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Gist of important Audit Paragraphs from 
the Report of the Comptroller and Auditor 
General of India–Union Government 
(Railways) for the year ended 31st March 
2012 and Status Report on pending Action 
Taken Notes (ATNs)

A. Brief on ‘Rail Link to Kashmir’–C&AG’s Report No.19 of 
2012-13 (Railways)

1. Project Background

•	 The	Udhampur	–	Srinagar	–	Baramulla	Rail	Link	(USBRL)	project	
was sanctioned by the Government with the objective to provide 
all weather connectivity to the Kashmir Valley. It was envisaged 
as an efficient all weather transport link to the Kashmir Valley to 
bring about socio-economic development of the state through 
enhanced connectivity within the region and with the rest of the 
country. The project was declared as a National Project1 in 2002. 
 (Para 1.1 of Chapter-1)

The details of the project cost etc. are given below:

Table 1

Costs Amount in 
` (crore)

Scheduled 
date of 

completion

Time over 
run

Remarks

Estimated cost 
(1994-95)

1500

Estimated cost 
(1999-2000) – 
Detailed Project 
Report

3,077.23 August 2007 6 yrs Detailed estimates 
were prepared

Estimated cost 
(July 2010)

19,565 December 2017 Approved by CCEA, 
but detailed estimate 
yet to be approved

Expenditure 
incurred (till July 
2012)

8,057

•	 RITES	were	appointed	as	consultants	for	the	project	(specifically	
survey and investigation). The project was divided into three 
legs for both planning and execution. The execution of each 
leg was entrusted to a different agency. Details are given below:  
 (Para 1.2 of Chapter-1)

1 Project financed by the Govt. of India, project cost reimbursed to the Railways.
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Table 2

Legal Section Executing 
Agency

Date of 
award 

Scheduled 
date of 

completion

Status

Leg I Udhampur to 
Katra (25 Kms.)

NRCO2 March  
1995

March 2003 Incomplete 
(Rescheduled for 
October 2013)

Leg II Katra – Qazigund 
Katra + 5 Kms.
30 to 100.868 
Kms(Katra to 
Dharam)
100.868 to 168 
Kms. Dharam to 
Qazigund)

NRCO
KRCL3

IRCON4

Nov. 
2002

Dec. 
2002
Dec. 
2002

August 2007
Incomplete 

Incomplete
Incomplete 
(However Banihal 
- Qazigund 
(18Km) was 
completed and 
commissioned in 
June 2013

Leg III Qazigund – 
Baramulla

IRCON Feb. 
1999

March 2003 Operationalized in 
Oct. 2009

Qazigund – Baramulla section has been extended up to Banihal 
and in June 2013, has been opened for traffic. 

As can be seen from the above table, there has been a 
tremendous time and cost over run in the implementation of a 
project which was declared to be of ‘National Importance’ by 
the Hon’ble Prime Minister. 

Both Leg I and Leg II of the project are still incomplete. 
Physical progress over Leg II is only about 20 per cent. Thus, 
the completion of the USBRL project is not yet in sight. 

2. Project Planning 

Substantial delay has occurred in both Leg I and Leg II of 
the project. The principal cause of delay was the failure to carry 
out due diligence process as laid down in the Engineering Code 
of the Indian Railways before deciding on the gradient and 
alignment of the section. The alignment from Katra to Qazigund 
was selected on the basis of Aerial Survey only and no Geo 
Technical investigation of the area was conducted. The Ministry 
in their reply stated that these could not be conducted as three 
to four years was required for the surveys/ investigation and 
the project was scheduled to be commissioned by August 2007. 
This contention is not correct for following reasons:

There was enough time with the Railway Administration  y
for providing minimum access ability, necessary ground 
surveys and Geo technical investigations during the period 
from 1994-95 (when project was sanctioned by the Govt.) 
to 2002 (when execution of project was taken up);

2 Northern Railway Construction Organization
3 Konkan Railway Corporation Limited
4 Indian Railway Construction Organization
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In fact the Railway Administration never approached the  y
competent authority for conducting surveys;

The security cover that was provided by the security  y
agencies subsequently in survey and construction of 
project could have been provided at the earlier stage for 
construction of approach roads, surveys and Geo technical 
investigations. In fact the Ministry and Northern Railway 
Construction Organization did not propose or demand 
any security cover at that stage.

