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Dear Sir,
Submission of Report

We are happy to submit the report of High Level Safety Review Committee appointed
by Railway Ministry to review safety of our railway system and recommend measures to
make improvements. Indian Railways is one of the largest railway system which has served
people of India well over a period of time. The demands on the system are rapidly growing
without commensurate investments for upgradation of technology and modernization
consistent with modern times.

2. Within the limited time available, we have examined various aspects relevant to safety
on the Indian Railway system. While detailed recommendations are given in the report, an
important recommendation is on creation of a Railway Safety Authority as a statutory safety
regulator duly backed up by professional inputs from within and outside at multiple levels.

3. We estimate that implementation of the recommendations made by the Committee
would need an outlay of around Rs. 100,000 crores in the next 5 years. We strongly suggest
that the recommendations should get implemented in a time-bound manner with required
resources mobilized and dedicated towards implementation of individual recommendations.

We thank you for the opportunity given to us in undertaking this important
assignment.
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Executive Summary

Indian Railways is one of the largest railway systems in the world and is fully
owned and operated by Ministry of Railways, Government of India. It plays a
significant role in driving economic growth of the country, offering highly
affordable, environment- friendly transportation to passengers and freight,
specially bulk commodities, across the country. Indian Railways, like any
other transportation system, is technology intensive not only for ensuring high
productivity of its assets but also safety in train operations.

Though the data of consequential train accidents over the years has been
showing declining trend despite phenomenal growth of traffic, safety on IR
remains to be a matter of serious concern. Recent accidents such as
derailment of Kalka Mail near Fatehpur on 10.07.2011 resulting in death of 71
passengers and injuries to 264 passengers raise an alarm over the safety
standards and practices adopted on Indian Railways. Taking note of the
unsatisfactory safety record of IR, the Hon’ble Minister of Railway set up a
High Level Safety Review Committee vide MOR’s Notification No. ERB-
1/2011/23/37 dated 16-09-2011.

During its 5 months of existence the Committee carried out a critical overview
of Indian Railway functioning. Present environment on Indian Railways
reveals a grim picture of inadequate performance largely due to poor
infrastructure and resources and lack of empowerment at the functional
level. Present form of railway organization is more centralized, top-
heavy and hierarchical along departmental lines much to the detriment
of a functional and objective oriented organization. The commitment
and passion of its strong workforce of 13.62 lakhs though commendable
has done little to translate into productive action due to present
environment. The Committee has given several recommendations
having no financial implications to empower the functional levels and to
simplify processes and procedures to deal with this negative feature. IR
has to be energized with a new type of work culture.



The financial state of Indian Railways is at the brink of collapse unless
some concrete measures are taken. Passenger fares have not been
increased in the last decade during which many passenger carrying trains
were introduced on the existing overloaded infrastructure. This has strained
the infrastructure way beyond its limit and all the safety margins have been
eaten up pushing Indian Railways to a regime of adhocism in infrastructure
maintenance. The Committee has strongly recommended to stop such
practice of introduction of new trains without commensurate inputs to

the infrastructure.

There is no practice of independent safety regulation by an independent
agency separate from operations. The Railway Board has the unique
distinction of being the rule maker, operator and the regulator, all wrapped
into one. Commissioners of Railway Safety though considered to be the
safety watchdogs have negligible role at the operational level. Compliance of
safety standards set by Railways for themselves are often flouted for
operational exigencies. The Committee has recommended a statutory
Railway Safety Authority (RSA) and a safety architecture which is
powerful enough to have a safety oversight on the operational mode of
Indian Railways without detaching safety with the railway operations.
The Committee has also recommended measures to strengthen the
present Railway Safety Commission to undertake meaningful regulatory

inspections.

