
CHAPTER-IV 

ORGANISATION STRUCTURE OF NBSTC AND 
PERFORMANCE DURING 1980-81 TO 1997-98. 

The railways have not progressed Properly in West Bengal after fifty years 

ofindependence specially in North Bengal. The declining condition of railways is 

nothing particular in West Bengal as well as North Bengal because railways at the 

all India level got relatively lesser priority in the development schemes since-late

sixties. In 1984-85 the percentage rises in broad gauge at West Bengal was 1.9 and 

in·the 1985-86 it was 0.38 percent but in 1986-87 the growth rate was nil. In terms 

of metre gauge there was no growth during the years. It shows in West Bengal as 

well as North Bengal the railways have not increased properly. · 

Even in some areas the railways have not even penetrated. Some districts of 

West Bengal are "no railway district" or only a few kms. are available. Most of the 

districts are located in the north ofWest BengaLin terms of groWth of railways the 

North Bengal is backward than the South Bengal on an average. In the districts 

buses are the only means of conveyances. In fact buses on road are the only 

means of transport in the northern districts of West Bengal and NBSTC is the only 

means of transport. It plays an important role for the movement of people ofNorth 

Bengal as well as West Bengal from one place to another to develop unity among · 

the people ofNorth Bengal to improve culture and above all NBSTC is improving 

the development of North Bengal properly. Considering all these points we have 

taken NBSTC in this chapter. 

Scenario o{North Bengal: 

North a~nsut COt1slsts t)fsix distriots of West B~nsal State viz. Coochbehar, 
Jalpaiguri, Darjeeling, Maida, Uttar Dinajpur and Dakshin Dinajpur. These districts 

i . 



are part of the West Bengal. It is one of the State of Indian Union. North Bengal is 

bounded North by Nepal and Sikkim, south by Murshidabad district of West Bengal, 

east by Bangladesh and west by Bihar and Orissa. It approximately covers 21,625 

kms. which is about 1/6th of the total area ofWest Bengal. North Bengal consists of 

different geographical regions like Himalayas and the plains. As per 1991 census 

about 18.9 percent population ofWest Bengal live in the six districts ofNorth Bengal. 

It is one of the backward regior- whatever may be the criteria. For example, the 

average per capital income of West Bengal is higher than the six districts ofNorth 

Bengal. Only 5% industrial labours are concentrated in the six districts ofNorth 

Bengal and 95% industriallab<?urs are concentrated in the rest of the districts of 

West Bengal. Out of six districts ofNorth Bengal five districts are officially declare~ 

as" No-Industry District". One km. of road in North Bengal region is required to 

serve 2,226 persons on an average as against the country"s average of 443 persons 

per km., 720 persons per km. in U.P., 348 persons per km. in Maharastra,and 328 

persons per km. in Kama taka. The region of North Benge] is a backward region, 

among all the regions ofWes.t Bengal. 1 

The economic development of West Bengal is dependent to some extent on 

North Bengal. Many factories like jute, paper, cloth and fruit processing are located 

in the Southern District of West Bengal. But their raw·materials are mainly supplied 

by the Districts ofNorth BengaL Most of the forest areas in West Bengal are located 

in the Himalaya and sub-Himalaya region ofNorth Bengal. North Bengal produces 

many economic crops like Tea, Timber and Tobacco. It is the centre for the 

collection of bamboos for the paper industries of West Bengal. Many important 

fruits are produced in this region. 

The growth of population in North Bengal shows a pattern over the last 

forty years (1951-1991).-North Bengal constituted about 15.08o/o in 1951, 15.88% 

in 1961, 16.9%in 1971, 17.31%in 1981 and 18.9%in 1991 ofthetotalpopulation 

of West Bengal.2 But there are considerable variation in the growth of population 

. within six districts of West Bengal. The influx of refugees from East Pakistan (now 

Bngladesh) has increased the population ofNorth Bengal. After partition Siliguri 

and Maida are developed largely as urban areas due to geographical significance. 



There is rapid rise in the growth of population within forty years. Siliguri and 

Maida is a very important outlet for the industries of South Bengal. It supplies 

finished products to the entire North Bengal. It also supplies finished products to 

the States of Assam, Sikkim, Meghalaya, Tripura, Nagaland, Manipur and Arunachal. 

Because of wide hinterland and geographical locations, wholesale markets have 

developed at Siliguri for a variety of consumer· products. Recently Siliguri is declared 

as corporation and in this way, the pace of economic development is very rapid. 

Besides this, North Bengal has a number of attractive tourist centres. The historical 

place ofGour and Pandua and Jagjibanpur ofMalda, the hill stations like Darjeeling, 

Kalimpong, Kurseong and wild life sanctuaries like Jaldhaka and Hashnara attract 
. ' 

people from home and abroad. lnspite of all these potentialities North Bengal is 

remained industrially backward~ The growth of urbanisation in the districts ofNorth 

Bengal is lower than the South Bengal. In fact, about 13% of people live in the 

urban areas ofNorth Bengal whereas in West Bengal about 31% people live in the 

urban centres. According to latest data, we can say North Bengal is not a urbanised 

region but West Bengal is relatively urbanised State. 

Six districts ofNorth Bengal is primarily an agricultural region, Most of the 

People ofNorth Bengal are involved in agricultural activity. Agriculture is the main 

source of income for 80% population of this region. But many people stated that 

agricultural product ofNorth Bcngul is highly backward and non-remunerative. It is 

understood froin the view point of sharp rise in agricultural labourers during the 

inter-census year (1971-91) among the six districts ofNorth Bengal. The lack of 

rurl urban integration and the lack of rural road is the most important reasons for the 

backwardness of agriculture. The most disquieting feature is that where as the growth 

of agricultural labourers in West Bengal as a whole was 19.78o/o over the decade 

1971-91, the six districts ofNotth Bengal experienced a growth rate of66.76o/o. 

The growth ratg oflnndh~Hs o~riculttmlllobourcrs in each of the six districts surpassed 

the state average with cooch-bchar showing a rate as high as 129.76% followed'by 

Jalpaiguri with 105.62%. Among the Districts, Darjeeling had the lowest rate of · 

growth of24.58%. Six districts ofNorth Bengal is not prosperous in agricultural 

sector.3 



Economic Importance o(North Benr:al: 

11.2o/o land of this area is forest dominated. Besides the Shal, Teak wood,' 

Gorjan, Sishu~ Bamboo and Cane srow in \nrge quantity in the hill areas of this 

region. OCk, alyar, herch etc. trees grow in the height of 1000 to 2500 mtrs. Above 

all Pine, Far, Deodar, Siver, Junifar etc. normal trees are grown in the hilly region of 

North Bengal. The wood of' this area is very much costly. These trees play an 

important role in the economic development of North Bengal. Various types of 

furniture, packing box, paper, 111atches etc. are made from these plants and many 

people earn their livelihood who involved themselves in these works. 

We have got many things from the forests ofthis area, such as honey, wax, 

tarpin oil and other useful things. Many trees and plants are collected from here to 

make medicines and other things. Many people of this area earn their livelihood by 

selling these things. The charnctaristics of the hilly region of North Bengal have 

deeply influenced the life and profession of the people of this area. Rice, maize, 

popcorn and potatoes are grown here as agricultural-products. Lot of tea trees are 

grown in the sloping areas of the hills where it is raining heavily but water is not 

stored .. 

All about 250 tea gardens are existed here. There are tea factories in each 

and .every tea-garden and many labour earn their livelihood by working in these 

factories. Moreover tamato, zinger, elachy are grown here. Many people earn by 

producing and selling these things. Lot of cinkona is produced in Monpu and Monsung 

ofDarjeeling. Quinine, the medicine ofMalaria is made from Sinkona. 

The collectionor accumulation of forest goods and wood is another principal 

medium of living of the people ofthis area. Besides these, here are many grass 

lands which are covered with long grasses in slopy region or area of the hills. 

Depending on the ~n&liS lnnds mnny sheep!!i nre brm1ght up to earn.their livelihood. 

The collection and weaving of wool front the sheeps is another medium of earning 

of their livelihood and the small scale industry is established from this. The natural 
' . 

view of the peaks which are covered with snow is very beautiful and attractive'to 

look at from here. For this reason the tourism, many hotels and rest houses are 

I, 



established here. The railway link-up exists between Calcutta, Darjeeling and other 

districts of North Bengal. Many tourists come here in every year from home and 

abroad. NBSTC plays a vital role to fulfil their purpose because the buses of 

NBSTC take them to travel from one place to another. 

The scarcity of mineral is found here. But limestone, dolomite, sulpher, 

graphite and some coal of below standard are found here. The coal is turned int~ 

dust in the fold of the mountains. So it is used for domestic purpose only. Coper is 
available only in few places of the valley ofTista. 

Due to the hilly region, the ransport system is not developed properly in this 

area. For this reason no heavy industry is established. In this region the cuting of 

wood, plywood, tourism and small scale industry have developed. Above all the 

Mesh of paper, hnndloom industry t'tc. or"' importnnt. Mnny pecJple come to visit 

Darjeeling during summer. So for the tourists, the hotels are established here for 

fooding and lodging 

The transport s~stem is not so good due to the hilly region. The people can 

go to Darjeeling from New Jalpaiguri by Toy train. N.H.-31 passes through this 

area to Gangtok. Here an airport exists at Bagdogra. The Terai ofNorth Bengal is 

at the slopy lower hilly region of the southern part ofdarjeeling district and the 

Northern part of J alpaiguri District. Dense forest exists due to the heavy rain falling. 

Here evergreen trees and the trees which leave their leaves- both are found here .. 

Shal, Teak wood, Si~hu. Arjun, Gorjan, Sirish, Khnir, Chaplas, Bamboo, Cane, 

Champatun, Gamar etc. trees are grown here. Many res~rve forests are existed 

here. Among those Jaldapara, Hasimara, Mahanand.a etc. are important. 

Houses, railway slippers, furnitures etc. are made of the hard wood ofthis 

region. Matches, packing box etc. are made of the soft wood. Tiger, elephantwild 

bull, dear, wild buffalo, snake etc. are found in the reserve forests. Rhinocerors 

with one horn is found in Jaldapara reserve forest. Many foreign tourists come to 

visit these forests and for this reason many foreign Exchange are earned by our . 

government. Centering the forests wood industry is established here which includes 

the making of packing box. 



Tea industry is also established and spreads widley in this area. Besides 

these various types of small scale industry, handloom industry, silk industry etc. 

are important too. Involving with these industries many people earn their livelihood. 

Jam, jelly etc. are made of pineapple and later these things are exported to 

the foreign countries. The communication systerri is very much developed. The 

N.F.Railway track is gone through this place. With the help of this track the states of 

Eastern part oflndia are communicated. The Railway link up exists from Calcutta 

to New Jalpaiguri and any man can go to any place of India from New Jalpaiguri. 

Some parts ofN.H. 31 and N.H. 34 are gone through Darjeeling and Jalpaiguti. 

Coming from Bangladesh many refugees start to live here. Most of them are 

Bengalees. Besides Bengalees, araon, munda, santal, koach, rava and some 

rajbanshies live in these districts. Most of them work in the tea factories. The 

Bengalees work in office, court, school, college, and university. The non-Bengalees 

are involved with business~ Most of the lands ofMalda, Coochbihar, North Dinajptir, · 

South Dinajpur and southern part of Jalpaiguri districts ofNorth Bengal are plain. 

Evergreen trees and the trees which leave their leaves are found in most of the 

places ofNorthern part of these districts where rains heavily. 

