
CHAPT~ V ---
OPERAI'IONAL. PERF0Ri'1ANCE OF NORTH BENGAL STATE TRANSPORT 

CORPORATION--------

Two kinds of appraisal can be attempted in case of 

road passenger transport undertaking : 

a) 

b) 

operational performance 

1 financial performance • 

While financi.al performance is considered as an 

important indicator of efficiency, under competitive condi-

tions, physical and operational parametres assume importance 

as criteria of efficiency2 • Operational performance in the 

case of road passenger transport undertaking can be viewed 

in terms of physical performance which throws light on the 
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state of physical productivity. It evaluates the function

ing of the Corporation. Moreover, a major part of capital 

is employed in a road transport undertaking in the shape of 

fleet, constituting the assessment of operational perfor

mance. Further one of the objectives of state Transport 

Corporation is economy in service. In this regard, the 

analysis of physical and operational performance is required 

in judging the Corporation's ability in attaining this 

objective. Moreover, if any attempt is made to interprete 

the financial performance it is also necessary to have an 

idea of the physical and operational performance of the 

Corporation because it has a notable influence in the 

financial performance of .the Corporation3 • 

Basically, a road passenger transport system produces 

"seat kilometres" for serving the higher number of passen

gers or community. Productivity will mean producing "seat 

kilometers", by keeping costs as low as possible and at the 

same time ensuring the desired level of passenger satisfac

tion. In order to achieve this~ there are a number of action 

areas. It is in these areas that component of productivity 

exist and various factors relating to these areas have to 

be analysed. Productivity will engulf all areas as (a) Fleet 

utilisation. (Average vehicular utilisation) (b) Vehicle 

-utilisation (c) Seat utilisation (d) Improving tyre 

performance (e) Conservation of fuel (f) Changes in the 

f-

.k 
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number of routes, route kilometers, average route distance 

(g) ·rotal passenger miles obtained (h) Passenger miles per 

bus per day (i) Avoidance of accidents (j) Minimisation of 

breakdowns etc. 4 • These indicators are taken up for study 

one by one. 

5.1 Fleet Utilisation : 

Fleet utilisation, also termed as vehicular utilisa-

- tion, is the ratio of the number of vehicles on road to the 

fleet held by the organisation. A Corporation's ability to 

provide services is dependent on the number of vehicles# 

their average age# condition, seating capacity among other 

things. The vehicles 01.vned by an organisation can not 

always be put on roads for routine maintenance/repairs 

besides the need to maintain traffic spares. According to 

the recommendations of the study Group set up by the 

Association of the State Road Transport Undertakings, "the 

fleet utilisation should be as follows :-

(i) Vehicles in operation - 90 per cent. 

(ii) Road-worthy vehicles but 
not in operation 2 per cent. 

(iii) Off Road vehicles 8 per cent. 

100 per cent"5 • 

iy-_ 
I 

1-'-
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Thus, at any point of time the number of fleet in scheduled 

services is likely to be less than the total number of fleet 

held by the Corporation. 

Percentage of fleet utilisation is calculated as 

follO\"'S : 

No. of vehicles on road 
X 100 

No. of vehicles held 

The higher the percentage of vehicles on road to the number 

of vehicles held by the Corporation, the bet~er is the 

perfonnance. This is, also rightly regarded as the 'acid 

test of efficiency of the state Road Transport Undertakings n 6• 

Thus, the higher the vehicular utilisation (fleet 

utilisation) the higher the percentage of vehicles available, 

requiring low/no cancellations in services and lower 

breakdowns. So it reflects the efficiency of the maintenance 

7 department of the Corporation • 

Table 5.1 will show the fleet utilisation of NBSTC 

from 1967-68 to 1986-87. 

The Table 5.1 speaks that the vehicular utilisation 

(Fleet utilisation) is improving gradually after 1985-86. 

The fleet utilisation in the year 1967-68 was 78.1% and 

86.0% in the year 1986-87, recording a 0. 8% improvement. -t 

Except the year 1972-73, the vehicular utilisation was 



Year 

1967-68 

1968-69 

1969-70 

1970-71 

1971-72 

1972-73 

1973-74 

1974-75 

1975-76 

1976-77 

1977-78 

1978-79 

1979-80 

1980-$1 

1981-82 

1982-83 

1983-84 

1984-85 

1985-86 

1986-87 

Table 5.1 

Fleet utilisation of NBSTC 

Fleet utilisation 

78.1% 

80.5% 

83.0% 

83.0% 

82.0% 

92.0% 

61.0% 

60.0% 

66.6% 

62.3% 

68.4% 

75.2% 

72.0% 

68.0% 

64.0% 

57.0% 

59.0% 

55.0% 

85.0% 

86.0% 

Source : Annual Administrative Reports, and Office 
Records of NBSTC. 
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below 90% and does not compare favourably with the 90 per 

cent fleet utilisation as the standard referred8 • 

5.2 Comrarative Fleet Utilisation : 

.. 
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The fall owing table shows the comparative fleet utili- f-. 

sation-of Six Corporations including NBSTC. 

Table 5. 2 

Comparative Fleet Utilisation 

Year PRTC APSRTC Gujrat Rajasthan Kerala ·NBSTC 
SRTC SRTC SRTC 

1974-75 83.50 86.98 77.32 76.00 78.70 60.0 ~ 

1975-76 91.00 87.51 76.40 

1976-77 86.27 93.29 77.49 

1977-78 93.00 93.30 79.34 

1978-79 92.00 87.90 79.92 

1979-80 95.00 87.50 80.00 

1980-81 95.00 87.00 80.30 

1981-82 93.00 88.00 80.30 

1982-83 9D.OO 91.00 77.80 

1983-84 87.00 91.00 78.80 

76.00 

77.00 

79.00 

78.00 

77.00 

76.00 

73.00 

80.00 

84.20 

83.80 66.6 

86.30 62.3 

84.00 68.4 

83.90 76.2 

81.50 72.0 

76.60 68.0 

89.20 64.0 

67.60 57.0 

73.70 59.0 
-t'-

----------------------------------------------------------- \: 

contd ••• 
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Table 5.2 contd ••• 

1984-85 89.59 90.80 79.50 86.68 76.01 55.0 

1985-86 90.4 93.0 79.5 89.8 73.3 85.0 

1986-87 N.A 95.4 81.3 90.8 72.3 86.0 

Source : Compiled from Office Records of NBSTC and Report 
on performance of Nationalised State Transport 
Undertakings. 

The above comparative table sh~1s that although the 

fleet utilisation of NBSTC of the 1984-85 is impr~ing yet 

it is not satisfactory one as compared to Pepsu Road 

Transport Corporation, Rajasthan State Road Transport 

Corporation and Andhra P~adesh State Road Transport Corpo

ration. Therefore, it can be said that NBSTC has not been 

able to keep a higher number of buses on the road at any 

time or in scheduled service and therefore its efficiency on~ 

this account has been consistently 1 ower than those of PRTC, 

Rajasthan SRTC and APSRTC. 