Research Design and Standards Organization (RDSO) which is the
present apex technical wing of Indian Railways is highly constrained
due to several reasons. This has hampered the ability of the system to
internalize new emerging technologies and indigenous development has not
progressed consistent with today’s needs. The Committee has examined the
present state of affairs and also the countrywide practices in promoting
research and development in technology specific industries similar to Indian
Railways. The Committee has recommended a Railway Research and
Development Council (RRDC) to be set up at the apex level directly
under the Government. This Council will have Advance Railway



Research Institute (ARRI) and 5 Railway Research Centers, for key
safety related railway disciplines such as rolling stock, signaling and
telecommunications, motive power, tracks and bridges and operations
management. Present form of RDSO is recommended for restructuring
on the lines of other similar research institutions with appropriate
empowerment. The entire research eco-system will have
representatives from eminent technologists / scientists from outside
appropriately to make research and technology development vibrant
which is essential for Indian Railways in the long run.

Line capacity has been severely constrained due to introduction of more and
more trains over the years. No technical aid is yet available on Indian
Railways to run trains during foggy weather which adversely affect train
operations during winter season of 2 to 3 months in northern India.
Disturbance to running track due to rail / weld breakages and sabotages
which have gained prominence during recent times present unsafe conditions.
Necessary time for infrastructure maintenance is getting compromised and
the casualties of Railways’ own workmen while on duty is on increase
because of constrained working during scarce maintenance period. The
Committee deliberated on all these issues which have become very prominent
on Indian Railways in the present context and attempted to come out with a
single solution which could address all the above concerns. The Committee
has strongly recommended to adopt an advanced signaling system
based on continuous track circuiting and cab signaling similar to
European train control system Level-ll on the entire trunk routes of
about 19000 route kilometers at an estimated cost of 20,000 crores
within 5 years. This will be a quantum jump in modernizing the signaling
system which is badly needed. The Committee has further recommended
to complete this work within 5 years by forming an independent Special
Purpose Vehicle (SPV) for execution and an expert group for addressing
technical issues if any coming up during implementation.
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Casualties in accidents at level crossings is a matter of concern. Level
crossings not only contribute to a large chunk of accidents and casualties of
road users but are also a drag on train operation limiting line capacity. These
also cost dearly to Indian Railways for their operation and maintenance.
Advance Warning safety equipments earlier tried at level crossings have
failed due to thefts. The Committee, therefore, has recommended total
elimination of all level crossings (manned and unmanned) within 5 years
at an estimated cost of Rs. 50,000 crores which will get recovered over
7-8 years due to saving in operation and maintenance costs and
improved train operation. The gigantic project will also need setting up
of a dedicated and empowered SPV for each Railway zone to accomplish

this task within a 5 year period.

ICF design of coaches have seen Indian Railways through in the past years
till operating speeds were low and formations were short. With the
Introduction of long formation of trains running at moderately high speed of
110 to 120 Kmph, use of ICF design coaches is not desirable from safety
point of view. The latest design of LHB coaches are far safer and secure to
bear the impact loads arising out of accident scenarios. The Committee has
therefore recommended to stop production of ICF design coaches and
completely switch over to manufacture of LHB design coaches
immediately. Commensurate facilities in production units, workshops
and open line coaching depots have also been recommended.

The Committee has given several recommendations for improvement in
maintenance diagnostic, measurement and maintenance practices for safety
related infrastructure such as track, rolling stock, signaling, etc. and

commensurate financial implications have also been included in the report.

The Committee is seized of the very tight financial conditions of Indian
Railways. Some of the recommendations of the Committee need
investment totaling to the tune of Rs. 1 lakh crore over 5 years period.
The Committee has also recommended the funding mechanism by
which Rs. 20,000 crores per annum should be raised for implementing

iv
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the recommendations. Funding methodology includes creation of a non-
fungible non-lapsable safety fund generated through safety cess on
passengers of different classes in a graded manner.

IR suffers from ‘IMPLEMENTATION BUG’. Implementation of accepted
recommendations of the previous safety committees has been a major issue.
The Committee has recommended an empowered group of officers in
Railway Board to pilot the implementation of the recommendations in a
time bound manner with full funding. The Committee has also
recommended the review of implementation of recommendations by the
new statutory outfit of Railway Safety Authority under Government of
India.

