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FOREWORD: 

The recent increased spate of killed and injured Train Passenger in unwanted 
nasty Train Disasters in India is alarming. 

A German Safety Expert recently stated that he differently knows none 
country around the globe than India, from where so many nasty Railway 
Accidents with such high mortality rates could be reported. 

An underlying factor of the causeway to Derailment-Disasters of high 
mortality rates is the insufficient track quality on many routes 

RISK is the product of probability that an incident will occur, the impact that it 
will have and the harm it produces. 
In traffic environment, Risk cannot be reduced to ZERO. There is nothing in 
this technical world around the globe, which might be safe to fail. The 
“ZERO ATTITUDE” is illusory. "ZERO TARGET" can not be reached. 
It is not possible to bring the likelihood of the occurrence of 
unwanted bad incidents to zero. In a balanced way, the likelihood of 
bad incidents should be reduced, impacts of the incidents should be 
mitigated, and the harm, the incidents produce, should be damped as far 
as possible. 

About 40 to 42% of the Train Accidents in India are associated with the 
elements of Human Error, Fallibility, Malfunction, Laps and Slips. And 
about 46 % of the Train Accidents are associated with Train-Derailments, 
latter mostly due to in-service failures of rolling stocks and track-components. 

The RISK of fatal Train-Derailments on Indian Railways is unacceptable high! 

The impact and produced harm of the prevailing risky conditions, of a far 
reaching history, - the present high rate of killed and injured Train-
Passengers in unwanted nasty Train Accidents/Disasters - are not acceptable! 

The Ultimate Goal for IR should be to bring down as far as possible the rate 
of killed and injured train-passengers in Train-Disasters. 

In the last decades India has squeezed out more capacity of the rail 
network without answering the increased strain and stress on the rail-
roads with adequate increase of capital investment in track repairs, 
maintenance, strengthening, upgrading, rectifying and renewal. The 
unbalance or mis-match between traffic-load and investments has 
resulted in increasing in-service failures of track-components and hence 
resulted in increased risks of nasty and unwanted derailment-disasters with 
high mortality rates.  
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The backlog in maintaining the tracks in good conditions due to 
UNDERFUNDING is a PREVAILING LATENT UNSAFE CONDITION or 
LATENT FAILURE within the ORGANIZATIONAL SYSTEM INDIAN 
RAILWAYS (see J. Reason Doctrines), from where the fatal derailment-
disasters arise, or which promote/produce the unwanted and nasty 
derailment-disasters with high mortality rates. In the light of the James 
Reason doctrines, fatal derailment-disasters are “ACCIDENTS IN WAITING”. 

Hence, the recent fatal DERAILMENT-DISASTERS are the outcome of 
ORGANIZATIONAL FAILURES, for which the Government and the 
Management are responsible. According James Reason, Safety Management 
is essentially an organizational control problem.  

Even today the political leadership and organizational management is much 
more focused on pushing faster and more luxury trains on the current rail grid 
than to look on the quality and capacity of the rail tracks.  

The spate of recent DERAILMENT-DISASTERS indicates, that the technical 
organisation INDIAN RAILWAYS has failed to keep all its rail-tracks on a 
high quality level matching with the increasing traffic load they have to carry, 
and hence with the increasing stress and strain the traffic load exerts. 
According the metaphors of James Reason the mischief’s and unhappy 
endings have to be categorised therefore as ORGANIZATIONAL 
ACCIDENTS (ORGAX). 

A successful drive to improve operational Safety through technological 
upgrades in order to enhance safety and minimize risk demands massive 
Capital Investment Schemes with long-term certainty. This has to be on the 
top agenda. 

The priority for this Ultimate Goal should rank higher than the deployment of 
High-Speed on dedicated routes or Semi High-Speed in combination with an 
increase of axle-load under a mixed traffic-regime/scheme on selected routes 
of conventional infrastructure. 

The Risk-Balance Model renders in Railways a strategy to manage Safety 
and Risks on an acceptable level as low as reasonably.

