acquisition of
the grave yard on the North side of Sealdah is also out of
question.

It may be mentioned that for easier movement.of road traffic
around the station, a scheme was considered jointly with
West Bengal Government, Calcutta Corporation etc., in
1958-59 which involved the dismantling of the Sealdah
Court building to provide parking space for buses, and
although various alternative schemes were discussed at
several conferences, nothing could be finalised. The im-
provement of road traffic around the station premises has
now been taken up by the Calcutta Metropolitan Planning
Organisation.”

Long-term plans to deal with future traffic

36. The Committee also desired to know whether the Railways
had any long term plans to deal with the transport requirements
likely to generate due to the Salt Lake reclamation township and
other satellite townships developing round about Calcutta, as envi-
saged by the Calcutta Metropolitan Planning Organisation. The Com-
mittee have been informed by the Calcutta Metropolitan Planning
Organisation that the Salt Lake area township, alongwith Patipukur
and other adjacent areas is expected to have a population of 10 lakhs.
Other townships also will provide for a few lakhs of population. In
this connection, the Ministry of Railways have stated as follows:—

“So far as the Railways are aware. only preliminary data are
available on the three schemes for satellite townships near
Calcutta proposed by the Calcutta Metropolitan Planning
Organisation in the 4th and 5th Plans. The population
expected to settle in the new townships and the pattern
and growth of suburban traffic between them and the
metropolis does not appear to have been fully evaluated.
The preliminary information would appear to indicate the
following:

1. Salt Lake Scheme®*: This township is proposed to be located
on the east of Maniktola Development Schemes near Dum
Dum Junction and is regarded as a part of Calcutta. Dum
Dum Junction, Ultadanga and Sealdah Railway stations
will be in the zone of influence of this site. The Calcutta
Metropolitan Planning Organisation are understood to be
planning for road services direct from this area into the
city centre. There is some scope for intensifying suburban
services on the Sealdah-Dum Dum portion on the Naihati

T "The Committee understand that the townships of Salt L%e, Sonarpur

and Kona are expected to have 15000, 44,800 and 4,250 residential
plots respectively.
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route in the Fourth Five Year Plan. It is not possible to
gauge as yet how the intensified traffic pattern will be dis-
tributed between the other suburban areas and the new
township particularly if the direct road services prove to
be of greater utility for the satellite township.

2. Sonarpur Schemes*: This township is likely to be situated

alongside the railway track near the Sonarpur Railway
station served by the Sealdah-Sonarpur section. On the
completion of the electrification of this section, which is
already at an advanced stage of progress, the introduction
of Electrical Multiple Unit services will considerably
enhance the suburban traffic throughout.

3. Kona Scheme*: The proposal is to locate this township off

the National Highway. There will be considerable poten-
tial for clearance of the traffic by road.

The satellite townships are within the Greater Calcutta Metro-

politan area, the transport and associated problems of
which are being examined by the Study Team on Metro-
politan Transport set up by the Planning Commission.
The Team has already started functioning and its first task
is to study and report on the city of Calcutta. The team
will undoubtedly examine the schemes devised by the
Calcutta Metropolitan Planning Organisation for the satel-
lite townships, their internal and external transport re-
quirements vis-a-vis the city proper and the best ways and
means for satisfying long term needs after taking into
account all the capacities available by existing means of
transport (road or rail) and the most economical means of
exploiting whatever potential there is for improvement.”

37. The Committee understand that the terms of reference of the
study team referred to above will be follows: —

(1) to assess the adequacy and limitation/deficiency of exist-

)

ing transport facilities in relation to present needs in the
cities of Calcutta, Bombay, Madras and Delhi, including
roads, road transport and rail transport,

to determine the long-term requirements of passenger and
goods transport in these cities, having due regard to the
overall plans of metropolitan development and location of
industrial, commercial and other activities;

*The Commmee understand that the townsl;nt of Snlt Lake, Sonarpur

and

Kona are expected to have 15,000 4,250 residen al

plots respectively.
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3) to study the feasibility of various proposals for meeting
requirements for different media of transport and to recom-~
mend phased programmes for development of the:facilities
needed including estimates of costs and returns, methods
of financing and schemes of execution;

(4) to propose appropriate administrative and other arrange-
ments for. the operation of metropolitan transport services;
and

(5) to make such other recommendations as rhay be neces-
sary.