*kkkkk
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Chapter |

Introduction

1.1 Ministry of Railways, Government of India set up a High Level Safety Review
Committee vide Notification No ERB-1/2011/23/37 dated 16.09.2011

reproduced below:

ORDER

Ministry of Railways (Railway Board) have decided to constitute a High Level Safety Review
Committee to go into all technical and technology related aspects in connection with safe running of
train services in the country under the Chairmanship of Dr. Anil Kakodkar, former Chairman, Atomic
Energy Commission and Secretary, Department of Atomic Energy. Shri E. Sreedharan, Managing
Director, Delhi Metro Rail Corporation will be the Adviser to the Committee. The other Members of the
Committee will be as under:-

i). Dr. N. Vedachalam, Vikram Sarabhai Space Centre (VSSC), Thiruvananthapuram
ii). Prof. Sanjay Dhande, Director, IIT, Kanpur
iii). Shri G.P. Srivastava, Director E & | Group, Bhabha Atomic Research Centre (BARC).

(Shri Amitabh, SAG/IRSME, Chief Rolling Stock Engineer, Northern Railway will act as Secretary of
the Committee in addition to his own duties, and will be assisted by a Director level officer and 3
other staff.)

2. The Terms of reference of the Committee will be as under:-

Whereas Safety is an ongoing multi-disciplinary exercise well entrenched into Railway
working that is subject to independent verification, the Committee shall suggest ways and
means for reinforcing the mechanism for improvements that are timely, enduring, cost
effective and aimed at further enhancement of safety margins, where warranted.

Based upon trends of accident and their consequences witnessed in the recent past the
Committee may lay down a roadmap for improving safety in respect of the following:-
a). Signalling Systems

b). Rolling Stock (of all types)
c). Fixed Structures (Tracks & Bridges and OHE)
d). Human resource development with emphasis on Training, Education and research.
e). Need for a Third Party Audit, organizational & structural changes in RDSO and in any
other department, improvements in procedural system and improvement in
procedures and systems.
f). Any other item/modification which Committee may desire.
3. The Committee will be required to submit its report within 3 months.
4., The headquarter of the Committee will be at New Delhi.
5. The terms and conditions regulating engagement of Chairman, Adviser and Members of the

Committee will follow.
--Sd--
(Shiv Dan Singh)

Joint Secretary (Gaz)
Railway Board



1.2

1.3

1.4

1.5

Further, vide Ministry of Railways order of even no. dated 16.1.12, the term of
the Committee was extended by two months upto 15.2.12 and further
extended upto 02.3.12.

Ministry of Railways have earlier constituted the Khanna Committee 1998, the
Sikri Committee 1978, Wanchoo Committee 1968 and Kunzru Committee
1962. The present Committee which comprises of scientists and technocrats
is more strongly mandated to go into all technical and technology related

aspects in connection with safe running of train services in the country.

Approach and Methodology

The Committee is fully conscious of the fact that railway safety is deeply
ingrained into the functioning of Indian Railways (IR in short) at all the levels.
Different levels of management and staff directly or even indirectly associated
with the railway functioning well understand that safety is one thing which is of
paramount importance to the organization and cannot be compromised at all.
The Committee is also aware of the sustained and continuous reduction in
number of consequential train accidents per year despite phenomenal
increase in volumes of traffic both passenger and freight. As a prelude to the
formation of the Committee, a detailed presentation was given to us by
Adviser (Safety), Railway Board in the presence of Hon’ble Minister of
Railways and Railway Board Members. The presentation covered not only the
ever improving safety performance of Indian Railways but also initiatives and
steps being taken by different departments for improving safety.