ZERO FATALITY cannot be reached in Transport Enviroment: 

Dr. Ing. Willem Sprong from GIBB (PTY) Ltd., South Africa will present a 
paper on:  “Does 'Zero Incident' really exist in the Transport Environment?” on 
the forthcoming World Conference on “THE FUTURE OF 
TRANSPORTATION,” held 5-6th July 2017 at Cologne, Germany,   

Not all risk can be averted, but should be mitigated to an acceptable 
tolerance! Influential factors for safety are - amongst others - appropriate 
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budgeting and the system`s safety-culture. The question is, what the 
ACCEPTABLE TOLERANCE is, how much safety the technical organisation 
of high risk-potential wants, how much money it is willing to spend and how 
much it can afford to spend; see the relevant Technical Railway Papers by 
the author: HOW MUCH SAFETY ON INDIAN RAILWAYS, PART, I, II & III; 
free for download from the website: http://www.drwingler.com 

RISK is the product of probability that an incident will occur, the impact that it 
will have and the harm it will produce. 

ZERO FATALITY VISION in transport environment is unrealistic. Risk cannot 
be reduced to zero. Hence, on the likelihood of bad unwanted incidents with 
their calamitous consequences has to be reduced as far as possible, and the 
effect or impact of the bad incident must be mitigated as well the harm, it 
produces, has to be damped to an acceptable level. So if one cannot bring 
the nasty and unhappy incidents to zero, one has to reduce their likelihood 
and their impacts and harms. The demand is: “Keep your Risk as low as 
reasonable!” 

Although it is impossible to gain zero risk-probability, effective and efficient 
risk management must include the proactive mitigation in tackling with the 
impact and harm that bad incidents will have. 

Recent developments in Safety Management tend to use PREDICTIVE RISK 
BASED STRATEGIES.  In RISK-BALANCE MODEL, the strategy is to find 
an economical balance between minimizing the probability that an unwanted 
bad incident will occur and mitigating resp. damping the impact and harm, 
which it will have resp. it will produce. The challenge is to keep within a 
balance the risks as low as reasonable. 

With the background of Indian Railway`s “CHRONIC UNDER-INVESTMENT” 
(according S. Prabhu, Railway Minister, on his first budged speech), available 
money must be spend in a balanced and reasonably way: see: Dr. Ing. 
Willem Sprong, GIBB (PTY) Ltd., PREDICTIVE RISK-BASED STRATEGIES 
TO MANAGE SAFETY;  
https://www.rssb.co.uk/irsc/.../IRSC2015%20Full%20Paper%20Willem%20Sp
rong.pd... 

Organizational Considerations, the Role of Management and 
Regulator: 

The author of the present pamphlet worked 7 years for a global operating 
German Chemical Company on the fields of Risk Recognition, Safety 
Technology, Safe Production, Hazard Awareness and Disaster Investigation. 

http://www.drwingler.com/
https://www.rssb.co.uk/irsc/.../IRSC2015%20Full%20Paper%20Willem%20Sprong.pd
https://www.rssb.co.uk/irsc/.../IRSC2015%20Full%20Paper%20Willem%20Sprong.pd
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Michael J. Smith and Pascale Carayon reveal in their paper Using the 
‘Balance Model’ for Occupational Safety and Health Promotion published 
in: Proceeding EHAW`09, Proceedings of the International Conference on 
Ergonomics and Health Aspects of Work with Computers; held as part of 
HCI International 2009, pages 105-114, San Diego, CA, USA, July 19th-24th, 
2009, Springer-Verlag Berlin, Heidelberg, Germany, 2009, ISBN: 978-3-642-
02730-7: 

Successful occupational safety-program performance occurs in those technical 
organizations, which have a commitment in reducing workplace risks, good 
communication between the workforces and management, good human relations, 
structured activities for assessing and controlling hazards and adequate resources for 
controlling hazards. The “Safety-Culture” of the technical organization can be 
identified as a critical element in the frequency rate for occupational injuries of the 
organization.  

This illustrates the essential role that corporate commitment and involvement has in 
effective occupational safety and health programs. Conversely, without a strong 
corporate commitment and involvement it would be unlikely that an organization 
would have a good safety record. Corporate and management commitment and 
involvement is a foundation upon which effective occupational safety and health 
promotion is built. The first element of a corporate commitment is a policy statement 
in support of occupational safety and health promotion that comes from the Top of 
the Organization. This statement spells out the roles of each component of the 
organization, the rewards and punishments for performance, and the resources 
available for achieving good occupational safety and health performance. It provides 
the “philosophy” of safety and health that promotes active participation by all 
employees from the top position to the shop floor employees and everyone between. 
It had been found that the safest companies had greater participation by all employees 
and better human resource relations among managers, supervisors, shop floor 
employees and unions. 