5.3 Comparative Fleet Utilisation Between NBSTC and STU 
as a Whole : 

Table 5.3 will show the comparative Fleet Utilisation 

between NBSTC and STU as a whole : 

It appears from table 5.3 that the fleet utilisation fir, 

of NBSTC is much 1 ower than the STU as a whole in almost 

all the years except 1985-86 and 1986-87. 

+-



Table 5.3 

Comparative fleet utilisation between NBSTC and STU as a 
whole 

Year 

1976-77 

1977-78 

1978-79 

1979-80 

1980-81 

1981-82 

1982-83 

1983-84 

1984-85 

1985-86 

1986-87 

NBSTC 

62.3% 

68.4% 

76.2% 

72.0% 

64.0% 

57 •. 0% 

59~0% 

55.()<'" 

85.0% 

86.0% 

STU as a whole 

79% 

80% 

79% 

78'>,4, 

84% 

84% 

82% 

84% 

84% 

85% 

88'>" 

Source : Office Records of NBSTC and Reports on the 
performance of Nationalised State Transport 
Undertakings. 

5.4 Vehicle Utilisation : 

141 

It refers to the number of kilometers -done per vehicle 

on the road per day. It indicates the extent of use (in 

kffis). of the vehicles on road. It indirectly reveals the 

efficiency of the traffic department. Higher vehicle uti-

lisation helps in allocating the fixed costs like the cost 

t· 
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of personnel, motor vehicle taxes, and on interest on 

capital over a large number of kilometers thereby reducing 

the unit cost of operation and leads to better margins ,S. 

There have been no agreed standards about th~ vehicle 

utilisation. P.Sudarsanam10 has pointed out "It is one of 

the unsolved riddles of the nationalised transport in the 

country tha~ on such an important factor like vehicle utili-

sation, there have been no agreed standards. In rural 

transport, the vehicle utilisation (or effective kilometers 

per bus per day) varies between 200 kilometers to 300 

kilometers. It is true that peculiar operating conditions 

like city operations. ghat roads, hill roads/tracks, narrow 

"' canal roads -~tc;, limit vehicle utilisation. But there must 

be a suitable standard. It requires a closer scrutiny. 

standards of vehicle utilisation will be fixed separately 

for, passenger service and express services and inter 

11 
district and inter-state routes. Subhas Vaidya has shown 

that vehicle utilisation in express services on inter state 

routes is higher than in passenger services on inter dis-

tricts routes with the increase iri speed limits, and better 

road conditions specially in the plains. Any passenger road 

transport undertaking, must be able to achieve a vehicle 

utilisation of 400 kilOmeters a day on an average12 • 

Vehicle utilisation is worked out as follows : 

Gross( Effective Kms done per day_ 
No. of vehicles on road per day. 
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The following table will present the picture of vehicle 

utilisation of NBSTC from 1967-68 to 1987-88. 

Table 5.4 

Vehicie-Utilisation {in terms of kms.) of NBSTC 

Year 

1967-68 

1968-69 

1969-70 

1970-71 

1971-72 

1972-73 

1973-74 

1974-75 

1975-76 

1976-77 

1977-78 

1978-79 

1979-80 

1980-81 

1981-82 

1982-83 

1983-84 

1984-85 

Vehicle utilisation (in terms of 
kms.) 

153.79 

180.61 

159.43 

176.40 

189 

190 

222 

231.40 

209.00 

214.00 

210.00 

220.00 

218.06 

220.00 

210.00 

215.90 

22 o. 00 

200.00 

contd -••• 

""--

.'(_ 

-~ 



Table s. 4 .contd ••• 

1985-86 

1986-87 

1987-88 

163.00 

209.00 

209.00 

144 

Source : Annual Administrative Reports, Office Records of 
NBSTC and Report on the performance of Nationa
lised State Road Transport Undertakings, Pune. 

It appears from the table that-the vehicle utilisation 

improved gradually from 153 kilometers (in 1967-68) to 209 

kilometers by the end of the period of study (1987-88). 

This ·shows a 55.21 per cent improvement during the study 

. period and the performance during the. study period does not 

compare favourably with 300 kilometers standard referred to 

earlier. 

S.s. Comparative Vehicle Utilisation : 
'+f 

Table 5.5 will show the comparative vehicle utilisa-

tion of six corporation including NBS~. 

It is followed from the table 5.5 that the vehicle 

utilisation of NBSTC is lower than that of all Corporations 

which are taken for comparison. The performance as regards 

vehicle utilisation of NBSTC is no where near the standard 

set by P. sudarsanam and S.P.s. Routhy that the daily 

utilisation per bus shall be around 300 kilometers a day 
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Table 5.5 

Comparative Vehicle Utilisation 

Year PRTC APSRTC Guj rat Rajasthan Keral a NBSTC 
SRTC SRTC SRTC 

·1974~75 197.00 306.72 269.90 279.Qo 

1975-76 191.00 302.02 166.90 266.0~ 

1976-77 172.00 305.97 270.12 

1977-78 184.00 306.49 280.11 
·-

268.00 

264.00 

1978-79 2o8.oo 309.oo 286.40 249;oo 

1979-80 228.00 333.00 292.06 269.73 

1980-81 231.00 305.50 265.70 265.00 

1981-82. 228.00 . 294.40 303.90 277.00 

272.80 231.40 

2 84. 00 2 09. 00 

282.12 210.00 

270.80 210.00 

269.13 220.28 

-292.13 218.06 

266.00 220.00 

269.70 210.00 
' 

1982-83 246.90 290.00 302.60 256.00 . ~271.10 ~15.~0 

1983-84 246.00 286.00 301.40 255.00 

1984-85 238.00 294.75 305.50 264.00 

1985-86 233.00 304.00 305.10 266.00 

1986-~7 NA 302.00 300.10 268.00 

274.10 220.00 

270.80 200.00 ~ 

273.00 163.00 

296.50 209~00 

Source : Compiled from Annual Administrative Report, Office 
Records ()f NBSTC and Report on perfonnance of 
nationalised State Road Transport Undertakings, 
Pune. 

for local services and 500 kilbrneters a day for express 

servicen13 • There is a need to imp.rove the vehicle utili-

sation of NBSTC, because it falls far below the standard. 
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5.6 Comparative Vehicle Utilisation Between NBSTC and 
state Transport Undertakings as -a Whole & 

The following table will show the comparative vehicle 
/ 

iutilisation between. NBSTC _and STUs .as a whole. 
' 

Table 5.6 

Vehicle utilisation betw~en NBSTC and STUs as a whole 

Year Vehicle utilisation of Vehicle utilisation of 
. ' . · .. NBSTC STUs as a whole 

1976-77 214.00 239.7 

1977-78 .. 21o.'oo 243.6 

1978-79 220.08 249.7 
:··· 

l979-80 218.06 254.8 

1980-81 - 220.00 257.5 

: 1981-82 210.00 261.3 

1982-83 215.00 257.0 

1983-84 220.00 - 262.6 

1984-85 200.00 261.4 

1985-86 163 .oo 267.1 

'1986-87 209.00 272.4 

Source : Compiled from Office Records of NBSTC and Report 
on performance of Nationalised· State Transport 
undertakings. 