Safety being a product of functioning of railway management at different
levels of hierarchy, our Committee decided to interact with all the levels i.e.
Divisional, Zonal and Railway Board. Considering that technical and
technology related aspects on IR and functioning of Research Design and
Standards Organization (RDSO) have been specifically mandated in our
terms of reference, the Committee not only frequented RDSO but also invited
RDSO officials in several interactions of technical nature. The Committee also

2



1.6

1.7

visited some of the zonal railways for having the first hand experience of the
field conditions. Representatives of recognized staff Federations were also
invited by the Committee for seeking their views. During the course of
functioning, the Committee had 18 meetings/visits/interactions with various
levels of functionaries. At this juncture, the Committee records its
appreciation on the dedication, commitment and deep passion of all
those railway officials at various levels and the representatives of
Federations with whom the Committee interacted. Free and frank
suggestions were invited from Railway Officers working at different level
through letters and e-mails. General public was also invited for their
suggestion through IR official website <www.indianrailways.gov.in>. The

Committee also interacted with Commissioners of Railway safety and some of
the retired officials of IR for their valuable suggestions. A total of 53
suggestions were received from Railway personnel and general public which
have been appropriately considered by the Committee.

The Committee noted that Indian Railways not only operate passenger trains
but also freight trains on the same network. IR system is the transport
backbone of the country for safe transport of suburban, medium to long
distance passengers and freight. It is very affordable to the common man and
is equally used by all sections of society. The Committee also noted that
present financial condition of Indian Railways is not very encouraging. The
size of Indian Railways also made us realize that any technological
upgradation should be fully absorbed and IR should be in full possession of
technology to ensure its customization to suit Indian Railway operating

environment which may not be similar to other countries.

However, in all our deliberations and conclusions the prime consideration of
the Committee has been that safety on Railways is a non-negotiable subject
and paucity of funds or shortage of man power or for that matter the normal
constraints faced by the Railways should not in any manner jeopardize safety.

*kkkkk



2.1

2.2

2.3

Chapter Il

Environment on Indian Railways Affecting Safety

Indian Railway is a vast system comprising of nearly 64000 route kilometers
with over 7000 block stations and holding nearly 9000 locomotives, 43500
Passenger coaches, 7500 Electrical and Diesel Multiple Units and 220
thousand wagons. Further the IR system has 13.62 Lakh strong work force,
handles 20 Million Passengers and 2.45 Million Tonnes of freight and earns
Rs.245 Crores on daily basis.

The Committee analysed data of consequential train accidents on IR to have
an insight into the weak areas leading to accidents. The Committee is also
seized of the fact that the data maintained in Railway Board office pertains to
only those train accidents with apparent consequences and train accidents of
minor nature and near misses are not included in the figures. Further, the
Committee learnt that casualties due to trespassing of railway track, or for
other reasons connected with railway infrastructure and casualties of IR’s own
staff while on duty, though quite substantial, are not included in the statistics
of train accident related casualties.

Casualties of Railway’s own staff while on duty was collected from zonal
railways and the position is markedly high. As can be seen from Annexure 1,
about 1600 railway staff were killed and 8700 injured while working
during the period from 2007 -08 to October, 2011 which is substancially
more than 1019 deaths and 2118 injuries in train accidents for the period
from 2007-08 to 2010-11. It is to be noted that casualties in train
accidents include a large chunk of 723 deaths and 690 injuries due to
unmanned level crossing accidents attributed to the negligence of road
users. Departments that contributed maximum are engineering track with
1100 deaths and 2070 injuries and Mechanical with 110 deaths and 4900
injuries. Mechanisation of track and other maintenance is one solution to

reduce human presence in high risk areas of railway working. On the whole,

4
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2.4.1

Casualties in train accidents and for other reasons due to railway

infrastructure remain a serious cause of concern.

Appraisal of Statistics of Consequential Train Accidents

Analysis of 5 year data of Consequential train accidents for the period from
2006-07 to 2010-11 reveals the following.

Total Consequential train accidents have come down from 195 in 2006-
07 to 141 in 2010-11 (Fig.1) and consequential train accidents per million
train Kilometer have also come down from 0.23 to 0.15 during this 5 year
period (Fig.2).