As stated by the Minister for Railways in the Lok Sabha on the
23rd September, 1965, this Study Team will first study the transport
problems of Calcutta because of the very large population of this
metropolitan city.

The Committee are conscious of the fact that the transport prob-
lem of the Calcutta Metropolitan District with a population of over
six millions is an extremely complex one and that there is an urgent
need for an efficient, high capacity system of mass transportation
around and within the metropeolis. They are also aware that there
is a public demand for having twe or three terminal stations in
Calcutta and for remodelling of the existing Sealdah Station so that
it could admit more long distance trains and thereby relieve traffic
congestion on the Howrah bridge and alse its approach reoads.

The Committee note that the additional capacity being created
at Howrah by extension of the platforms, route-relay, interlocking
etc. would be sufficient to meet the requirements for the next ten
years or so on the basis of the normal increase in traffic. While the
Committee appreciate the difficulties, like land acquisition etc., that
present themselves in diversion of trains to, and development of
additianal terminal facilities in, the areas of Calcutta on the eastern
side of the river Hooghly. they nevertheless feel .that with the ever
expanding industrial and other activities of Calcutta and with the
plan for the development of satellite townships like the Salt Lake
area, a sufficiently long term view has to be taken of the transport
requirements.

The Committee suggest that the Study Team set up by the Plan-
ning Commission may also examine in all its remifications the gues-
tion of enhancing the terminal facilities on the eastern bank of the
Hooghly, if necessary, by providing a new road-cum-rail bridge bet-
ween the present Howrxah Bridge and the Bally Bridge, so that more
trains of the South Eastern and Eastern Railways may go over to

2315(Aii) LS—S.
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the eastern side direct and thus obviate the necessity of large number
of commuters passing over the Howrah bridge twice on every week
day. The Study Team may also examine whether Sealdah or any
other Station could be developed as a central station on the east
bank of river Hooghly,

The Committee feel that the formulation of development plans
by the Railways on the basis of normal increase of traffic during the
next ten years may not be adequate to meet the situation since the
problem is growing into serious dimensions, and investments on a
considerable scale are envisaged. The Committee would therefore
urge that the Railways should make a proper assessment of their
requirements of land, bridges, etc. for their expansion and remodel-
ling schemes in the Calcutta area on a long-term basis since the
problem which is considered as difficult of solution today would
become more complicated and formidable with the passage of time
and ultimately defy all possibilities of solution.

The Committee would like to stress that the problem of expansion
of Sealdah and of diverting more long-distance trains to the Sealdah
side was being considered for some decades; but if the Railways had
taken some positive decision some years ago, when the Bally Bridge
was constructed and when the areas around Sealdah were not so
heavily built in, the expansion scheme of Sealdah side would have
been much easier. For a fast growing city like Calcutta, the traffic
problem requires a long term solution. The Committee are not able
to appreciate the contention of the Ministry that diversion of long-
distance trains to Sealdah would be inconvenient for passengers
from South-Eastern Raijlway who have to change to Eastern Railway
trains at Howrah and vice versa. The Committee fee] that with the
construction of the Andul-Dankuni link, Dankuni will be in a posi-
tion to provide facilities for the change over from one to the other
Zonal railway through the diversion of long-distance trains to the
eastern side of the Hooghly, if of course Dankuni is properly deve-
loped to cope with the increasing traffic.

In that context the Committee would like to wurge upon the
Railways to take up the issue of finding more lands near the Sealdah
Station with the State Government who, they understand, might be
persuaded to remove the Sealdah Court building and some other
residential buildings now situated in areas adjacent to the Sealdah
Station. The Committee would also like the Railways to explore the
possibility of vacating the Kathgodam areas given on lease to
private timber merchants. They fee! that the Government should
make a serious attempt to see if the areas mentioned above, can be
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made available for the expansion of coachjng facilities on the Sealdah
side.