The above table shows that the vehicle utilisation of 

-\ 

NBSTC is lower than the State Transport undertakings as a · 1 

whole._ It ag~in justifies the need-to improve the vehicle 

utilisation of NBSTC. 
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5.7 Coms~tion of Diesel, Lubricants and Oils : 

Operational performance of a road transport undertaking 
.... . . 

can be evaluated in terms "of the effective ·-u.se of -major 

inputs· v.iz.~~~~f-~:- lUbricants arid Other. o~ls. A higher 
. . . .. 

· . nUmber _-of : kilometres per Titre . will. mean l-oWer . cost. ·of 
. ·, .·. . :-. _.:_·. . . .. 

producti_on ,_and therefore shall be termed· as- a higher level 

of . efficiency. · 
,.•. ' . 

_-. T}1e~following tabl~ .will .deJ;:>iCt the consumptipn of fuel f..... 

~n- NBSTC/3.~-e. k:iiometrek- ~tained P.er litre of fuel··:::-· 

· ·-. ·. : < ' Table· 5. 7 
.. · .. · ... _· .. · .· .. >-;: ,,·,-.·~.·-.... _ . ·.. ,~f- /: ... 

·. ·,, .. :..~;>-":.._, . 

. ~,. -, -;~;f{';(:,_~7,~T:~Sfes ~1?:~t~~ ~ !'e~\}~:~1:.~~ of . fuel .· in NBSTC. 

·ye~~-: -. -Xrt-L<-·-.. : 
:. I. : :.'· >.:~~~ :!~ 

·1967..:.6S 

1968-69 

·-1969-70 .. 

1970;..71 

1971-72 

1972-73 

1973-74 

1974-75 

1975-76 

1976-77 

: .... \.- . 

.:~~t~~s abtairiecr~-~r Lit~:?:o£· 
.. ··:fuel· · · ··. 

3~78 

. 3. 84 

3.75 

3.80 

NA 

NA 

NA 

4.00 

4.00. 

3.90 

contd ••• 
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·,: .. 

. ~ .. 

..... :.: .. · 

. . .~. : 

••• 

.... : < .. 

. . ' ' . . . 

:J 

3' 70 -.. . 

3.80_ 

3.70.' 

3.70 

3.60·. 

3.60 

' o, 

I 
i . . 
I· 

I 

i 
·!·>- .. -
.I .. 

I i ... · 
I . . 
J· .. 
I 

. i 
, .. · .. I . 

. tl9_~3-84 .. ·. . 3.;50 j 
. ·: ,. c :r.~ :· < ' . . ·. . . -. . . 0 

• • i. : ' 

·.- '" ,.· 

... ; f':. 

t~ ::~:~:~~4~-85~;· ... - ·:. · . "-> . _,_ , 3. 60 ° I. 
, ;;J;i~~:s~a6 :: :> 3 ~·b . f. , -
. ~ :.··:·· . .: :·:~.>-~:~~, .. ' . . ~ .• . ; . ; . . . ' ,. '. -.·· ~ . 
· :--' ·v ·- · ' _ ~: .:c .. < ·_ 

0 
• ·- --·-- • -3 .• : as ·:· · · :·< 1 ·-_.::H~f<:::_:(.?:: · 

· ·. ·;~~~~1::~;,~,·y···• . i;JF·· .... ~;:~·, ...... ····•·•··.· •.•.• ,.. ;-~~Az·. ···••••·l·!··~~:l:~r··· .. 
-··. -:· Sotirce<:::~:compiled frOm. Administrative -R,~ports <of .. ~BSTC;;: ;-·. •· ·· 

_ . · :::·::--Office Reports of. NBSTC aii~d Report on pe:l:-fo.infaric.e . 
. . :'::· .. of Nationalise_~ _State Road-Transport un~rt-aking·s, 

· .. · :· ·_Pune. ··" · , ! · -· · -""\ 

.i · .. ·. ,: .. 

The. above table shows·. that the performance of N_BSTC · 
'l 

. • I . • .. 

has been poor in respect of consumption of. diesel~lubri-. 

. cants and oils per effective kilometers during the period 

of 1967-68 to 1987-~8. The data table shows a. sl~ght 
i . 

improvement since 1984-85. It can be conclude~ that· the 

performance of NBSTC is not satisfactory and it has a long 

way to go to achieve a satisfactory performance and 

comparable efficiency. 

... ·'· 

•• ••• c" 

f.:-
0. 
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5. 8 ·ComParative· statement of Kilometres Obtained per Litre 
·· ··of Fuel : 

.. . hi·ff[~ii~;·~~=;to~t~~lf:Wle >Jill depict the :QI:i'arative state~ 
:: · .. · _ '.):· .. ~rnent.:·of·)<:i:fOrrietre·s·:Obtairied per litre of fuel. of six co~o-

· ... ·;. ; i { .·;~t~f~,; ;~·-··.·.t.:~.~?,dj,~~·~BSTC. 
~:: -~-) ~- . 

:: t • ' '. -... -.- - ~ •• • .•• ~ • - ·: !• .·• • -· -. ' .' · .. ·:>: ~-~ .: ~ .-:· ~~:·,~--- -. -. -. . . '.!~:::: ._,:~-- ·. ~ - 'Table 5. 8 

,(' _ .. , .. 

. ·~-~~up~~~·~~~-- ~ate~eitt of 
::~ _:-~~-~-~--- . ..'~ -_. :: .-.: .: ,· . : -· .. . 

kilometres Obtained per litre of 
fuel· 

.·.~.·-.-.'_;_ .. ' ....... ·,·_;,:.·"-f.:;' . ->._: .. · ·:.. . ,\: - ,,./"·. __ ::-
.. ··'-:_.;·;· ..... ...;....;.--..;_ __ ~~~----------------~--:-~---.. - . :,-_ - -.. - ·,·;.·· 

. ifi~~Wi*";;·::~R~ · :~~~ 
. . >.; .. -:;~~.) ,'. -. 

: :: '-~~ .. ·l97tl-78 -:.3 .• 5.7 . 4.30 

. ·:~·,~·;i:~;~:·79:· :d3;~:~~?: .· :.4·;~ 9 
• 1o •• -

·-::· '··_:. ~ : . _; .: . 

;:1979:..80 .3.60 4~15 
·: .. '. ·. 

3. 70 · 4e09 

,. 
1982-'83 4. 00 

1983-84 . 3.91 

1984-85 3.91 

'1985~86 3.93 

1986-87 · NA · 

4.40 

4.49 

4.58 

4.75 

4.·as 

·.:' .··.··. . 

. Guj rat · Raj as than · Keral a· ~NBSTC · 
SRTC - . . SRTC . SRTC ;.: ;: 

\4~ 22 . 

