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Editorial Notice

The Editor invites contributions to the Magazine on a
variety of topics—short stories, tenchnical features
written in simple English understandable to the laymen,
Aspects of Railway Working, places of tourist interest,
News from home line, activities on Railway Institutes
etc. All copy should be brief and typed as far as
possible.

Photographs illustrating social functions, sports events,
scenic sports etc. are also invited. All contributions
should reach the Editor not later than sth of each month.
Rejected Mss. will be returned provided sufficient
stamps for postage are enclosed. No responsibility
will be borne for copy lost in transit.

Views expressed in this Magazine should
not be taken as having official authority.

All correspondence should be addressed to The
Editor, < Southern Railways Magazine,” Post Box
No. 17, Tanjore, ( South India ).
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L e ‘“Electrification of Calcutta Railways”’

HERBERT
’lt AUTO JUNIOR

—1ARLY in September 1953 the Ministry of Railways had appointed a team of officers to
11 prepare a detailed survey for the electrification of Railways of the entire industrial belt in

Bihar and West Bengal, and including the suburban sections of the Calcutta area. This
survey also was to include the Grand Chord line from Howrah to Moghalsarai, the section
Howrah to Chakradharpore of the old B. N. Railway, all important branches in the coalfields area
carrying heavy coal and mineral traffic, the whole of the suburban area of the Sealdah Division,
and the main line of the Eastern Railway between Sitarampur and Jhajha. The survey was to
be completed within nine months so that by the middle of the year 1954 the proposals would be
available for examination and conclusions reached as to future action to be taken.

Within the last thirty or forty years proposals for the electrification of the Calcutta
suburban sections of the old East Indian and Bengal Assam Railways had been considered on a
number of occasions, but these early investigations disclosed that electrification could not then be
justified financially. These schemes were therefore shelved for an uncertain future.

TH E HERBERT AUTO ‘J UNIOR With the advent of world war II, and an enormous concentration of commerce and

industry in and around Calcutta, there was a tremendous influx of population to Calcutta, as well

N automatic chucking machine for the rapid machining of small as in the smaller town with a radius of sixty to seventy miles. This resulted in a vast increase in
parts of cast-iron, steel or non-ferrous metals. : i i i i

_ _ ' the suburban traffic on Calcutta Railways. In spite of increasing the number of trains run each

be doI:lzt IZ::tent Sflf'ﬁelzinl}g cfieed motion er}l:b}lles CaCthPCYSUOI} to day in and out of Calcutta within the suburban areas, it has been found that with steam

¢ most suitable iced, ensuring a high rate of production. traction the Eastern Railway in the Calcutta area had reached a saturation point. At the present

N Air or electrically-operated chucks reduce idle time to the stage the Eastern Railway is running approximately 350 trains daily on the Howrah and Sealdah

minimum,. Divisions and the Khargpur district to move the enormous suburban passenger traffic offering,
] C,apacity: Parts of disc form up to 6"x!", other parts up to and yet these suburban trains are running overcrowded.

41" diam. x3}" long. |

l&f’lz}rukrinnl;n:;:/l::go € currer . 253;" Apart from the increasing .suburban p.assenger trafﬁc,“\.vhich steam traction cannot

Speed range, r. p. m. B B $3—1484 absorb ade'que.ltely, therF are other 'v1ta1 factors involved. The mve-.Year Plan has opened up

new potential increases in traffic which should follow the growth of industrial and agricultural

FROM STOCK, SUBJECT TO PRIOR SALE activity in Bihar and West Bengal, such as the Government’s decision to step up the output of

Full particulars available on request to the existing iron and steel plants at Jamshedpur and Burnpur, the developments in industrial

production which are expected as a result of the completion of the Damodar and Hirakud
ALFRED HERBERT (INDIA) LTD, schemes. With these increased traffic potentials in view the Ministry of Railways has realised
Post Box No. 681 13/3, STRAND ROAD, CALCUTTA.I Phone: CITY 4801-2-3

Branches at . BOMBAY ® MADRAS [} BANGALORE ® SECUNDERABAD
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that the Railways must plan well ahead so that when such traffic materialises the Railways will be
able not only to move it expeditiously, but be able to accept all the increased traffic offering.
Because of the limitations of steam traction in the areas concerned in Bihar and West Bengal, the

Ministry of Railways has felt that a major scheme of electrification in this part of the country will
provide the solution.

The Ministry of Railways has now gone a step further. At the close of the year 1954,
Mr. F. C. Badhwar the Chairman and Mr. P. C. Bhattacharjee, Financial Commissioner of the
Railway Board conferred with Dr. B. C. Roy, Chief Minister, West Bengal and representatives of
the Damodar Valley Corporation and Calcutta Electric Supply Corporation to consider the
capacity of the State Government, the D. V. C. and the Calcutta Electric Supply Corporation to
supply power for the electrified rail services to be provided. Asa result of this conference it
appears that the team of officers who have been undertaking the electrification survey since
September 1953, have been directed by the Ministry of Railways to concentrate first on the
Calcutta suburban section of the Eastern Railway. This scheme will also take in the proposed
circular railway round the city of Calcutta, which is aimed at relieving the present congested
condition of the city’s internal transport and traffic systems, especially in the business and

commercial areas. It is also learnt that the first phase of electrification to be tackled will be the
Howrah-Burdwan suburban rail services.

Unfortunately the representatives of the Railway Ministry were not able to give any
definite indication as to when the actual work of the electrification scheme would be taken in
hand, Mr. Badhwar the Chairman, Railway Board, stating that this aspect of the matter depended
on the availability of funds as the total cost of the scheme had not yet been computed.

With the various electrification schemes being mooted and reaching a stage of investiga-
tion, and then being shelved on financial grounds on several occasions in the past, an element of
doubt may naturally be expected as to whether the present scheme will go beyond the stage of
investigation and survey. However, the recent activity in the shape of the appointment of a team
of officers, followed up shortly after by top-level talks between representatives of the Railway
Ministry and the West Bengal Government are hopeful indications that the schemes of electrifi-
cation now under investigation will be pursued vigorously until completion, even though it may

take three to five years before the first electric train rolls out of Howrah station.
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Have you examined that the goods are securely packed, labelled and marked ?
Have you seen that they are loaded in a correct wagon and despatched with the least possible delay ?
Have you verified that the wagons are sealed, riveted and necessary card labels provided ?

_Have you seen that on arrival the goods are properly stored, the consignee is informed and delivery
is effected promptly ?
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NOTES AND COMMENTS

SOUTHERN RAILWAY ADMINISTRATION
PREPARES INTEGRATED SENIORITY LIST
FOR RAILWAYMEN

N pursuance of the Railway Board’s orders to General
Managers regarding the preparation of integrated
seniority list for staff a special Seniority List Office

has been opened on the New Year’s Day in the newly
constructed building of the General Offices. It is in the
fitness of things that two of the ablest Personnel Officers
Mr. K. Subramoniam and R. Jagannath have been
selected for the job which itself is highly complicated
and requires hard and sustained work. Those of the
staff who knew personally Mr. K. Subramanyam will
testify to his utter impartiality coupled with a
sympathetic outlook for their welfare. Even though the
nature of work in fixing the seniority of nearly one and a
quarter lakhs of Railwaymen is no easy job especially
when one knows that of the three integrated Railways
two major ones were company managed while the other
though small had peculiar problems. Mr. Subramoniam
has a novel way of tackling the job of fixing the

seniority. He has divided the staff working under him
into various squads and fixed them to collect service
sheet datas from the original sources. Thereafter they
will post these datas into the specially printed cards
assigned for each Railway for example green, white or
red as the case may be. These postings will then be
carried into another set of cards in terms of grades and
finally both the officers will sit together and fix the
seniority. It is expected that this job will be finished in
about three to six months as on this work depends the
morale of railwaymen. The following in brief are the
Railway Board’s original orders regarding the seniority
of Railwaymen :—

(1) In grades in which a combined seniority has to
be drawn up, the seniority in each grade will be in
accordance with the length of service in the grade, both
officiating and permanent as on the date of integration.

Note : Fortuitous or short officiating service of less than
three months duration will be omitted.

f ELECTRO-PNEUMATIC
3 HAMMERS

SELF-CONTAINED

BOILER
COMPRESSORS

WRITE FOR DETAILED INFORMATION

FRANCIS KLEIN & Co., LTD.

» ROYAL EXCHANGE PLACE, CALCUTTA.I
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2. Gradein (1) above denotes the CPC grade and its
corresponding grades in the integrating units before the
application of the CPC.

3. Seniority will be determined separately for the
substantive and officiating grades held on the date of
integration.

4. The inter seniority in the several integrating units
will not be disturbed.

Note: An exception will have to be made in the case of
Railways in which the basic seniority has been
determined on a fundamentally different basis
like, for instance, the date of confirmation.

Every one realises the magnitude of the problems
involved especially clerical staff of the general offices
where the largest measure of integration has taken place
but we can trust the Personnel Officers Mr. Jaganathan
and Snbramoniam to do the job well and we wish them
all success.

FIRST SITTING OF ONE MAN RAILWAY

TRIBUNAL TO SETTLE OUTSTANDING
PROBLEMS OF RAILWAYMEN

The first sitting of the one Man Railway Tribunal was
held at New Delhi on 4-12-53.

The Chairman wanted a written statement relating to
all claims within the authorised terms of reference
supported by arguments. He stated that on receipt of
the statements, they would be passed on to the Railway
Board for their reply and within about three weeks there-
of regular sittings will be held to considsr each case.
He also made it clear that he had received innumerable
memoranda from different categories of employees and
he proposed to take no action on them. He emphasised
that what is wanted in the memorandum is not a mere
statement of claims but reasoned arguments. Fullest
available data including relevant facts and figures are
required from each Union. He made jt clear that there
is no question of any revision of pay scales fixed by the
CPC being modified. It was mentionsd that there are
about 700 categories of railwaymen and heavy responsi-
bilities on staff Unions in seeing that no case suffers for
want of propzr prasentation.

In this connection it will be interesting to recall the
meeting of the Working Committee of the National
Federation of Indian Railwaymen held at New Delhi on
16th and 17th November 1953 when the following
resolution was passed :—

SOUTHERN RAILW AYS MAGAZINE

The conveyance of pilgrims for the Kumbha Mela at
Allahabad is going to present a somewhar difficult problem
Jor the Indian Railways.

“This Committee strongly feels that the terms of
reference of the Tribunal are very inadequate and
unsatisfactory to settle the urgent grievances of various
categories of railwaymen in the matter of pay and
allowances.

In view of the present highly unsatisfactory wage
structure of the railwaymen this Committee urges upon
the Government to take immediate steps for securing a
reconsideration of the pay structure in the light of the
representations already made .

We hope that inspite of conflicting approaches to the
problem, the weifare of Railwaymen will be borne in
mind and something substantial is done to them so that
they may be harnessed 1o the cause of National service
after Independencs.

MR. H. C. TOWERS RETIRES

The premature retirement of Mr. H. C. Towers, M.1.E. E.,
M.LRS.E., M. Inst. T., Chief Signal & Telecommumcauon
Engineer, Western Railway is decidedly aloss to the
Indian Railways in general and signalling world in
particular.

Mr. Towers came to India in December 1926 after
relinquishing his post in the London Transport Executive
and was posted to Ajmer on the then B.B.&C. 1.
Railway as an Assistant Signal Engineer. After ten years
service in this post, he was promoted as a Senjor Signal
Engineer and was placed in charge of the Bombay
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Mr. H. C. Towers.