Lots of fishes are produced in ponds, rivers and other watery places. Due to 

the silted soil the soil of these districts are very fertile and rains heavily here too. So 

these districts are well developed in agriculture. Paddy crops are produced in most 

places of these districts. The mango ofMalda is world famous. Lots of jute is produced 

in Coochbihar, Jalpaiguri, North Dinajpur, South Dinajpur. Except these the lots of 

sugarcane, oilseed, wheat, tobaco are cultivatated in these districts. 90% Mulberry 

of West Bengal is produced here. Lots of silk is produced in this area because the 

leaves of Mulberry trees are the food of silk-worm. Lots oftobaco is produced in . 
Coochbihar, Mathabhanga, Dinhata sub-divisions. India earn a lot offoreign exchange 

by selling the silk of these aistricts. ' 

Due to the scarcity of mineral no heavy industry is established here. Among 

the industries silk and tobaco industry are established here. Now-a-days India 

Government exports jam, jelly, prickle to the foreign countries, which are made 



from the mangoes of Maida. Among other industries cutting of wood (to make 

pieces of wood) and the factory qfplywood, backery, ice-factories are important.The 

communication system of this area is very much developed with the help ofFarakka 
. ' 

Barrage. 

Due to the facilities of agriculture these districts are dense populated. About 

300-500 people live in every square kilo metre. Most of the habitants are Bengalee 

and most of them are Hindu, Muslim and Christian in religion. 

Besides them Koach, Rajbanshi, Santal, Ora, Toto etc. are also live here. 

Most of them earn their livelihood by agriculture. Many people are involved with 

sericulture. After partition niany Bengalees have come to live here. So the population 

of this area is increasea rapidly. Paper mill, iron spring factory,factory of steel 

Almjrah, flour mill etc. are also established here. Soap factory and brick field are 

established here in hll-ge quantity in the Dub village of Jalpaiguri district and involving 

with these factories many people earn their livelihood. 
"i" 'i 

No mineral is found in these districts ofNorth Bengal. So on the basis of the 

small scale industries the following industries may be established. The infrastructl.'U'e 

which is needed to establish these factories is existed in these districts. The problem 

of earning livelihood of the people of these areas may be wiped in some quantiy 

with the help of the industries. The industries are as follows. Such as brick may be 

made from the ashes ofNTPC (Farakka), cycle factory, paper mill, pottery factory, 

limestone factory, mini steel plant. For the overall development of the districts of 

North Bengal the NBSTC may play an important role.Because it is one of fhe 

oldest undertaking of West Bengal, and it is one, only one of North Bengal which 
' . 

plays an essential and vital role to bring many people of these districts from one 

place to another. Because the private operators ply their vehicles only in the profitable 

routes. But NBSTC ply their buses in all routes of all districts to fulfill the social 

objectives. NBSTC is established as Bus Transport operator in public sector over 

the last four decades. NBSTC 'i's trying to operate the transport services for the 

overall development of the region. Because it penetrates its buses into remotest 
' 

areas of North Bengal. It can fulfill the local peoples need and catalyse overall 

development of people in trade and industry. It is artery and vein in economic life 



of people of this area. Goods, people and culture are exchanged from one place to 

another with the help ofNBSTC. It is called an ineveitable part ofbusiness. For the 

. infrastructure of industry and business of North Bengal, this corporation plays a · 

vital role. Because the people (customer) ofthe remote areas of North Bengal can 

comunicate with the producers for their required raw materials. In: this way the 

thing of one place can be supplied to another place and fulfilled the demand and 
. . . 

supply ratio of people and goods ofvarious places ofNorth Bengal. 

Many labours of remote, areas can join in their work with the help ofNBSTC. 

So the labour could attend their duties from their home and so there is no 

concentration of population in any Pa:ticular region or area. Because after completion. 

o his work he can return home with the help ofNBSTC. For this reason the raw 

materials for the industry and other thing can be easily collected. The real utilisation 

of raw materials and the movemnt oflabour and capital has been increased, mar~et 

for creating the demands of newthings and the base ofindustrialisation is possible 

by NBSTC in North Bengal. Besides these the distance between t.o\vns and villages 

has been removed by it. The scope of tourism is created with the help of it. In this 

way it has helped to change the nature and standard of living of the· people ofNorth 

Bengal. It also helps to remove the self centredness of the local people. So .the 

works ofNBSTC has deeply influenced the development of industry and the life 

style of the people of this area and in this way the economic development ofthis 

area is possible. In a word we can tell that the NBSTC is the scale of the prospeiity 

and development of this area. So it is clear from the above discussion that North 

Bengal has great potential for economic development of West Bengal as well as 

India, but road infrastructure is inadequate in this area. 

A short history o(North Bengal State Transport Corporation: 

In India there are about 21 ~tate Transport Corporation. North Bengal State 
... .··. . ' 

Transport Corporation is one among .them. It was established in 1960, by the State 

Government, under the Road Transport Corporation Act. 1950 (vide Notification 

No. 2511 wt dated 11.04.60 with effect from 15.04.60). But in the year 1950 (1.1.50) 

it was plying its buses as a State Department.4 The union-Govenment-and-planning_ 

commission oflndia was taken a policy that a commercial undertaking in the public 



sector should running their undertaking by an autonomous body, functioning under 

the Corporation Act. For this purpose the West Bengal legislature passed a bill in 

1959 of the Road Transport Corporation (Amendment) Act. for the establishment 

of the corporation involved, inter alia, the transfer of assets and personnel, r_ights 

and obligations under contracts and issues relating to pending suits. In addition, 

the West J3.engal State TransportCorporation Rules 1960 were framed by the State 

Government under section 44 of the Road Transport Corporation Act. 1950.5 

Late Sri Siben Choudhury, a political personality was the Chairman of 

NBSTC. This corporation was controlled by Board of Directors. Before Siben 

Choudhury the Chairman was normally from l.A.S Cadre. The members of the 

board were selected from the State Government and Central Government in 1963- · 

64. Two of them were from State Government and one from Central Government. 

The members of State Government must be I.A;S. The number of members ofthe 

board were increased from 4 to 14 in 1966-1977 ,,Among them one was the Chainnan 

and other was ordinary members. Among the ordinary 13 members, the 12 were 

from State Government and one from Central Government. In 1966-77 two changes 

were found, in numbers ofthe members and in the quality of the members. Firstly, 

· there were 4 members in the yeai1963-64, which were increased into 14 members 

in 1966-77 and secondly, in the previous year, the I.A.S. cadre was represented by 

the State Government as members of the board. But later it was fourid that political 

leaders were reptesented as the members of the board. In the year 1967-68, there · 

were fifteen members in the board. It was found some changes which were (a) 

Abolition of Central representation; (b) Creation ofthe post of vice-chairman; and 

(c) the inclusion of the ChiefExecutive officer in the board. However, many chang~_:s 

were made afterwords. We can give an example, in the year 1970-71, there were 18 

board members and the Central Government appointed two members inspite of 

one member in the board. The number of board members was increased in the 

year 1974-76 from 18-19. rhe special feature of that year was, the ChiefExecutive , 

Officer post was abolished and the General Manager post was created, who w~s 

not a member of the board but enjoyed all the powers, duties and reBponsibilities, · 

functions same as ChiefEx~cutive. And al~o a new post of Chief Accounts Officer 



was created. He was subsequently included in the board. Again, the number of 

board members was increased to 27 iri the year 1977-78. A single p,erson acted as 

the Vice-Chairman and General Manager from 1977-78 which was not possible in' 

the previous years. But the number ofboard rnembers was decreased from 27 to 24 

in the yearl978-79 and on other change took place. 

The number of members was fixed to 18 in the year 1987-88 (including 

Chairman). While the RTC Act. specifies that the minimum mumber of director~ in 

. the board shall be five and maximum 17.6 Shri siben Choudhury, the then member 

of the legislative Assembly, took the charge as Chairman of the NBSTC. While he 

was the minister in charge of the Transport Department (State Minister). Our study 

period covered eighteen years beginning from 1980~81. At-the beginning of-the. 

study period, the number of board members was 24. 

As present (Le. 1997-98) the number of members in the NBSTC board is 

fixed at 14 (including Chairman) and at present the maximum no ofboard member 

is 18. 

The efficient management of public sector undertaking completely depends 

upon the professional, qualified and experienced personnel and corporation form of 

organisation can only provide such suitable environment and necessary autonomy 

to recruit such personnel. But the performance of most ofthe corpor~tions available 

in India belied ~uch hopes· and anticipation. The performance of North Bengal 

State Transport Corporation is v~ry bad. It is incurring losses every year. Immediate 

. measrres should be taken for the survival of its existence. The top management 

level ofNorth Bengal State Transport Corporation has failed to run their corporation 

as a profitable corporation due to absence of leadership at the top management· 

level. 

It is to be noted that North Bengal State Transport Corporation is full of 

political personalities. Naturally, they are expected to serve political purpose. So 

when the top managements level take any decision, they must talk to the political 

personality for guidance. So the decision of the top Mangement is not taken in th~ 

prefessional way. 



The inclusion of political personality in the Board of North Bengal State 

transport Corporation is not desirable. For example Mr. Gorwalla disapproves 

appointment of legislators not only to avoid overlapping of responsibility but also 

for maintaining the integrity in political life. 7. The Krishna Menon committee came 

to the same conclusion that appointment of legislators or politicians in_ public 

enterprise boards is all together an unhealthy practice and is difficult to justify.8 

The recommendations ofthe committee on public undertaking (1974-75) of 

Kamataka legislative Secretariate is relevent here and quoted below; persons with 

the experience and who have shown capacity in transport, industrial, commercial or 
I 

financial matters, applied sciences, administration, organisation of workers, are 

appointed to the board, so that the affair§ of the corporation may be managed 

efficiently. 9 

The perfon11ance ofNorth Bengal State Transport Corporatio·n is worsening 

day by day due to frequent transfer from one place to another place and short duration 

,of the top managers to the post. The study ofthe Committee on pu~lic undertakings 

(Karnataka) in/this context is as follows: 

. Since deputationists to these posts can not be expected to take care of this 

aspect and also to encourage a sense ofimprovement in the Officers of the Corporation 
I 

to give their best, these top posts should be open to deserving candidat.es, if available, 

within the orga~isation and should not be the monopoly of any particular cadre 

outside.IO 

According to P.O. Patankar; "the problem of promoting and maintaining 
. . 

cordial, harmonious and sound relations is no doubt, a multi-dimensional one~ It 

has several facets-economic, political, social, moral, motivational, environmental 

ect. and many of which are not amenable to management control and influence. Yet 

labour management relations in an organisation are primarily and basiccaly a product 

of attitudes and styles of Management and constructive response of Trade Union, 

functioning in an enterprise. Both management and labour leaders must create 
j ' 

~ondition in whi(;h work~r9 can renlis~ their legitimate aspirations for a better life 

through economic prosperity." 11 



At present 8 political leaders are the members of the board in NBSTC and 3 

official ofNBSTC are the members of the board including Managing Director, one 

member is I. G. North bengal and 2 members are the Central Government 

representatives. The corporation officials hi the board can be discussed the matter 

like finance, maintenance and traffic without any political or State Government 

interference. 

Regarding the structure of the board, the opinion of the standing committee 

(Administration labour and general) is as follows : 

". ~ .. Corporation,-should have a well knit and compact board of directors. 