. ·. )4,·~~5 .· 

'·. :>:_•4,;_ ;:44. 
_ ..... 

~ . , .... 

4.47 

. 4_.52 

4.74 

4.00 

4. 83 

4.86 

4.85 

4.90 

4e40 

4.16 ·:: .•. 
. .- ..... 

4~05' 

3.99 

4.02 

4.27 

4.50 

4.30 

4.39 

4.48 

4.59 

4.61 

·:'<<· 
. ,- . 

4~ oo ,- :.~:.~;4.:0o .. 
. ._ ... 

...... ' ', -~ •• < •• : • 

3.,~5 '~:.:.~3~90-
<::;·~----:->:.:/-.·. 

4~.00 >·::3j70 · .. , "'. ,;. 
3~90 

. 3.85' 

3.85 

3.90 

3.70 

3.70 

3.70 

3.70 

3.65 

'3.68 

·3~':1o . 

. ·3.~70 

· .. 3.60 

3.60 

3.60 

3.50 

3.60 

3.70 

3. 85 

Source : Compiled from Annual Administrative Report, Office -( 
Records of NBSTC and Report on the performance of 
Nationalised State Road Transport undertaking. 

. . .. ~-'.:. 



The above table shows the comparative operational 

performance of Corporations in terms of ~s obtained per. 
I 
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litre of fuel. ·.Low consumption of fuel .indicates an economy 
! . 

. ! . 
in fuel ·consumption and higher productivity ·and better . 

perf ormapce. The comparative table doep not show NBSTC 

in a favourable light. . Most ·of the times it falls much 

below the "standard" set by other Corporations except ~rala 
I . 

State Ro.ad Transport. Corf}oration. 
i 

Therefore, it can be said 

that the performance of NBSTC is not satisfactory. 
! 

However it has been showing signs of imr:)rovement after 

1984-85; 
I 
' 

but it . has a 1 ong way to go td achieve a satis-
1 

factory performance and cQmparable effiqiency. 
i 

:. : ;, . 

I 

. I 
I 

5.9 Kilometre Obtained Per Litre of Fuel Between NBSTC and 

..... 

STUs as a Whole : ,, 
,. 

Table 5.9 will depict the kms obtained per litre of 

fuel between NBSTC and STUs as a whole~ :Table 5.9 also 

sh~~s that the performance of the NBSTC ·as regards kilome

ters obtained per litre of fuel as compared to the State 

Transport un~rtakings as a whole is not satisfactory and 

has to g'b a loqg way to achieve a satisfactory performance. 

The cost of H.S. D. had gone above the "roof '1 in the 

seventies and prospects of any downward trend ar·e not in 

sight. It is, therefore, advisable to do everything · 



Table 5.9 

Kilometres Obtained per lit~e·of fuel between NBSTC and 
· · STUs as a who! e 

. . . . . . 
.Year· .>.I<ms. obtained per. 

~~ ·'· ·litre ·of· fuel ·in 
;_ · · ·NBSTC · · . ,. 

,1977-78 

,::19.7 8~79 
•. 

',i979-80: 

>1980-81. 
_-1.. • .'-, _;·_ ': ~-·- '_:-

:· '.~_:'. . . ., .. 1981~82 

:~::. ,\J'ji~~~~~~~~:f.; . ' 
' ..•... ·.· . ;i~:i"~~~;~f·, 
~... 1984-85' 

1985~86' 

.1986-87 

.. --~ 

3.70 

·3.80 

3~70 

3.70 

. 3.60 

'3~60 

· .. 3.60 ..... 

3~50 
.·.· -··' 

·3.60 

3.70 

3.85 

. Kms. obtainedoper :fitr~ of 
·fuel in STUs as a whole 

4.07 

4.10 

4.08 

4.10 

4~10 

. 4~·10 

'·· ::: .. -

'; .·:4~07 :_· 

4 •. 07 

. 4.13 

4.21 

'· ·_,~ . . ; 

•, .. 

Saurce : Compiled .frqm NBSTC Office Records, Report· on . 
performance .of Nationalised State Road Transport 
Undertakings, Pune. 
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possible to ensure that vehicle does the maximum number of 

kilometres in one litre of H.s.D. The country, is facing 

~ri:e:i:gy· c:;:risis · and state transport undertaking must take 

prompt measures for efficient utilisation of diesel oil. 

TO· save valuable foreign ex~hange to the country, the 

transport undertakings must play a vital.role in reducing 

the consumption of H.S.D. at this critical juncture. The 

. ~ •:· . 
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need to· achieve 'better fuel efficiency i.e. to achieve the 

". inaxii'Tltlnt kilometres per litre cannot therefore, !tie over·. 
'. . . ' ... ·. '"14 ! 

-7einp11,as,i~ed. • · ·. 1 _, . 

fuel economy. can be achi~ved by :the foll owlng~':measures : " 
- (a) . The· c-ombined study _conducte~ ?Y l)C,/ Ashok _Leyland 

_~d. -~~llavan Tr~s~ort Corporation at M3.dras, ~in ~he year 

1975, indicates, that a vehicle running betwee~ 50-:60 Jcph can 

save_ fuel to··.the extent of 20% compared with ~he consumptioo 
·. I .... 

. . . .... . .· . . . . .· I 
.·· of·"the same ·vehicle running'·between 60-85 kph~ . Further, 
. :· __ ~~:_--;·, ·:_:;··-~: !':··-·~~:~ . . .. :· _· - _:_ . . . i . ,:.·;:_ .. 
warming ::up the engine before running the vehi~le,,~ avofding 
~-· ••• • !:.. -· ::_- •• : _:-; •• • • - • • ! ,\ :-·: . ' 

. . . . ' .· ' . I 

jack ~abbit starts, going .slow in low gears, avoiding .fast 
. i-,:.}[1:::~~-... ·'::,·.:-:t:(_ •-· ._. '- ~-">>:: .: . · .·· ·_··. ,-_-. : · · 1- :.->":.~:!,,., .... ->:_ 

.accelera_tion and -.s·udc]en :~acceleration, .anti-cipat:f:ng'_stops, 
£. '.·,::,;.:~~5hc$.:f;;~~{;;:.{:::~·.L '<. . , .. : '<,: ·: ~-.::: • ': :' . : . ·,: :> , ; I : i?j;:.if<t,,:"<: :>. 