Suburban Section. During his tenure of office he effected
several improvements in the signalling system by his
original research work in this branch. Two vears later
he was posted to Ajmer on the metre gauge system as
Signal Engineer and in January 1947 he was promoted to
the rank of a Deputy. On the formation of Western
Railway in November 1951, he was promsted as the Chief
Signal & Telecommunication Engineer of the Western
Railway with Headquarters at Bombay.,

In the course of his twenty-eight-year szrvic: with tha
Indian Railways Mr. Towers was connected with several
technical improvements and innovations in the signalling
and communication branches of the Railways and these
were possible wholly through his indefatigable efforts and
research activities. He took keen iaterest in th: develop-
ment of colour light signals and continuous track circuits
between Parel and Mahim and at statidons batween Borivli
and Virar on the Bombay Suburban s
in charge of the Installation Work.
Signal Engineer he introducad a new method of keeping
up the life of porus pots of batteries as these could not be
obtained during World War 11 and thus k
communication circuits in op
years.

ection while he was
While ar Ajmer as

ept up vital
ration during the eritical
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He was also responsible for the introduction of a system
of last Vehicle detectors for Goods trains to augment the
capacity of Block sections on the metre gauge main line
where there were several restrictions owing to gradients.

Mr. Towers was entirely responsible for, and credit
goes to him for his original ideas in this respect, the
installation of the first power-operated Lifting Barrier
Gates for Level Crossings at Santa Cruz, a very busy
Crossing leading to the International Air Port and this
enabled movement of rail and vehicular traffic
uninterruptedly.

Fifty-two-year old, handsome, tall Towers is a man of
genial temperament and has so much endeared himself to
one and all with whom he came into contact. He is a
Freemason holding senior rank in the District Grand
Lodge and District Grand Chapter of Bombay.

As early as 1942 Mr. Towers founded the Metre Gauge
Signal Sports Club at Ajmer for the benefit of the Staff
with whom he mixed freely. In 1947 he founded a
similar club for the Broad Gauge.

The credit for the existence of the Bombay Railway &
Signal Telecommunication Society also goes to him and
of which he was the Chairman from 1950. Mr. Towers
was also Chairman of the Western India Section of the
Institution of Railway Signal Engineers and a member of
several committzes not connected with his profession.

As a technical journalist of repute, Mr. Towers had
made remarkable contributions to Indian technical

journalism. On his retirement the Western Railway has
lost an eminent Engineer.

Mr. and Mrs. Towers sailed home by s. s.
“STRATHMORE ” early this month, and were seen
off by a large circle of friends. We take this opportu-
nity of wishing them a bon voyage and all happiness and
prosperity in their retired life.

RAILWAYMEN CELEBRATE NEW YEAR'S DAY
IN LORD MURUGA’S TEMPLE AT
VADAPALANI

On the first of January 1954, hundreds of Railway-
men of all ranks from the General Offices of the
Southern Railway assembled in the precints of the
famous Palani Andavar temple at Vadapalani to celebrate
the New Year’s day and pay their humble homage to the
Lord. The temple is situated in ideal village surround-
ings at Vadapalani which can be reached by five to ten
minutes travel by the city bus service from the Kodam-
bakkam railway station on the Madras Electric Suburban

¢ Continned cn page 51 )
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the history of British Railways occurred at

Harrow when a triple train collision caused a
very heavy death roll. Ever since the war the British
Railways have given considerable attention to the
proposal for an all round extension of automatic train
control and its installation on the main line routes of the
railways of the U. K. The term °‘automatic train
control’ is sometimes not properly understood and a
brief description of what it actually means is necessary.

ON October 8, 1952, one of the worst accidents in

Automatic train control is a system of appliances
working in conjunction with fixed signals located
alongside the railway line so that in the event of a
driver failing to observe a danger or caution signal, a
warning is given in the engine cab and the brakes are
applied. The science of railway signalling has now
advanced to such a stage that the possibility of a false
«clear” indication or a signal giving an imperfect
indication has been reduced to a minimum. Never-
theless, many serious accidents have occurred through
drivers missing danger signals because of distraction,
fog, snow, or some other cause. The boiler contributes
towards the driver’s difficulties particularly in modern
steam engines by reasons of its large size, which nar-
rows his view of the line ahead. With an electric train
or locomotive there is no such drawback, a perfect view
of the track being afforded in most cases.

Laity have suggested that if a faultless system of
automatic train control could be devised fixed signals
could be dispensed with. There are several objections,
however, to such a proposal. For example, it is
essential that drivers should always be on the alert and
if signals were scrapped their vigilance would tend to be
diminished. Again, some indication is necessary to
mark entrances to block sections while signals are also
required for shunt movements and to provide the
necessary interlocking for points and crossovers. The
ideal system combines fixed signals with a warning on
the engine and perhaps an automatic brake application.

The idea of giving a warning to drivers on passing
adverse signals is not a new one. As long ago as 1840,
there were patents for apparatus claimed to be able to
stop trains if they passed signals. One of that year, by
Pettit Robert, provided an arrangement whereby a
pointsman working a lever caused an arm to strike a
moving member on the engine which operated both
steam regulator and whistle.

A patent by Gooch (the first locomorive super-
intendent of the G. W. Railway ) suggested what was
virtually a three-aspect signalling system in the engine
cab. A ramp was placed alongside the track which was
worked by a signal wire in conjunction with the signal, and
a vertical rod was attached to the tender axle box which
had a roller at the bottom end to minimise
friction when engaging with the ramp, while the
rod was connected to a ramp to operate red,
white and green glasses. In an invention by
Digney a steam whistle was controlled by an electro-
magnet energised from a brush on the engine. In the
event of the engine passing a danger signal the brush

View showing track inductors of Hudd Inductive sysiem
of automatic train control.
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View on locomotive showing upper left indicator and
cancelling lever. Hudd inductive system.

collected current and operated the electro-magnet. This
system was introduced on the French Nord in 1872.

The chief disadvantage of all these systems, even up to
the present time, is the number of moving parts involved
Delicate apparatus has also often been suggested which
would be unsuitable for use under the strenuous condi-
tions of the foot-plate. For this reason automatic train
control is not used to any great extent, but there is a
noteworthy installation on the Grear Western Railway
(now Western Region, British Railways). Thus system,
devised by Jacobs, Insell and Bowden, all officials of
the G. W. R., has been in use since 1906. To under-
stand it some reference must first be made to the
meaning of the distant signal. This signal is the first
encountered when approaching a station. It has a fish-
tailed arm and when at “ caution” tells the driver that
the next stop signal ahead, or perhaps the one after it,
is at danger and that he must reduce speed and be
prepared to stop. The usual distance between a distant
signal and the first stop signal is about 880 yards,

January 1954

though in these days of high speed running in many
instances the interval has been increased to 1,000 yards.

The great Western system uses a metal ramp of from
4o ft. to 60 ft. in length fixed in the middle of the track.
This ramp is electrically connected to the distant signal
lever in the signal cabin and is energised when the signal
is “off”. On the engine is a contact shoe which
controls normally made contacts, while a local circuit
governs a relay working the steam whistle and vacuum
brake. If the engine passes over a ramp which is not
energised (distant signal at “ caution ”) the contact shoe,
through coming in contact with the ramp, is raised,
thereby breaking its contacts and dropping the control-
ling relay. The whistle is sounded and brakes applied.
If however, the ramp is energised, on the shoe making
contact the circuit goes through a polarised relay which
rings an electric bell on the engine and also prevents the
controlling relay from dropping, though the contact shoe
has been raised. An installation was brought into use
on January 1st, 1906, on the Henley branch (double
line) and the Fairford Branch (single line). 1In 1908 the
experiment was extended to all four tracks between
Slough and Reading and as far as Paddington in 1912.
In this year full brake action was added only audible
warning being in use in the previous experiments.
Today many thousands of miles of Western Region main
line are equipped with this system.

The Hudd system (though now considerably modified
from Hudd’s original ideas) now installed on sections of
the London, Midland and Scottish Railway (principally
on the London-Southend section) (now called the
Eastern Region, British Railways) does not use any
moving apparatus on the locomotive but operates on the
inductive principle. Two inductors are placed between

Pr— gy

View showing locomotive receiver close ta track inductor.

January 1954

the running rails, about 20 yards apart and about 200
yards outside the distant signal. The first indicator is a
permanent magnet with the south pole directed towarc.ls
oncoming traffic. The other inductor is an electric
magnet which, when energised at 12 volts, produces a
powerful magnetic field. In this case the North pole is
directed towards oncoming traffic, the reverse of that
presented by the permanent magnet. The second
inductor is energised through a circuit controlled by the
Distant Signal in the “ Off ” position.

The engine equipment comprises a receiving unit
consisting of an iron collecting plate with pole pieces,
the plate passing over the inductors with a clearance of
about 4 inches. Between the pole pieces, a special
permanent magnet armature is fixed, mounted on ball
bearings. The armature is connected to the vacuum
apparatus on the locomotive and on passing over the
permanent magnet inductor is partially rotated and the
vacuum horn on the engine sounded. If the second
inductor is energised, through the distant signal
being at “clear”, the armature is restored to its
original position and the horn closed. If the second
inductor is de-energised, the horn will continue to
sound and the brakes will be applied. This system
has been carefully tested by the Lordon Midland
Region over a number of years and installed ar many
signal locations on the Fenchurch Street—Southend line.

A general extension of automatic train control has
been under consideration by the British Railways Exe-
cutive for some time. Attention has been given to the
advantages of the ramp system ( western Region) and
the magnetic inductive (former London Midland,
Southend Section, now Eastern Region) systems.
Various small scale tests have been carried out which
embodied the best features of the two systems,
consistent with reasonable cost. The opinions of
representive drivers were also obtained regarding the
positioning of track apparatus and the indications in
the engine cab.

An extensive trial is being carried out on the Down
Mail line between New Barnert and Huntingdon, on the
London Midland Region. The equipment is fitted to
65 engines and incorporates the former G. W. R. bell,
siren and brake actuating cab apparatus operated by a
magnetic inductive receiver pessing over magnets on the
track with a 4" clearance.

The railways of the London Transport Executive
( originally the London Underground Railways) possess
the most perfect system of automatic train control and

4
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have done since their inception in 1906. These railways
are completely track circuited and where there are no
points to be operated, all signals work automatically.
Every signal, whether manipulated from a signal cabin
or worked automatically, is provid=d with a train stop.

This takes the shape of a Tee shaped arm, pivotted
at the base and operated electro-pneumatically. When
the signal is at danger the arm is in the verticle position.
All trains are fitted with the Westinghouse air brake
system and a trip cock is placed on the outside of the
leading motor truck. This hangs down vertically and
in such a position that when passing a signal at danger
it comes into contact with the train stop arm and the
trip arm is knocked open. This opens a valve in the
main air pipe allowing air to escaps to atmosphere
thereby applying the brakes with full force.

When the signal shows proceed, the train stop arm is
moved out of the engaging position with a trip cock by
a small electro-pneumatic motor. The arm moves in a
forward position to an angle of about 80° with respect to
the verticle. The admission of compressed air t> the
train stop motor is controlled by an electro-pneumatic
valve operated from the same relay controlling the
signal aspects.

If a train over runs a danger signal and is tripped the
motorman has to get down from his cab and reset the
trip cock on his motor truck. The train cannot be
restarted until normal air pressure in the main line pipe
has been rzstored.

Cases of motormen over running danger signals on
these railways is extremely rare but owing the intensity
of the service ( 14 minute headway during rush hours )
every precaution against collision is taken. Two aspect
signalling is in use and every signal which cannot be
sighted from an adequate distance has a repeater signal
showing yellow and green.

As a precaution against the head of the train stops
being knocked off by some defective part on a train, and
thereby becoming ineffective, the position of the arm is
electrically detected. A small lug p-ojecting downwards
from the arm is connected by a short rod to a circuit
controller. This coatrals the circuit feeding the track
circuit preceding the signal so that if the train stop did
not assume the verticle position when the signal went to
danger, due to failure or damage by rolling stock, the
signal in the rear would be held at danger, or in other

words, would automatically become controlled by two
sections instead of one,
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SIGNALLING AND INTERLOCKING

By H. C. Towers, M.\I. E.E, M.1.R.S. E,, M. Inst. T.