The board should not have more than 11 persons, out of 11,7 persons should be 

Ex-officio. This is necessary to ensure full co-ordination with different agencies of 

the Government. The committee further State that "out of the two nominees of the 

Governmentof India, one may continue to be nominated from the railway board 

while the other may be selected by the respective undertakings out of" an agreed 

panel of top executive of road transport undertakings to be maintained by the 

Ministry ofTransport. 12 

The North Bengal State Transport Corporation is a corporate body, which . 

has separate identity, with a common seal and perpetual succession. It is authorised 

to enter into contracts with any other organisation or enterprise in·its own name 
' :1: j 

and. to perform obligation for the purpose of the Act. (1950). It operates within the 

limits of four division; The divisions are (i) Cooch Behar (ii) Raiganj (iii) Siliguri 

and (iv) Berhampore division. The jursidiction of each division is as follows. -' \ 

i) Cooch Behar division : 

(a) Cooch Behar (b) Mathabhanga (c) Alipurduar (d) Jorai (e) Dinhata depot. • 

ii) Siligurl div_ision : 

(a) Siliguri (b) Jalpaiguri (c) Mainaguri (d) Darjeeling (e) Kalimpong and (f) 

Islampur depot; 

Iii) Rt~igani tlivi.don : 

(a) Raiganj (b) Balurghat (c) Maida (d) Chanchal (e) Kaliaganj 



iv) Berhampur division: 

(a) Berhampur (b) Suri (c) Calcutta (d) Farakka (e) Ultadanga (f) Krishnanagar. 

On Feb 1998, number of depot is 22 

01'ganisatlon : 

There are three tier system of management prevails in t4e North Bengal State 

Transport Corporation. Such as : (i) Head office level. (ii) Division level and (iii) 

· Depot level. 

(i) Head of/ice level: 

In the head office, the Managing Director of North Bengal State Transport 

Corporation is helped by a Deputy Managing Diractor and other officers such as 

follows: 

(a) Chief Engineer i He looks after the various workshop, tyre retreading shop, 

body fabrication cell and crank grindi~g shop. 

(b) Statistical Officer : He performs his duty for statistical section. 

(c) Discipline Officer : He looks after discipline in all section ofNorth Bengal State 

Transport Corporation. 

(d) Chief Accounts Officer : He looks after accounts. 

(e) Deputy Managing Director : He looks after administrative and personal 

department. 

The head quarter ofNorthBengal State Transport Corporation is situated at 

· Coochbehar and the present Organisational Headquarter is not an ideal one. Although 

the organisational structure of any enterprise completely depend upon the discretfon 
,, 

of the Management. But in the field of service organisation specially in the case of 
!l 

road passenger transport, the following funGtional type of organisation has been 

given below which is acceptable by most of the ser\rice organisation. 



Table- 4.1 

Board ofDirectors 
I 

Chairman 
I 

Managing Director 
I 

Finance Personal and Operations Materials Planning Administration 

Industrial 

Relation. 

A well organised organisational set up is essential for any State Transport. 

undertaking for efficient and proper functioning ofthe corporation at all levels. It is 

also essential for providing adequate transport service and to run the corporation 

efficiently on business principle~~ The building block means the functional structure 

of any state TraJ:!sport undertaking organisation. It is the module from which emerge 

other forms. Under this form of organisation all works to be done irito major functional 

department and are grouped i.e. all works of similar nature 'is placed in one 

organisation component under one co-ordinating functional head. The officer who 

is incharge for manufacturing work in a manufacturing unit is fully responsible and 

accountable for all kinds of manufacturing work. Similarly, in same way, all-officers 

who are in charge of engineering department, finance department, tra:tfic department, 

personnel department, material department, planning department are fully responsible 

and accountable for all kinds works in their respective department. The organisational 

structure of any service organisation! which has functional type, at senior level 
I 

facilitates specialisation, economics of operation, economic flexibility, integrated 

decision making and helps to make the abilities of a few outstanding individuals 

available to state transport undertaking as a whole. 
' , 

Another defect of the present organisational structural ofNorth Bengal State 

Transport Corporation is that many top level officers or incharge of one department 

is looking two or more.departments. In this way, departments are not functioning 

properly as expectation. 

(ii) Division level: The Division level ofNorth Bengal StateTransport Corporation 



organisational structure is given below : 

Table- 4.2 

Divisioal Manager 

Accounts Traffic All Mechanical Administrative 

Officer Officer staff staff 

I I 
All Accounts All Traffic 

staff staff 

From the above organisational structure it is clear that the Divisional Manager 

is to perform his duties with the help of Accounts Officer, Traffic Officer, ~11 

mechanical staff and administrative staff. All mechanical staff and administrative 

staff are directly under the control ofDivisional Manager. But all acco·~~hts staff and. 

all traffic staff are responsible and accountable under the Divisional Accounts Officer 

and Divisional Traffic Officer respectively. 

(iii) Depot Level :The Depot level ofNorth Bengal State Transport Corporation 

Organisation structure is given below : 

Mechanical in-charge 

All Mechanical staff 

Table- 4.3 

Depot in- charge .. 

Other staff of the 

the Depot. 

Traffic-InspectortSub

Inspector 
I 

All Traffic staff 

From the above organisational structur~, it appears that the Depot in-charge 

is to perform his duties with the help' of mechanical in-charge, other staff of the 

Depot and Traffic Inspector/Sub- Inspector, while the all mehanical staff and all 

traffic staff are directly under the control of the Depot Mechanical In-charge and 

Depot Traffic Inspector/Sub-InspeCtor i.e. they are responsible and accountable 
' . . ' . 

to their. Depot Mechanical In-Charge and Depot Traffic Inspector/Sub-Inspector 

respectively. 



The State Transport Corporation are generally carried their operations in 

urban and semi-urban area at two levels: 

(a) Divisional level. 

(b) Depot level. 

The above two levels are carried out their work with the help of suitable 

workshops for body buildings , auto clinic machine for cleaning the buses, and also 

for supply of major reconditioned units such as engines, fuel pumps etc. The Depot 

ofNorth Bengal State Transport Corporation is to do the following important function, 

such as all preventive maintenance schedules for vehicles, crew schduling, }jus 

schduling, route net work and planning of the area. Sometimes decentralisation! of 

such activities is required to ensure efficient and adequate service to the largei.~t 

numbers. 11 A division must ensure a well integrated and balanced system of operation 

in its entire jurisdiction comprising of generally 6;.8 depots. 1113 

The opinion of the standing committee administration labour and in general 
I • • 

j as regards the number of buses at the depot level is as follows: 

The committee suggested 100 buses as the optimum for depots in urban areas 

J and 60 to 70 buses in the mofussil area. The depots should have depot manager and, 

assistant depot manager representing both the disciplines such as traffic and 

engineering. 14 

From the very beginning a debate is going on till now whether a depot 

manager will be an engineer or a traffic officer and it is a controversial matter. The 

controversy is 'mainly concentrated in these two departments, because in a rural 

passenger transport organisation, the above two departments are the principal 

· department in this transport organisation and these departments can increase the 

intensity of activitiea and the huge number of person&_enlployed. The accepted 

norm is that 50% of the depots manager are to be engineers and SO% are to be the 

officers oftraffic discipline. What is needed is that depot manager must be transport 
manager with adequate managerial skills for supervision operations of all sections. 



The traffic operations for a revenue district are handled in a division level. 

The unitary system is the best system in division level and the divisional manager is 

accountable for the operations in the division. 
i 

Most of State Transport Corporation has three sections for running their 

corporations efficiently and effectively. North Bengal State Transport Corporation 

has also three sections, namely administrative and accounts, maintenance and traffic. 

/)Administrative and Finance Section: · 

A proper plannin~ and management controlling system are obviously needed to 

fulfil the prescribed objectives in each corporations through the proper functioning. \Ve 

should take every decisions in time to take a successful business enterprise. The chart 

are given below in which the functions are carried out by the above two sections. 

D 
I . 

eputy Managmg 

Director 

(Administrative 

and personnel) 

Table- 4.4 

Managing Director 

, Disdipline 

Officer 

All staff under 

Discipline 

Section 

. AI . Jumor ccounts 

Officer 

All accounts 

Staff 

S . lA emor ccounts 

Officer 

Accounts 

officer 

1/J Malntengnce Section •• 

Statiktical . 

Officer 

Junior 

Statistical 

Officer. 

I 
Staff under 

statistical 

section. 

These are the functions of maintenance sections which are carried out in the 



following way. 

Table- 4.5 

Managing Director 

ChiefEngineer 

Store Officer Purchase Officer Assistant 'Engineer 

All store All purchase 

staff staff 

iii) Traffic section : 

Asstt. Engineer 

(civil) 
I 

All Mechanical 

staff 

The accountability of this section is being fixed up as per the organisation 

chart given below : 

Table- 4.6 

Managing Director 
I 

. Director of Operation I -
Divisional Manager 

I 
Traffic Officer 

I -
Chieflnspectorsllnspectors/Sub·lnspectors 

I 
All Traffic staff 

The head quarter ofNorth Bengal State Transport Corporation is situated in 

· Coochbehar. The head quarter qontrols all the divisions and depots all over West 

Bengal which is under North Bengal State Transport Corporation through various 

reports and meetings between the head quarter and divisions. The present system 

ofNorth Bengal State Transport Corporation is that all divisions and depots are to 

submit their weekly and monthly report to the headquarter. There is also an another 

system. A meeting is to be held at regular intervals for evaluating the performance 

of the division and depots, between head-quarter and divisional manager, depot 



incharge/depot manager ofNorth Bengal StateTransport Corporation. 

Every depot of North Bengal State Transport Corporation has specific 

demarcated zone/area for performing revenues and financial operations, activities 

with a specific accounting unit concerning 'investment cost. -It performs-various

performances say social, financial and physical. The depot incharge ofNorth Bengal 

· State transport Corporation is to ensure adequacy of services on the rou,tes with the 

help of traffic inspectors/sub-inspectors by providing more trips than scheduled 

trips, changing the time schedule of existing trips, mooting proposals for 

augmentation of services or revision of!timings if additional buses are required and . 

also laying specific plans for operation of unscheduled services on special occasions 

such as fairs, political parties conferences, Jathras, reserves. It is also the duty of 

the depot manager to assess the economic feasibility of various routes. 

In the North Bengal State Transport Corporation every depot manager has 

to conducted monthly m~eting with Chieflnspectors of traffic, mechanical foremen 

and store assistants to perfonn his duties and responsibilities properly and smoothly. 

Supply of spare parts to every· depot is an accute problem in the North Bengal 

State Transport Corporation. The conditions of the fleet should be reviewed 

thoroughly and coordination and control should be assured at the depot level. But 

this is hardly found in the North Bengal State Transport Corporation Manageme~f· 

Control is exercised on certain factor to improve efficiency and to make econom;y 

with reference to operations. In general the variables of efficiency is measured by 

the terms of punctuality, regularity and reliability ratio as follows: 

No of trips operation in time 

a) Punctuality =-----------x 100 

Scheduled Trips 

Operated kilometres 

b) Regularity = --------- X 100 

Scheduled Kilometres 



Kilo'metres cancelled for Breakdown 

c)Reliability =-------------- x 100 16 

Scheduled Kilometres 

The State Transport Corporation has the ability to control the operations of 

a Transport Corporation in the following way (a) Controlling regularity and 

punctuality of services; (b) Improving workers efficiency; (c) Controlling 

breakdowns, non-scheduled repairs works etc.; (d) Scheduling production in 

workshops; (e) Controlling consumption of spare parts and; (f) Controlling pilferage 

on indiyidual services and routes. 17 

For exercising control on operations in the State Transport Corporation, the 

measuring instrument is the difference between the actual with the standard 

performence indicators as below : . 

a) Earnings per kilometre = Total Eamings 

Total Kilometres 

b) Cost per Kilometre 

G) Occupation Ratio 

d) Vehicle utilisation 

day for 

e )Earnings per bus 

per day. 

f) Kilometre per litre 

(KMPL) 

g) Percentage of 

cancellations and delays 

- Total cost of operation 

Total kms. run 

:: % of actual number of seats occupied to toatl no 

of sents. 