Consequential Train Accidents per year Consequential Accidents per million Train Kms
. i -
(5 Years: 2006-07 to 2010-11) (5 Years: 2006-07 to 2010-11)
195 194
177
165 0.23 0.22
141 0.19
0.17

0.15

2006-07 2007-08 2008-09 2009-10 2010-11 2006-07 2007-08 2008-09 2009-10 2010-11
Fig. 1 Fig. 2

2.4.2 Derailments constitute largest chunk of 50% of total accidents followed by

36% accidents at unmanned level crossing gates, 5% collisions, 4% accidents
at manned level crossing gates, 2% fire accidents and balance 3% accidents
are due to misc. reasons (Fig.3). Variation/decline in types of accident over

this 5 year period can be seen in Fig.4.
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2.4.3 However, deaths have gone up from 208 to 381 and total casualties from
610 to 844 during the same period due to severity of accidents (Fig.5).
Proportion of deaths, injuries and total casualties (deaths + injuries) due

to different types of accidents is shown from Fig.6 to 8.

. . Total Casualties in Train Accidents
Casualties during 2006-07 to 2010-11 T E Ve 5N0RNT tmoninaATT (5 Years: 2006-07 to 2010-11)
A Collisions
25%
£ ve = o«
444 463
402 412 397
Injured 381
208 191 Killed 209 2
195 Y Total Accidents
94 177 165 141 Derailments
M 19%
anned LC
2006-07 2007-08 2008-09 2009-10 2010-11 6%
Fig. 5 Fig. 6

Deaths in Train Accidents
(5 Years: 2006-07 to 2010-11)

Collisions
_ ,‘ _ 24%

Derailments

Injuries in Train Accidents

(5 Years: 2006-07 to 2010-112 o
ollisions

26%

Derailments
27%

Manned LC
6%

Fig. 7

Fig. 8



2.4.4 Cause-wise analysis indicates that 42 % of accidents took place due to failure
of railway staff, 43 % due to failure of other than railway staff, 7% due to
sabotage, 3 % each due to failure of equipment and incidental and balance
1% each due to combination of factors and non-establishment of cause
(Fig.9). Thus a large chunk of 85 % of accidents is on account of human
failure.

The Committee noted that there are prescribed rules to run trains during
abnormal conditions with greater human intervention under failure conditions
of the assets such as signal failure. The Committee also noted that train
accidents due to sabotage have increased from 4.1% on 2006-07 to 11.36%
in 2010-11(Fig.10)

Responsibility (%age) for Train accidents
(5 Years: 2006-07 to 2010-11
2006-07 | 2007-08 | 2008-09 | 2009-10 | 2010-11

Failure of railway staff | 43.59 | 45.36 | 42.37 | 38.18 | 41.84

Responsibility for Train accidents
(5 Years: 2006-07 to 2010-11)

Could not be
established 1%

Combination of
factors 1%

Failure of Sabotage 7%
equipment.
3%

Failure of other than
Railway

43.08 | 41.75 | 42.94 | 45.45 | 41.13

Failure of equipment | 4.62 | 4.64 0 3.64 | 1.42

Sabotage 4.1 3.61 | 7.34 | 8.48 | 11.35

Combination of factors | 0.51 0 2.26 | 0.61 | 1.42

Incidental 3.59 | 412 | 2.82 | 242 | 2.84

Could not be
established

0.51 | 052 | 2.26 | 1.21 0

Fig. 9 Fig. 10

2.4.5 Collisions which are 5% of the total tally but resulted into 24% deaths and
26% injuries (25% total casualties). Numbers of collisions have varied from 13
during 2008-09 to 5 in 2010-11 whereas deaths and total casualties during the
same years have been 9 & 62 during 2008-09 and 240 & 536 during 2010-11.
This scenario of more deaths/casualties with fewer collisions during 2010-11

indicates the severity of collisions (Fig.11).

Analysis of collisions based on their time of occurrence indicates that period
of 22:00 to 06:00 hrs is most vulnerable during which about 50% collisions
occurred (fig.12).
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Further analysis indicates that out of a total of 43 collisions occurred during
this period 21 where on account of driver passing signal at danger (SPAD), 10
on account of driver passing automatic signal in on position at higher speed
and balance for other reasons.