·-:·::e~;y:qi·di:ng(;\mn~cessary stops, :··av_oiding -~_ac;ing ·the :~gi-n~- ·-. 
::~· •. ·:;<~:r-~f~~::-.·r·.\;,:_:~.fx.~/?.;::::~<-· ,: ·• ,, . • ":::-\· ... ·· .:' -· - -.-_,_ ,_·._. -:"•~- · I ·~:·,~;;;s~·,_)(>: . · 

·before··:stoppirig, avoiding overspeedimj; avoiding .. nee.a.tes · · 
- - . :.:'!0, .. : ;- ---:'- , . - . - . - . . -. , I· . -:·· . -:-· .' . 
idling etc.' · .fuel economy has l:)~en obseJ:Ved. .1 ririV:ers are 

. . . - I . 
. . .... : ' . . . . . I .·. 
required to be 'educated continual~y on the ·importance of 

these. 

b) Pr2Rer Maintenance of Vehicles : 

Maintenance of vehicles is important to attain better 

fuel efficiency. A study reveals that 10% fuel can be 

saved by proper maintenance of the vehicle alone. poorly 
• 

maintained engines and other parts cause extra fuel consump

tion. Good maintenance procedure includes checking of tyre -~ 
r 

pressures, elimination of wheel andbrake drags, cleaning 



\ 

the filters, cleaning of mufflers, adjustment of tappet 

clearance, tuning of fuel pump and injection system, 
-:· .. ·. 

tuning ·of engine, adjustment of idling speed,etc._ · 
I , . -· 

) . 

c) Deratin~_of FueliPumRs : 
' . i ,. 

· .cerating of the, fuel pump adverse:ty affects the 

i 
characteristics of 4vehicle. 

I, 

l 

. '·. I 

·· ... · ! 
I 

e.) Re;elacernent of' Old Vehicle : 

. '~ ·. ' 

.· ... 

.·. ._;:: 

. . -· 

0153' 

.. !. 

The study carrie;d an by CIRT basep an. a>:,sampl~, of 750 
. -.. -~· 

vehicles in Maharashtka SRTC indicate~ that the first . 
- . 

. reconditioning· of· a vehicle shall be done at about, 3.5 lakh 

km. and the second one at 4.45 lakh km. for better economy 

of the fuel. 

5.10 Total Passenger carried : 

One of the outputs of a road transport undertaking is 

the number of passengers carried per bus during the year. 
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The higher the number of passengers carried per bus;, the · 

''higher will. b~ the. efficiency of the undertaking "athe~ 
.. ;... .. . ' . " ~ .. 

things rern~:lining the same.·~· .·An ,increase_' in the' ~·()tal number 

· .. of passehgers" carried b~~~ntes ·.a: doubtful': crite~i~·::.·because 
·.it is .possibie~·th.a·t ·this .. :-inc:rease ·.in· the 'nUmber 'o£: buses 

..... ·. ,. . ~, . ·_;··. ·. .. : . ' " . . . ·, . . . -~ ). : 

may:be mor~ than_the per. cent increase inthe number .of· 
. " ' \ -. . . 

" . . .. 

.total. passengers. Therefore, number .of passengers .. carried 
,• 

. ~ .. ;p.er bus" per .day .ls a better criteria for judging' :~he· 
. . ··, ·. ;::·',··. .. ' :- .: . . . . . :. ~-!· :_ ': 

<~efficfency.pf the·.:unde]:tak:ing.· . .:. :·· 
. . -· .. ," .. . ' . . . ' : . . .. . ~. ·. . . 

·, ··::: . . ~ .. 
. :;_-.. _ 

~: ._:' ~-

· · The folloWing 't"abie· shows the passenger· c_arri,~d. for 
: ., . - 1 ~-' -~.. • . _::' :···( -· • :_; _;_ • '· . 

~\ '_· .. ; :... • . -·:;/~;-: •. ·_ • ·: . _, ~-~ . •• ~ • ·_ •• .:; :·. ,:_: 1'-". ..• 

· > ·.·a·'.period of>more than ·20: years .1967-68 to 19~~88.; ·. 'C::oiuinn. 

,·.',1~;~.i~;;~r4~~~i~::rt:e~:~~
1Z:s::c~~}f11::of 

' .·:;:passengers carried:per bus·per day. · .. 
. . . \ ' ' . . ' ·.· .. ;,:,,:,_: . 

... 

Table 5.10 

·· ,Total.passenger carried, passenger carried per .bus, pass-
:_,, .. ·' · enger carried per bus per day 

. ·"·--------------------------------------------~--~----------
Year TotaJ. . Passenger carried Passenger carried 

passenger per bus per bus per day 
, carried 

(in lakhs} 

1968-69 170.04 94,900 260 

1969-70 181.54 98,185 269 
-· 

·1970-71 200.84 1, 05,485 389 

. 1971-72 202.08 1,04,390 . 286 

contd ••• 

. ~ .... -.. 

' ' 

··-\ 
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Table ·5.10 contd ••• 
-· .. · . 

i'972-7J' 223~91 
.. -~ .. '_- ... · 

· :~19:i3~74·: :· -:2ss.so · -
. :_ ·;· .-: :~ .. . . -~· . . :- : . : .... 

. :1-974-?s 24S.2o :_ < 
:··'~:\,~~;;~:=·,-~: -. 2~6. 03 ·: . 

. -~-i'94~~:1:i. . 322.75 
·-. : . . : 

· :·,: :;i977~7a·· ·· .... _358.58 
•. ··. ·.:,.'i;· ,· ... · ·,.,. 

.•·.; 

. " 
-.. -:'.·. 

97,090 

1,32,495 

'90,520 

·.:;::·94,900 

·· i,55,125 

.. 1~36, 875 

155 

.266 

.. 363 

248 

260 

425 

'375 

449 

448 ;:,;;~~;;i~~'~i~~~~~;; / :~::: ~ . . . . . ,';'f~:::: ::: 
·.···._.:,;:;,-.:··<;>19'80~81· ·547 93 · ~·> __ ;io~:R:{~);t_~62,790 

... 

-·:.. '' 

446 

465~ . .. .. · 

;,.547 
_.::·· 

~- 611 
.-.,__; 

·.-:·.:-:': 
. ~-· - . 

.·: -:"):1:985~86" :·' 666.78 2,97,475 

- . 686. 

815 

671 

643 

. ~~?~i1~~{::f·.·,~t·:.:~ -~~-- .:' . :;·· .. _··:. . . 
:'(·19~6~87 ' 856.63 2,44,915 

.. 2 ~ 34,695 
. ~ :, . . -·· 

r •- >, '.. . . 

. · ··>;.iga1.:.-aa 941.31 

·-.: 

.. ~. ~ 

; . ,._-; .. " 

source : Office Records of NBSTC. Administrative Reports 
. of NBSTC ''and Report on performance of Nationa
lised SRTU. 

~ 

The table shows that the number of passengers carried 
. ,· 

pe.i: bus per day has increased by 147.30% over a period of 

20 years, while the- number of p~ssengers travelling by 
. -

NBSTC buses increased by 453.58""' per cent over the same 

period~ This clearly shows that the undertaking is carry

ing more passengers than before and it shows that due to 

6--

-~· 
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lack of train and other services, there has been a tendency 

of over-crowding in the buses. 

The following table will show the comparative statement 

of passenger carried per bus per day of six Corporations 

including NBS'!'C. 