300 kms. : Running per bus per day incase of 

districts and 200 kms. running per bus per 

city services. 

About Rs. 1200/- per bus per day 

(Given as standard) 
I 

For high speed diesel oil (H.S.D) 4.3 kms. per 

litre and for lubricating oil3.50 kms. per letre. 



h) Tyre performance For a new tyre 30,000 kms. running, after first 

retreading another 20,000 kms. after 2nd retreading 

another 15,000 kms. running and after third 

.retreading another 10,000 kms. running. 18 

The Depot Manager/Depot incharge of North Bengal State Transport 

Corporation submit their reports to the Divisional Manager/Divisional Incharge at a 

regular intervals. After receiving information from the Depot-Manager regarding 

specific issues, the DivisionalManager prepare schemes for taking new routes arid 

augmentation of §~rvicel!) where fl@W fle~t is esscmtial and submit his reports to the 
. . . 

Head Office. The Divisional Manager ofNorth Bengal State Transport Corporation 

will inform to the head office regarding the meeting with the depot manager which 

is generally held within a month for receiving the depot perfotmance every month 

by comparing the actual with the standard targets, under his jurisdiction. If there is 

any difference between the actual and standard target, then the Head Quarter shall' 

direct the depot manager/incharge to find out the reasons behind the differences or 

shall be directed to take proper measures such as closing non-revenue routes, surprise 

checks and where situation warrants, if the depot Manager could not imply the 

order of head quarter, then the depot manager shall be warned of his faltering 

process. 19 But in gener£tl, it is not maintained in the case of North Bengal State 

~ Transport Corporation. The effective instrument of communication is various 

performance reports of the depots and it can play very vital role for effective 

instrument of communication among different managerial levels and mal<:e the control 

i. 

process as an important phase. The performance report of the various depots, 

prepared by the concerned authorities according on a standerdi~ed formal from 

regular interval laying stress on efficient performance. 

The contain of the performance report should be following which is supplied 

by the Depot Manager/incharge to the head office and the divisions. 

b) Daily income statement on the next day by first bus. 

~. c) Everyday delays and cancellation stattmumt on the next day by first. bus. 



d) Monthly performance reports by lOth of the following month. 

c) Monthly operational review to head office and Divisions. 

f) The Statement of road condition (HalfYt?ars) 

The information storage forms ate essential factor at the depot level for the 

registers to be maintained and reporting purpose are as follows. 

a) Daily statistical returns. 

b) Daily operational statistics 

c) Route-wise break~even register. 

d) Performance register. 

The conductor of the bus filled the statistical returns, form the link pin of 

reporting process. The conductor of the bus shows bus number} names of the crew, 

date and arrival time, up earnings, down earnings, total earnings, route tiumber, date 

and departure time, number of passengers travelled in the statistical retruns. The 

statistical returns and other daily statements, provide by the bus conductor gives us 

many valuable information to us such as, fleet utilisation, bus utilisation, expenditur,~ 

on tyre and tubes, high speed disel, lubricating oil, occupation ration, cancellatio~ 

and scheduled and actual kilometres, kilometres per bus per day, cost per kilometres, 

gross revenue, profit or loss, wages, taxes etc. After preparing v~ous reports~ a 

register form is t<? be sent to the head office and in this way the head office can take 

necessary action or decision or can implement the decision as early as possible. But 

in practice it is rare to be; found in the case of North Bengal State Transport 

Corporation. 

For running a bus on the road, there are two types of items viz. controllable 

items and non-controllable items. Performance reports prepared at the divisional level 

shall make a distinction between controllable and non controllable items. Lubricating 

oil, H. S.D. oil, vehicle utilisation, spare parts, tyres and tubes etc. are the controllable 

items. Taxes, accidental benefit ete. are the non controllable items. The Head Office 

of the North Bengal State Transport Corporation has set standard regarding high 

speed disel and Lubricating oil per bus in terms of Kilometres and communicated to 

the every depot ofNorth Bengal State Bengal transport Corporation. 



Vario~s data are· prepared on the basis of daily reports in terms of daily 

earnings, cancellation and delays, vehicle position, number of kms run and oil 

consumed for maintaining data on operational performance. Daily reports of a bus 

on operational performance also show the details information about the earnings 

per km. for previous day and current day, reasons for variation in earnings with 

previous day, occupation ratio, schedule number of trips, number of trips cancelled, 

causes for cancellation and explanations. . 

The reports which are sent by the divisional manager to the head office 

should given the following contents. 

a) Monthly statement of earnings before the 15th of the following month. 

b) Monthly statement of expenditure before the 15th of the following month. 

c) Monthly statement ofRoute wise earnings before the I Sth of the following 

month. 

d) Daily statement of operational performance within 4 days oft~e concerned 

date. 

e) Monthly performance report before the 15th of the following month. 

f) Annual report on adequacy and co-ordination. 20 

But in the case ofNorth Bengal State Transport Corporation we must note 

down the special feature. 

At present we are finding some special feature in the Management ofNorth 

Bengal State Transport Corporation and we must note do\\-11 the special feature. 

a) It is often found that most of the decisions taken by the head office are not 

often executed in practice or in the ground level. 

b) The members of the board ofManagent have no professional qualification-

which is ess@ntial for runnin~ a corporatign. 

c) There are many political leaders who are also member of the board of 

management and therefore many decisions which is to be taken by the board of 

management are politically biased. 



,.· 
'• 

d) The transfers of the staff of various depots are very frequent and as a result it 

leads to chaos and mal-administration. 

e) In many cases management recruits ineffiqient technical persons for maintainence 

and as a result, the maintenance work of the bus is very poor. 

f) There is no proper system of reporting from depot to division or head quarter. 

And in many cases decisions are taken on the basis of inadequate data or 

inadequate information from other sources. 

g) There is no proper and effective controlling system in the North Bengal State 

Transport Corporation. There are various tiers of the administration in the 

NBSTC but there is a lack of co-ordination among different departments. 

Performance Appraisal:. · 
. ; 

The performance of an organisation is to be judged on the basis of its 

efficiency. This is specially true in the case of a State Road Transport undertaking 

(STU). A STU is accountable to the public in as much as the money is used from 

the public exchequer. It is often believed that the STU's are generally inefficient 

when compared to the private transport undertakings. The State. Transport 

Undertaking (STU) were established four decades ago. STU's were ·established 

according to the Road Transport Corporation Act. of 1950 with the major objective 

of providing economic, co-ordinated, efficient and adequate bus service to the 

society: Again, according to section 22 of the Act, the STU's are also bound to 

carry on their operations on business principles. Due to-this-dilemma.in_objective 

the undertakings are pulled unevenly on both the sides i.e. social objectives on the 

one side_ and the commercial objective on the other side. In the process the conflicting 

goals of profitability and public ~ervice were left unresolved. At present there are 

70 STU's employing more than 7.5 lakh people. They are highly labour intensive 

organisations and are constantly in touch with the people. Almost all of us are 

dependent on them one way or the other. But unfortunately STU's are to-day 

criticised for their poor quality of service and the huge amount of losses in public 

sector were affecting the ability to most growing demand and employee's moral. 

These paved the way for an agonising reappraisal of the objectives of public transport 



and the relative emphasis upon profitabily and public service while judging internal 

managerial performance. Even in United States, dissatisfaction with the performances 

of public Transport became wide spread early 1980 and performance monitoring 

was introduced as a solution. 

So it is essential to judge the performance ofNBSTC. Without judging the 

performance, the real condition of an undertaking can not be judged. The real 

economic state of condition can not be judged without maintaining the accounts of 

an undertaking and in the same way without judging the performance, the real state 

of condition cannot be known of the State Transport Undertaking. North Bengal 

State Transport undertaking is one of the major State Transport undertaking in 

North Bengal and also in West Bengal. 

This undertaking is related directly or indirectly with the socio economic 

condition of this region and also with the people. It is a Government undertaking 

and it is accountable to the public in as much as the money it uses from the public 
exchequer. So the primary purpose ofperformance evaluation is to diagnose and 

correct the problems which limit ~STC's efficiency and effectiveness. This 
' 

assessment must not only how efficient the NBSTC is in producing transit services 

but also how effective it is in having that service consumed. But in practice, we are 

serving after establishment in the year 1961' it incurred heavy losses year after year. 

But we see, some selected State Transport undertaking are runningwith profit (before 

tax) in the country. For this reason, we will have to judge the evaluation of 

performance ofNBSTC to find out the reason of incurring losses~ Beside this we \ 

will also find the reason of profitability of some selected State Transport undertaking. 

After that, we shall compare that with the North Bengal State Transport undertaking 

and shall try to find out the causes of incurring losses in the North Bengal State 

~- Transport undertaking in the next chapter. 

Under the prevailing situation in India, the North Bengal State Transport 

undertaking do not enjoy the freedom to price their product. The price of the 

service being externally determineded (by the Government) the only option to 

improve performance is to increase efficiency which includes operational and 

financial efficiency. 



Other things being equal, operational efficiency is supposed to lead to fmancial 

efficiency. In other world different State transport undertaking operating und~r 

conditions of some quantumof demand, same fare structure, similar commuter travel . 

characters and providing similar type of servic~ can differ in their fmancial efficiency 

only on the basis of operational efficiency. 

Financial efficiency of an~: organisation is measured in terms of profits and 

profitability. While the actual profit are determined on the basis of actual revenue 

and costs, the profitability is defined as the ability to generate profit. These two 

concepts are different to the extent that a firm which is capable of generating profits 

may not have actual profits due to some other reason. The opeartional efficiency on 

the other hand is measured through various operational efficiency parameters which · 

indicate how efficiently the resources of an organisation are being utilised. 

The objectives ofNorth Bengal State Transport Corporation or any other . 

' STU's is economy in service. In this regard, the analysis of physical/operational 

efficiency is required in judging the corporations ability in attaini~g this objective 

performance efficiency of State Transport undertaking which is generally expressed 

as efficiency in production. It can be measured by using some relationship between 

inputs and out puts. Productivity are judging through the following inputs. 

1. Labour employed 

2. Vehicle used in operation, and 

3. Diesel, Lubricants etc. consumed. 

The physical/operational perfo~ance of NBSTC can be measured in the 

following way. 
i 

1. Fleet utilisation : 

This is the key indicator, which can be used for measuring the physical 

performance/efficiency ofNorth Bengal State Transport Corporation. Table 4.7 shows 

the fleet utilisation ofNBSTC from 1980-81 to 1997-98. 

The table 4. 7 clearly reveals that the trend of fleet utilisation is very much 



disturbing. The percentage of fleet utilisation is very uneven. ln,some years it has 

increased and other years it has decreased. The table also shows that the fleet 

utilisation (percentage) has been increased during the year 1985-86 to 1089-90. At 

the beginning of the study period, the percentage of fleet utilisation was 68 percent 

and it reached at the end ofthe study period (1997-98) was 66.3 recording a 1.7.1 

percent decrease over the study period of time. It has reached the referred target 

90 percent only in the year 1989-90 and 1990-91. But most of the years, it has not 

been able to reach 90 percent target, which has been referred to in the earlier 

chapter as 11 optimum 11 use. 

Table- 4.7 

Fleet utilisation ofNBSTC 

Year % ofFleet utilisation 

1980-81 68.0 

1981-82 64.0 

1982.83 57~0 

1983-84 59.0 

1984-85 55.0 

1985-86 85.0 

1986-87 86.0 

1987-88 N.A. 