2.1 Selection of Alignment

Alignments through two different corridors - Eastern and 
Western were under consideration by the Railways. The Eastern 
Corridor ran parallel with NH-1. The Western Corridor passed 
through areas which had not been surveyed and was also 
sparsely populated. Qazigund was an obligatory point in the 
alignment being the gateway to the Kashmir Valley from both 
the Western and Eastern Corridors. 

The RITES had recommended (1988) alignment along 
the Eastern Corridor. They had brought out three alignment 
options and recommended an alignment with gradient of 1:100 
wherever possible and the rest with gradient of 1:50/60. The 
Geological Survey of India in 1994-95 had also recommended 
the alignment through the Eastern Corridor as it was located 
along the National Highway whereas large parts of the Western 
Corridor were inaccessible. 

The Detailed Project Report (1999-2000), considered the 
merits of three alternative alignments – two through the Eastern 
Corridor and one through the Western Corridor. The DPR 
failed to include the alignment recommended by RITES in their 
report. Further, the DPR considered only one alignment along 
the Western Corridor. 

Railway Board finally sanctioned the alignment through 
the Western Corridor on the basis of Aerial Survey with a 
gradient of 1:100. The Western Corridor was geologically a 
challenging terrain and lacked approach roads. Railway Board 
in their reply to the MIP has admitted that it has taken by them 
about ten years after award of work in 2002 to construct the 
approach roads and the work on some roads is still in progress.  
 (Para 3.3)

2.2 Review of Alignment

Different sections of the project were awarded to different 
agencies as depicted in Table 2. Contracts for construction 



175INDIAN RAILWAYS ANNuAL REpORT AND ACCOuNTS 2012-13

including survey were awarded (December 2002) to KRCL and 
IRCON based on “paper alignment” (Paper alignment refers to 
an alignment marked on paper without field studies). 

In September 2003, KRCL proposed a new alignment on 
the Western Corridor on account of the following factors:

Major Parts of the alignment passed through a number  y
of thrust areas which could cause natural disasters during 
construction, operation and maintenance;

The alignment consisted of a number of major bridges of  y
which two bridges were gigantic;

The alignment contained sharp curves and reverse  y
curves. 

However, the Railways did not agree to the suggestions of 
KRCL and not even refer the matter to a Committee of experts. 
Despite strong misgivings KRCL proceeded to execute works 
many of which failed or had to be abandoned.

Subsequently, (December 2007) NRCO reported to Railway 
Board that KRCL and IRCON were facing major construction 
difficulties in execution of Leg II of the project. NRCO further 
requested Railway Board to approve a fresh alignment survey along 
with geological feasibility with a gradient of 1 in 50 and to hold the 
execution of the work under the existing contracts under abeyance 
since further execution would lead to infructuous expenditure. The 
Railway Board suspended the work in Leg II in July 2008 till a final 
decision on the alignment of the Rail Link was taken. 

Subsequently, after a delay of 10 months, the Railway 
Board constituted an Expert Committee in December 2008 to 
review the alignment. An international consultant (M/s Amberg) 
was asked to suggest alternatives subject to certain mandatory 
parameters like gradient of 1:60 and some obligatory stations. 
Based on the consultant’s recommendation, the Expert  
Committee recommended (June 2009) acceptance of  
re-alignment with a gradient of up to 1:60 as well as adoption of 
suitable remedial measures in areas already under construction. 