Top Management plays an important role in providing direction (vision) and 
resources for setting up the systems and processes related to safety and health 
promotion. The importance of a strong culture with a corporate commitment to safety 
and health is in danger of reduced attention to safety and health when the economy 
becomes weak and a organization`s profits decline. Reduced attention to safety and 
health and cut backs in safety and health resources at such times undermine the 
corporate culture and are likely to increase the risk for greater hazards and subsequent 
injuries and harms. A strong occupational safety and health corporate culture will 
reduce the likelihood that cut backs in occupational safety and health resources will 
occur. From a review of safety management research and theory it had been 
concluded that there are three consistent factors that emerge for ideal safety 
management considerations. These are (1) genuine and consistent management 
commitment to safety, (2) communication about safety issues between management, 
supervisors and the workforce, and (3) involvement of employees in safety matters. 
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The second element in corporate commitment is a process to motivate managers and 
supervisors to become actively involved in occupational safety and health promotion 
and activities.  

Many organizations have a safety and health review as part of a manager’s annual 
performance rating and for determining pay increases. Some organizations have a 
policy that managers can be discharged for poor work unit safety performance, 
or if a serious accident occurs. Other organizations provide rewards and prizes for 
work units and managers that have exemplary safety performance. The important 
point is that corporate policies and actions have to get the attention of managers and 
supervisors that occupational safety and health are very important.  

After a series of mishaps at Hoechst Chemical Company, Germany, in the 
1960-70-ties, the following metaphor was borne: 

“If the Awareness for Hazards is underdeveloped in the minds of the 
upper Echelons and Managers, the whole system below will operate 
UNSAFE!” 

The CEO at that time of Hoechst AG had to quit his chair over the series of 
mishaps. 

Politicians have the tendency to make the behaviour of “bad people” 
responsible for occurrences of bad and unwanted incidents and calamitous 
events (Accidents/Disasters/Mischief’s), and they like to show their strength 
by demanding “Strictest possible action against those who could be 
responsible for the accident”. They often search for “Failures of Railway-
Staff” instead for the prevailing LATENT UNSAFE CONDITIONS or 
ORGANIZATIONAL FAILURES IN THE SYSTEM, both with often far 
reaching history – which can be regarded as the “parents” or “pathogens” of 
unwanted and bad incidents, and which are mostly the systematic factors 
underlying the causal pathway to the accident.  

Mostly, his human-as-hazard view prevails among management and higher 
echelons. It is commonplace in governmental organizations and typically 
contained to management (managerially) to decouple the responsibility of the 
individual “bad person” at the sharp end from the organization at large and 
hence from own responsibility. Such a blaming and naming reaction to error 
is intuitively appealing to higher echelons. 

Managers and top echelons are often not aware, that the front-line fallible 
person, on whom they want to shift the responsibility, may be the victim of the 
systematic error provoking factors and flawed defence, that combine, often 
unforeseeably, to bring about the bad incident.  

In an organization working in a “HAZARDOUS DOMAIN” according James 
Reason, SAFETY and RISK MANAGEMENT is essentially an organizational 
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control problem. Managers are appraised for cost cutting and launching 
prestigious projects, and not so much, when they spend money for protection 
against risks. They do not like to be remembered, when people get killed or 
injured. Their primary concern is to make the Railway profitable and to bring 
customers satisfaction to the service. Safety is delegated or given over to 
lower ranks, to departmental specialists and the regulators. Thus manager`s 
responsibility gets shirked and the opportunity to improve the organisation 
gets lost; see the paragraph: “THE UNHAPPY LOT OF GENERAL 
MANAGERS AND TOP MANAGERS OF RAILWAYS” in the technical 
Railway Paper by F. Wingler: “HOW MUCH SAFETY ON INDIAN 
RAILWAYS?”; free for download from http://www.drwingler.com. 

According Dr. Ing. Willem Sprong: An improvement in reliability will improve 
the safety of a railway system. This can be achieved through management 
and leadership. A base must be established between management and 
regulation. Risk-based activities of Safety Regulators are more about 
providing leadership instead of management. Excellence will be achieved 
through leadership.  

Safety has to be made a line-management responsibility. Regulators should 
act in an advisory capacity. Regulators are neither responsible nor 
accountable for safety performance.   