1988- 89 N;A. 

1989-90 93.4 

1990-91 90.9 

1991-92 88.2 

1992.93 81.4 

1993-94 78.2 

1994-95 78.8 

1995-96 67.4 

1996-97 67.4 

1997.98 66.3 



Source: Annual Administrative Reports, Office records ofNBSTC. Reports 

on the performance ofNationalised State Transport undertakings, Pune, India~ 

[The all India average is 90 percent. As has been calculated by the CIRT 

(Research and Training), Pune, India.] 

ii. vehicle utilisation : 

It is one of the key indicator for measuring the performance/efficiency of 

State Transport undertakings. This is expressed· to the numbers of kilometres run. 

per vehicle on road per day. The performance of traffic department is alsojudged by 

this criteria indirectly. 

Table 4.8 will show the picture of vehicle utilisation of North Bengal State 

Transport Corporation from 1980-81 to 1997-98. 

The table 4.8 spotlights that the utilisation of vehicle has not improved. At 

the beginning of the study period it was 220 and it reached 265 at the end of the 

study period. It registers a 20 percent imporvement over the study period of time 

and the performance during the study period does not compare favourable wlth . 

300 kilometres standard referred earlier. 

Year 

1980-81 

1981 -·82 

1982- 83 

1983- 84 

1984.85 

1985-86 

1986 ':' 87 

Table 4.8 

Vehicle utilisation (in terms ofkms.) ofNBSTC 

Vehicle utilisation (in terms ofkms.) 

on Road per day 

I 

220.0 

210.0 

215.9 

220.0 

200.0 

163.0 

109.0 

Table contd. next page 



Table 4.8 Contd. 

1987-88 109.0 

1988-89 N.A. 
1989.90 254.2 

1990-91 243.7 

1991-92 246.8 

1992-93 . 244.8 

1993-94 264.1 

1994-95 265.7 

1995-96 267.7 
; 

1996-97 271.2 

1997-98 264.0 

Source :Annual Administrative reports, Office records ofNBSTC and Rep~rt 

on the performance of nationalised State Road Transport undertakings, Pune. 

[The all India average in respect of vehicle utilisation (in terms ofkms.) I~ 

308. As has been calculated by the CIRT (Research and Training), Pune, India.] 

iii. Con~'iumption ofDiesel, Lubricants and Oils : 

It is one of the major criteria for measuring the physical performance of 

State Transport undertalings. The performance of STU's depends upon effective 

use of major inputs viz. diesel, lubricants and other oils. A higher number ofkms. 

per litre will mean lower cost of production and therefore shall be termed as a 

higher level of efficiency. 

The table 4.9 will depict the consumption of fuel in NBSTC from 1980-81 

to 1997-98. 

The table 4.9 shows thatthe performance ofNBSTC has been poor m respect 

of consumption of diesel, lubricants and oils per effective kms. during the period of 

1980-81 to 1997-98. The data table shows a slight improvement since 1984-85. 

It is also clear from the table that: it has attained the level of 3.00 ar above 
i 

from the begining of the study period but it has not able to reach 4.00 mark through 

out the study period except during the year 1987-88 and 1989-90, though it registers 
I 



a 4.86 percent improvement over the study perio~ of time. It can be concluded that 

the performance of NBSTC is not satisfactory and it has a long way to go ~o 

achieve a satisfactory performance and comparable efficiency. 

Year 

1980.81 

1981.82 

1982-83 

1983-84 

1984-85 

1985- 86 

1986-87 ' 

1987-88 

' 1988- 89 

1989-90 

1990 .. 91 

1991-92 

1992-93 

1993-94 

1994-95 

1995-96 

1996-97 

1997-98 

Table· 4.9 

Kilometres Obtained per Litre of Fuel in NBSTC 

Kilometres obtained 

per litre of fuel 

3.70 

3.60 

3.60 

3.50 

3.60 

3.70 

3.85 

4.00 

N.A. 

4.00 

3.97 

3.79 

3.70 

3.75 

3.91 

3.90 

3.89 

3.88 

Source : Compiled from Annual Administrative Reports ofNBSTC .Office Records 

of NBSTC. and Reports on performance of Nationalised State Road Transport 

undertaking, Pune, India. 

[The all India average in respect ofKMPL (HSD) is 4.48. As has been calculated 

by CIRT (Training and Research) Pune, India.] 



iv. Total Pa.Ysenger Carried: 

One of the outputs of a road transport undertaking is the number of passenger~ 

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

·bus, the higher will be the efficiency of the undertaking other thing remianing the 

same. An increase in the total· number of passengers carried becomes a doubtful 

criteria because it is possible that this increase in the number ofbuse:s may be more 
' 

than the percent increase in the number total passengers. Therefore, number of 

passengers carried per bus per day is a better criteria for judging the efficiency of 

the undertaking. 

The following table shows the·passenger carried for a period of 18 years 

(1980-81to 1997·98), column 2 of the table depicts the total passengers carried, 

column 3 shows total passengers per bus and column 4 the riumber of passengers 

carried per bus per day. 

The table 4.10 points out that the number of passenger carried per bus per 

day has increased from 1980-81· to 1985-86, but after that it has decreased upto 

1990-01 and again it has increase during the year 1991·92 to 1997w98, while.the 

number of passengers travelling by NBSTC buses has increased. from 1984-85 to 

1987-88 and again it has increased during the year from 1989-90 to 1995-96. 

I 
So, we can say that the NBSTC buses carrying more passengers during the 

beginning of our study period but it· is found that NBSTC did not carry more 

. passengers during the last few years ofthe study period. 

, Table- 4.10 

Total passenger carried, passenger carried per bus and passenger carried per bus 

per day in NBSTC. 

Year 

1980-81 

1981-82. 

Total Passenger 

carried( in Lakhs) 

547.93 

591 .22 

Passenger carried Passenger carried 

per bus. per bus per day. 

1,62,790 446 

1,69,725 465 

Tabl~ contd. next page J 



Table 4.10 Contd. 

1982 .. 83 583.25 1,99,655 547 

1983-84 615.49 2,23,015 611 

1984-85 606.01 2,50,390 686 

1985-86 666.78 2,97,475 815 

1986- 87 856.63 2,44,915 671 

1987- 88 491.31 2,34,695 643 

1988-89 N.A. N. A. N.A. 

1989-90 445.30 73,000 200 

1990-91 529.25 73,000 200 

1991-92 683.54 92,345. 253 

1992-93 986.58 1,33;225 365 

1993-94 1104.28 1,49,650 410 

1994 .. 9S 1183.40 1,54,760 424 

1995-96 1187.23 1,78,120 488 

1996-97 1099.62 1,79,94~ 493 

1997-98 995.00 1,64,250 450 

Source : Office Records of NBSTC, Administrative Reports of NBSTC. and 

Report on performance of Nationalised SRTC, published by CIRT, Pune, India. 

[The all India average in respect of passenger carried per bus per day is 650. 

As has been ~alculated by the CIRT (Research and Training), Pune, India.] 

v. Occupation Ratio : 

It can be calculated on the following way : 

Seat Kms. Occupied 

Percentage of occupation Ratio = ---------x 100 

Seat Kms. offered 

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

suggesting some scope for improvement and if it is more than hundred it is not 

generally acceptable. 

The following table will show the seat kms. offered, seat kms. occupied and 
. . -

# : • ... 



percentage of occupation ratio ofNBSTC from1980M81 to 1997-98. 

The table 4.11 reveals that the occupation ratio of the NBSTC is improved 

sradually from 61.99o/o (in 1980-81) to 67 percent (in 1997-98) ',recording 5.01 

percent increase over the study period of time. Except the years 1980-81 to 1987-

88, 1994-95 arid 1997-98, the occupation ratio was below 70 percent and does ~ot 

compare favourably with the 70 percent occupation ratio standard referred in earlier 

chapter 

Table- 4.11 

Seat kms .. offered, seat kms. occupied and percentage of occupation ratio in 

NBSTC. 

Year Seat kms. offered Seat.kms. occupied Percentage of .-

(in Lakhs) (inLakhs) Occutpation Ratio. 

1980- 81 

1981-82 

1982- 83 

1983-84 

1984. 85 

. 1985-86 

1986 .. 87 
1987-88 

1988-89 

1989-90 

1990-91 

1991-92 

1992-93 

1993-94 

'1994- 95 

1995-96 

1996-97 

1997-98 

11,315.88 

11,380.14 

11,587.71 

10,490.70 

9,242.73 

3,434,49 

14,096.91 
16,071.63 

·N.A. 

28,300.00 

32,250.00 

35,400.00 

35,114.00 

35.720.00 

37,095.00 

32,588.00 

30,240.00 

29,153.,00 
,.,. 

. 7.015.84 61.99% 

6,414.28 58.99% 

6,952.63 60.00% 

6,294.42 60.00% 

~,638.06 60.00% 

. 5,943.73 . 63.00% 

8,881.05 62.99% 

10,446.56 65.00% 

N.A. N.A. 

N.A. N.A. 

N.A. N.A. 

26,904.00 76.00% 

24,579.00 70.00% 

25,004.00 '70.00% 

25,077,26 67.60% 

23,934.00 73.44%. 

22,015.00 72.80% 

,19,528.00 67.00% 

·~· 



Source : Annual Administrative Reports and Office Records ofNBSTC and 

Report on performance ofnationallised SRTU. Published by CIRT, Pune, India. 

[The all India average in respect of o/o occupation Ratio is 78: The ratio 

should be between 70o/o to 100%. As has been calculated by the Central Institute 

of road Transport (Research and Training), Pune, India.] 

vi. Staff-Bus Ratio: 

Staff Bus ratio is the ratio of total number of employees to the total number 

of Buses. This ratio indicates the number of persons employed per bus. 

Table 4.12 indicates that staff per bus in North Bengal State Transport 

Corporation is higher than the norm. Out of 18years data analysed below, the ratio 

was higher in 9 years, but after 1990-91, the persons employed per bus was marginally 

lower than the previous years. After analysing the data ofNBSTC it is clear that the 

staff bus ratio is higher in NBSTC compare with other STU's. 

Another implication of this .Phenomenon is that it has generated employment 

through transport industry which is considered to be a labour intensive industry. 

The undertaking will be less efficient ifthere are more persons employed per 

bus. So on this point NBSTC seems to be inefficient undertaking. 

Year 

1980'" 81 

1981- 82 

1982 .. 83 

1983- 84 

1984- 85 

1985- 86 

Table4.12 

Staff-Bus Ratio per bus in NBSTC 

Total Staff 

4367 

4374 

4257 

4223 

. 4173 

3852 

Average no. of· 

Buses on Road 

307 

305 

303 

269 

255 

321 

StaffBus Ratio 

14.00 

15.00 

14.20 

15.70 

16.40 

12.00 
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Table 4.12 Contd. 

1986-87 5412 376 12.00 

1987- 88 4601 426 . 10.80 

1988-89 N.A. N.A. N.A~ 

1889-90 5093 610 8.35 

1990-91 5804 725 8.01 

1991 -92 6433 786 8.18 

1992-93 6609 786 8.93 

1993-94 6707 741 0.05 

1994-95 6833 765 8.93 

1995-96 6872 667 10.30 

. 1996-97 6744 611 11.04 

1997-98 5678 605 10.87 

Source : Annual Administrative Report, Office Records of NBSTC and 

Report on performance of State Road Transport undertakings, Published by CIRT, 

· Punet India. 

[The all India average in respect of staff-Bus ratio is 8. As has been claculated 

by the CIRT (Research and Training), Pune, India. 

vii. Sta((used (or 100 kilometres of operation in NBSTC: 

The performance/efficiency of State Transport undertaking can be further 

·checked by using the formula of S/K x 100, where S stands for vehicle Staff bus 

ratios, K stands of vehicle utilisation per day in terms ofkilometres. 