Despite the committee’s recommendation, the Railway 
Board adopted a gradient of 1:80 on the ground that catch sidings 
were required for steeper gradients. However, this issue had been 
considered by the Expert Committee and they had opined that 
the use of high powered locos dispensed with the requirement 
of catch sidings. The suspended work was recommenced from 
September 2009 onwards. Thus, the work remained suspended 
for 14 months or even more in some stretches.5 (Para 3.7)
5 Suspension of work led to loss of ̀  2,579 crore due to abandonment/ failure of work, 
idling of manpower and machinery and claims pending.
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2.3 Modified Alignment

The Railway Board approved the modification in the  
alignments in certain stretches with associated changes in gradient 
(1:80 instead of 1:100). The realignment resulted in reduction of 
21 Kms. of route length and a reduction in the number of tunnel, 
bridges and few stations. (Para 3.7)

The changed alignment represented only piecemeal 
changes and did not factor in the wholesale changes suggested 
by the expert consulted by the committee (who suggested the 
change in alignment and steeper gradient in the interest of safety 
and stability). A steeper gradient was also supported by a number of 
other professionals in the field like Shri E. Sreedharan and Dr. Golsar 
of M/s Geo Consult, an international expert. 

Thus, Indian Railways failed to select the best alignment 
for constructing the Rail Link to Kashmir. It failed to take into the 
account the recommendations made by the experts in the field, 
both at the planning stage and also during execution and failed 
to follow their own Engineering Code. 

The impact of the above decision of Railway Board led to 
frequent failure of works. Consequently, major part of the work 
on Leg II of the project is still incomplete. This also escalated 
cost of the project by about `15,000 crore (as of 2010).

The Ministry is still uncertain about the final cost of the 
project as detailed estimate of the project from Katra to Banihal 
is yet to be finalized. 

3. Project Implementation

3.1 Leg I–Udhampur-Katra Section

The main causes of the delay in completion of the section 
were due to problems in Tunnel T-1 and T-3 (Para 4.2)

3.1.1 Tunnel T-1

Investigation by NHPC and RITES indicated that the strata 
available are weak and international consultation was required 
for finalizing the design of the tunnel. NRCO, however, proceeded 
with the original design. The tunnel subsequently collapsed and 
the design had to be changed on the recommendation of an 
international consultant. (Para 4.2.1)

3.1.2 Tunnel T-3

Investigation by RITES had pointed out the existence of 
excessive water in the area. NRCO, however, proceeded with 
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the work instead of finding a solution for diversion of water. 
Consequently, the work had to be suspended for 36 months and 
a permanent solution had to be found for handling this issue. 
This resulted in extra expenditure of `30.36 crore on account of 
rectification works etc.  (Para 4.2.2)

3.2 Leg II–Katra-Qazigund Section

This section was targeted for completion by August 2007 
but yet to be completed due to various difficulties relating to 
alignment, gradient and the geological features of the area. The 
project had been targeted for completion in 2017-18. The main 
problems of this section are discussed below:

(i) Chenab Bridge – The contract for the Chenab bridge was 
awarded in August 2004 for completion by April 2007. 
However, the design of the bridge has still not been 
finalised. The Railway Administration delayed in finalizing 
the Design Basis Note on the basis of which the design 
of the bridge is to be finalized. The Design Basis Note 
was finalized only in 2010 by Railway Administration. At 
present, no work is being carried out on this bridge. The 
contractor has lodged claims amounting to `308 crore for 
idle manpower/ machinery.

(ii) Dugga area (Kms. 52 to 62) – The alignment of the section 
required construction of bridges at locations which were not 
feasible as the span of the bridges required were too long. 
The alignment had to be revised first in 2006 and again in 
2009. The change in the alignment has resulted in longer 
tunnel with lesser number of bridges. Work is in progress. 

(iii) Kms. 62 to 145 – Progress of the work in this section is 
negligible except for construction of work in Sangaldan 
area. In this area seven tunnels are required to be 
completed. The portal of one of the tunnel T-42 collapsed 
leading to abandonment of the work. Subsequently, the 
alignment of the rail track had to be modified.