2.4.6 Derailments which are half of the consequential train accidents resulted in
4% deaths and 27% injuries (19% total casualties), have gradually come
down over this period (Fig.13). Analysis of derailments based on their time of

occurrence indicates that there is no correlation though there is slightly higher

possibility of derailments during 22:00 to 06:00 hrs (Fig.14).
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Out of 441 derailments occurred during this period, maximum of 129 were
contributed due to Civil Engineering defects, followed by 56 due to sabotage,
54 due to combination of staff, 43 due to carriage & wagon defects, 36 due to
failure of other than railway staff, 27 due to failure of operating staff, 24 due
to failure of equipment, 28 due to failure of Loco pilot, 26 incidental and
balance for other reasons.

2.4.7 Unmanned Level Crossing accidents which are 36% of the total tally
resulted in 59% deaths and 32% injuries (42% total casualties). Their
numbers have also come down over this period (Fig15). Analysis of
Unmanned Level Crossing based on their time of occurrence indicates
that day light period of 08:00 to 19:00 hrs is most vulnerable during
which about 86% accidents occurred (Fig.16).

Analysis of Unmanned LC accidents Analysis of Unmanned LC in last five year
(5 year period: 2006-07 to 2010-11) :2006-07 to 2010-11 (Time of Occurence)
(19 - 05) Hrs (05 - 08) Hrs
19 Cases 25 Cases
6% 8%
M ('05 - 08) Hrs
156 170 H('08 - 14) Hrs

14

72

2006-07 2007-08 2008-09 2009-10 2010-11

148 142 De"ths

144 15 ~ 130
"/w,-eS

H('14-19) Hrs
129
M ('19 - 05) Hrs

. 98
Unmanned LC accidents

65 62 65

48

2.4.8

Fig. 15 Fig. 16

Manned Level Crossing accidents which are 4% of the total tally resulted in
6% deaths and 6% injuries (6% total casualties). Their numbers have also
come down during this period (Fig.17). Analysis of Manned Level Crossing
based on their time of occurrence indicates no correlation between them
(Fig.18).
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Fig. 17 Fig. 18

2.4.9 Fire accidents which are 2% of the total tally resulted in 2% deaths and 1%
injuries (1% total casualties). Deaths and injuries have not reduced with
reduction in fire accidents in 2008-09 (fig.19). Analysis of fire accidents based
on their time of occurrence indicates that there is higher possibility of fire
between 14:00 to 06:00 hrs. during which 88% accidents occurred (Fig.20). 8
cases were due to Failure of other than Railway Staff (FORS) out of 16 cases

of fire occurred during this period.

Analvsis of Fire accidents AnaIVSis Of Fil’e in |aSt ﬁve year
(5 year period: 2006-07 to 2010-11) 2006-07 to 2010-11 (Time of Occurence)

(06 - 14) Hrs
2 Cases
12%

 ('06 - 14)
Hrs

H('14-22)
Hrs

o (22-06)
Hrs

8 ST, g

0
2006-07 2007-08 2008-09 2009-10 2010-11

Fig. 19 Fig. 20

2.4.101t is noted that many a time practices and incidents impinging on safety in
train operation and also the cause of accidents are not fairly brought to the
notice of management as departmental loyalties often over-shadow the quest
for getting into the ground realities for improvement. As has been the practice

10



in some of the developed countries, the Committee recommends an IT
system based on email / SMS should be put in place to report such
matters which should be investigated by the safety officers at
Headquarter and Divisional levels followed with appropriate corrective
action.

2.5 Assets Failures

2.5.1 Since the data of consequential train accidents does not capture the entire
picture reflecting vulnerability of the system, details of asset failures which
may translate into train accidents were also collected from Board’s office as
shown in Table 1.