Chapter 13.

HENEVER a railway and a road bisect each
i/ ;2 other this has to be done by means of an
overbridge, an under-bridge, or a level
crossing. The first two methods being the most
expensive this is only resorted to where there is excep-
tionally heavy road and rail traffic. Level crossing gates
are signalled and interlocked if the density of road and
rail traffic warrants it or the rail approach to the level
crossing is on a curve or in a cutting which would
prevent an adequate view of both rail and road traffic
with respect to each other.

The method of interlocking level crossings which lie
in station limits varies according to position. If the
crossing is quite close to the cabin it is possible to
orerate the gates from the cabin. In Great Britain,
a winch is used to work the gates and an interlock lever
in the lever frame to interlock then with the signals.
The winch usually takes the form of a handle which
turns @ worm and screw which moves a lever connected
to rodding to work the gate wings through cranks.
When the gates are closed, a lever in the frame is pulled,
or put back normal and this bolts the gates shut.
Levers working signals reading over the level crossing
are the then free to be pulled. On the Continent of
Europe and many other countries, gates of the lifting
barrier type are in use. These are often worked from
a winch in the signal box by the double wire method.
They are also worked by electric motors termed gate
machines. In Great Britain gates are used almost
exclusively except for one lifting barrier installation
which has only recently been installed. This barrier
is workcd manually from the signal box. Great Britain
has only two examples of power operated gates and
these are worked by oil pump motors electrically
controlled working in conjunction with colour light
signals for street traffic.

In many overseas countries gates quite close to signal
boxes are closed by gatemen. The gate wings are fitted
with Annetts locks, one key being secured w the gate
post of adjacent wing. When the gates are closed, the
shackled key is inserted and turned in the Annetts lock
on the gate. This releases the key at the other side.
One key from each pair of wings goes into another lock
fixed on a post alongside. This lock has a slide going
through it operated by a verticle crank artached to a rod
going to the signal box. When the keys are inserted

Level Crossings

and turned in the lock the slide is released and the
signalman can then operate the lever working the rod.
This replaced normal (it is reversed to release the
gates) releases the signal levers working signals
reading over the level crossing. If the crossing is
quite close to the cabin the signalman can usually
tell the gateman when to close the gates by calling out to
him or ringing the cabin bell. If, however, the distance

is too great communication is usually effected by electric
bell or telephone.

If an interlocked level crossing is positioned between
the Home and Outer Signals, although the method of
locking the gates remains the samz there are several ways
in which it can be interlocked with the signal cabin.
One method is for the gate interlocking lever in the
signal cabin to have an Annetts lock fitted to it the key
of which comes outin the reversed position. This is

Two aspect electric gase lamps worksd by contacts on gates,
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ELECTRIC GATE LANTERNS OPERATED BY LE.V_E_L CROSSING GATES
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then inserted and turned in an electric key transmitter
which releases a similar key at the gate. This key is
inserted and turned in an interlocked box at the gate
which releases the two keys required for unlocking the
gate wings. Where there is an Advance Starter and the
level crossing is situated between this signal and the
Outer it is sometimes the practice to use a two lever
ground frame with two Anneus locks working in
conjunction with the mechanical locking. Ths two keys
from the gate wings are inserted and turned in these
locks which unlock the levers working slots on the Outer
and Advance Starter signals. Interlocking through
electric key transmitter could also be used but this leaves
the gateman with no control over the signals. In the
event of a motor lorry collidiag with th: gatss and
getting on to the line he would not be able to replace the
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gate hut housing a lever frame and a winch for working
the gates. Where a gate hut or signal cabin is provided
they are seldom worked by hand. Signals consist of a
Home and a Distant positioned 200 yards and 440 yards
respectively. In other words the Distant is 640 yards
from the crossing. Warning of the position of trains is
given by block bells and electrical indicators which
repeat the block signals.

Indian practice is much on the same lines except that
the gates are worked by hand and Annetts locks are
used to secure them and give the necessary interlocking
between gates and signals. Usually two signals are used
in each direction, a Home and a Warner whose distances
from the level crossing are much the same as in British
practice. A level crossing warning board may be used
in place of a working Warner but it only conveys one
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LEVEL CROSSMG ON SMGLE LINE WITH_SIGNALS INTERLOCKED
WITH GATES AND BELL AND INDICATORS WORKED BY
TRAINS OCCUPYING INTERLOCKED TRACK CRCUITS.

signal at danger if it had been lowerad for a train.
Generally no standing rules can be laid down as to the
method of interlocking required for level crossings in
station limits as this is regulated by local conditions and
the type of signalling already in use.

Interlocking of level crossings between stations is
carried out on much the same principles as those in
station limits except that the signals protecting the
crossing are worked from a lever frame by the crossing
keeper. In Great Britain level crossing gates are made
to close across the road and across the railway. In India
they usually close across the road and open away from
the railway. The British practice is to provide a small

L suoss .

METHOO OF INTERLOCKING GATES WITH SIGNAL CABIN
BY_AMNETTS LOCKS.

indication and that a cautionary one. If the approach
to the level crossing is obscured by cutting, trees or other
obstruction, it is better to have a working Warner which,
when off, will give the driver of an approaching train an
assurance that the gates are shut and that he is not
liable to collide with a lorry or bullock cart.

It is very necessary to give gate-keepers warning of
the approach of trains particularly on double or
quadrupled lines where there is frequent fast traffic.
The same remarks apply to single lines as well since
otherwise gate attendants could only obtain information
as to from which direction a train was approaching by
observing the smoke or headlighths at night. One of
the simplest methods is to connect a single stroke bell
to the block instrumeat circuit so that all signals
exchanged between adjacent signal boxes or stations are
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repeated in the gate hut. This requires the attendant to
have a knowledge of the bell code. The system may be
suitable for double lines since the gates have got to be
closed for a train irrespective of from which direction it
is approaching. On single lines the single stroke bell
does not give any indication from which direction trains
are coming and something more modern is necessary.

The most positive method for warning level crossings
is by track circuit and these need omnly be a few rail
lengths in extent. When the track becomes occupied
it operates a device known as a stck relay located at
the gate hut. This relay remains energised after the
track circuit ceases to be occupied by a stick circuit
which passes over contacts on the normal position of
the gate signal levers. When the relay is energised it
starts an electric bell ringing and this continues to ring
until the gates are shut and locked and the appropriate
gate signals pulled off. The same effect can also be
produced by electric treadles but a track circuit is a
simpler proposition. On single lines the same circuits
are used and short track circuits are located each side
of the level crossing usually about one mile from it
depending on circumstance. It is necessary to ensure
that the bell will only operate for trains approaching the
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level crossing and not by trains which have passed the
crossing and are occupying the track circuit on the
furthermost side. This is accomplished by interlocked
track circuits so that the bell opecrates by trains
approaching the level crossing but not by trains going
away from it. Electrical indicators in the gate hut
inform the attendant from which direction the train is
approaching.

It has already been stated that in Great Britain the
gates close across the railway and the road. The
gate lamps indicate red to rail traffic when closed
across the tracks and white to road traffic and vice versa
when closed to road traffic. In India and some other
countries the gates close across the road and open away
from the line and parallel with the road. Present
regulations do not permit any light to be shown to rail
traffic, the red and whitle lights being displayed to the
road exclusively. This means that special cowling
arrangements have to be made to screen the lamps and
this is by no means easy when the road crosses the
raliway at an acute angle or the approaches are at
different angles to each other with raspsct to the track.

To overcome this difficulty and also to provide a
better indication, the author designed for his railway a
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special electric gate lantern. This was for a level
crossing where the road approaches at an angle of 60°
to the permanent way on one side and approximately 45°
on the other. The double faced gate lanterns are
constructed of ;" sheet iron. The red and white
lenses are standard signal items §° in diameter secured
to the lamp case with M. S. rings and gaskets. The
angle of the lens, with respect to each other, was
calculated at site with signal sighting tube and protractor.
The electric bulbs are 12 Volt 24 Watt double filament of
the same type used in light signals.

The aspects are controlled by special contacts secured
to the gate post. This contact is fitted with a slotted
arm and pin fixed to the edge of the gate and work in
the same manner as a signal arm commutator. The red
aspect is controlled by a long contact and the white as-
pect by a short contact. All gate wings have to be
correctly opened and secured in their siops before a white
aspect can be displayed. If only ome wing is incorrectly
opened and just touching the gate stop, bur not secured,
both red lights will be exhibited.

A 220 volt AC supply is obtained from a Cantonment
lighting post near the level crossing. The service box
houses a 220 Volt'12 Volt step down transformer and
the fuses. Armoured signalling cable takes the supply
from the box to the four gate contacts. A switch is
provided near the gate lodge to cut the lamps out during
the hours of daylight. The oil lamps and mechanical
cowling arrangements have been retained in order to
cover a temporary supply failure or a blown fuse, the
lamps being stored in the gate lodge until they are
required.

In countries where the population has a greater road
sense gates are usually dispensed with. On the
Continent of FEurope, in certain Commonwealth
countries and the United States of America power
opcrated lifting barrier gates arc used and often these
are worked automatically by track circuits. The public
receive a warning that the barriers are descending by
flashing red lights and loud ringing bells or sirens. This
warning is given some fifteen seconds or so before the
barriers close. In many cases only half a barriet is
used, that is, the bcom covers haif the roadway on the
side used by traffic approaching the crossing. There
are many instances, both on the Continent of Europe
and the United States of America where barriers are
not used at all road users being warned by flashing red
lights and electric bells. The population of Great
Britain cannot be said to be lacking behind any other
nation so far as road sense is concerned yer every level
crossing, irrespective of the density of traffic over it, is
protected by gates.
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Residential Accommodation for Railway Community
By W. White

maintenance of discipline, courtesy towards the

travelling public and a call on officers by the
Prime Minister of India early in November last in New
Delhi for a chenge of outlook in the methods of work
adopted by them, particularly in dealing with the public
and the staff in order to satisfy the needs of a progressive
Democracy and to develop the espirir de corps between
officers and other ranks are very welcome and sine qua non
for the efficient working of the Railways. There is no
doubt that every one in the Railway Services—Officers,
Supervisory staff, clerical staff and particularly those
members of the Railway Community connected with the
transportation working of Railways are the chief agents
to contribute largely towards the progress and prosperity
of the Nation by tackling the difficult spots of congestion
and bottlenecks. In the words of our Prime Minister—

THE urge to Railwaymen for harder work,

“ India could not hope to progress unless she kept
pace with scientific development elsewhere in the
world and learnt quickly to use that knowledge in
the manufacture of plant, machinery and tools
within the country. Self sufficiency would solve
India’s  internal economic problems, eradicate
unemployment and give the country strength.
Dependence in these matters on outsiders was a sign
of weakness. India’s efforts should be directed
towards the manufacture of all important Railway
equipment, particularly locomotives, coaches and
wagons within the country itself .

All these are sayings of the wise men and we, the
Railway Community, are bound 1o rise to the occasiomn,
have done so since the Partition or Independence of the

Country and are determined to do more as
of us.

required

Semething is also required to be said about the
housing problems of Railwaymen. A Conference of the
General Managers of Indian Railways held in the
Railway Board’s Office early in November 1953 also
discussed in some detail the general question of quarters
for Railway staff, their type designs, etc. The Railways
in India are the largest employers of labour in the
country. About 94 lakhs of employees are estimated to
be on the pay rolls of the Railways in 1952. Railway
Construction in India was started by the rulers of India
with strategic outlook but the Companies incorporated
in England who were encouraged by the authority in
power to provide funds for the Construction of Railways

in the early stages invested money with commercial
background and were averse to block large sums of
money for such unremunerative items of Railway
Construction as quarters for the Railway staff. The
early builders of the railways in India had only one idea
in this respect; that was to build quarters to the bare
minimum, and that 100 to the cheapest design for
different categories of very “essential” staff. Although
climatic conditions were also considerations for evolving
the type designs of Railway Staff Quarters yet the
“ADEQUATE RETURN” on capital invested was
their main object. And therefore the India have
different kinds of dwellings. At large junction stations,
as well as on the wayside stations where private
accommodation is not procurable to any appreciable
extent it is very necessary that housing should be
provided by the Railway for its employees.