(iv) The section from km. 145 to 152 was not affected with 
the realignment and the work in this portion was not 
suspended. But the IRCON authorities withdrew the works 
in this stretch from the scope of the contractor (M/s HCC) 
and awarded them at higher cost to other contractors 
resulting in extra financial impact; 

(v) In Zone VI from Km 164 to Km. 168, the contracts for 
slop protection, surface drainage, side drains etc. had to 



178 INDIAN RAILWAYS ANNuAL REpORT AND ACCOuNTS 2012-13

be foreclosed due to revision of designs again and again. 
These works were re- awarded at higher cost resulting in 
extra expenditure of `11.67 crore.  ( Para 4.3.1)

4. Conclusion 

Considering the difficult and unexplored terrain of the 
region, the critical decision on selection of the alignment should 
have been preceded by requisite field investigations to establish 
its workability. Technical feasibility studies were essential to 
provide a realistic scale of the likely financial costs as also the scale 
of expertise involved in the construction of tunnels and bridges. 
Had the project authorities conducted due diligence during the 
initial stage including expert consultation, it would have been 
possible to minimise uncertainty on account of constructability 
paving the way for smoother implementation. The inadequacy 
of the project estimates thus heavily contributed to time and 
cost over-runs as well as major changes in scope of work as 
field investigations were taken up during construction. From the 
approved project estimates of `3,077 crore in 1999-2000, the 
project is currently estimated to cost ` 19,565 crore resulting in 
cost overrun of `16,488 crore.

The deficient planning impacted various activities namely 
land acquisition and finalisation of design and drawings and 
resulted in stoppage of work for more than a year with foreclosure 
of contracts giving rise to claims and abandonment of works. 
Thus, the claim of the Ministry that the objective was to cause 
some progress on the ground even while the workability of 
the alignment was yet not proven was not sustainable as this 
strategy merely resulted in its continuing uncertainty with the 
end objective at risk, besides cost implications. 

Additional financial impact on account of losses and 
claims arising from general planning failure is `3,258.92 crore.
 (Chapter -7)
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B.  Report No.. 21 of 2012-13 
 Environment Management in Indian Railways–  
 Stations, Trains and Tracks

 Environment is a key survival issue as its challenges and 
significance assume greater importance in future. Indian 
Railways (IR) is the bulk carrier of several pollution intensive 
commodities like coal, iron ore, cement, fertilizers, petroleum etc. 
Being a major consumer of water and energy, policies adopted 
by the IR have a substantial impact on our environment and 
on the conservation of both water and energy in the country. 
The approach of IR towards protection of the environment also 
assumes great importance for tackling environment challenges to 
the country.

 The operations of IR not only cause air pollution but also water 
and noise pollution. Air pollution mainly arises due to handling of 
commodities like coal, iron ore, cement, fertiliser etc. at sidings/
goods sheds and transportation of these commodities and their 
carriage in open wagons. As per statutory provisions, all sidings 
and Railway Goods sheds are required to obtain Consent for 
Operation from their respective State Pollution Control Board 
(SPCB). The Zonal Railway Administrations failed to adhere to 
the statutory provisions in respect of fifty per cent of the sidings 
test checked.  (Para 2.3.1.1)

 Rules/guidelines framed for transportation of commodities in 
IR were, prima-facie, guided by commercial considerations. No 
criteria were laid by the Railway Board to enable it to assess the 
performance of each zonal railway in minimizing environmental 
pollution. IR is yet to formulate comprehensive environmental 
guidelines for handling and transportation of these commodities. 
 (Para 2.3.1.3)

 There was no system for monitoring the quality and quantum of 
waste water generated at stations. Railway Board’s instruction 
for installation of Effluent Treatment Plant at all major stations 
were also not adhered to. Frequently effluents were discharged 
from major stations to the nearby low lying areas/water bodies 
and municipal discharge systems resulting in contamination of 
surrounding surface and ground water.  (Para 2.3.2 & 2.5.2)

 Regarding use of non-conventional energy sources, Audit observed 
that bio-diesel was used in only five zones and its consumption 
was insignificant. The initiatives of IR for production of bio-diesel 
remained largely unsuccessful due to short supply of raw material 
and slow progress in setting up of new esterification plants. Audit 
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observed that the overall achievement in electrification of level 
crossings with solar panels was far below the targets set for the 
period 2007-11. IR also failed in making major progress in tapping 
wind energy. (Para 2.3.3.1 and 3.6)