In India the regulator body has a big problem. It can work out safety drives, 
and it can give leadership, but it cannot influence the government in catching 
up safety performance through increase of money spending for capital 
investment schemes with long-term certainty for safety relevant rectifying 
works and investments in equipments. They have no opportunity to carry out 
system-reforms or to reform the organization as a whole. They can only point 
and sketch out, what Indian Railways ails and give advises, what to do. What 
ails IR is 

the backlog in capital investment schemes for safety related track 
rectifying works and for investments in equipments. 

If managers and the businesses, in which they operate, are already high 
performing, then there is a greater likelihood that their dips in performance 
will still be above the legal minimum, and risks will be adequately controlled. 
But if they are only poorly performing, then there is a greater likelihood that 
their normal performance will be below the legal minimum, and leaving risks 
are uncontrolled.  

Determining risk should start with an evaluation of the capability of the 
management to control risks and of the effectiveness of the 
management`s safety attitude.   

http://www.drwingler.com/
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Under guidance and leadership of the regulating Railway Safety and 
Standards Board, UK, (rssb), British Railways have achieved in the last 
decade a remarkable high Safety Standard and recorded 10 years without 
train-accident fatalities;  
see: http://www.railwaygazette.com/news/single-view/view/great-britain-records 10 years without tra..... . 

A safety expert of the German Federal Railway (DB) stated recently after the 
Indian 2016 Kanpur-Disaster that he differently knows none country around 
the globe than India, from where so many nasty Railway Accidents with such 
high mortality rates could be reported. 

In India, on the way to more Safety and hence to the ultimate goal of less 
killed or injured Train-Passengers in nasty and unwanted Train-Accidents, 
there is still potential to reduce the contributions of the elements HUMAN 
ERROR and TRAIN-DERAILMENTS. 

The Contribution of the Element/Factor HUMAN ERROR: 

Everyone makes errors. They are intrinsic part of the human condition. But 
certain situations are guaranteed to increase the chance that errors will be 
made. James Reason calls those certain situations “ERROR ENFORCING 
CONDITIONS”. When they occur in the presence of dangers, there will be a 
heightened of damage and injury. Systematic weaknesses of the underlying 
system and active failures on the part of the people involved mostly combine 
to bring out the unhappy endings. 

Both, individual as well collective MINDFULNESS and RISK AWARENESS 
from the top to the bottom of the technical organization needs FORESIGHT 
TRAINING – see James Reason, ORGANIZATIONAL ACCIDENTS 
REVISITED, Ashgate Publishing, Farnham Surrey, GU9 7PT, UK; ISBN 978-
14-7244-7654, 2016; see also: 
www.npsa.nhs.uk/patientsafety/improvingpatientsafety/humanfactors/foresight 
www.npsa.nhs.uk/patientsafety/improvingpatientsafety/humanfactors/foresightwww.npsa.nhs.uk/patientsafeI
In the handbook of Aryan Bhushan and M.M. Agarwal, INDIAN RAILWAY 
SAFETY – Ultimate Goal to prevent Railway Accidents, revised Edition 
2015, Bahiri Brothers Publishers & Book Sellers, Delhi, 2015, the contribution 
of the element HUMAN ERROR/FAILURES is estimated to be still in the 
range of 40 to 42 % of the causes for IR train accidents, although the overall 
number of train accidents has come down until 2014. A lot could be achieved 
on the causeway to the Ultimate Goal to Prevent Railway Accidents by 
reducing the 40 to 42 % contribution. 

RSSB; UK; invested a lot in its work elucidating HUMAN ERROR CAUSING 
AND PRODUCING/ENFORCING FACTORS/ELEMENTS/CONDITIONS for 
a better understanding of what causes personnel to fail in Railways. Safety 
should be handled under a GENERATIVE CULTURE   with a “NO BLAME 
CULTURE”, where failures lead to far reaching organizational reforms. To pin 

http://www.railwaygazette.com/news/single-view/view/great-britain-records
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down culprits, who could be made responsible for bad and unwanted events 
and who could be punished, is nowadays regarded in modern and up-to-date 
SAFETY, RISK AND HUMAN ERROR MANAGEMENT as a blunt weapon in 
the everlasting struggle for more Safety; see UNDERSTANDING HUMAN 
FACTORS – a GUIDE FOR RAILWAY INDUSTRIES, Rail Safety & 
Standards Board, UK, http://www.rssb.co.uk ;  