In 1944 the: Railways could provide quarters to
their staff only to about 40 per cent of their permanent
servants. During the recent years the conditions in the
country have completely changed due to the partition of
the Country and the colossal increase in the prices of
building materials. During the World War II and
thereafter the cost of living rose to three or four times of
what it was pre war. Houses at reasonable rent are no
more available to the Railway Community in general
and particularly so in big cities and towns—the main
centres of employment. The displaced employees from
Pakistan areas are forced to keep their families with them
at their place of work. The Railway employee in
general cannot think of building a house in thesz days of
soaring prices. It is for these reasons that the Railway
Employee, permanent or temporary, essential or non-
essential, officer or subordinate, looks forward to the
employers (the Railways) for residential accommodation
at reasonable rent. After food the most important
requirement of 2 man—Railwayman or otherwise—is to
have a shelter. Food and housing at rcasonable cost
solves the most important problems of a Railway
employee, or say a human bzing, and result in efficient
workitg of Humaa machine and consequently the Rail-
ways.

In consideration of the above facts the Railway
Board have not lagged behind and are stated to have
given full consideration to this matter. As a result of
the discussions in early November the Board are under-
stood to have issued instructions to the Railways indicat-
ing the general scales of accommodation, ranges of costs
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for each type of quarters, the scales of pay of allottees
and the standards of development of the staff colonies
These are understood to be as follows :—

Type I. Forclass IV staff. One main room, 120
sft. in area, cooking place, a lean to open
front verandah, washing place, courtyard
and an inside verandah ; approximate plinth
area 300 sft.

Type II.  For staff on pay scales up to Rs. 225/- p. m.
Two roomed quarters with a Kkitchen, a
verandah in front and inside, bath,
individual latrine and courtyard. Each
main room to be 120 sft,

Type III.  For staff on pay scales up to Rs. 350~ p. m.
Three roomed quarters with a verandah
inside and outside, kitchen, store, bath,
individual latrine and court-yard. Plinth
area goo sft. One electric fan and pipe
water where available,

January 1954

Type IV. For staff on pay scales 300—s500. Three
roomed quarters (one large living room and
two bed rooms) with store and verandah on
both sides, bath, latrine and one servant’s
room ; three fans and piped water where
available. Plinth area 1450 sft. approxi-
mately.

It has, of course, to be understood that the over-
riding consideration of the Railway Board would be to
provide as many quarters as possible, although due to
limitation of resources, austerity standards of accommo-
dation and amenities might have to be accepted by
certain grades of staff as a temporary measure. On the
other hand, drainage, ventilation, adequate lighting and
plentiful water supply are considered important and is
to be remembered that these would receive priorty when
new Staff colonies are to be developed. In a large
country like India with wide variations of climate etc., it
is not desirable to lay down strictly uniform designs for
all localities. The different Railway Administrations
would obtain the best value for the money to be spent,
keeping in view the above considerations.
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FRENCH NATIONAL RAILWAYS

By Saroj B. Biswas

HE French National Railways reached in 1952 the
peak of efficiency, and her productivity and
performance that year outdid those of the years

1929, 1938 and 1951-—her previous best years and it is
also noteworthy that with this progress has marched hand
in hand the development and reconstruction work as well.

Of the Fr. 444000 (100 Fr. is roughly equal to £ 1)
million of war damages to her structure and permanent
way-—all but 179, of the same has been mad.c good at{d
repaired by the end of 1952—not a mean achievement in
course of 7 years only—and that too a period of severe
inflation. This year (1953) the S.N. C.F. will spcn.d
£ 18,764,000 on new capital works, of it, £ 11,400,000 1§
allotted for electrification of her track and a further sum
of [ 19,686,000 will be expended on betterment and
reconstruction.  So it is seen capital works and develop-
ment projects share almost equal amount of expenditure.
In contrast to the U. S. A. Railway policy of spending
millions on modernization and rehabilitation mainly on
freight facilities, for future construction and capital
works in France, the keynote kept in view of the S. N.
C. F. is the doctrine of productivity meaning mass
production of passenger and ton miles, the execution of
capital programme is influenced by the consideration if
the execution of capital programme is influenced by the
consideration if the undertaking is likely to be affected
and lose its value and worth by the incidence of swift
technical evolution. So the S. N. C. F. is naturally shy
to launch upon costly venture and enterprise involving
installation which though wears out slowly but at any
time during its life time may be rendered out of date by
new technical advances and research. As a safeguard
against over-capitalization and to have the highest value
the S. N. C. F. follows the course entaling least the
construction of fixed installation and in a spirit of hard-
headedness is inclined to the view that it is better to
devote capital to conversion of stock and equipment and
re-allocation of staff rather than maintain out of date
techniques, and in pursuance of this principle —the
electrification of railways initiated some years ago was
further extended last year from Dijon to Lyons on the
Paris—Marseilles route. This electrification  which
covers 10", of the route miles of the
S. N. C. F. has resulted in a tremendous
increase of productivity with an annual saving
of £6500,000. The freight tonnage alone has
been doubled from 10000 tons to 20000 tons
a day, 231 electric locomotive are doing the
work of 600 steam locomotives. Electric power

6

required for the electric traction is obtained from
hydro-electric stations which abound in France and the
railway coal saved due to electrification is diverted to
various thermal power stations. In this wise there has
been an annual saving of 620,000 tons of coal. The
train weight has been increased from 500 tonnes (One
French tonne is a little less than 1 ton) to goo tonnes.
The average speed of train has been improved to 75
M. P. H. with a maximum permissible speed of 95
M. P. H. even rivalling that of the famous Pennsyivania,
the premier railroad of U. S. A. Thus through the
pooling system the S. N. C. F. has achieved the world’s
record engine mileage of 29070. per month which is far
ahead of the second best monthly figure of 24000 on
Santafe followed by 16000 miles on Barlington both in
the U. S. A. It is relevant to note that our recordis a
daily engine mileage of 247 on the electric traction of the
Central Railway. But these achievements would hardly
have been possible, without adequate yard facilities; to
improve the same at important traffic points and centres
—instead of increasing marshalling and reception lines—
Diescl electric Engines capable of working 20 hours a day
without a change have been introduced. In the
circumstances a further extension of electrification in the
future is the logical outcome and there is a proposal to
electrify in course of the next four years the principal
main lines @ a capital cost of £ 600 million, and the
completion of this project is expected to yield a return of
11°, on the capital expended with an annual saving of
897,000 tons of good quality coal which can be utilised
for other national purposes and requirement.

Despite this marked progress and ambitious future
plan the economic situation a serious handicap on the
efficiant working of the Railway, showed no sign of
improvement. France had in 1952 to pass through a
severe inflation—legacy of the past years—an aftermath
of the war. The average charge for carrying a passenger
per Kilometre (1 kilmoetre is about 3/5 of a mile)
improved from 17.2 times in 1951 to 16.8 times than
what it was in 193g, the retail price index was 24.6
times compared with that of 1938. The average freight
rate in 1952 was 18. 5 times higher than in 1938 and the
wholesale price index was 26.8 times of that of 1938
while the working expenses were 27 times the pre-war.
In this context the traffic situation and the operational
productivity should be studied and reviewed. Long
distance passenger journeys increased no-doubt last year
but due to greater competition from the bus and private
motors there has been a fall in the suburban traffic.
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A comparative position regarding some salient feature
is summed up in the table below.

1938 1951 1942
1. Passenger journeys (Millions) 540 549 540
2. Average Journey (kilometre) 41 SI 53

3. Goods tonnage conveyed
(Millions) 132 179 173

4. Average Wagon load (tonnes) 9.0 13.1 13.6

5. Tonne km conveyed per man
hour (including tare weight of
the vehicle) 165 194 197

In 1952 operating receipts of the S. N. C. F. yielded
Fr 390,829 million representing an increase of Fr 60,472
million or 11.3 9, over that of 1951, passenger traffic
amounted to Fr 103,308 million and increase of 23.6 °
over that of 1951, though the passenger journey fell as
compared with that of 1951 but this increase is due to
longer journeys, an increase in the number of higher
class travels and to a slight raising of the fare. Freight
traffic produced Fr 271,737 million—a rise of 15.7 %,
over that of the year 1951 and this record freight traffic
the best so far arttained was reached in face of nearly 1
lakh wagon less than it was in 1938, the wagon stock of
this year dropped to 422,700 in 1951 and to 409,408 in
1952 and the number of ton km of freight traffic in 1938,
1951 and 1952 was 26,500,000; 45,400,400. and
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44,300,000 a fall of 4 9; in 1952 from that of 1951 but
in 1938 the ton km per wagon in service was §6,100 the
corresponding figures for 1951 and 1952 being 110,100
and 122,300. The traffic density, an ingredient to
assess the value of goods Train service as measured
in net ton miles is 2.7 million trailing ton miles
per mile of single track on the British Railways
2.8 on §. N. C. F, 3.5 in West Germany
and 4.8 in Switzerland but measured in train
miles, the figure for the British Railways per
mile of single track is 11,000 train miles,
against 10,000 for West Germany, 6ooo for France
and 15,000 for Switzerland. The wagon turn round
last year on the S. N. C. F. was 7.8 days against
10.4 days of the British Railways and 4.2 days of the
German Federal Railways—the lowest figure in Europe
perhaps the lowest in the world. In Passenger
transport, apart from being an index of operational
efficiency the factor of speed and punctuality is an
essential requisite if the high standard of service
advertised is to be maintained, otherwise the railway
would be rightly accused of selling sub-standard
articles and in this sphere, the record of the S. N. C. F.
is really enviable and worth emulating. S. N. C. F.
trains are faster than ever—a day’s work as regards
speed and punctuality cannot but evoke unstinted
praise and admiration. French trains travel daily
1,00,000 miles at an average speed of 44 to 60 M. P. H.
and over (6,000 miles at an average speed of over 44
M. P. H,, 20,000 miles at an average speed of over 55
M. P. H. and over 60 M. P. H. respectively ).

Some of the fastest daily runs are tabulated below.

Train Journey

Drstance Time

Average speed Tractions
H. M.

1. The Mistral Paris-Lyons 318 miles 4.10 76 M. P. H, Electric

Do Paris-Nice 676 , 11.00 61 M. P. H. Electricsteam
2. The Sub Express Paris-Bordeaux 361 5.10 69 M. P. H. Electric

s Paris-Hendaye 507 7.53 64 M. P. H. Electricsteam
3. Diesel-Rapide Paris-Lille 160 ,, 2.27 65 M. P. H. Diesel
4. Rapide 41 Paris-Vesonl 217 o, 3.49 62 M. P. H. Steam
5. Rapide No. 1 Paris-Barde Duc 1s8 2.55 65 M. P. H. s

. Paris-Strasbourg 513, 5.10 60 M. P. H.

The Mistral ( Paris—Lyons ) holds the world’s record
average speed for this distance (318 miles) at 76
M. P. H. and the Sub Express Paris-Bordeaux has got
the longest non-stop run in the continental Europe. On
the steam traction—the highest average of 65 M. P. H. by
the Rapide No. 1 so long the record for the world—is
Jowered in the current time table of the British Railways

»

by an Express on the Darlington-Kings cross section of
Eastern Region covering 1063 miles in 97 minutes at a
speed of 66.7 M. P. H. from Hitchin to Retford. With
regard to the steam trains—the policy actuating the S. N,
C. F. at present is, instead of enhancing the overall
speed, to interpolate more stoppages and so cater for the
increasing traffic by a better use of the Engine Power,
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accordingly some high speed Diesel sets have been lately
replaced by steam traction. The punctuality figures of
the S. N. C. F. is no less brilliant, during 1952, 85 % of
the Rapide (Express) local and stopping trains and 92 %
of the Suburban trains arrived on or before time. Of
the reminder 4 ©, of the Rapide and 2.2 of the local
and stopping trains were 15 minutes behind schedule
and .9 of the suburban trains were § minutes late:
Freight trains showed likewise excellent results, 87.6 %
of the Parcels and fast goods and 80 °, of the slow goods
trains ran to time, as against this the punctuality record
of the British Railways for 1952 is as follows.