ASSETS FAILURE on IR

. . Wagon
Year Signal | Rail [I).f;sl Ell.eoc::c Coach Detachm Poor BP Train Spring Hot Axle Journal OHE
ent Parting | Breakage Breakage
2002-03|106040 10374 | 4436 | 2976 | 149 | 5796 | 164 826 2472 1092 5 651
2003-04/117240| 8613 | 4301 | 2928 | 156 | 4586 60 688 1722 776 2 475
2004-05/123752| 7162 | 4410 | 2639 | 142 | 3598 56 668 1188 591 7 541
2005-06|114587 | 6807 | 4432 | 2902 | 125 | 2909 30 926 716 527 7 495
2006-07|147966 | 5953 | 4181 | 2653 | 85 2454 15 996 483 509 2 353
2007-08/167831| 5761 | 3967 | 2198 | 72 1936 17 877 300 567 0 332
2008-09|140852| 5752 | 3545 | 1659 | 87 1551 6 793 159 599 1 295
2009-10{123502| 6734 | 3505 | 1668 | 94 1470 12 778 129 684 0 390
2010-11|118758| 6693 | 3818 | 1574 | 66 1350 8 717 104 779 2 379
Table 1

2.5.2 This asset failure data indicates high absolute figures of failures though there
is improvement over the past years. It is a different matter that even this data
is apparently a fraction of actual position in the field as was understood by the

Committee during our interactions.
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2.5.3

2.5.4

2.6

2.6.1

Asset failures put strain on the capacity of the system which is already scarce.
Though very reliable data of the loss of line capacity due to asset failures
could not be assembled, it is estimated that down time of system due to
failure of assets of all departments (signaling, track, rolling stock, etc.) is
about 3 to 4 hours over 24 hours on busy sections. The Committee further
noted that human intervention is at its peak to run trains during this transient
period of uncertainly. It was cited during our interactions that more accidents
happen during such periods though the same could not be corroborated by
statistics of consequential train accidents. It may be that accidents of minor
nature or near misses happen during such transient period details of which
are not maintained in the office of Railway Board. Thus, there is a strong
case to take steps to improve reliability of assets and measures to have
redundancies in the systems so that normal operations are least
hampered. Some of the redundancies could be track circuiting by two
diverse different means at vulnerable locations such as bridges.

The Committee strongly recommends that IT based system should be
set up within 6 months to collect and collate all train accidents whether
consequential or of little significance, near misses, safety related asset
failures, etc. so that the correct picture is available to the highest level
to enable decision making.

Present Financial Health of IR

Financial health of IR has great bearing on Safety. Without adequate
availability of funds, operation and maintenance activities of assets,
replacement of old assets, development of new assets based on advance
technology, etc. cannot be achieved. Unfortunately, the position is not
comfortable at this juncture as can be seen from Fig 21 and 22. Gap between
gross revenue receipt and working expenses has narrowed down since 2007-
08 largely due to increase in staff costs which doubled in the past 2-3 years
with the revision in salaries after VI Pay Commission. Earnings did not pick up

commensurately which has lead IR to this situation of funds crunch.
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Overview of IR Finances Annual Plan Outlay under various Accounting Heads
(Fig. in Crores of Rs.)
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2306 2400
1564 2075
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Fig. 21 Fig. 22

2.6.2 Most of the functionaries including staff Federations quoted that
passenger fares have not been increased in last 8 to 10 years and their
present level is ridiculously low as compared to the bus fare. The
Committee noted in one of the presentations that while Wholesale Price
Index rose by about 300 % in last 10 years, passenger fares for 2" class
travel on Indian Railways more or less remained the same (Fig. 23 and
24). Such kind of protracted reluctance to increase passenger fares had
an ill effect on IR finance and in turn on safety.

Increase in Sleeper Class fares Increase in 2" Class fares
A A
L7 295 o
g g
e ]
5 =
3}
= =
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141 145 S 127 133 2 =
s 12 127 13 o 1o 1 150150 150 150 150 150 150 144710 1ag 100 13 I_/'__/Z'
D 126 g0 105 15 105" 15T N N . N 06T06" 106
S
@*9“ &S & S ‘»@e »QQ« ‘\9@ N IO SC A NI SN S
—WPI —Sleeper Class ‘ ‘ —WPI —2nd Class
Fig. 23 Fig. 24

13



2.6.3 Allocation of funds under revenue for day to day operation and maintenance

of assets has not been commensurate with the requirement. During our
interaction with zonal railways it was mentioned time and again that the
allocation of funds has been less during the previous and the current years
which gets confirmed by the graphical representation in Fig. 25 to 30.
Situation is more pronounced considering the increased productivity (Fig. 26),
addition of new assets and inflation affecting cost of material and contractual
works. Such kind of situation is detrimental not only for maintaining
high safety standards on Indian Railways which needs appropriate level

of investment but also for running railway on business lines.