see also: James Reason, MANAGING THE RISKS OF 
ORGANIZATIONAL ACCIDENTS, Ashgate Publishing, Farnham, UK, 
ISBN 978 1 84014 105 4; THE HUMAN CONTRIBUTION, Ashgate 
Publishing, Farnham, UK, ISBN 978-0-754-7402-3; James Reason, 
ORGANIZATIONAL ACCIDENTS REVISITED, Ashgate Publishing, 
Farnham, UK; ISBN 978-14-7244-7654, 2016; A LIFE IN ERROR, 
Ashgate Publishing, Farnham, UK, ISBN 978-1-472 418418, 2013; Frank 
Wingler, RISK AND HUMAN ERROR MANAGEMENT, a Guide for upper 
Echelons of Sri Lanka Railways in RISK & HUMAN ERROR 
MANAGEMENT and ACCIDENT INVESTIGATIONS, based on the 
DOCTRINS of J. REASONS and Studies & Researches on the 
NATURE OF HUMAN ERROR, private publication, 2013, 
http://www.drwingler.com.  

For every Safety Commissioner or Regulator it is worthy to study the 206 
page RSSB publication UNDERSTANDING HUMAN FACTORS – a GUIDE 
FOR RAILWAY INDUSTRY and to learn the given lessons, on the way to 
implement more Safety by their leadership in the Organization Railway  -  a 
Technical Organization of an inherent  high Risk Potential.  

Under the RISK-BALANCE MODELL one has to find a balance between 
reducing the likelihood of the occurrence of bad incidents related to HUMAN 
ERROR/FAILURE CAUSING FACTORS/CONDITIONS and mitigating the 
impact caused and the harm produced by such incidents. This means, in 
order to minimize the Risk, the likelihood of the occurrence of bad incidents 
related to HUMAN ERROR/FAILURE has to be reduced as well the 
impact/harm of it has to be mitigated by arm absorbers. 

In recent time’s history of global fatal Railway Accidents there had been the 
following well published and investigated HUMAN ERROR dominated Train-
Disasters: 

♦ 24th July 2013 Santiago de Campostella High-Speed Train-Derailment
in Spain,

♦ 14th November 2015 TGV Test-Train Catastrophe on LGV East Route
France,

♦ 09th February 2016 St. Aiblingen Single Line Front-Collision Train-Crash
in Germany,

♦ 03th April 2016 Pennsylvania Amtrak Derailment in USA,

http://www.rssb.co.uk/
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♦ 12th July 2016 Bari Single Line Front-Collision Train-Crash in Italy.

The Human Error producing or enforcing and underlying elements, factors 
and conditions, which have distracted the relevant operators to be vigilant or 
which had preoccupied the relevant operators with something other than the 
task in hand that they had little or no attentional capacity to monitor the 
progress of their current action, have been well elucidated together with the 
prevailing background-pathogens, the latent UNSAFE 
CONDITIONS/FAILURES IN THE SYSTEM/ORGANIZATIONAL FAILURES, 
which facilitated the Errors and in consequence created the impact and harm 
of the Errors.  

A resident or prevailing background-pathogen is something that may lurk 
within the organization for a longer time before it shows itself as an illness. 

Under a “NO BLAME CULTURE” published recommendations for remedial 
measures made by Safety Experts show, how the Organisations Railway 
could be made more resistant to the impacts of to those Errors by deployment 
of better Training of Staff, providing better Working Conditions, better 
Technology (Signalling Systems, Interlocking and Train Control Systems) as 
additional defence layers in order to prevent that the Human Error Hazard-
Trajectories might penetrate through the “holes” of the defence, out-bursting 
in a calamity (J. Reason “Swiss Cheese” Doctrine).  

James Reason has stated that ERRORS are consequences rather causes. 

Under a Risk-Balance Model the Human Error causing Factors have to be 
minimized as well the consequences, leading to calamities (impact of human 
malfunction), have to be mitigated by additional deployments of technical 
safety installations. In other words, under a Risk-Balance Model one has to 
organize, that HUMAN ERROR has a lower chance to outburst in nasty and 
unwanted incidents so that it will produce less impact and harm. In 
consequence, every unwanted bad incident caused by Human Error has to 
be regarded also as an outcome of ORGANISATIONAL FAILURES. 