Comparative statement of the passenger carried per bus per 
day by various Transport Corporations 

Year PRTC APSRTC Guj rat Rajasthan Kerala NB3TC 
SRTC SRTC SRTC 

-----~-~~---~-- ------------------~-------------

1974-75 272.72 506.00 564.00 

1975-76 279.57 512.00 569.00 

1976-77 267.38 541.00 589.00 

1977-78 278.57 558.00 515.00 

1979-80 315.21 590.00 640.00 

1980-81 352.75 621.00 643.00 

1981-82 357.70 609.00 559.00 

1982-83 393.00 611.00 628.00 

1983-84 411.00 619.00 625.00 

1984-85 423.00 631.00 535.00 

1985-86 374.00 639.00 567.00 

1986-37 NA 635.00 609.00 

254.00 

245.00 

709.00 425.00 

825.00 375.00 ~ 

~90.00 709.00 449.00 

277.00 731.00 448.00 

272.00 810.00 465.00 

279.00 836.00 547.00 

249.00 870.00 611.00 

259.00 . 869.00 594.00 

248.00 820.00 585.00 

248.00 797.00 815.00 

240.00 885.00 671.00 ~ 

225.00 941.00 543.00 
-----~-- ---·--- --------- -----------------------------~--- ----- -------~-
Source : Compiled from NBSi'C Offi(:e r{ecords and ~::>ort on 

the performance o£ ,\Jati::malised .:3ta::e ~oad Trans
port Undertaking. 
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table shows that the passenger carried per 

bus pej, . day by the NBSTC is higher than many of the corpo-

rat'ioa.s. It has achieved these results than the other 

corporations taken for comparison except Kerala State Road 

':':':r::nspbrt Corporation. 

,1-

c>:-:.:cupation ratio is the percentage of seat krns. 

occupj.ed to seat kms. offered. It is also termed as 111 oad 

f c:::::to~:~-. If the 111 oad factor 11 is 1 ow, it means that there 

are a ':!1'lmber of vacant/unoccupied seats and consequent 1 oss 

of rev•2nues. · Again, if the load factor is high and beyond 

hundred it represents a situation of overcrowding which, of 

c,:;).'2-S-.s.e.;::'~-l.s financially profitable but as regards quality of 

service, reveals that there is considerable scope of 

. t t. f b 16 augmen a 1.0n o uses • 

PE.~r::entage of occupation ratio is calculated as 

Percentage of occupation 

Seat Kms. occupied 
Rat;Lo = ---- X 100 

Seat Kms. offered 

If the ratio is in between 70% and 100%, it is 

qen::.: . .::zL~\),. considered as suggesting some scope for improvement 



and if it is more than hundred it is not generally 

17 acceptable • 

158 

The following table will show the seat kms. offered, 

seat kms. occupied and percentage of occupation ratio of 

NBSTC from 1967-68 to 1987-88. 

Table 5.12 --
Seat kms. offered, seat kms. occupied and percentage of 

occupation ratio in NBSTC 
-------

Year Seat kms. offered Seat kms. Percentage of 
(in lakhs) occupied occupation Ratio 

(in lakhs) 

----------------"--
1967-68 3,675.20 2,131.52 58.00% 

1968-59 4,152.00 2,449.68 59.00% 

1969-70 4,460.40 2,676.24 60.00% 

1970-71 5,893.65 3,535.19 60.00% 

1971-72 6,505.00 3,968.05 61.00% 

1972-73 8,752.00 5,532.44 62.00% 

1973-74 8,693.00 5,302.73 61.00% 

1974-75 6,964.19 4,945.88 71.03% 

1975-76 7, 3 94.5 0 5,760.00 77.89% 

1975-77 7,717.46 5,865.27 76.00% 

1977-78 9,000.49 6,300.34 70.00% 

1978-79 10,2 73. 81 7,808.09 76.00% 

1979-80 11,2 81.71 6,769.03 60.00% 

1980-81 11,315.88 7, 015.84 61.99% 

contd 

/-

"-
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Tabl~l2 contd ••• 
------

1981-82 11,380.14 6,714.28 58. 99% 

1982-83 11,587.71 6,952.63 60.00% 

1983-84 10,490.70 6,294.42 60.00% 

1984-85 9,242.73 5, 63 8. 06 60.99% 

1985-86 9,434.49 5,943.73 63.00%. 

1986-87 14,096.91 8, 881.05 62.99% 

1987-88' 16,071.63 10,446.56 65.00% 

Source Annual Administrative .Keports and Office Records 
of NBSTC. 

The table reveals that the occupation ratio of the. 

NBSTC improved gradually from 58.00 per cent (in 1967-68) 

to 65.00% per cent (in 1987-08), recording 7 per cent 

improvement. Except the years 1974-75 to 1978-79, the 

occupation ratio was bel 0\-i 70 per cent and does not compare x 

favourably with the 70 per cent occupation ratio standard 

referred to earlier. 

5.13 Comparative Statement of Occupation Ratio 

The foll OV?ing table will show the comparative state-

ment of occupation ratio of NBSTC with Keral a S.H.TC. 



Table 5.13 

comparative statement of Occupation 

Year 

1980-81 

1981-:-82 

1982-83 

198~-84 

1984-85 

1985-86 

1986-87 

· KeraJ.a 
SRTC 

92.10 

94.00 

94.20 

87.30 

92.70 

93.20 

96.20 

160 

Ratio 

NBSTC 

61.99 

5B.99 

60.00 

60.00 

60.99 

63.00 

62.99 

SoUrce : Compiled from Office Records of NBSTC and Report 
on Performance of Nationalised.State Road 
Transport Undertakings, Pune. 

t: 

!-

The above table shows that comparison of NBSTC wi1:h ><, 

Kerala SRTC in terms of occupation ratio is not favourable 

to NBSTC. so NBSTC needs to improve its performance sub-

stantially in orCier to come near the standards set up by 

Kerala SRTC. Apparently, the occupation ratio does not 

reflect the actual condition of the overcrowding of buses. 

It has been estimated earlier, number of passengers per bus 

and number of passengers per kms. have increased by leaps 

and bounds. Overcrowding and the vehicles· ratio are not 
. 

mutually consistent. Therefore an explanation is necessary. 

Apparently,the STCs conceals the figure in order to hide 

.their in-efficiency. Therefore,.the data given by the 

~ 
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NBSTC has to be taken an interpreted with caution. Another 

factor that might be important to understand is that 

various unauthorised passengers are taken by the conductors 

in lieu of certain financial consideration. And this 

corruption money is well distributed among the staff of the 

NBSTC. Further many officials move \vith their families and 

friends without buying any_ ticket and this is never reflect-

ed in the occupation ratio. In other words, overcrowding 

is the rule but overcrowding had led to financial losses. 

Apparently this paradox has been artificially solved by the 

NBSTC by showing a low occupation -ratio. 'rhis occupation 

ratio as calculated does not really reflect the nature of 

the situation in the NBSTC. In trlis connection \·le may 

compare with KSRTC and the NBSTC and the data from KSRTC 

shows the occupation ratio is as high as 96% where as the 

NBSTC is as low as 60%. KSRTC perhaps gives the true 

picture but the NBSTC is not that honest. 