 Despite recommendation of PAC to segregate waste into 
biodegradable and non- biodegradable, specific clause was not 
incorporated in the contracts in four zones for segregation of 
wastes. Railway Administration resorted to disposal by burning, 
dumping into adjacent canal, low lying areas, dumping on 
Railway land near the track, thereby causing environmental 
pollution. (Para 4.5)

 IR is yet to finalise the technology for 'green toilets', despite two 
decades of experimentation. Open discharge of toilets from 
running trains led to premature renewal of 47 Kilometers of rail 
in SER and resulted in an excess expenditure of ` 35.79 crores 
during the period 2007-11 alone. (Para 4.6.3)

C. Report No. 11 of 2013 
 Compliance Audit  Report for the period ended  
 March 2012

Chapter 1 - Traffic – Commercial and Operations

Commercial Publicity in Indian Railways

This thematic audit was conducted across Zonal Railways 
to evaluate performance of the Zonal Railways in exploiting 
the potential of advertising media on stations, trains and level 
crossings to enhance the revenue earnings. Audit revealed 
that Zonal Railways failed to develop a strategic focus for 
preparing the Master Plan for effective exploitation of 
identified assets/media due to lack of active involvement and 
commitment. This resulted in poor exploitation of revenue 
potential through commercial advertisement. As such, it 
may be concluded that on the one hand, Railways always 
argue about the financial crunch in Indian Railways and on 
the other hand, a good source, like commercial publicity, for 
generating revenue, was being ignored/ under-performed by 
Railways. Some of major results of this thematic study were 
stated below: 

The revenue projections set by the Railway Board on  y
account of commercial publicity were not backed by 
assessment of market potential. Further, in the absence 
of proper demand assessment by the Zonal Railways, the 
targets/projections set by the Board bore no relevance to 
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the actual revenue potential and were ineffective in guiding 
actual performance. (Para 1.6.1)

The earnings targets were entirely set by Railway Board  y
without associating the Zonal Railways. This resulted in 
lack of commitment and under-performance on the part 
of Zonal Railways. (Para 1.6.2)

Overall shortfall against targets for Indian Railways during  y
2009-10 to 2011-12 remained more than 51 per cent. The 
major shares of the earnings were accounted for by WR, 
NR and SR during the three year period. (Para 1.6.2)

Despite Railway Board's directives to award advertisement  y
contract for the entire division as a whole, only Delhi and 
Ajmer divisions were successful in awarding contract for 
the entire division. In most of the contract cases, tenders 
were discharged due to lack of responses and fixation of 
high reserve prices. (Para 1.6.4.1)

Audit revealed weak contract management, non/ y
delay in execution of proper agreements in respect of 
contracts awarded. This resulted in delay in finalization 
of tenders and non/improper realization of licence fee. 
  (Paras 1.6.4.2 and 1.6.4.3)

Improper internal control mechanism, deficient record  y
management and lack of proper vigilance were also 
observed during the study. These cause unauthorized/ 
illegal advertisement display at stations areas, pasting 
of unauthorized/illegal stickers/posters inside the EMUs 
and passengers trains resulting in the leakage of revenue 
potential to Railways.  (Para 1.6.5.1)

Implementation of line capacity augmentation work on 
High Density Network (HDN) Route

In the above thematic study, out of total seven HDN 
routes on Indian Railways, the position was examined through 
a sample study in respect of three important HDN routes No 
2, 5 & 7 (including Delhi- Mathura section of HDN 3, a part of 
HDN2 also) spread over ten zonal Railways. The study covered 
following audit findings:

The Plan Document namely 'Blue Print' evolved by the  y
Railway Board in 2007-08 identified 124 line capacity 
augmentation works on seven HDN routes for priority 
execution using a route wise integrated approach 
rather than a routine piece-meal approach. However, 
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the document did not comprehensively identify all the 
line capacity augmentation works and large gaps for 
the provision of Automatic Block Signaling (ABS) and 
Railway Electrification existed. The gaps left over were not 
covered through further deliberations with Zonal Railways. 
  (Paragraph 2.5.1.1 and 2.5.1.3)

Despite the emphasis laid down in Blue Print on end- y
to-end completion for achieving enhanced throughput, 
there was absence of an integrated approach in 
identification, sanctioning and execution of works. There 
was no policy in place to prioritize/ fast track sanction 
of these specific works. Zonal Railways proposed these 
works like other normal works and Railway Board 
did not accord any priority in sanction and funding. 
 (Paragraph 2.5.1.2)

Non-adoption of integrated approach in identification,  y
planning and execution of line capacity augmentation 
works, gaps and missing links continued to exist with 
regard to provision of double lines, Railway Electrification 
and ABS. Although the installation of ABS has been 
considered important for increasing the throughput on 
parts of golden quadrilateral routes, most of the portion 
of HDN routes had not been identified for its installation. 
 (Paragraph 2.5.1.3)

Absence of integrated approach in project  y
implementation across the Zonal Railways resulted in 
time over runs leading to non-accrual of anticipated 
benefits of `921.17 crore and huge cost over runs of 
`1,985.71 crore. Further, Slow progress of works was 
accompanied by huge surrenders/diversions of funds.  
 (Paragraphs 2.7.1, 2.6.2, 2.6.3.1 and 2.6.3.2) 

Performance efficiency of Signaling assets in Indian 
Railways

Modern signaling systems play a key role in enhancing 
safe and reliable train operations and Indian Railway have 
initiated action under the Corporate Safety Plan (2003-13) to 
upgrade and modernize their signaling systems. Proper and 
timely up gradation, inspection and maintenance of signaling 
assets are essential to enhance their performance efficiency and 
ensure optimum use of existing line capacity. Audit conducted 
this thematic study during 2012-13 to evaluate the overall 
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performance efficiency of signaling assets with special reference 
to efficacy of  monitoring systems, preventive maintenance of 
signal equipment and replacement of aged assets. Some of the 
major audit findings are:  

Signal incidence per thousand ZISTU is a key performance  y
indicator to monitor signal incidences. The indicator was 
within the tolerance limit only in six out of sixteen Zonal 
Railways. However, the basic units assigned to Signal 
and Telecom (S&T) equipment for calculation of ZISTU 
had not been revised for four decades. As ZISTU was not 
assessed uniformly across Zonal Railways the same cannot 
be considered as a fair indicator of signal incidents. 

The data collected for different signaling equipment  y
indicating Mean Time Between Failures (MTBF) and 
Mean Time To Repair (MTTR) showed wide variations 
across Zonal Railways and the same brand/make. No 
standard norms for monitoring down time and response 
time were prescribed for assessing the performance of the 
equipment.

Dissimilar signaling systems existed on 26 sections with  y
more than 100 percent line capacity utilization resulting in 
slower signal communications and movement of traffic.

While the overall progress in upgrading systems vis-à-vis  y
targets under the Corporate Safety Plan was satisfactory, in 
some Zonal Railways, more than one – third of the targets 
as on 31 March, 2012 were yet to be achieved.

In 32 ‘A’ routes stations, 64 signalling equipments out of  y
93 were dated and overdue for replacement. 

There was substantial shortfall in adhering to the  y
maintenance schedules in test checked stations.

Performance Audit on Cleanliness and Sanitation in 
Indian Railways-A follow up Report

Indian Railways (IR) covers about 64460 route kilometers 
through high density urban areas as well as vast rural and forest 
areas. It provides services to 2.2 crore passengers and operates 
11,842 passenger trains daily. An effective system for maintenance 
of cleanliness and sanitation at stations and trains is, therefore, 
essential for sustained and efficient operation of IR.