The above formula gives the result of staff employed for 100 kilometres of 

operation and if the ratio will be high then it means inefficient undertaking. 

Table 4.13 clearly depicts that NBSTC has not been able to increase its 

performance in respect of vehicle utilisation during the study period, as a result of that 

over a period of eighteen years NBSTC has not been able to decrea<;e its staff employed 

per 1 OOkms. of operation so much. Staff employed per 100 kms. of operation was 

6.4§ dul'ing the yen!' t9so .. st tmd at the end of the study period it was 4.11. Thus we 

can say by concluding that it is not the sign ofimproved/efficient undertaking. 





;.. 

~ 

~ 

viii. Breakdown : 

Ii is one of the criteria for measuring the operational performance and quality 

of service of a STU. The higher the number of breakdowns, lower is considered 

the efficiency ofari undertaking. 

The table 4.14 shows the performance ofNBSTC over the period of 18 years 

from 1980-81 to 1997-98 in terins of breakdowns per 10,000 Gross kms. as per the 

defination of the CIRT, Pune Research and Training Institute. 

It appears from the table 4.14 ~hat the rate of breakdowns per 10,000 kms. is 

exceptionally high in the year 1990-91, 1991-92, 1992-93 and 1993-94. with respect 

to other years. There is not much variation in the number of breakdowns per 

10,000 kms. and it has almost been constant around 1.48 breakdowns per 10,000 

kms from 1980-81 to 1987-88. But after that period breakdowns per 10,000 kms. 

has increased gradually and reached 2.17 at the end of the study period during the 

year 1997-98. Thus breakdowns has been increased at a regular interval after 1990-

91 to the end of the study period. Thus it shows a decreasing trend-ofproduetivity .. 

Year 

1980-81 

1981-82 

1982-83 

1983-84 

1984.;. 85 

1985- 86 

1986-87 

1987- 88 
1988. 89 

1989-90 

Table- 4.14 

Breakdowns in NBS!C per 10,000 gross kms. 

Breakdowns, per 10,000 kms. (Gross) 

1.41 

1.40 

1.50 

1.50 

1.60 

1.50 

1.50 

1.50 

N.A. 

N.A. 
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Table 4.14 Contd. 

1990- 91 1.80 

1991 .. 92 2.02 

1992-93 2.03 

1993-94 2.37 

1994-95 N.A. 

1995-96 N.A. 

1996-97 2.17 

1997-98 2.17 

Source : Compiled from Annual Administrative Reports ofNBSTC, Offiee 

Reports of NBSTC and Reports on performance of nationalised State Transport 

undertakings, CIRT, Pune, India. 

[The all India average in respect ofbreakdowns per 10,000 kms. (Gross) is 

0.65. As has been calculated by the CIRT (research and Training), Pune, India. 

ix. Accidents : 

It is the criteria for measuring the operational performance and quality of 

service of an undertaking, if other things being equal, higher the number of total 

accidents or accident9 per lakh kilotn"tre operation. lower the performance of an 

undertaking. 

The table 4.15 shows the performance of accidents per lakh of gross kms. in 

NBSTC and it shows that the performance of the NBSTC over the period of 18 

years i.e. 1980-81 to 1997-98 in terms of accidents per lakh of gross kms. remain 

constant. The table clearly shows that there is not much variation in the number of 

accidents per lakh kms. and it has almost been constant around 0.18 accidents-per 

lakh kms! Thus NBSTC has been able to maintain this type of efficiency consistantly 
' 

overtime. At the begining of the study period during the year 1980-81, it was 0.23 

per lakh of gross ktn9. nnd t·eached 0.19 per lnkh kms. at the end ofthe study period 

during the year 1997-98. So we can say by concluding that, the efficiency ofNBSTC 

has been decreased. 

..· 



Table- 4.15 

Performance of Accidents per Lakh of Operation kms. in NBSTC 

Year Accidents per Lakh .of_gross __ kms. _ 

1980- 81 0.23 

1981-82 0.24 

1982- 83 0.20 

1983-84 0.20 

1984-85 0.21 

1985-86 0.21 

1986 .. 87 0.19 

1987-88 0.27 

1988 .. 89 N.A. 

1989.90 0.16 

1990- 91 0.15 

1991- 92 0.11 

1992-93 0.14 

- 1993-94 0.19 

1994-95 0.28 

1995-96 0.18 

1996-97 0.13 

1997-98 0.19 

Source : Compiled from Office Records, Administrative Reports and 

Perfonnance on nationalised State Transport undertaking, Pune, India. 

[The all India average in respect of accidents per lakh effective kms. is 0.33. 

As has been caculated by the CIRT, Pune, India.] 

x. Operating Ratio : 

It is one of the criteria for measuring the operational performance of an 

undertaking. It reflects the relationship between operating cost and traffic revenue. 

The lower the percentage ~igher is the efficiency and vice-versa. 



The table4.16 exibits the operating ratio ofNorth Bengal State Transport 

Corporation from 1980-81 to 1997-98. The table-clearly shows that the operative 

ratio was 190.00 during the year 1980-81 and at the end of the study period (1997-

98), it was 178.34. So it is clear that the trend of operating ratio is very much 

disturbing; Because the ratio was increasing from 1981-82 to 1984-85,. again it 

decreasing from 1985-86 to 1990-91, it increasing from 1991-92 to 1992-93 and 

again it has increased 1995-96 and 1997-98. So we can say by concluding that it is 

not efficient undertaking on this account also. 

Year 

1980- 81 ' 

1981-82 

1982- 83 

1983-84 

1984- 85 

1985-86 

1986-87 

1987-88 . 

1988-89 

1989-90 

1990-91 

1991 - 92 

1992- 93 

1993-94 

1994-95 

1995-96 

1996-97 

1997-98 

Table· 4.16 

Volume of Operation ofNBSTC 

% of operation ratio 

190.00 

176.42 

193.70 

N.A. 

271.00 

261.00 

N.A. 

N.A. 

N.A. 

132.68 

131.71 

140.45 

1 s 1.91 

140.95 

160.47 

162.83 

134.00 

178.34 

Source : Office Records, Annual Administrative Reports of NBSTC and 
. ' 

Performance statistics published by .CIRT, Pune, India. 



[The all India ave~age in respect of% of operating ratio is 90.Ifthe ratio will 

low then higher will be the efficiency. As has been calculated by the CIRT, Pune, 

India.] 

xi. Man Power Productivity/Sta(fproductivitv: 
I 

It is one ofthe criteria for measuring the operational performance of a STI.J's. 

The staff or employee productivity of an undertaking is defined both in terms of 

kilometre produced per worker per day and the average number of passenger carried 

per worker per day. 

Here, ~owever, we have used the technique ofCIRT (Training and Research), 

Pune. The method will be clear from the following table 4.17 and calculated by 

using 'Trend Values'. 

The employee's productivity is expressed in terms of kilom<~tres operated 

per employee per day and the values are calculated by using the trend values. 

The position ofstaffproducdvity is given in table 4.17. 

From the table it is clear that staff productivity in terms ofKilometres operated 

per employee per day has been increased. As against 15 Kilometres during 1980~ 

81, the figure increasd to 24 Kilometres during 1997-98. The trend values are 

calculated after applying time series. So after analysing the whole data of this table, 

we can say that the aim of staff productivity in terms of kilometres operated per 

employee per day is not full filed wholly, this is not a trend of increasing productivity. 

Table- 4.17 

Man Power productivity/Staff productivity ofNBSTC in terms of kilometres and 

Trend values (applying time series) 

Year Kms. operated Diviation 

Per employee · from mean 

per day ( Y) (X) XY Trend values 

1979 - 80 16 - 9 -144 81 13.34 
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Table 4.17 Contd. 

1980-81 15 -8 -120 64 14.29 ,. 

1981- 82 15 -7 -105 49 15.24 

1982-83 15 -6 -90 36 16.19 

1983- 84 14 -5 -70 25 17.14 

1984-85 12 -4 -48 16 18.09 

1985-86 13 -3 -39 9 19.04 

1986- 87 19 -2 -38 4 19.99 

1987-88 19 -1 -19 1 20.94 

1988-89 25 0 0 0 21.89 

1989-90 30 1 30 1 22.94 

1990-91 30 2 60 4 23.79 

1991-92 30 3 90 9 24.74 

1992-93 29 4 116 16 25.69 

1993 M 94 29 5 145 25 26.64 

1994-95 30 6 180 36 27.59 

~995- 96 26 7 182 49 28.54 

1996-97 25 8 200 64 29.49 

1997-98 24 9 216 81 30.44 

N= 19 LY = 416 LX=O LXY= 546 LX2 = 570 LY = 416 

Source : Calculated. . 

[The all India average in respect of Man power Productivity per day (Kms.) 

is 39.55. As has been calc\1lated by the CIRT(Research and Training), Pune, India.] 

The equation of Straight line trend is 

Yt $a+ bx 

Since x = 0 

b}i t)t)' 

a=--, b= -~ 

N X2 



I ' 

Here kY = 416, N = 19, I:xy = 546, l:x2 = 570, 

416 

a=~~~ 5 21.89 

19 

546 

b = = 0.95 

570 

Hen.ce the equation of the straight line trend is 

Yt = 2 i .89 + 0.95 X 

Putting the value of x 

Trend value are calculated in the table. 

Financial Evaluation : 

Financial evaluation of performance ofNBSTC has been made in terms of these 

variables. 

1. Revenue or Income. 

2. Cost or Expenditure. 

3. Profitability. 

1. Revenue: 

i. Earnings per kllotnetre (Revenue) 

It measures the earning of the undertaking. If the earning will be high then the 

performane will be better, if earnings will be low, perfonnance will be poorer. Table 

4.18 shows the earnings per vehicle kilometre ofNBSTC from 1980-81 to 1997-98. 

The table 4.18 speaks that the revenue was 209.00 paise per kilometre at the bcgining 

of th~ study period and increased to 693.5 paise at the end of the study period, 

recordung 232 percent increns~ over the period of our study. The increase in paise 

p€r km. terms cat\ b~Snuliniy uttrlbutl9d to th~ effcet of upward revlslot'l h1 ftll'es nnd 

partly to the improved operations as reflected in an increase in effective kilometres. 



So we can say that NBSTC has been able to increase its earnings per kilometre 

during the period of out study. 

Table- 4.18 

Earnings per vehicle kilometre ofNBSTC from 1980-81 to 1997-98 

Year Earnings per-km. (pais€) 

1980- 81 209.0 

1981-82 203.0 
; ! 

1982-83 209.0 

1983-84 237.0 

1984- 85 251.0 

1985- 86 280.0 

1986- 87 289.0 

1987- 88 313.0 

1988- 89 N.A. 

- 1989-90 N.A. 

1990- 91 498.6 

1991 - 92 551.3 

1992-93 603.7 

1993-94 703.8' 

1994-95 585.7 

1995 .. 96 637.5 

1996-97 683.5 

1997-98 693.5 

Source : Office Records, Annual Administrative Records and performance 

statistics, published by CIRt, Pune. 

[The all India average in respect of Revenue per km. (paise) is 1026. As has 

been calculated by the CIRT (Training and Research), Pune, India.] 

ii. Cost per vehicle Kilometre : . 

The cost per vehicl~ kilometre (CPKM) measures the economy achieved in - ' 



operation. It means the operation or providing services to the public, per effective 

kilometres. The table 4.19 will show the cost per vehicle kilometre ofNBSTC from 

1980-81 to 1997-98. 