5.14 No. of ~_s>utesL_B__oute Kms. _ _(_Ss=__Q~_C!Y.le_d), Effective 
Krns. 

·rhe follO\ving table will show the number of routes, 

route kms (scheduled) and effective kms in ~ssrc. 
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Table 5.14 

No. o£ Routes, Route Kms., Effective Kms. 

Year No. of Route Route Kms. Effective .Kms. (in lakhs) 

1967-68 138 9,382 102.16 

1968-69 152 9,969 115.41 

1969-70 167 11,333 124.57 

1970-71 169 11,730 144.87 

1971-72 178 13,738 144.51 

1972-73 205 18,552 196.52 

19 73-74 2 05 18,552 182. 79 

1 9 7 4-7 5 2 06 1 8, 6 8 0 1 6 5 • 3 8 

1975-76 209 19,114 175.83 

1976-77 210 19,230 181.98 

1977-78 225 20,766 195.09 

1978-79 

1979-80 

1980-81 

1981-82 

19 82-83 

1983-84 

1984-85 

1985-86 

1986-87 

1987-88 

231 

186 

189 

191 

191 

194 

194 

207 

236 

258 

21,355 

2 o, 757 

21, 059 

21,165 

21,165 

21, 9E32 

211982 

25,696 

37,200 

41,172 

22 o. 2 8 

235.62 

234.36 

233.77 

234.85 

210.50 

186.40 

190.92 

2 86.71 

326.08 

Source : Annual Administrative Report of i'JBSTC and Office 
Record of NBSTC. 

·"-· 



h::_-, 

163 

The above table shows that the number of routes in-

creased from 138 (1967-68) to 268 (1987-88) i.e. only 130 

routes have been opened during the study period. The 

route kms. are also increased from 9382 kms (1967-68) to 

41,172 (1987-88) recording 338.84% increase during the 

study period. The total effective kms. are also increased 

from 102.16 kms. (in 1 akhs) to 326.08 kms. (in l akhs) 

_1-

during the study period and recording an increase of 219.18%. _ 

'l'he extent of nationalisation of passenger transport 

shows considerable variations from State to State. While 

in Guj rat all the routes in rural areas and in Naharashtra 

more than 80% of the routes have been nationalised, in West 

Bengal the extent of nationalisation is less than 20%. 

Nationalisation of routes cannot be over-emphasised from 

r·-

the point of view of providing much needed services to the .1-. 

masses and also creating additional employment opportunities. 

On an average acquisition of a bus provides direct 

employment to at least eight persons in the State under-

taking. 

5.15 Routes and Schedules 

The following table will depict the number of routes, 

schedules and ratio of routes to schedules from 1967-68 to 

1987-88. 
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Table 5.15 

Statement showing the number of Routes, Number of Schedules 
and Ratio of Number of Routes to Number of Schedules in 
Different Years. 

-Year Number of Routes Number of Ratio of Schedules 
Schedules to Routes 

1967-68 138 155 1.12 

1968-69 152 153 1.00 

1969-70 167 182 1.06 

1970-71 

1971-72 

1972-73 

1973-74 

1974-75 

1975-76 

1976-77 

1977-78 

1978-79 

1979-80 

1980-81 

1981-82 

1982-83 

1983-84 

1984-85 

19 85-86 

1986-87 

1987-88 

169 

178 

205 

205 

206 

209 

210 

225 

231 

186 

189 

191 

191 

194 

194 

207 

236 

2'58 

191 

NA 

NA 

NA 

160 

190 

197 

219 

253 

271 

274 

274-

278 

254 

242 

303 

350 

393 

1.12 

.. 

.. 
0.8 

0.9 

0.9 

0.9 

1.08 

1.46 

1.45 

1.43 

1.45 

1.31 

1.24 

1.46 

1. 4 d 

1.43 
Source : Compiled from the different Annual ~eports of 

i.'l"B.STC and Office Hecords. 

r' 
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The above table reveals that t:here were 155 schedules 

on 138 routes in 1957-68. In 1968-69 the number of 

schedules decreased to 153 without corresponding decrease 

in the number of routes i.e. 152. In 1969-70, the number 

o£ schedules increased to 182 on 167 different routes. It 

further increased to 191 in 1970-71 and decreased thereafter. 

Thus, the number of schedules was 160 in 1974-75. The 

interesting point to be noted here is that the nurrber of 

routes has ,shown an increasing trend from 1967-68 to 1978 

-79 \vithout corresponding rise in the number of schedules. 

But from 1976-77 the number of schedules are increasing 

continuously without corresponding rise in the number of 

routes. Between 1976-77 and 1997-88, the number of 

schedules increased by 116 per cente 

·The movement in the number of schedules has not always 

been in accordance with that of the number of routes. From 

1967-68 to 1978-79, the number of schedules has increased 

at aslower rate than the number of routes resulting in the 

fall in the ratio of schedules to routes. rhe ratio of 

schedules to routes was 1.12 in 1967-68 and it decreased 

to 1.00 in 1968-69, 1.06 in 1969-70, 1.12 in 1970-71, 0.8 

in 1974-75, 0.9 in 1975-76, 1976-77 and in 1977-78, 1.08 

in 1978-79. The ratio increased thereafter, decreused again 

in 1980-81, 1981-82, 19f32-83, 1983-84 and in 1984-85 and 

further increased in 1985-86, 1986-87, and decreased in 

19f37-88. The ratio is in no way satisfactory. It must be 
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increased substantially in order to improve the efficacy of 

the transport services by the corporation. It will help a 

lot if tl1e ratio is increased and routes are utilised to 

the extent, if possible. It will solve the problems faced by 

the corporation than the extension of bus services on new 

routes. 



SUMMARY 

Two kinds of appraisal can be attempted in case of 

road transport undertaking : (a) operational performance 

and (b) Financial performance. While financial performance 

is considered as an important indicator of efficiency, under 

competitive conditions, physical and operational perform-

ance as indicator of efficiency. 

Operational performance can be interpreted in terms 

of fleet utilisation (Average vehicular utilisation) 

vehicle utilisation, seat utilisation, consumption of fuel 

per kms. Total passenger carried and passenger carried 

per bus per day, changes in the number of. routes, route 

kms, effective kms. performed, etc • 

.Fleet utilisation also termed as venicular utilisation, 

is the ratio of the number of vehicles on road to the 

fleet held by the organisation. According to the recorrunen-

dation of the study group set up by the Association of 
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State Road Transport undertakings, the fleet utilisation 

shall be 90 percent. It is calculated as follows : 

No. of vehicles on road 
No.of vehicles held 

X 100 

The higher the percentage of vehicles on road to the 

number of vehicles held by the Corporation, the better it 

is. This is also rightly regarded as the acid test of 

efficiency of the State Hoad Transport undertakings. The 

higher fleet utilisation reflects the efficiency of the 

maintenance department. of the corporation. 

The fleet util is at ion table of NBSTC speaks that it 

is improving gradually after 1985-86 and records a 0. 8% 

improvement during the study period. Except the year 1972 

-73, the fleet utilisation was below 90 percent and does 

not compare favourably with 90 per cent fleet utilisation 

standard referred. 