The Contribution of TRAIN DERAILMENTS: 

Train Derailments contribute with about 46 % towards IR Train Accidents. 
The actual number has come down until 2014, but increased since that time. 

The inadequate track-maintenance, -rectification, -upgrade and –renewal, not 
in compliance with the increase of strain and stress exerted by the increase of 
train-traffic, -load and –speed, poses an IDENTIFIED RISK; see relevant 
Safety Technical Railway Papers “HOW MUCH SAFETY ON INDIAN 
RAILWAYS?” under the category Safety, free for download from the website 
http://www.drwingler.com. 

http://www.drwingler.com/
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To bring more trains, faster trains and higher axle-load on the tracks without 
increasing the long term maintenance, fortifying, rectification and renewal 
works is RISKY, as revealed in some of the Technical Papers presented on 
the last International Technical IPWE Seminar, held at 12th&13th January 
2017 at Mumbai with the topic: 

“Challenges in Design and Maintenance of Track under Mixed Traffic Regime 
of Semi High-Speed and heavy Axle-Load”. 

The increasing number of nasty Train-Derailments with high mortality rates 
shows that the COMPONENT TRACK FAILS FREQUENTLY in IR. The 
result is that the number of killed and injured Train-Passengers in 
unwanted nasty Derailment-Disasters is since 2014 on increase. 

Under the classification of the so-called “FMECA”, Failure Mode, Effect and 
Criticality Analysis (see Dr. Willem Sprong), the IR Track and Rolling-Stock 
Failures can be categorized as CATASTROPHIC FAILURES, because they 
frequently cause DEATH and PERSONNEL INJURIES. The poor inherent 
and actual TRACK QUALITY of several routes on the IR network is a matter 
of concern. 

Mahakaushal Express Derailment Site near Kulpahar; 30-03-2017

Mahakaushal Express Derailment Site near Kulpahar; 30-03-2017
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As already pointed out, the likelihood of in-service failures of tracks and 
rolling stocks leading to fatal DERAILMENT-DISASTERS, and hence the 
contributions of DERAILMENT could be lowered by improving the Track 
Reliability. Railways around the globe with the circumstances of HIGHER 
TRACK QUALITY have less Train-Derailment. This means, deploying more 
TRACK QUALITY on all Routes of the Indian Railway`s Network, and not 
only on few prestigious lines envisaged for “Semi High-Speed”. But this 
requires long-term high Capital Investment Schemes with a certainty over 5 
to 15 years ahead for Safety enhancing and Risk reducing rectifying works; 
see Technical Railway Papers free for download from the website: 
http://www.drwingler.com .

In addition, in case of derailment the impact and the produced harm (high toll 
of killed and injured train-passengers) could be mitigated/damped through 
coaching stocks providing more safety for the train-passengers in case of a 
train-crash. In case of a calamity the barred windows of the ICF coaching 
stocks and narrow doors in the AC coaches proofed to become identified 
death traps. There is no other railway, which is grating its passenger-coach 
windows with iron bars. Two emergency windows per coach are by far not 
enough to provide enough emergency exits for trapped train-passengers. 

The impact and produced harm of prevailing risky unsafe conditions in 
IR with the present high rate of killed and injured train-passengers in 
unwanted nasty train Accidents is not acceptable! 

Outlook: 

James Reason sketches out in his recent edition ORGANIZATIONAL 
ACCIDENTS REVISED that the “ZERO ATTITUDE” only misinterprets the 
nature of the everlasting war for more safety. To reach ZERO DEFECT by 
eliminating all HUMAN ERROR, TECHNICAL PROBLEMS and 
ORGANIZATIONAL PATHOGENS altogether remains an illusion. 

But let`s hope that under the leadership of the Commission for Railway Safety 
and of the future independent Development Authority to regulate Indian 
Railways the identified Risks in IR can be reduced in a balanced way to an 
acceptable level.  

Resident Pathogens exists on all systems and organization; they are 
universal conditions – as we learn from James Reason. There various ways 
in which resident Pathogens can combine with human activities and local 
conditions are often unexpected and unforeseen. 

ZERO DEFECTS is not an achievable goal. But we can hope, that the 
governmental Indian Railways can achieve in future sustained safety 

http://www.drwingler.com/
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improvements over a long period by incremental progress to create a system 
and organization, which will be more resistant to those adverse effects. 

The costs of improving SAFETY all arise immediately, but the benefits 
emerge only in long term. 