The Committee suggest that the Government should plan in
advance for railway communication with the Salt Lake area—where
about 1 million people are going to be settled. They would also sug-
gest to the Railway Board to try to obtain enough space from the
State Government to develop a terminal station in the Salt Lake area.

Regarding the Sonarpur township which is expected to have over
44,000 residential plots and which is within a few miles from Calcutta
(Sealdah), the Committee feel that the present railway station at
Sonarpur will be quite inadequate to meet the traffic likely to be
created there and to relieve the pressure on the Sealdah station. The
Committee, therefore, would like to urge that from now adequate
provision for extension of the railway facilities in Sonarpur should
be made, so that there may not be further aggravation of the diffi-
culties in the metropolitan traffic of Calcutta.

The Committee would like to mention that a metropolitan city of
the size and complexity of Calcutta should have more than one ter-
minal station and that if in between the main city and the main
terminal station there is only one or even two bridge connections
over a river, there are bound to be consequent difficulties to the
passengers. The Committee hope that the Railway Board would try
to tackle this problem in collaboration with the State Government.



CHAPTER TV
TRANSPORTATION
Treands in Traffic
Development of Traffic

38. As mertioned earlier in this Report, the South Eastern Rail-
way, which accounts for only 10:5 per cent of the total length of the
Indian Government Railways, carries over 25 per cent of the total
goods traffic on all the Zones together. With a vast hinterland abun-
dant in minerals and other natural resources, spread over 6 States of
the country, this Railway has to serve all the major Steel Plants in
both the Public and Private Sectors, rich coal-fields, a number of
Cement factories and many ancillary industries. Planning for ade-
quate transport capacity to meet the growing demand for Railway
transport of existing as well as expanding industries has. therefore,
been the main task of this Railway.

The developments of passenger and freight traffic on the South
“‘Eastern Railway during the First, Second and the Third Plan periods
are given below:—

1950-§1  1955-56  1960-61 Third plan period
(year (End of (End of
prior to 1st Plan) 2nd Plan) 1962-63 1963-64 196465
1st Plan;
1. Passenger Tra ffic
No. of passengers car- 6671 §6-61 7647 87-86 9709 19900
ried (In millions)
2. Goods Tra ffic.
(In million tonnes)
“Total originating
Goods traffic:
Coal . . 915 10-17 12:07 15-88 17-93 17° 56

Ores including
Lime-stone & Doi-

omite. . . 5§72 12:16 1667 1677 17-33
Iron & Steel . 13-16 1-53 3-17 4°07 469 4-82
Other Goods . 564 7-64 B-12 9-2§ 9-78
Grand Total: 22-31 23706 35-04 44°74 48-64 49°59°

*Expected to be §4-4 million tonnes in 1965-66.
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It will be seen from the above that the number of passengers
carried have increased-by about 64 per cent in 1964-65 over the level
of 1850-51 and the originating freight traffic has increased by 123
per cent during the same period. Originating goods traffic is ex-
pected to rise to 544 million tonnes in 1965-66, which represents a
percentage increase of 140.

The Committee note that traffic on the South-Eastern Railway
during the last 15 years has increased at a higher rate than the
average increase over all Railways and appreciate that the. South-
Eastern Railway has been able to tackle this growing traffic; at the
same time maintaining its operating efficiency. The Conmittee
have no doubt that this Railway will continue to gauge the future
increase in traffic and provide necessary transport capacity to match
the same from time to time.

Operating Efficiency

39. The Rolling Stock usage provides a fair index of operating
efficiency on a Railway. The table below indicates the engine,
wagon and. vehicle usage on the South Eastern Railway during the-
last 2 years as compared to all Railways (Broad Gauge):—

Brosd-Gauge—All traction

Raglway -
(a) Bagine usage S.E. All Railways

1963—64 1964—65 196364

—l. Engme kilo;t;c.;crs ;;engtne day (Passenger)
in use. . . . . . . . 267 263 262
2. Enﬁnekﬂmrs per engine day (Goode) in

156 164 166
3. Bnmne kilo<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>