It is seen from the table 4.19 that the costs per kilometre increase" from 

385.00 paise to 1313.2 paise during the study period oftime. This is mainly due to 

the effect of items like staff ,cost, fuel cost, tyre tube cost, motor vehicle taxes, 

maintenance cost and the general inflationary trend. The impact of such steep rise 

in the cost can be considered as resulting in the erosion of the margin of profit with 

resultant consequences on the finances of the organisation. The table also clearly 

shows that cost/expenditure has been increasing ·every year during the period of 

the study and grows rapidly. So we can say that NBSTC has not been able' to 

reduce its expenditure/cost during the period of our study. 

Table· 4.19 

Expences/cost per vehicle kilometre ofNBSTC from 1980-81 to 1997-98. 

(paisalkm.) 

Year 

1980- 81 

1981-82 

1982-83 

1983.84 

1984-85 

1985-86 

1986-87 

1987 ~ 88 
1988- 89 

1989-90 

1990- 91 

1991 - 92 

1992-93 

Cost per effective vehicle km. (paise) 

385.0 

447.0 

486.0 

N.A. 

469.0 

S22.0 

440.0 

543.0 

N.A. 

N.A. 

562.5 

638.1 

773.1 
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Table 4.19 Contd. 

1993-94 

1994-95 

1995-96 

1996-97 

1997-98 

818.4 

896.5 

1080.8 

1247.4 

1313.2 

Source : Office Records, Annual Administrative Reports, and performance 

statestics, Published by CIRT, Pune, India. 

[ The all India average in respect of total cost per vehicle per effective km. 

(paise) is 1140. As has been calculated by he CIRT (Training and Research), Pune, 

India.] 

iii. Net profit/loss per km. (Before Tax) 

Net profits or ioss is the difference between revenue per km. and cost per 

km. The table 4.20 will show the profit/loss position ofNBSTC from 1980-81 to . 

1997-98. It clears from the table 4.20 that profitability picture ofNBSTC is quite 

dismal and the losses have ben increasing each year and there is need for some 

radical steps to control the cost. The loss per km. was 179.70 (paise) during the 

begining of the study period 1980-81 and 619.40 (paise) in the year 1997-98, 

recording 245 percent increase over the period.· 

The table 4.20 also reveals that three years i.e. 1989-90, 1990-91 and 199.1-

92 of our study period was able to control loss to some extent but after that period 

NBSTC was not able to control the loss per kilometre up to the end of the .study 

period. So we can say that NBSTC has not increased its perfonnance. 

Year 

1980-81 

1981-82 

Table- 4.20 
I 

Net profit/los·s per km. ofNBSTC (paise) 

Net profit/Loss (Before Tax) 

(-) 179.7 

(-)230.0 
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Table 4.20 Contd. 

1982-83 (-)275.0 

1983-84 N.A. 

1984- 85 (-)415.0 

1985- 86 (-) 241.7 

1986-87 (·) 150.2 

1987- 88 (-)229.5 

1988- 89 N.A. 

1989- 90 (-) 55.0 

1990- 91 (~) 62.0 

1991 - 92 (-) 86.2 

1992-93 (-) 167.7 

1993-94 (-) 113.8 

1994-95 (-)310.5 

1995- 96 (-) 442.9 

1996- 97 (-)563.4 

1997-98 (e.)619.4 

Source : Office Records, Annual Administrative Records and performance· 

statistics, publish by CIRT, Pune. 

[The all India average in respect ofNet Profit/Loss (Before Tax) per effective 

km. (paise) is 5.8. As has been calculat~d by the CIRT, Pune, India.] 

iv. Total revenue and total cost per vehicle per day (on road) : 

It is one of the criteria to measure the financial performance of any Transport 

undertaking . The table 4.21 shows the total revenue and total cost per vehicle per 

day ( onroad) from 1980-81 to 1997 .. 98. 

The table 4.21 speaks that the total revenue per vehicle per day was 427.39 

in the begining of the study period and as 1831 .00 nt the end of the period , 

recording an increase by 328 percent. While the total cost per vehicle per day was 

as 780.82 in 1980-81 and as 3467.00 in 1997-98 and records an increase by 344 

percent over the study period. So it is evident that the total cost per vehicle per day 



is increasing at a higher rate as compared to the total revenue per vehicle per day. 

Table- 4.21 

Total Revenue and Total cost per vehicle per day ( on.Road) in NBSTC 

year Total Revenue per vehicle Total cost per vehicle 

per day (Rs.) per day (Rs.) 

1980- 81 427.39 780.82 

1981-82 475.53 942.46 

1982-83 441.09 1027.39 

1983- 84 512.32 1252.05 

1984-85 506.84 1265.75 

1985-86 454.79. 1252.05 

1986-87 602.73 1205.47 

1987 -'88 N.A. N.A. 

1988- 89 910.83 1011.57 

1989-90 N.A. N.A. 

1990-91 1215.00 1371.00 

1991-92 N.A. N.A. 

1992 ~ 93 1478.00 1893.00 

1993-94 1859.00 2162.00 

1994-95 1556.00 2382.00 

1995-96 1707.00 2893.00 

1996-97 1854.00 3383.00 

1997-98 1831.00 3467.00 

Source : Office Records, Annual Administrative Records and performance 

statistics, published by CIRT, Pune. 

[The all India average in respect of Total Revenue per vehicle per day (Rs.) 

and Total Cost per vehicle per day (Rs.) is 3662 and 4069 respectively. As has been 

calculated by the CIRT (Research and Training), Pune, India.] 



v. Cost Revenue Ratio : 

It measured the extent to which cost incurred are covered by the revenue. 

Table 4.22 show the cost revenue ratio ofNBSTC from 1980-81 to 1997-98. It is 

clear from the table 4.22 that, it depicts a dismal picture of the Corporation. The 

ratio is always more than 100.00 and it is incurring losses every year. In 1980-81 the 

cost/revenue ratio was 182.50 percent and in 1997-98 it has become, 189.3 5 percent. 

It means that the percentage of cost/revenue ratio has been increased over the 

period ofour study. It is also very clear from the table that during the whole period 

of our study, NBSTC has not been able to maintain 100 or below 100 percent cost 

revenue ratio~ So, it is found, that NBSTC has not been able to cover their cost by 

the revenu during the period of our study. So, it is clear that NBSTC has not been 

able to reduce cost per vehicle per day in respect of revenue per vehicle per day. 

Year 

1980- 81 

1981-82 

1982-83 

1983-84 

1984-85 

1985-86 

1986-87 

1987-88 

1988-89 

1989-90 

1990-91 

1991-92 

1992-93 

Table- 4.22 

Cost Revenue Ratio ofNBSTC 

Cost/Revenue percentage. 

182.50% 

205.27% 

232.82% 

243.96% 

250.00% 

274.20% 

200.24% 

N.A. 

156.60% 

N.A. 

112.83o/o 

N.A. 

128.07% 
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Table 4.22 Contd. 

1993-94 

1994-95 

1995-96 

1996-97 

1997-98 

Source : Calculated. 

116.29% 

135 08% 

169.47o/o 

182.47% 

189.35% 

[Cost Revenue Ratio should be 100 or below 100 percent. It is recommended 

by the Government of India, Report on the performance of state Road Transport 

undertakings, Planning Commission, New Delhi, 1989, p-97.] 

vi. Revenue capital Ratio : 

It measures the level of capital turnover. Higher the capital turnover ratio, 

better are the wealth utilisation and financial perfonnance. Low investment by the 

undertaking in productive assets will have low capital tum over. The table 4.23 

shows the revenue capital ratio ofNBSTC from 1980-81 to 1997-98 and it is seen 

from the table that revenue capital ratio was 20A4°1o in the year 1980-81 and 559.27% 

during the year 1993~94. The asset utilisation and financial performance are better 

only during the year 1991-92 and 1993-94. But the other years of our study period, 

the trend is very uneven. So we can say that this is not a tre-nd of increasing 

productivity. 

Table· 4.23 

Revenue capital ratio ofNBSTC 

Year Capital Revenue Revenue/capital Ratio 

1980-81 2004.10 512.14 20.44% 

1981-82 N.A. 439.93 N.A. 

1982-83 N.A. N.A. N.A. 

1983- 84 2977.69 505.50 16.97o/o 

1984- 85 3117.04 472.42 15.14°/o 

1985- 86 3251.57 511.75 15.73% 
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Table 4.23 Contd. 

1986-.87 3327.69 . 904.28 27.17o/o 

1987-88 . 3557.70 998.68 28.07% 

1988-89 N.A. N.A. N.A. 

1989-90 N.A. N.A. N.A. 

1990- 91 4822.00 498.60 10.34% 

1991-92 2601.00 3903.35 150.07% 

1992-93 .N.A. 4239.37 N.A. 

1993-94 899.00 5027.89 559.27% 

1994-95 N.A .. 4345.19 N.A. 

1995.96 N.A. 4155.14 N.A. 

1996-97 N.A. 4134.08 N.A. 

1997-98 N.A. 4043.35 N.A. 

Source : Office Records, Annual Administrative Reports and profile and 

performances of state Tr~sport undertakings, from 1980-81 to 1997-98, published 

by CIRT, Pune, India. 

[Higher Revenue capital ratio means better wealth utilisation and Financial 

performance. It is recommended by Government oflndia, Report on the performances 

of State Road Transport undertakings, Planning Commision, New Delhi, 1989. p-
103] 

vii. Impact o(taxation : 

. From the above analysis it is clear that North Bengal State Transport 

Corporation has incurred losses each year during the period of our study. The 

West Bengal Government is the owner ofNorth Bengal State Transport Corporation. 

The Government of West Bengal not only receives revenue from NBSTC but als~ 

amount of Motor Vehicle Tax, and other taxes. The table 4.24 clearly reveals that 

NBSTC pays minimum motor vehicle and other Taxes. But during the study period ; 

NBSTC has not achieved any profit (before tax). So, it is not a good .example of 

th~ pgrformnncc of NBSTC. 

Thr relative picture in respect of contribution to the state exchequers by 

North Bengal State transpo~ Corporation has been shown in rable 4.24. The table 



,.. 

clearly shows that the payments to the West Bengal Government on the part of the 

NBSTC has been negative during the period of our study. So, we can say that it is 

not a reward in the case of Government from the North Bengal State Transport 

undertaking. 

Table- 4.24 

Contribution to state Exchequer by North Bengal State Transport Corporation. 

Years Motor vehicle tax Other Tax Profit/loss Net payable to State 

(Rs. in Lakhs) (Rs. in (Rs. in Government 

Lakhs) Lakhs) (Rs. in Lakhs) 

1980-81 0.74 3.33 (-) 424.92 (-) 420.85 

1981-82 1.10 3.54 (-) 540.98 (-) 536.34 

1982-83 0.90 4.30 (-) 649.89 (-) 644.69 

1983-84 0.64 4.35 N.A. N.A. 

1984 .. 85 0.54 5.11 (-) 780.11 (-) 774.46 

1985-86 2.67 3.05 (-) 442.30 (-)436.58 

1986- 87 4.00 10.00 (-)472.47 (-)458.97 

1987-88 4.50 4.20 (-) 733.86 (-) 725.16 

1988-89 N.A. · N.A. N.A. N.A. 

1989- 90 N.A. N.A. N.A. N.A. 