So if one cannot bring down the occurrence of ORGANIZATIONAL 
ACCIDENTS (ORGAX) to ZERO, one can reduce their LIKELIHOOD and the 
IMPACTS and HARMS produced.  

For India the challenge is, to bring the quality of all rolling stocks and 
track components in better condition, not only of prestigious trains and 
routes. Imposed Traffic Load and Track Quality matching with the strain 
and stress of the Traffic load have to be brought in balance by immense 
capital investment schemes of long-term certainty. 

Former Union Minister of Railways, Dinesh Trivedi, has written in his article 
“Why Trains derail” for Indian Express, 22. Nov. 2016; see Annexure. In 
his outlook Dinesh Trivedi pointed out: 

“In conclusion, we need to go for a generational change in our railway system and 
completely modernize it with latest technology. For this, the government needs a 
massive investment programme without relying on revenue from the railway’s 
internal generation. This investment will not only save precious lives, it will give 
handsome dividends to the GDP. It’s time we change the definition of the railways 
from a “commercial organization” to a “basic infrastructure provider”.  

Why Trains derail: Explained by former Minister of Railways DINESH TRIVEDI; The Indian 
Express; 22. November 2016: 
http://indianexpress.com/article/opinion/columns/indian-railways-accidents-indore-pat...  

02-08-1999 Gaisal Train-Disaster due to Human Error/Malfunction 

http://indianexpress.com/article/opinion/columns/indian-railways-accidents-indore-pat
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Body Part of a killed Train-Passenger, who had no Chance to survive; 20. Nov. 2016 
Kanpur Derailment-Disaster 

Derailment of Meerut-Lucknow Rajya Rani Express near Rampur, UP, 15th April 2017 
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Derailment of Aurangabad-Hyderabad Passenger Train near Sargam/Kalgupur, 
Karnataka, 21th April 2017 

Derailment of Mumbai Lucknow Express at Unnao Station, UP, 21th May 2017



16 

ANNEXURE 

Why Trains derail: 
Explained by former 
Minister of Railways 

dintriv@gmail.com 

The Indian Railways have lost focus. The system needs a generational change. 

A Policeman stands at the Site of Sunday’s Train Derailment in Pukhrayan, south of Kanpur 
City. (Source: Reuters) 

mailto:dintriv@gmail.com
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Why Trains derail: Explained by former Minister of Railways Dinesh 
Trivedi 

The Indian Express; 22th November 2016 

The writer, a TMC member, is a former Union Minister of Railways. 
http://indianexpress.com/article/opinion/columns/indian-railways-accidents-indore-pat... 

While I pen this article, the latest figure of the dead in the Indore-Patna Express-
Derailment is 145, seriously injured 58, and injured 122, due to an avoidable mishap. 
I am not calling this an accident. I am calling it a mishap, which means a disaster, 
which could have been avoided. After such a horrible incident, a routine inquiry is 
ordered and the inquiry commission gives its report after many months. By then, the 
public would have forgotten about this accident till another such unfortunate accident 
takes place and the data of the dead is then compared to find out, which accident was 
bigger, yet another inquiry commission being ordered. And so, the cycle of accidents 
and routine inquiry commissions will go on — but who will never forget such 
horrible, avoidable accidents? The families who would have lost their near and dear 
ones? A mother who might have lost her children? A son who might have lost his 
father? A woman who might have lost her husband — the only bread earner of a poor 
family? 

The fact is, if one analyses such rail accidents, mostly poor people lose their lives. 
Most of such accidents take place in trains categorized as non-VIP ones, unlike the 
Rajdhani, Shatabdi, etc. Does that mean Rajdhanis and Shatabdis are absolutely safe? 
The answer is a big NO. As the tracks and signalling system are common, what is 
different is the quality of rolling stock, namely locomotives, LHB coaches and better 
monitoring of tracks before such trains pass on them. 

An accident report is of use if its recommendation is followed in letter and spirit — 
but nothing much happens with these recommendations. Otherwise, why would 
reports prepared by experts in consultation with the railways gather dust? The 
Kakodkar and Sam Pitroda committee reports are just two, in recent times. 