A Performance Audit on “Cleanliness and sanitation in IR” was 
taken up in 2006 and the results included in the Audit Report No.6 
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of 2007 (Railways) of Comptroller and Auditor General of India. In 
the light of Audit findings in respect of deficiencies in maintaining 
cleanliness at stations and in trains highlighted in the report, Public 
Accounts Committee (PAC) further examined the matter. In their 
Eighty Third Report (2008-09), PAC highlighted the areas of 
concern and made several recommendations for improvement in 
cleanliness and sanitation at stations and on trains.

This follow up audit was conducted between August 2011 
and December 2012 covering the period 2007-12 with a view 
to assess the efficiency and effectiveness of the actions taken by 
the Ministry of Railways (MoR). 

Major Audit findings relating to issues of two major areas 
such as cleanliness and sanitation at stations and in trains are 
mentioned below:

Cleanliness and Sanitations at stations

No norms or performance indicators to assess the quality  y
of cleanliness activities were prescribed either by the 
Zonal Railways or the Railway Board. The standard 
of cleanliness at stations was, however, being assessed 
through a 10 point scale in SR, SCR, NEFR and ECR 
zones;

Despite assurance rendered to the PAC, a detailed Action  y
Plan for improvement in cleanliness and sanitation 
at stations was prepared by only one zone (Central 
Railway);

Mechanised means of cleaning were adopted at 65 out  y
of 123 major stations test checked due to inadequate 
provision of washable aprons or damaged and uneven 
platform surfaces. Out of 568 platforms test checked, 
only 320 platforms (56 per cent) were provided with CC 
aprons. The maximum number of platforms without CC 
aprons was observed in four zones (NCR, ER, ECR and 
WR) where the percentage ranged between 60 to 71 per 
cent. IR was not able to effectively implement its own 
guidelines for mechanised cleaning at all major stations;

Despite being highlighted in the previous Audit Report  y
and recommendation of PAC for providing adequate 
number toilets, there was a shortfall of 66 per cent as 
against the prescribed norms. Further, the toilets were 
not provided as per norms at 63 out of 212 stations test 
checked;
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Cleanliness and Sanitations on trains

IR launched ‘Clean Train Station’ (CTS) Scheme in  y
October 2002 for limited mechanised cleaning attention to 
identified trains during their scheduled stoppages en route 
at nominated stations, PAC in their report commented 
that the CTS scheme could not achieve its perceived 
goals. In the present audit exercise, Audit observed that IR 
partially achieved the objective of maintaining cleanliness 
in trains. The trains cleaned under the CTS were only 
partially attended. Sleeper class coaches mostly remained 
unattended. There was shortfall in attending to coaches in 
five zones (SCR,NWR,SR,WR and NER).

Another scheme “On Board Housekeeping Service” was  y
launched in October 2007 for on board cleaning attention 
of long distance trains. Audit observed that out of 554 pair 
trains identified for implementation of OBHS, tenders for 
OBHS were finalized for only 350 pair trains (63 per cent). 
Out of 16 zones, the percentage of non-implementation 
in five zones (WCR,NR, NWR, NEFR and SR) ranged 
between 46 and 100 per cent. Performance of OBHS was 
not satisfactory due to lack of adequate supervision by 
Railway officials.

In January 2010, MoR issued comprehensive guidelines  y
for linen management in condemnation of linen, stock 
verification etc. Audit observed that the lack of efficient 
control on monitoring mechanism specified by the MoR 
resulted in frequent supply of unhygienic and poor quality 
of service to its passengers

PAC in their report mentioned about the various complaints  y
regarding lack of hygiene and maintenance of base 
kitchens. PAC recommended that the issue of separation of 
garbage into degradable and non-biodegradable should be 
seriously taken care of. It was observed that in all stations, 
separate dustbins for segregation of bio-degradable and 
non-biodegradable waste were not provided in static food 
stalls.