IR Productivity Indices

601 -——Nettonne Kms

Total Revenue Expenditure

on Operation and Maintenance 551 (in billions)
A 521
(Fig. in Crores of Rs.) 481 903
44 770 83 —<Passenger Kms
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Originating
Freight (in
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LLB-%’—"’_' -=-Train Kms. (in
millions)
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Train
16557 18098 Kms./100
2006-07 2007-08 2008-09 2009-10 2010-11 2005-06 2006-07 2007-08 2008-09 2009-10
Fig. 25 Fig. 26

Expenditure on Maintenance of
Permanent Way (Fig. in Crores of Rs.)
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2.6.4 Renewal of over-aged assets is of paramount importance for safety of

Railway infrastructure. It is also important to have a realistic estimation of the
assets requiring replacements for making necessary provision of funds under
Depreciation Reserve Fund (DRF).
system on Indian Railways for any realistic estimation and renewal of assets
is programmed on year to year basis based on the availability of funds under
DRF. Looking at the fund position of DRF it is seen that appropriation to DRF
has been constrained specially during 2009-2010 and the closing balance has
been more or less ‘nil’ during 2009-10, 2010-11 and 2011-12 (BE) (Table 2).

Fig. 29

Fig. 30

It is, however, seen that there is no

Position is similar under Development Fund (Table 3).

(Rs. In Crs.) (Rs.InCrs.)
Depreciation Reserve Fund Development Fund
Opening |Appropriatil, ... Interest on Closing . . .
Balance on |Vithdrawale, i 'Balance| Balance nganr::g App':r?"atlwnhdrawalFlljr:‘tgr;::;:‘r::e g;‘l’::“:g
2006-07 | 4141.11 | 4298 |4957.78 | 247.73 | 3729.06
2006-07 | 2546.57 | 1880 |1563.94 | 248.53 | 3111.16
2007-08 | 3720.11 | 5550 |5774.93 | 253.17 | 8757.35 | |00 ol ot ie | pmsg | 207547 | 270.64 | 3665.62
2008-09 | 4347.71 | 7100 | 8371.56 | 259.84 | 3335.99 | | 500809 | 3665.62 | 1391 |2998.24 24039 | 2298.77
2009-10 | 3336.19 | 2287 |5731.19 | 112.99 4.99 2009-10 | 3023.78 | 0.75 |3141.48| 122.38 5.43
2010-11 4.93 5615 |5598.91 | -16.33 4.69 2010-11 | 5.54 1404.9 | 2576.59 | -47.19 |-1213.34
201112 | 469 | 7100 | 7100 0.28 a97 | |20M12] 151334 2400 | 2400 | -98.64 |-1311.98
(B.E.) (B.E.)
Table 2 Table 3

2.6.5 During one of the interactions, the Committee was informed that the net social

service obligation borne by Indian Railways is quite substantial.

Railways incur losses every year by performing a variety of un-remunerative

Indian



services. These losses are presumably due to low ordinary class fare, sub-
urban and non-sub-urban season fare, a variety of concessions granted on
passenger tickets, transportation of certain commodities below cost and
working of un-economic branch lines imposing burden on Indian Railway
finances. A gap is thus created between the revenue income generated
through these services and their running cost. Net social service obligation
borne by Indian Railways in 2009-10 is assessed at about 15,000 crores
which is more than 17 % of the total revenue earning and 18 % of the
total expenditure.

2.6.6 It is also seen from the position of payment of dividend (Table 4) that since
2006-07 to 2011-12 (BE) the entire amount of due dividend has been paid
consistently by Indian Railways. This situation is quite anomalous and
unhealthy as the dividend was continued to be paid on Capital-at-Charge
whereas appropriation to DRF which is for the replacement of assets having
direct 