A. Express Proportions arriving right time

trains
1. Steam 45.6% Within § minutes 699,
of the schedule
2. Electric 71.4% ” ” 94.5%

(Total mileage of electric route—924 out of 19550)

B. Other Proportions arriving right time
trains
1. Steam 74.2 %,

2. Electric 85 %,

75 ©4 of the freight trains arrived at destination within
a late margin of 20 minutes. But there is one vital and
fundamental difference between French and British train
operation; on the British Railways, excepting the
Southern Region—a recovery or extra time of 10
minutes in the minimum is allowed to all trains which is
entirely foreign to the French Practice and this alone
makes the punctuality record of the S. N. C. F. more
laudable and a better feat. With a train kilometrage of
191,600,000 (115,000,000 miles) the number of accidents
involving trains was 2.8 per million train km. against
3.3 of 1951 the lowest figure since the war.

To counteract the competition from road transport the
S. N. C. F. operates, for the short distance traffic and
for the feeder service to express trains, rail cars, almost
all Diesels, running at a speed of 55 M.P. H. o 72
M. P. H. and for the freight service rail road trailers.
During 1952 the S. N. C. F. daily ran a fleet of 824 rail
cars during 107,000 miles against 90,000 in I951 and
49000 in 1938. The ultimate target by the next five
years to have a daily mileage of 130,000 with a fleet of
1086 rail cars will cater for 45 °, of the regular train
services and 75 %, to 80 °, of local and short distance
through trains. The S. N. C. F. serves at least 60 ©, of
the total freight transport of France and for door to door
delivery and collection service, she has evolved and
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introduced rail road trailers with a carrying capacity of
30 to 40 tons. A trailer can take on it easily two axle
wagons which form 9o 9, of the continental stock in use.
So it is an economic mode of road transport for goods
for distances of 150 miles and over and its use has
effected a saving of 25 9, of expenditure for the carriage
of goods for 150 miles and over. In 1948 traffic through
rail road trailers amounted to 90,000 tonnes by 1951 to
130,000 tonnes and by 1952 to 300,000 tonnes.

Along with freight service the comforts and amenities
of the passengers travelling by the S. N. C. F. received
her due care and attention. To be abreast of time,
stainless steel coaches and train formation indicators are
two of the latest moves in that direction. The stainless
steel coaches replete with all modern luxury and comforts
providing 1st and 2nd class accommodation are built of
18 ¢/, chrome and 8 9, of nickel obviating the necessity
of outside painting and weigh 3 tons less, hence are
more economical to maintain. At principal road side
stations on an illuminated diagram on a big scale are
shown the composition of trains stopping at those
stations, their destination, arrival and departure time,
steam or electric traction, stoppages on the way and a
description of a train indicating the order-a particular
class of accommodation will be found. It is a boon to
the passenger as it enables him to take his stand on the
platform just in front of the compartment he intends to
board and thus spares the passenger and the Railway
staff lots of trouble and botheration.

The prosperity of a railway hinges on the prosperity
and well-being of its personnel and in this respect
the S. N. C. F. can justly claim to be proud of
her achievement with a limited resource against a
crippling inflation. The last war brought in its train an
heritage among other things of a shortage of 38000 staff
quarters. By the end of 1952 the S. N. C. F. has
grappled with that problem in a commendable way.
Despite acute housing difficulty—she has provided 11600
privately owned houses for her workers and further
built gooo quarters last year with a plan to build gooo
more houses in 1953. Over and above last year 700
employees were helped to build their own houses. The
houses provided by the S. N. C. F. are three to five
roomed. The estimated cost of a three roomed and a
four roomed home exclusive of the price of the land and
cost of sanitary fittings and arrangement for light, varies
from {700 to £90o which can hardly be regarded as
exorbitant in view of the severe inflation in France and
should be considered as quite modest when compared
with cost of similar projects in our country. The floor
area of a three roomed, four roomed and five roomed

( Continued on page 25 )
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THE “EPPING AUTO-SHUNTER”

OWERED by a well-known diesel industrial tractor
engine giving 42 BHP at 1700 r. p. m., the
“ Epping Auto-Shunter” is designed to move

loads of up to 150 tons on straight level rail. For this
purpose particular attention has been paid to correct
weight distribution as well as to the design of the front

( Continued from page 23 )

home is 914 Sq. Ft., 1076 Sq. Ft. and 1292 Sq. Ft.
respectively.

Dieselization, extension of electrification, use of more
powerful steam locomotives and up-to-date scientific
methods of operation have enabled the S. N. C. F. to
retrench the staff in 1952 by 14,000 hands to 415,800
hands for a railway with a total mileage of 24,000. The
incubus of inflation was a dead weight to the improve-
ment of the fiscal position of the S. N. C. F. The year
1952 closed with a deficit of £ 93 million or 17°, of the

total expenditure which according to the French
transport Experts, is the inevitable consequences of a
relative cheap transport in the face of spiral of inflation.
But the Govt. subsidy of 1219, of the total operating
costs has scaled down the deficit to £30 million or 5.8%,
of the total expenditure as against a deficit of Fr
98,000,000 million in 1951 and this shows to quote the
exact words of the Director General of S. N. C. F.
that “apart from the burden of charges—there was
efficiency in management within the limits of statutory
charges and restricted capital expenditure .

Materials obtained from divers numbers of Railway Gazette 1953.
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axle assembly since it is felt that if a machine of this
type is to be 100°; effective, it must also be capable of
crossing over rails and points.

Although it is true to say that shunting by means of
pneumatic-tyred tractors is by no means new, the recent
march of mechanical handling progress within the factory
has tended also to focus attention on the dock or factory
siding with the result that the advantages of employing
the more effective modern version of the Shunting
Tractor are becoming more widely recognised.

Suffering neither from the physical limitations of the
Capstan, the necessarily higher capital cost of rail-borne
diesel shunting engines nor the inconveniences in terms
of time and manpower of the steam locomotive, the
“ Epping Auto-Shunter ” will in a great many cases
provide the most reasoned and economic answer to a
goods traffic movement problem.

Even where the volume of the traffic or the particular
nature of the siding may prevent this machine from
supplanting completely these other more conventional
methods the unique advantages of freedom of movement
and versatility of the “ Epping Auto-Shunter” will
obviously commend its use for supplementary duties.

More specifically, these advantages can be summarised
as follows :—
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Freedom of Movement: Being quite independent of
the rail yet at the same time able to cross over the track,
the “Epping Auto-Shunter” can be immediately
positioned for work whenever and wharever the need
arises.

Versaulity: In addition to normal shunting or towing
operations of rail-borne traffic, this machine can of
course be pressed into service as an ordinary industrial
tractor the immediate availability of which must always
be invaluable on the dockside or in any goods yard.

Economy of Operation and Ownership: After taking
Initial and annual Wear and Tear allowances into account
the Capital Cost of the machine in the U. K. represents
no more than a weekly outgoing of between £2 or [3
depending of course upon the period of depreciation.
Whilst on the Operating Cost side approximately five
shillings per hour should suffice to cover the cost of fuel
and the drivers wage, as well as provide for regular
maintenance and ultimate engine and tyre replacement.

The * Epping Auto-Shunter ” is being offered to
users of this type of equipment both at home and abroad

and agency arrangements ar¢ now in course of
negotiation.
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you,

as an employer of labour, are aware of the great
problem which absentecism poses in Industry today.

1t is, of course, known to you that Malaria is the most common
single cause of illness in India, and, therefore, almost directly the
cause of all absenteeism due to illness.

The Five Year Plan, for example, says, “‘Malaria is the most important
public health problem in India.” Malaria debilitates the worker,
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affects his efficiency and results in a
discernible drop in production.

‘Pﬂlﬂd”i’l@’ prevents Malar:a

Employers of labour all over the
world confidently rely on regular
‘Paludrine’ dosage to do just that—
prevent Malaria.

‘Paludrine’ is acclaimed by doctors
as being most effective. 1n your
A establishment too, ‘Paludrine’ can

/\ \ / — produce startling results. Let
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‘Paludrine’ go to work for you today.
Y Given regularly to workers, it will
ensure a higher standard of health, a
higher rate of daily attendance and a
higher level of production and profits.

We shall be happy to co-operate with
you in implementing a scheme for ‘Paludrine’

Protection in your establishment. Special rates are available

for bulk purchases. Please write today to

the nearest office of :—

IMPERIAL CHEMICAL INDUSTRIES (INDIA) LTD.
Calcutta Bombay Madras Kanpur New Delhi
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Ahmedabad Amritsar Bangalore Cochin
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YOU OWN THE RAILWAYS—

HOW DO YOU USE THEM?Y

As public servants, Railwaymen have to assist the public in the proper

use of Railways.

In free India the Railways have to play an important role to achieve

the greatest economic growth and the fullest industrial development of the
country.

The Railways cannot attain the fullest degree of success in their role

without the unstinted support and co-operation of the people to whom
the Indian Railways now belong.

The public can co-operate in the following ways inter alia :—

REMEMBER

that any leakage in the Railway revenue caused by illicit travel-
ling operates to the financial detriment of the Railways in
particular and tax-payers in general and to the inconvenience
of ticket paying passengers.

that insecure packing, improper labelling and inaccurate
marking, lead to compensation claims causing a drain on the
national exchequer.

that undue detention of goods consignments in the goods sheds
and wagons means loss of space and wagon power, which could

be utilised profitably in some other ways by the Railways.

that tracel and sanitary conditions can be greatly improced by
keeping Railway carriages and premises clean and tidy.

WESTERN RAILWAY

|
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Railways in India and the United States

S India celebrates her first century of railway
A progress, it is interesting to note that in many
aspects of their railway development, India
and the United States have had to face and overcome
the same problems. Great distances had to be spanned,
broad and mighty rivers crossed. Both nations offered
extremes of climatic conditions and geographic obstacles.
Growing populations and expanding industries made
demands that the rail systems often were able to
meet only with great ingenuity.

Although separated physically by half a world, India
and the United States today have railway systems with
many interesting aspects in common. Indian technicians
have studied in the United States, and American engi-

neers have consulted with their Indian counterparts,
to their mutual profit.

Indo-American railway contacts started as early as
1899 with the purchase by Indian railways of 48 loco-
motives from the Baldwin Locomotive Works of
Philadelphia, Pennsylvania. The same company again
supplied India with 265 locomotives during World War
11, and another 450 between 1947 and 1950.

In one important aspect, however, the American
railway picture differs from the Indian. The railroads
of the United States, now 123 years old, are privately
owned. Literally millions of citizens own shares of
stock in the numerous individual railway companies.

ey
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Here is an all-aluminium train, which makes possible reduced operation costs through lesser weight. Built by the
American Car and Foundry Company of Wilmington, Delaware its locomotive is two feet lower than the standard
Diesel-electric, and coaches four feet lower but without loss of interior space.

8



Top: A lithograph showing a U. S. express train of 1866 speeding across the countryside.  The American railway
system started operation on May 24, 1830, on a small stretch of about 14 miles from Baltimore 1o Ellicot
city in the state of Ohio with horse-drawn carriages. Steam engine came a year later and was introduced in

New York State Top: This streamlined, 4-6-2 type locomotive, now familiar on the Indian Railways, was built by the Baldwin
) Locomotive Works of Philadelphia. The firm supplied 26 5 locomotives to India during World War II and
Bottom :  Sitting in the observation-dome of an express train these passengers enjoy scenery in all directions. another 450 between 1947 and r1950.