The comparative fleet utilisation tables of six 

corporations incl udin9 ~.JBSTC shovJs that although the fleet 

utilisation of .'JBSTC is improving after 1985-86 yet it is 

not satisfactory one., as compared to p~·rc, i<.aj asthan SRTC 

and APSi:H'C. The comparat.Lve table of fleet util isa·tion 

betv-J.een i'JBSTC and .SI'Us as a vJhole speaks that the fleet 

utilisation of NBSTC is much lo·.ver than SI'Us as a whole in 

al~ost all the years except 1935-86 and 1986-37. 
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Vehicle utilisation refers to the number of kms. done 

per vehicle on the road per day. It indicates the extent 

of use (in kms.) of vehicles on road. It indirec-tly reveals 

the efficiency of the traffic department P. Sudarsanam and 

S.P.S.Pruthi set the standard of vehicle utilisation as 

follo-ws : 

a) 300 kms. a day for local services. 

b) 500 kms. a day for express services. 

It is vwrked out as follows 

~~:Y-Effes-t:_iv~.JS.fll~-done .P.~f.~ 
No. of vehicles on road per day 

I'he vehicle utilisation table of NBSI'C shov.;s a 55.21 

per cent improvement during the study period and the 

performance during the study period does not compare 

favourably with 300 kms. Standard referred to earlier. 

The comparative vehicles utilisation table o~ six 

Corporation incL1ding 1-JBSTC shows that the vehicle utili-

sation of NBSTC is lm·Jer than that of all the Corporations 

which ate taken for comparison. The vehicle utilisation 

table of ~BSTC and STUs as a whole also present the same 

picture and justifies the need to improve the vehicle 

utilisation of NB3I'C. 

Operational performance of a road t.cans~;ort undertak- J 

ing can be evaluated in terrns of the effective use of major 
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. inputs viz., diesel, lubricants and other oils. A higher 

number of kms. per litre will mean loHer cost of production 

and therefore shall be termed as a higher level of 

efficiency. 

The table prepared for kms. obtained per litre of fuel 

in NBSTC shO\.vs that the performance of NBSTC has been poor 

in respect of utilisation of diesel, lubricants and oils 

per· kms. during the study period. The data table shows a 1 

slight improvement since 1984-85. It can be concluded that 

the performance of ;.-mSTC is not satisfactory arid it has a 

long way to go to achieve a satisfactory performance. 'rhe 

comparative table of kms. obtained per litre of fuel does 

not show NBSTC in a favourable light. Host of the times 

it falls much belOI.v the standard set by other Corporations 

except Kerala State Road Transport corporation. The 

comparative table as regards kms. dbtained·per litre of 

fuel between NBSTC and. STUs as a whole shows that the 

performance of NBS'rC is not satisfactory and has a 1 ong 

way to go to achieve a satisfactory perfonnance. 

Oil economy can be achieved by the following : 

a) Avoiding wastage, spillage and ieakage; 

b) Tapping up only to the required level; 

c) By better dispensing; 

d) Increasing the oils change period: 
.! 
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e) .IEcreasing the sump oil temperature at 85°C; 

One of the outputs of a road transport undertaking is 

the number of passengers carried per bus during the year. 

The higher the number of passengers carried per bus, the 

higher will be the efficiency of the undertaking. An 

increase in the total number of passengers carried becomes 

a doubtful criteria, because it is possible that this 

increase in the number of buses may be more than the 

per cent increase in the number of total passengers. 

Therefore,' the number of passengers carried per bus per day 

is a better criteria for judging the efficiency of the 

undertaking. The table prepared in this regard shovJs that 

the number of passengers carried per bus per day has 

increased by 147.30 per cent over a period of 20 years, ,_ 

while the number o£ passengers travel.ling by NBS'l'C buses 

increased by 453.58 per cent over the period. This clearly 

shows that the undertaking is carrying more passengers 

than be:Eore and its efficiency is increasing since it is 

adding to its traffic load. I'he comparative table prepared 

in this regard shows that the passenger carried per bus 

per day of NBSTC is favourable as it is near the top. It 

has achieved better results than other Corporations taken 

for comparison except Kerala State 1~oad Transport 

Corporation. 

f 
I 



172 

Occupation ratio is the percentage of seat· kms. 

occupied to seat kms. offered. It is also termed as load 

factor. If the load factor is low, it means there are a 

number of vacant/unoccupied seats and consequent 1 oss of 

revenues. Again, if the load factor is high and beyond 

hundred, it represents a situation of overcrowding which, 

of course, is financially profitable but as regards quality 

of service, reveals that there is a considerable scope of 

augmentation of buses. Percentage of occupation ratio is 

calculated as fall 01r1s : 

. . . Seat kms. occupied x 100 Percentage of occupatlon rat~o = seat kms. offered 

. 
If the ratio is in between 70% and 100%, it is generally 

.considered as suggesting scope for improvement and if it 

is more than hundred it is not generally acceptable. 

The occupation ratio table of NBSTC shows an improve-

ment of 7 per cent during the study period. Except the 

years 1974-75 to 1978-79, the occupat.ion ratio was below 

70 per cent and does not compare favourably with the 70 

per cent occupation ratio standared referred to earlier. 

The comparative table prepared in this regard. sho..,rs that 

comparison of NBSTC \vith Kerala SRTC in terms of occupation 

·ratio is not favourable to NBSTC. So NB.S'l'C needs to 

improve its performance substantially in order to come near 

the standards set up by Kera.l a 3.Kl'C. 
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The number of routes of NBS'I'C increased from 13 8 (in 

1967-68) to 268 (in 1987-88) i.e. only 130 routes have 

been opened during the study period. The route kms. are 

also increased from 9382 kms. (i.e. 1967-68) to 41,172 (in 

1987-88), recording 338.84 per cent increase during the 

study period. The total effective kms. are also increased 

from 102.16 km. (in lakhs) to 326.08 kms. (in lakhs) during 

the study period recording an increase of 219.18%. In this 

context it is relevant to note that in Guj rat all the 

routes in rural areas and in Maharashtra more than 80 per 

cent of the routes have been nationalised, in West Bengal 

the extent of nationalisation is less than 20%. 

As regards the ratio of number of routes to number of 

schedules, it is observed that the movement in the number 

of schedules has not always been in accordance with that of 

the number of routes. The number of routes has sh~~n an 

increasing trend from 1967-68 to 1978-79 1 without corres

ponding rise in the n;~mber of schedules. But from 1976-77 

the number of schedules are increasing continuously without 

corresponding rise in the number of routes. The ratio is 

in no way satisfactory. It must be increased substantially 

in order to improve the efficicacy of the transport se.rvices 

by the Corporation. It will help a 1 ot if the ratio is 

increased and routes are utilised to the extent, if possible. 

It will better solve the problems faced by the Corporation 

than the extension of bus se.rvices on new routes. 
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