. 1990-91 12.00 1.20 (-)412.00 (-) 398.80 

1991-92 4.42 1.20 (-) 614.83 (-)609.21 

1992-93 11.65 1.20 . (-) 1190.03 (-) 1177.18 

1993-94 5.86 0.00 (-) 818.83 (-) 812.97 

1994-95 1.88 0.30 (-)2305.63 (-) 2303.45 

1995-96 2.84 0.00 (-)2889.11 (-) 886.27 

1996-97 3.18 0.00 (-)3410.17 (-) 3406.99 .. 
1997-98 1.92 0.00 (-) 3613.37 (-)·361.1.45 

Source : Annmtl Administrative Reports, and profile and performances of · 

State Road Transport undertakings from 1980-81 to 1997-98 published by CIRT, 

Pune, India. 



[Motor vehicle Tax and other taxes in NBSTC is lowest among all the State Transport 

undertakings in India. This is observed from performance statistics, published by 

CIRT, Pune, India. (Date- 31.03.98) (P.No.101, 102 and 103)] 

viii. Return on Investment (ROI) 

ROI is the key indicator for measuring the Financial performance/efficiency 

of State Trartport undertaking. It is profit related to the capital invested. After using 

the above criteria, it indicates the extent and chance ofthe final reward to the owners 

for investing capital. It is become very important for state transport undertaking 

. specially when STU were carrying their business on business principles. 

The system of calculation ofROI has been shown in earlier chapter. 

ROI can be further split for measuring margin and asset tum over. And-this

has been shown in earlier chapter. 

These have been calculated in table 4.25 and 4.26 respectively. 

Table 4.25 shows the return on investment from 1980-81 to 1997-98 for North 

Bengal State Transport Corporation. The calculation system ofE. B. T. (earning 

before tax) has been shown in earlier chapter. It reveals a very dismal picture. From 

the begining of the study period the percentage of ROI has been negative up to 

1987-88. And after that year NBSTC has achieved positive return in investment 

during the year 1990-91 and 1991-92. But after that period, the return on investment 

is negative up to end ofthe study period. Return on investment was minus 122.05 

percent during the year 1980-81 and it increased to minus -293.96813 percent during 

the end of the study period (1997-98). 

It has achieved highest return on investment 7. 77 percent during the year 

1990 .. 91 ~ and second hi~hest return on investment 4.98 percent during the year 

1991-92. But after that period, the percentage of return on investment is decreased 

up to the end of the study period ( 1997 -98). So we found that except 1990-91 and 

1991-92 the return on investment is negative in every year during the study period. 

So, it is a trend of poor performance in the case of North Bengal State Transport 

Corporation. But we should.try to locate the causes for negative percentage ofROI. 



Let us try to find out the causes for this, by splitting ROI into the constituents as 

per equation (ii) referred' in earlier chapter. 

It is also shown by the further analysis ofROI in table 4.26 that the value of 

ROI is better during the year 1990-91, 1991-92 and 1993-94. Two things are evidently 

found out in all these years are as follows. 

1. The margin of operation is indicated by the EBT ITR ratio. It has high values 

of .077720, .046375 and .0358062 in these year and negative values in other years 

during the period of our study. 

2. A lower value also exists in these years in comparision with other years in case 
' ' 

of asset tum over (TR/investment ). The improvement of asset turnover is found in the 

year 1980-81. But it has further upswing in 1995-96 and 1996-97. The value of margin 

ofthe asset tum over is reduced sharply in the year 1991-92 arid low value of margin 

from the year 1984-85 onwards have been the cause of decrease in ROI. 

Table- 4.25 

Return on Investment forNBSTC (Rs. in Lakhs) 

Year E. B. T. Net investment ROI (percent) 

1980-- 81 (-)242.64 198.79 (-) 122.05845 

1981-82 (-) 344.7.7 378.76 (-) 91.02597 

1982-83 (-) 370.00 371.00 (-) 99.73045 

1983-84 N.A. N.A. N.A. 

1984 .. 85 (-) 475.67 283.00 168.08127 

1985-86 (-)462.89 286.79 (-) 161.40381 

1986-87 (-)489.90 302.10 (-) 162.16484 

1987-88 (-) 492.91 315.89 (-) 156.03849 

1988-89 N.A. N.A. N.A. 

1989- 90 N.A. 2342.00 N.A. 

1990-91 249.95 3214.00 7.77691 

1991 -92 181.02 3633.00 4.98265 

Table contd. next page .. 



Table 4.25 Contd. 

1992-93 (-) 342.18 N.A. N.A. 

1993- 94 180.03 N.A. N.A. 

1994-95 (-) 1193.45 N.A. N.A. 

1995-96 (-) 1793.27 790.31 (-) 226.90716 

l996- 97 (-) 2206.99 821.21 (-) 268.74855 

1997-98 (-) 2411.45 820.31 (-) 293.96813 

Source : Calculated. 

[Negative ROI (percent) means lower the financial performance and positive 

ROI (percen.t) means better the financial performance. It is referred by the 

Government of Indin, Report on the performance of State Road Transport 
I 

undertaking, Planning Commission, New Delhi, 1989, p-79.] 

years 

1980 .. 81 

1981-82 

1982-83 

1983-84 

1984-85 

1985-86 

1986-87 

1987- 88 

1988-89 

1989-90 

1990-91 

1991-92 

1992-93 

1993- 94 

Table .. 4.26 

Analysis ofROI for NBSTC 

E.B. T./Total revenue Total/Net Investment 

(-) 0.5029664 2.3976503 

(-) 0.6848147 1.3967503 

(-) 0.7552099 1.320566 

N.A. N.A. 

(-) 1.0148059 1.6562897 

(-) 0.9810524 1.6452107 

(-) 0.9945794- 1.6304865 

(-) 0.961982 1.6220519 

N.A. N.A. 

N.A. N.A. 

0.077720 1.153515 

0.046375 1.074415 

(-) 0.0807148 N.A. 

0.03S8062 N.A. 

Table contd. next page I 



Table 4.26 Contd. 

1994-95 

1995-96 

1996-97 

1997-98 

(=) 0.27466 

(-)0.4315787 

(-) 0.5338527 

(-) 0.596399 

Source : Calculat"'d. 

N.A. 

2.2113571 

5.03413 

4.92905 

[The margin of operation is indicated by the EBT I Total Revenue ratio. 

Positive ratio means the better perfonnance and negative ratio mc;:ans ·the lower 

performance. 

In the case of Total Revenue I Net. investment ratio, the higher ratio means 

better performance. It is reffered by the Governmnet of India, Report on he 

performance of State Road Transport undertakings, Planning Commission, New 

Delhi, 1989.p-79.] 

SUMMARY 

North Bengal consists of six districts of West Bengal viz. Coochbehar, 

Jalpaiguri, Darjeeling, Maida, Uttar Dim~ pur and Dakshin Dinajpur. It covers 21,625 

km. which is about 116 ofthe total area of West Bengal. It is one of the backward 

region. The average per capita income of West Bengal is higher than that of six 

districts ofNorth Bengal. Only So/o industrial labours are concentrated here. Five 

districts ofNorth Bengal are officially declared as "No Industry District". One km. 

of road in North Bengal is required to serve 2,226 persons on an average as against 

the country's average of 443 persons. 

The economic d~velopnHmt of We~t Bengnl is dependent to a great extent 

on North Bengal. The raw materials of the industries located in southern districts 

of West Bengal are supplied by the districts of North Bengal. It has a number of 

attractive tourist centres. This zone is primarily an agricultural region. But many 

people state that agricultural product ofNorth Bengal is highly backward and non

remunerative. Th~ lnt.ik of &'ural urban inti~rtltion nnd the lack of ttiral road is the 

most important reasons for the backwardness of agriculture. There are 250 tea 

gardens. Heavy industries ·are not established beca\.lse the transport system is not 



so good and there is want of mineral. The problem of earning livelihood of the 

people ofthis area may be wiped away in some quantity with the help of industries. 

The infrastructure which is needed to establish factories exists in these districts. 

The Transport net work and road net work partly be developed. For the overall 

development of this region the NBSTC may take an important role because it is the 

only State Transport undertaking -operating in this area. It plays an essential and 

vital role to bring many people of this districts from one place to another. For the 

infrastructure of industry and business of North Bengal, the NBSTC plays a vital 

role. The people (customer) of the remote areas ofNorth Bengal can contract with 

the producer~ for their required raw materials. In this way the thing of one place 

can be supplied to another place and fulfil the demand and supply ratio of people 

and goods of various places of North Bengal. So, we can say that NBSTC is the 

scale of prosperity and development of this area. 

The NBSTC is a"corporate body, which has seperate identity, with a common 

seal and perpetual succession. It operates within the limits of four divisions. The 

divisions are (i) Coochbghnr (ii) Raignnj (iii) Sill~uri nnd (iv) Berhampore. The 
, Head quarter ofNBSTC is situated at Coochbehar. 

The objective ofNBSTC is economy in service. In this regard, the analysis 

. of physical I operational efficiency is required in judging the corporation~s ability in 

attaining the objectivity. The operational performances ofNBSTC is measured In 

the following way. 

1. Fleet Utilisation: The 4. 7 table clearly reveals that the trend of fleet utilisation 

is very much disturbing. At the beginning of the study period , the percentage of. 

fleet utilisation was 68% and at the end of the study period (97-98) was 66.3%. It 

has not been able to r~aoh 90o/o tnrB~t stat~d in earlier chapter as standard. 

2. Vehicle Utilisation: Table 4.8 shows that at the beginning of the study period 

it was 220 kin. and it reached 264 at the end of the study period and the performance 

during the study period does not compare favourably with 300kms. standard referred 

earlier. 

3. Consumption o(Diesel, Lubricants and Oils: The perfqrmance ofNBSTC 



has been poor in respect of consumption of diesel, hibricants and oils per effective 

kms. It has attached the level of3.00 or above but has not able to reach 4.00 mark 

except 87-88 and 89-90. 

4. Total Passenger Carried: One of the out put of a road passenger transport 

undertaking is the number of passenger carried. Table 4.10 points out that the NBSTC 

buses carrying more passenger over the beginrting of the study period. 

5. Occupation Ratio: The occupation ratio below 70% and .does not compare 

favourably with the 78% occupation ratio as standard referred in earlier chapter. 

6. Staff Bus Ratio : This ratio shows that NBSTC is an inefficient undertaking. 

About 85% of revenue spends for personnel cost. More persons there employed 

per bus. · 

7. Staff used (or 1 OOkm, of operation : Table 4.13 clearly says that NBSTC has 

failed to reduce its staff employed per 1 OOkms. of operation and it is not the sign 

of improvements I efficient undertaking. 

8. Breakdown : Table 4.14 shows that the breakdowns has actually increased at 

·a compound rate annually and shows a decreasing trend of productivity. 

9. Accidents : Table 4.15 shows that there is not much variation in the number of 

accident per lakh ofkms. 

10. Operating ratio: Table 4.16 shows that the operating ratio ofNBSTC never 

. shown low and it is not efficient undertaking in this account also. 

11. Man Power Productivity : The staff productivity in terms km. operated per 

employee per day is not satisfactory. The productivity was 24 km. in 97-98 and this 

is not a trend of increasing productivity. 

12. Financial Evaluation: 

1) Revenue ,• The table 4.18 shows that NBSTC has been able to increase its earning 

per km. during the study period. 

2) Cost per vehicle kms. :Table 4;19 shows that costs per km. is increased from 



385.00 paise to 1,312.2 paise during the study period and NBSTC has not been 

able to reduce its expenditure/cost during the study period. 

3) Net eroflt/Loss per km. :Table 4.20 tells that net loss per km. was 182.00 in 

80-81 and it was -619.7 in 97-98. So NBSTC could not improve its performance~ 

4) Return o(lnvestment: The calculation in this regard present a very dismal 

picture. In most of the years ofthe study period the return on investment is negative. 
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