Bottom :  This Detroir, Michigan railway yard is one of the largest railway yards in the United States.
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Several railroad emgineers and officials from India have visited the United States in recent years to study American
railroad 1echniques. Here, Krishna Swarup of Lucknow examines the controls of a Diesel locomotive under the direction

of William L. Irby, a U.S. ratlroad engineer.

The U. S. railroads are owned and operated by nearly
700 comparnies, employing more than 1,237,000 workers.
The system comprises more than 225,000 miles of track,
some 43,000 locomotives of all types, and nearly
2,000,000 passenger and freight cars.

There are four kinds of locomotives in use on the
U. S. railways—steam, Diesel, electric and Diesel-
electric. The Diesel-electric, widely used in the United
States, but not yet introduced in India, is essentially an
electric locomotive which supplies its own power instead
of drawing it from a central generating station.

There are also several kinds of passenger cars. They
include coaches and sleeping, parlour, dining, club,

lounge and observation cars. Equipmeant in a typical
U. S. passenger car includes tight-lock couplers helping
to provide smooth starts and stops, rubber insulation to
serve as a buffer against transmission of noise and
vibration, fluorescent lighting, running water, and
telephone service. Some trains are also equipped with
radios. A recent innovation is the all-aluminium train.
Lighter than other trains its cars are low. Another type
of car has a dome which permits passengers to sit up
high whence they can see in all dirzctions.

An important aspect of the American railways is the
unceasing drive to improve equipment and operating
practices. In this, managements, labour unions,

equipment manufacturers and rescarch organisations are
partners.
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COGS IN THE WHEEL—VI

By Ajax

is something given gratuitously; a voluntary

return for a favour or service, as a tip. That is
to say, the conditions that have to be satisfied for a
gratuity to be given are (1) some service has to be
rendered, (2) the payment has to be voluntary and be in
return for a favour received or service rendered, and (3)
there should be no other consideration governing its
grant except that it should be given with a free will.

THE dictionary meaning of the word * Gratuity ”

The acceptance of a gratuity implies that all these
premises are satisfied and that there are no strings
attached to the apron. The giver gives it with a full and
free heart and the receiver receives it with an equally
good and willing heart. There is no obligation on either
side to give or to receive.

Railway servants who are not entitled to a pension are
generally given a gratuity in the shape of a lump sum of
money when they quit service either by superannuation,
resignation or discharge from service. The amount of
money that is given depends upon the length of service
to the credit account of the employee, the minimum
qualifying period being fifteen years.

The conditions of eligibility are *“ good, efficient and
faithful service”. These are rather elastic words.
Ordinarily, an employee who has served 15 years may be
considered to have satisfied this standard and instances
are rare—unless there are reasons of mis-conduct—
where the payment of a gratuity has been denied.

But there is a snag when it comes to quitting service

on the ground of resignation. It is this aspect that [
wish to examine here.

The rule says “resigned on grounds admitred by the
authority sanctioning the gratuity as being good and
sufficient  from the point of view of the administration”.
Mark the words grounds good and sufficient. These are
words pregnant with meaning and much depends upon
the interpretation of the import of these words in actual
practice. Sometimes it swings to one side and some-
times sways to the other, and the result is that it
becomes somewhat difficult to enunciate in precise terms
what they are really intended to convey. It sometimes
also happens that these words are held aloft as an excuse
for the refusal of gratuity. In that case what can the
“aggrieved ” do, except to plead, beseach, entreat
supplicate, and beg—if necessary—but if all these
devices do not prompt * delivery of the goods > what

else can he do except turn his thoughts to Ged for
mercy. How can he advance reasons and prove that
his resignation was occasioned on genuine grounds which
according to his way of thinking—and reasoning—should
be deemed as sufficient and be accepted as good from the
point of view of the administration. He can only
present his side of the shield repeatedly ad infinitum.

The thought naturally arises in his mind ¢ why should
his grounds not be accepted? What does it matter,
after all, if, in the end, he decides to quit his job?
Whose affair is it to go into the merits of the decision ?
Has he not the freedom and choice to decide where and
how he would serve? And even he is retained in
service when he has decided to severe connection, could
he muster enough enthusiasm and strength of mind to
work conscientiously ? Granted that he does so, what is
the usefulness of having a disgruntled worker in the
administration ? These currents and crosscurrents storm
his mind and he finds hjmself at bay unable to decide
one way or the other.

Here itis necessary to examine the probable causes
which might entail resignation from service. These are,

First, resignation can come about when one is
dissatisfied and discontented with his service conditions
and wants to better his prospects elsewhere ;

Second, it can come about by reason of extreme
mental distress or financial bankruptcy ;

Third, it can come about by reason of certain
domestic calamity which the employee may not like to
disclose, or may not think it discreet to reveal 5

Fourth, it can come about by reason of snobbishness
or some obsession of mind which it is difficult to
describe or analyse.

Whatever may be the reason, unless one is driven
to the necessity of doing so by sheer force of circum-
stances, he would not cast away a job which he has
performed to the best of his ability for fifteen years and
more. That being so, it may reasonably be asked if it

is at all humane to refuse payment of a gratuity in cases
of resignation ?

Age and experience would have mellowed him down.
Family commitments and responsibilities might have
burdened him. The stress of living might be a vital
consideration. There may be a host of other genuine
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easons which might have prompted him to take this
xtreme step. And when all these things are considered
nd he has decided in favour cf resignation, would he
10t expect that the grounds adduced by him would be
wtomatically considered as good and sufficient to warrant
sayment of the gratuity ?

There is a redundancy in em_hasizing the two sets of
conditicns, viz., (1) the service being good, efficient and
‘aithful, and (2) greunds being good and sufficient from
the point of view of the administration. Where the
former is accepted the latter should follow pari passu,
or else both should be set aside.

It sometimes happens that when one resigns his job
the administration turns down the request for payment
of gratuity on the plea that the grounds are not.
considered as good and sufficient from the point of view
of the administration. Why should this be so? As
already pointed out, if service has been good, efficient
and faithful, the enforcement of the latter condition is
not necessary, and I should think that in all cases of
resignation gratuity should be automatically paid.

I remember one instance wherein the grounds adduced
by a certain employee were not considered as acceptable
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and so gratuity was not sanctioned. The employee had
25 years service and a good record throughout. As he
was unable to meet the expenses of his daughter’s
marriage—he was not able to save anything—he thought
he might resign and utilise the Provident Fund and
Gratuity money towards the expenses of the marriage
and offered this as the reason for resignation. After
seven years of strenuous efforts to get the reason
accepted—which he ultimately failed—he managed to
approach the Chief of the administration on one of his
inspection tours and succeeded in convincing him of the
genuiness of the case and the result was immediate
payment of gratuity—to his utter amazemet and great
relief. It was a magnanimous humane consideration
that spurred the Chief to act in this manner.

We are all looking forward to the creation of a Welfare
State in India, and if welfare of employees is to be cared
for, I feel the time is come for a revision of the rules
and regulations of civil service so as to make them fall
in line with the modern trend of thought and evolution.
The ideal Welfare State is that which is not wedded to
any hard and fast tie butis run on well thought out
conventions and practices based on human understanding
of the problems facing the intelligentsia. I plead for
such a gesture now.
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ROAD COMPETITION (VI)

By T. A. Narayana Iyer

N the case of competition between railway and road
I there is a very marked tendency to put the gquestion
of price in the first place. Yet all the administra-
tions can see that they are losing certain kinds of traffic
although the road rates are definitely higher than those
of the railway, because the user is prepared to pay a
little more to obtain certain conveniences to which he
attaches great importance; we are not thinking of the
convenience of door to door transport only, which has
already been examined ; what we have in mind is the
rapidity of transport, and its consequences as regards the
importance of the costs for the commerce for goods of
high value, the part of collector and sometimes even of
treasurer, which the road haulier plays, the exact
adaptation of the time table of the road services to meet
the needs of certain activities, etc. Transport by lorries,
which encourages frequent small supplies, leads to a

reduction in the stocks required ; the resulting economies
can be very great.

This adaptation to the special requirements of its
clients often plays an important part in the preference
given to road transport, a part which is all the more
valuable to the haulier as his attempts to make his
services more flexible are largely paid for by his clients.

This peculiar facility afforded by the competitive
carrier to the trader must open the eyes of the railways
and make them examine the question’if they cannot
afford similar facilities or their nearest equivalents. The
author has heard it said during his early days of railway
service that there was a time when the old Madras
Railway Company was functioning on the West Coast,
it adopred queer methods to develop the fish traffic from
Tirur, Tanur, Ferok, Kallayi, Calicut and other stations.
There was plenty of fish in the shallow waters of the
West Coast (which is the case even today) or a particular
variety of fish, which was in great demand in Madras,
Bangalore and other interior towns, and there were
plenty of fisherfolk too ; but the fisherfolk were too poor
to afford the investment necessary to export fish by rail
even over short distances, let alone long distances like
Madras, Bangalore, etc. Thus there was a brilliant
possibility of creating traffic, if only the fisherfolk could
be induced and encouraged to find markets in the east
coast and the interior by making to them small financial
advances. It appears that the Station Masters of Tirur,
Tanur, etc. of those days were authorised to make
advances up to a limit of Rs. 50 per individual leader-
fisherman, of whose conduct and character they were

personally satisfied as being good. Many of these
fishermen, though they were living from hand to mouth
on the bare sustenance they could make from their local
sales, grabbed at the idea and worked the scheme up.
With the money obtained today they would despatch to
the markets, they had established, their catches of the
next morning, and not only pay the freights required but
also repay the borrowed sum in 2 lump or intwo or
three instalments. That was how many fisherfolk
became rich, and how the fish traffic was built up.
Some time later they could stand on their own legs and
no more financial help from the railway was necessary.

The railways can give godown facilities to the traders
at the railheads, so that they could easily make further
distribution by rail if necessary. The railway has plenty
of wasteland at several stations, where this facility can
be considered ; in many cases the traders themselves
would be prepared to take the land on lease and put up
their own structures according to plans approved by the

railway administration and agree to demolish and remove
at suitable notice.

Already they have one facility, which no read haulier
can ever hope to give, unless he is also a banker of high
status, viz the fact that a Rail Receipt is a negotiable
instrument, on the pledge of which every bank is
prepared to advance up to 9o per cent of the value
forthwith, which money they agree to realise at the other
end from the consignee.

If this author were to suggest now that the railways
should also run a bank with branches at all the principal
stations for the sake of the furtherance of trade and
traffic, surely many readers would come down upon him
with all the vehemence at their command. But we are
heading towards a time when more than this will have
to be offerred. Not in the distant future shall we have
to woo Miss Traffic on bended knees.

THE PART PLAYED BY SPEED

All the Railway Administrations are preoccupied with
the necessity for speeding up railway transport in order
to retain traffic.  All of them have taken steps to do so.
The methods employed are more or less the same in
every case, and can now be classified :
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1. Running through trains to a very close time-table
at night,

2. Improving the running of the trains by reducing
all unnecessary standing,

3. Reduction of stops by a careful study of the time-
tables, making connections possible, and facilita-
ting these by carefully classifying the wagons
whose journey is to be speeded up,

4. Choosing the fastest routes, even if they are not
the shortest, etc.

To these general measures arc added others to meet the
seasonal traffic, such as fruits, vegetables, betel leaves,
areca nuts, jaggery, etc. and out of season goods

But all the Administrations have retained the classical
organisation for two speeds of transport, which the
consignor can choose from for his goods.