When I had taken oath as Minister of Railways on July 12, 2011 the Railways had 
just been overtaken by an unfortunate accident at Fatephur Malwa, near Kanpur, on 
July 10th 2011. I rushed to the accident site immediately after taking oath, straight 
from Rashtrapati Bhavan. The pain and misery of passengers and relatives of those 
who’d died still haunt me. That moment, I vowed to eliminate the recurrence of such 
painful happenings. I decided my entire emphasis as Railway Minister was going to 
be “Safety, safety and safety.” In times of such advanced technology, frequent 
accidents leading to death on the rail tracks are not acceptable. 

Now, the question is, “What is really ailing the Indian Railways?’’ I heard the 
honorable Minister, reacting to this incident, say: “Strictest possible action would be 
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taken against the guilty.” Who is the guilty? Do we blame the British government 
for an inefficient railway system? Certainly not. One of the assets we inherited from 
the Raj was an efficient railway system. Then where does the buck stop? The poor 
gang-man on duty? Of course not, as he isn’t qualified to know the quality of rail and 
how much wear and tear it can take. I wouldn’t even blame the minister. My view is, 
successive governments have to take the blame, all those who have treated the 
Indian Railways as a political tool rather than an asset, capable of transporting 
people and freight and adding at least two per cent to our GDP. 

Indian Railways is still one of the best organizations in the world, next to the army, 
with the most talented people. But the organization is being systematically damaged 
by successive governments because of the lack of understanding of this 
organization’s potential. Indian Railways need to be benchmarked to the Japanese 
Railway system, Shinkansen, which, since 1964, has been carrying millions of 
passengers with zero fatality. Indian Railways is more than capable of achieving this 
benchmark, provided we give it the necessary resources. 

The present problem of the railways is that the organization is on the verge of 
bankruptcy. Very soon, Indian Railways may need to borrow money to pay salaries 
as it is likely to report a net loss of Rs 25 000 crore or more. My biggest worry is 
safety as the Depreciation Reserve Fund (DRF) and Development Fund (DF) are 
getting depleted, since the railways are cash-starved. The railways are not generating 
enough operating cash surplus to even meet daily operating expenses. To replace an 
old asset (tracks, rolling stock or signalling systems), you need to put money in the 
DRF. On an average, the system requires Rs 20 000-25 000 crore year after year to 
replace old assets. Instead of that, a provision had been made for a mere Rs 3 200 
crore for the DRF in the 2016 budget. Therefore, the much required replacement of 
old assets is postponed — knowingly compromising safety. 

The Railways have lost their focus from operation with safety to peripheral activities 
like catering, WIFI, bullet trains, etc. The railway organization is totally demoralized 
as uncertainty looms large in terms of major changes at the top level. Even an 
extension for a two-year term given to the present chairman, Railway Board, after his 
retirement is unprecedented and has caused heartburn. The railways are also spending 
less on existing assets, like tracks, rolling stocks, etc., while the replacement of worn-
out assets is not being done. Freight loading is 15 per cent lower than last year and 25 
per cent below target. Passenger traffic is also down by millions. The quality of 
maintenance isn’t being monitored while replacement of LHB coaches is happening 
very slowly — if Indore-Patna Express had LHB coaches, the casualties would have 
been less. Further, continuous track circuiting (CTC) is needed on all tracks to detect 
rail fractures. With CTC, the derailment of the Indore-Patna Express would not have 
occurred. 

In conclusion, we need to go for a generational change in our railway system and 
completely modernize it with latest technology. For this, the government needs a 
massive investment programme without relying on revenue from the railway’s 
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internal generation. This investment will not only save precious lives, it will give 
handsome dividends to the GDP. It’s time we change the definition of the railways 
from a “commercial organization” to a “basic infrastructure provider”.  

Message: 

“TRACK QUALITY” on all Routes of the Indian Rail 
Network will reduce the Risk for Train-Passengers to be 
killed and injured in unwanted nasty Derailment-
Disasters. 

Without launching massive Capital Investment-
Schemes of long-term certainty for a periode of  5-15 
years ahead to upgrade infrastructure and to deploy 
High Track Quality on all Routes of the IR`s Network the 
goal will not be reached to bring down the number of 
killed and injured Train-Passengers in unwanted and 
nasty Derailment-Disasters.

QUALITY is no Luxury. QUALITY cuts Life Cycle Costs 
and reduces Risks. 

The costs of improving SAFETY all arise immediately, 
but the benefits emerge only in long term. 
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TRAIN-PASSENGER`s FREEDOM 
FROM INJURY and BODILY HARM 

matters!