D. Report No. 12 of 2013 on Railways Finances

During 2011-12, the gross traffic receipts increased by  y
10.13 per cent over the previous year. However, total 
revenue receipts, increased by 9.89 per cent which was 
slightly above Compound Annual Growth Rate (CAGR) 
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of 9.68 per cent during the period 2007-11. The growth 
rate of freight earnings and passenger earnings was 10.67 
per cent and 9.51 per cent respectively over the previous 
year. These were above the CAGR achieved during  
2007-11. The Operating Ratio deteriorated as compared 
to the previous year. (Para 1.3.1.4)

Net surplus after meeting dividend liability stood at   y
`1,125.57 crore in 2011-12. It was less than the budget 
estimates by 78.59 per cent despite a reduction in the 
appropriation to Depreciation Reserve Fund by seven per 
cent and a growth of revenue expenditure at 10.33 per 
cent which was well below the CAGR of 16.77 per cent 
recorded during the period 2007-11. (Para1.3.1.2)

Depreciation Reserve Fund and Pension Fund closed  y
with negligible balances of `5.05 crore and `6.52 crore 
respectively in 2011-12. Development Fund closed with 
negligible balance of `4.73 crore in 2011-12. This was 
after obtaining a loan of `3,000 crore from Ministry of 
Finance under this fund during the current year. Capital 
Fund closed with a negative balance of `401.53 crore in 
2011-12. (Para 1.11)

Indian Railways (IR) was unable to meet its operational  y
cost of passenger and other coaching services. During 
2010-11, there was a loss on passenger and other coaching 
services of `20,948.35 crore. The freight services earned 
a profit of `20,563.59 crore which indicated that IR is 
actually incurring a loss on its core activities. The above 
issues have been regularly highlighted in the preceding 
Reports of Comptroller and Auditor General of India-
Union Government (Railways). (Para1.6)

IR incurred  y `1,048.14 crore more than the authorization 
given by Parliament in two revenue grants and  
two appropriations, despite obtaining supplementary 
provisions in all these grants and appropriations. In seven 
revenue grants and one capital grant (three segments), 
there were savings of more than ̀ 100 crore. In one revenue 
grant, the savings was more than the supplementary grant 
obtained.  (Para 2.2)

Existing internal control in IR was not adequate in  y
ensuring compliance to the rules and regulations for 
effective budgeting. Measures suggested by the Ministry of 
Finance were not addressed or provided due consideration 
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while formulating the budget. Non-observance of extant 
provisions led to adopting defective budgeting procedures 
which manifested in the form of incorrect assessment of 
funds. The basis adopted by the IR for projecting growth 
and variation in earnings as well as expenditure were not 
adequately assessed and documented. Moderation of 
estimates both at the zonal level and the Railway Board 
level were resorted to without recording logical reasons 
therefor. (Para 3.3)

Statement showing details of ATNs received and settled  
as on 08.10.2013

Year Total 
Para

No. of 
paras 
on 
which 
ATNs fi-
nalised

No. of Paragraphs on which ATNs are pending

Not 
recd. 
from 
Rly. 
Board

ATNs on 
which 
com-
ments 
sent to 
Railway 
Board

ATNs 
finally 
vetted

ATNs under 
verification 
by Audit

Total

Hd. 
Qrts

PDsA  

1 2 3 4 5 6 7 8 9
1997-98 96 95 0 1 0 0 0 1

1998-99 106 105 0 1 0 0 0 1

1999-00 101 100 0 0 0 0 1 1

2000-01 101 99 0 2 0 0 0 2

2001-02 101 97 0 4 0 0 0 4

2002-03 110 109 0 1 0 0 0 1

2003-04 114 108 0 4 0 0 2 6

2004-05 105 99 0 4 1 0 1 6

2005-06 138 126 0 9 3 0 0 12

2006-07 165 149 0 8 5 1 2 16

2007-08 172 155 0 7 7 3 0 17

2008-09 104 92 0 8 2 1 1 12

2009-10 59 36 0 15 1 1 6 23

2010-11 34 6 4 9 3 3 9 28

Total 1506 1376 4 73 22 9 22 130

With Railway Board (Ministry) (Col.4+5+6) 99

With Audit (Hd.Qrts and Field Offices) (Col.7+8) 31