However, most of the railways were and would be
obliged owing to competition to take measures to speed
up certain traffic systematically, for example Betel
Leaves and Iced Fish and Mangoes on the Southern
Railway. In Belgium for example cattle and horses are
always sent by fast trains, and even by passenger trains
without any extra charge. Perishable goods are sent
express or by special fast trains, and that at the rates
applicable for slow good, in Belgium, Denmark,
Luxemburg and Syria. In Switzerland the slow goods
of today travel faster thin the express goods of former
days.

The ex-S. I. Railway did very good spade work to
build up a beautiful traffic out of the plantain crops, for
which the Districts of Salem, Trichinopoly and Tanjore
situate on the banks and delta of the Cauvery, are justly
famous. In consequence where of vaster acreage than
before came under plantain cultivation, the more so with
the fillip given by the Mettur Dam to arrest the outflow
and give a regudated supply of water right round the
whole year. But the railway’s treatment of the traffic
today is said to be not what it used to be. The question
deserves to be studied by railway men with commercial

acumen, as out of this crop a rare traffic to North India
can be built up, Of course it is only seasonal, and is

not subject to competition ; but plantain is a great food,
a maker up of deficiencies in food values, and the creation
10
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of the traffic or continuance of the traffic will lead to
national enrichment. This traffic, if it should live or
survive, must be given the fast transport if possible in
wooden, if not insulated or frigidaired wagons.

All the foregoing proves how necessary it is to send
many kinds of goods by the fastest possible means at the
railway’s disposal, whilst keeping the rates at the level
needed to compete against the road, which is often
approximately the slow goods rates for these kinds of
goods.

With the bifurcation in 1931 or so of the Traffic
Department of each Indian Railway into (i) Operation
or Transportation and (ii) Commercial Departments,
there came about a divergence of interests, the one
caring more for speedy and safe operation than for the
things carried and the other caring more for the things
carried than for the mothods and procedures of operation.
It became a matter of doubt whether Traffic existed for
Transportation or Transportation existed for Traffic.
Luckily, the folly was soon realised, and there seems to
be a greater degree of cooperation and coordination now
between the two departments than during the first
decade after the bifurcation. If a railway administration
is wedded to the principle that every department exists
for the sake of Traffic, that the Commercial Depart-
ment is the department that has contact with and serves
the public, the clientele at large, and that every other
department shall sub-serve and cater for the Commercial,
then that railway is bound to forge ahead, and be a
national asset; otherwise it can easily become a liability.
It was during the first decade referred to above, the
period of divergence of views and interests that
the road competition received a great fillip. The
present seems to be the eve of such a heavy competition
to come in the near future, and the departments would
do well to pool their resources and potentialities in
good time in advance and prepare themselves to meet
such an eventuality that seems almost certain.

In Europe goods are carried according to their nature
—cither as RO (ordinary service) when the transit
times are comparable with those of the former slow
goods, or RA (fast service) comparable with the old
express goods. The consignor can however demand RA
for RO goods if he pays a higher rate. On the other
hand RA goods are never sent as RO.

Wagons loaded with RA goods are sent by fast parcels
trains, which connect up with each other at junctions,
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and are run no matter how many wagons there are, and
are doubled if the traffic makss it necessary.

The RO wagons travel by slower goods trains;
regular trains link up the marshalling yards, their
number and timetables being so arranged that at the time
of departure there will be a sufficient number of wagons
to run at the full capacity, any wagons left over being
sent by the following train or a special run in the
interval. Goods for which fast transport is a necessity
(Cattle, out of season goods, etc.) are always sent by
the fast service.

Goods for which speed is of prime interest (parcels,
grouped goods, furniture, textiles, rail-road trailers,
road vehicles, etc.) since 1946 have been sent by the fast
service. But, as road competition has becoms more and
more serious since that date, the French Railways have
been obliged to extend the RA services without increas-

ing the rates to certain goods which formerly came under
RO.

These modifications can either be extended to cover
all the services or only on given services where
competition is particularly serious. In this way the
importance of the RA transport increases progressively
to the limit of the installations required for such traffic
and considerations of cost.

The French Railways state that the organisation of RA
transport has contributed to a considerable improvement
in the turnround of the stock, to simplified organisation
in the stations by amalgamating the express and slow
gcods offices and depots.

The Indo Chinese Railways have also organised fast
and ordinary goods services, but only parceis weighing
lcss than 4 t, perishable goods and livestock are sent RA
automatically. The consiznors can make their choicz in
the case of other goods.

In Belgium and Switzerland, the theoretical transit
times have recentiy been rcduced. The French
National Railways have not made any alteration in the
theoretical transit times since the new regime came into
force on the 15t January 1946 but on the 1st July 1948
they gave up the additional transit times which they
claimed owing to the war-damage to their installations
and rolling stock. There have not been any recent

modifications in the transit times of the other Admini-
strations consulted.

In the case of the express goods services, certain
railways, ( Algeria, Tunisia, Morocco) calculated their
transit times on the passenger time-tables which normally
carry the express-goods, taking it that each consignment
should go by the first possible passenger train on
condition it was handed in a certain number of hours
before-hand.

Are you able to give your clients warning of the
arrival of wagons ? Indicate the principles upon which
your organisation is based in this connection.

Do you consider this preliminary warning an advantage
to the consignee which he will bear in mind if there is
competition from the road ?

The advicc note cnables the consignees to organise
their works beforehand and to arrange the unloading of
the goods within the allowed time to avoid the payment
of extra charges.

It was mainly used during the war to speed up the
unloading of wagons and a better turn round of same.

At the present time, certain Railways no longer make
use of it or only in certain cases. Switzerland no longer
advises the arrival of goods since the size of the railway
makes it possible for goods to arrive within 24 hours. In
Belgium, the advice note is only used on certain lines
which are served late in the morning. The French
Railways do not send out advice not=s in the case of
RA wagons as their routing is known in advance so that
the consignces know when to expect their arrival.

Advice notes arc sent in Morocco and Francs for RO
wagons. In Francz advice notes arz s:nt by the
marshalling yard preceeding the destination station,
either by tzlephone or by special message, so that it
reaches this station in time to advise the consignec.

Most Railways ciasider that the users do nat take this
advantagz: into account in choosing the mathod of trans-
port to bz used.

(Te be continued )
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INDIA’S DIESEL ENGINE INDUSTRY

ment to establish indigenous manufacturing

organisations, the well-known firm of F. Perkins
Ltd., who have since 1932 manufactured diesel engines
for use in all parts of the world, assisted in establishing
a manufacturing unit to produce diesel engines through
their associates, Messrs. Simpson & Co. of Madras.
In the early stages this was merely an assembly plant
using components manufactured in the United Kingdom,
but in accordance with the programme of making these
engines entirely indigenous some components are already
being manufactured in India and, ultimately, no parts
will be produced outside India. Mr. F. Perkins,
Chairman and Managing Director is now visiting India
to see how this programme can be accelerated.

IN accordance with the plans of the Indian Govern-

The story of the Perkin’s organisation began twenty-
on¢ years ago in a small workshop in Great Britain,
which is now used as a store room. The idea was to
design and produce a small, high-speed diesel engine
suitable in adaption to a large variety of vehicular industry,
marine and agricultural applications. At that time the
Directors, staff and employees totalled twelve, and the
works occupied 5,500 square feet. Today, the staff and
employees total 4,256 and the works occupy an area of
5:65,042 square feet, and almost the same number of
employees are engaged in the manufacture of components
in the workshops of suppliers.

The Company’s primary aim of standardization on one
type of engine was achieved with the introduction of the
P Series engines in 1937 culminating in the Pé6 a light-
weight, high-speed diesel engine, designed specifically in
the first instance for the 3's ton pay load class vehicle.
This engine is still held to be in advance of its kind.
Today, F. Perkins Ltd., produce more diesel engines in
their range of horse power than any other factory in the
world, and this great organisation has been built up by

one outstanding personality, Mr. Frank Perkins, to whose
foresight, initiative and drive we owe the growth of yet
another modern Indian industry.

Speaking at a press conference in London at the
Mayfair Hotel on December 4, 1953, with regard to his
forthcoming visit to India, Mr. Perkins said that what he
had aimed at was to produce *firstly an engine which
was as compact and as light as possible and capable of
replacing a petrol engine.  Secondly, an engine combining
the highest quality with the lowest price. Thirdly, and
above all, the establishment of an after-sales service to
users which would be second to none”. One of the
primary reasons for his visit to India is to see where this
service can be improved.

Mr. Perkins struck a note of warning when he said:
“To produce a machine as complicated as a Petrol or
Diesel Engine, a Manufacturer must have available
supplies of a wide range of ancillary components and raw
materials. Alloy Steels, to the correct specification and
quality, Cast Iron which will stand up to the severe
stresses inherent in a Diesel Engine, and which will also
machine easily and accurately to the high standards
required, forging equipment which will produce Crank-
shafts, Connecting Rods and so forth economically and
soundly, and so on. Each and every one of these
ancillary supplies presents problems of its own, which
will only be overcome by long and patient application.”

“In view of this it is essential that the Indian
Authorities and would-be Manufacturers in the country
should appreciate that before the more complex machines
such as Diesel Engines can be fully and efficiently
produced in the territory. Industries must be established
to supply these essential raw materials and ancillary
components in effective quantities, at the right price and
of the right quality ».

Supplement is being published by us.

Announcement |

| We have pleasure in announcing to all our Readers and Advertisers that e
' propose to bring out a special Supplement to our Magazine entitled «“ INDIAN
RAILWAYS LOCO. CARRIAGE AND WAGON WORKSHOPS > sometime in
April 1954. For the first time in the history of Indian Railways such a splendid

EDITOR.
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Increased Efficiency in British Transport Services

By Herbert Tracey

VALUE OF JOINT CONSULTATION AND
NEGOTIATION

United Kingdom is the British Transport

Commission. It has in its service over
880,500 workpeople. The relations of the Commission
with them reveal a significant development in the
machinery of joint consultation and trade union
negotiation. An elaborate system of joint consultative
councils on a national and regional foundation is
effectively operated by the Executives of the Commission
the trade unions in the transport services.

ONE of the largest employers of labour in the

The value of this system is reflected in the fifth
annual report of the Commission, which has just been
published. There 1s evidence in the report of rising
standards of efficiency and improved industrial
relatonships—in fact, the report itself states that almost
the whole staff of the Commission’s vast enterprises,
covering the railway service, the road transport service,
the docks and inland ways and hotel services, has
been brought within this machinery of negotiation,
and the effect of its operation is shown by the absence
of any serious labour difficulties in Britain’s transport
in 1952, a year remarkable for widespread wage increases
ranging from 17} per cent to 27 per cent.

IMPROVED INDUSTRIAL RELATIONS

Last year no more than 16,960 man-days were lost
through stoppages of work in Britain’s transport system.
This represents but one man-day per 15,000 man-days
worked. It is less than 1 per cent of all the working
days lost through industrial disputes in United Kingdom
industry as a whole, although the transport staff
represents about 4 per cent of the total working
population in civil employment.

The betterment of industrial relations in transport
during recent years is a cause, or at least a condition, of
the improvement in technical efficiency. Marked
progress has been made, says the report, in the handling
of freights. The single statistical fact that emphasises
the operating efficiency of British Railways better than
any other, is that of net ton-miles hauled per total
freight engine-hour in traffic. This has improved from
461 ton-miles in 1938 t0 605 ton-miles in 1952, an
increase of nearly 30 per cent since 1938.

And this achievement has not been secured by large-
scale additions to the operating staff of the transport
services. There has been no rise in the ratio of adminis-
trative staff to lorry drivers in the British Road Services.
Figures given in the report show that last year it took fewer
drivers and fewer office workers to move any 100 tons
of freight than it did a few years ago. In December,
1948, there were 3.09 workers for every 100 tons
carried, and last December there were only 2.25
workers.

VOCATIONAL COURSES

Staff education and training have been important
factors in the improvement in efficiency. A good deal
of vocational training is done mainly on the job, and the
Commission’s Executives have concentrated on the
training of supervisors and on facilities for members of
the staff to undertake voluntary training and educational
courses. In the London Transport service alone,
nearly a thousand supervisors took courses under the
¢ Training Within Industry ”” schemes provided by the
Ministry of Labour. To encourage voluntary training
and further education the Commission is now meeting
tuition and examination fees and providing text books
for approved courses.

Special salary increments and lump sum awards for
examination success are also given by the Commission.
There are staff training colleges providing a variety of
full-time courses maintained by the Railways Executive
at which more than a thousand students attended courses
ranging from one week to nine weeks last year, whilst
the Road Haulage Executive has a staff college, and so
has the Hotels Executive for refreshment room personnel.
In all these activities the Commission and its Executive
act in close co-operation with the trade unions, the
Ministry of Education and local education authorities.

WELFARE WORK

Moreover, joint advisory bodies have bzen established
with the trad: unions to deal with matters rzlating
to health, welfare and safety. A great deal of valuable
work has been done through these bodies to improve
staff accommodation and amenities. Welfare expan-
diture, mainly on new office buildings, staff hostzls, rest
rooms, first aid accommodation, catering facilities and
cultural and recreational amenities authorised on British
Railways is now at the rate of £1,500,000 a year.

1 ¢ Continued on page 42)
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Chittaranjan—Asia’s Largest Locomotive Plant

T is a fact not very well known that India has been
I manufacturing locomotives since 1885 in railway
repair workshops. No less than 649 locomotives
were built at Jamalpur and Ajmer upto 1940. These
locomotives were built, however, rather sporadically,
with considerable numbers of imported components, as
and when spare capacity existed in repair workshops to
undertake new manufacture. It was only after World
War I, when the arrears of replacement were consider-
able and the Indian Standard Locomotives designs
were being evolved by the Railway Board, that a firm by
the name of Peninsular Locomotive Company was
formed with a share capital of Rs. 60 lakhs. Their
works were located at Jamshedpur. Manufacturing
operations commenced in 1924 but when the Company
applied for protection, the Tariff Board were of the
opinion that although there was at that time considerable
demand for locomotives, the demand would not be
sustained for long and would make production of loce-
motives uneconomical in the country. This Company
went out of business soon after without manufacturing a
single locomotive.

The demand in the Indian Legislature for the
establishment of a locomotive industry in India,
however, persisted and the Government appointed in the
latter  thirties a Committee consisting of Messrs.
Humphreys and Srinivasan. These officers of the
Railways were of the view that it would be more
economical to manufacture locomotives in India than to
import them. They based their figures on a minimum
demand of 74 B. G., 26 M. G. locomotives and an equal
number of boilers per year,

This recommendation could not be adopted by the
Government on account of the outbreak of the World
War II. After the end of the war, the Humphreys-
Srinivasan recommendations were re-examined. Although
the scheme was accepted in principle, it was not found
practicable to convert the Kanchrapara Workshops as the
volume of repair work done there could not be under-
taken elsewhere. Chandmari, near Kanchrapara, was
then selected as the new site and work proceeded on the
planning and building of the shops and the colony.

Once again, however, unforseen circumstances—this
time in the shape of the partition of the country—
necessitated the transfer of the site. A fresh survey of
suitable sites was then undertaken, and finally the
present location was selected. Initial planning was so
rapidly completed that actual construction got underway
in April 1948.

IDEAL LOCATION

Chittaranjan is ideally located for an industrial under-
taking of this nature. Itis situated within ten miles of
West Bengal’s rich coal belt and only six miles fron the
Maithon Dam of the Damodar Valley Corporation,
which will ensure an abundance of hydro-electric power
and a perennial water supply. The country is undulat-
ing which facilitates easy drainage so essential for the
cleanliness and health of the township. The climate is
mild, ensuring good health and a high level of labour
attendance at work.

From blueprints to actual buildings, Chittaranjan has
been planned as a model town—a town that will measure
up in civic amenities and character to the spirit and
ideals of the great Indian after whom it is named.

Built to accommodate all the skilled workers and
supervisory staff and so per cent of the unskilled
workers, Chittaranjan has about §,000 residential
quarters occupying about 4,200 acres of land. Every
single house has electricity, filtered water, sanitary
fittings, separate kitchen and water-borne sewage. Each
house in Chittaranjan has been provided with the basic
facilities of a modern home., The township has been
planned in separate colonies of composite, self-sufficient
units, each of which has its shopping centre, maternity
clinic, school, play ground, dispensary, park, special
amenity centre and recreation institute. There are at
present in Chittaranjan § dispensaries, 4 maternity and
health centres, 7 Basic schools, 4 community halls aad 6
parks. The main hospital has 50 beds and is centrally
situated to provide medical facilities for all residents of
the township. Two high schools for boys and girls

7 ?Continued from page 41 j

When the British Transport Commission was set up
five years ago able and experienced trade union leaders
were among those appointed to it. They included the
Commission’s Deputy Chairman, Sir John Benstead,
who was formerly the General Secretary of the National

Union of Railwaymen, and a number of prominent trade
unionists. This is in line with the policy in nationalised
industries, whereby trade union leaders sit on the
controlling body, not as representatives of the workers,
but in view of their experience of the workers’ problems
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provide secondary education to the young inhabitants of
Chittaranjan.

WATER & POWER SUPPLY

Since the principal source of water is the Ajai river,
a slender hill stream from which supply is uncertain
during the dry months of April, May and June, an
artificial lake with a capacity of 360,000,000 gallons has
been built by constructing a 1,600 ft. long and 40 ft.
high dam across one of the main out-fall streams. When
the Maithon reservoir is in full operation it will ensure
perennial water supply to Chittaranjan. At present, a
submerged dam across the Ajai leads water through a
sealed channel into an intake well and thence to the filter
beds in the centre of the township with a capacity of 2
million gallons per day ensuring 50 gallons of water per
head, supplied through nearly 120 miles of pipe lines.

Each locomotive built  absorbs approximately
85,000 K. W. hours of electrical energy. The
clectrical power requirements of the workshop as well as
the township are at present being obtained from the
Damodar Valley Corporation. There are approximately
63 miles of low tension overhead lines which distribute
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electricity for fans and lights to about 5,000 houses in
the various colonies.

As a standby against breakdown of normal supply of
electric power, Chittaranjan has been provided with an
independent power station where three 600 K. W. diesel
engine sets have been installed.

The construction of the workshops proceeded concur-
rently with the building of the township. After six
months of intensive survey work and planning the final
layout was ready by the middle of 1948 and construction
work was started almost immediately. A 3}-mile long
railway siding, taking off from Rupnarainpur Station,
was laid to facilitate transportation of stores and material
to workshop area. The ridge chosen for the workshop
site had to be levelled and with the help of special
machinery nearly twenty million cubic feet of earth were
moved. In the construction of the shops, 11,000 tons
of structural steel were used of which 10,000 tons are of
rivetted design. The structures of the two foundries,
brass and iron, are of welded design. The largest
structure in the whole project is the Assembly Shop
which is 1,560 ft. long, 212 ft. wide and rises 75 fi.
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above the ﬂoot level. The total covered area inside the
shops is about 880,000 sq. ft.

The workshops have been so designed as to facilitate
the movement of raw material, from the initial processing
stages 1o the final finishing, in one direction through the
various shops, until itis delivered to the erecting shop
ready for the assembly of the locomotive.

LATEST PLANT

Machinery and plant at Chittaranjan are of the latest
design and are perhaps the largest in Asia. Each
machine has its self-contained motor-drive. There are
1,189 electric motors and the total installed horse power
is 13,000. Over 95 per cent of the machinery has come
from Britain while the balance is from the U. S.A. and
Canada.

The Pattern shop includes a small imber stores,
pattern and carpentry sections and separate pattern stores
for iron and brass castings.

The brass and iron foundries are provided with
adequate machinery for aerating sand as well as for
machine moulding. The brass foundry is provided with
one 1,000 and two 400 Ibs. crucibles while the iron
foundry is provided with four 6/8 tons capacity cupolas.
The cupolas are all of Indian manufacture.

The Forge & Smithy shop are provided with light,
medium and heavy hammers electro-pneumatically
operated, capable of dealing with all types of forging
necessary for locomotive production. The hearths and
furnaces for the hammers are provided with
down-draught  arrangements for smoke removal
which presents a clean appearance. The furnaces are
oil-fired and have automatic temperature control in some
cases. Several batteries of drop stamps have also been
provided for multiple production of drop stampings
required on locomotives.

There are two machine shop units. The light
machine unit is provided with 246 machines and is
divided into three sections, one for dealing with cast
iron and steel, the second for handling all brass work,
while the third section is the tool room which is capable
of manufacturing as well as repairing all tools, gauges
and templates used by the various shops. The heavy
machine unit consists of the heavy machine shop and
the wheel shop. The layout of the Heavy Machine
shop is unique in as much as the machines have been
jocated in such a way as to follow the sequence of
operations in the machining of the major components of
a locomotive. It is equipped with a number of plano-

12

mills, profile mills and horizontal borers. The wheel
shop covers two and half bays and has separate sections
for machining axles, wheel ceatres, tyres and crank pins.
The movement of these components towards the
assembly of the wheel sets is in one direction preventing
cross movement.

The boiler shop is in two sections. The structural
section is provided with heavy presses capable of flanging
all boilerplates required for locomotives, while the
boiler assembly shops are equipped with machines for
the machining, rolling, edge-plaining and drilling of
boilerplates required for boiler manufacture. It is also
provided with 24 ft. gap riveters for the hydraulic
rivetting of boilers at 1,500 lbs. per square inch
pressure.

The erecting shop is equipped with specially designed
machinery for handling locomotive frames up to 56 ft.
in length. To facilitate erection of locomotives and
tenders, finished parts stores have been provided right
along the entire length of the shop so that finished
components from manufacturing shops can be stocked
at the appropriate stage for erection.

Finally, a paint shop and a weighing machine shed

"have been provided to paint and weigh the finished

locomotives after they leave the erecting shop.

The locomotive design section of the Central
Standard Office, which is responsible for designing all
components of a locomotive, is also located here. It is
staffed with experienced officers who prepare designs of

locomotive components to suit material as available in

the Indian market as well as facilitate manufacture in
these works.

PLANNING FOR PRODUCTION

Chittaranjan has been provided with a most modern
type of Production control office. As soon as an order
for manufacturing a particular type of locomotive and
the drawings are received, a locomotive manufacture
programme is prepared and the dates on which the
assemblies, components, semi-finished parts and raw
material have to be on shop floor is worked back to
conform to the production schedule. The locomotive
is then part listed and those components which can be
manufactured are separated form those have to be
procured from outside sources. Those components
which are capable of being manufactured in the works
are then planned out in detail. These process sheets,
as they are called, detail the material specification, the
sequence of machining and other operations, the jig,
fixtures and tools to be used, the speeds and feeds of



ye¥ 1993 was memorable in the history of the
" Indian Railways. It was the year of the cente-
nary celebrations and it was also the first
completed year of the working of the reorganised six-
zoned railway system. Mr. F. C. Badhwar, Chairman of
the Railway Board, writes: ¢ The commencement of the
second century of their existence finds the Railways busy
in the rehabilitation of their rolling-stock, track, signalling
and other major assets.” Huge orders for locomotives,
coaches and wagons have been placed with foreign firms,
Efforts are also being made to step up production of
rolling stocks in India. The Deputy Minister for
Railways, Shri O. V. Alagesan, recently told Parliament
that India would attain self-sufficiency in respect of
railway locomotives so far as normal replacement require-
ments were concerned by 1957-58. This week the Chitta-
ranjan Locomotive Workshop will have turned out the
1ooth locomotive. This is a picture of all-round progress.

The year 1954—the second century of their existence—
seems to have begun badly for the Railways. Even the
first week of the vear is still running and already there
has been a crop of railway accidents. On the New Year’s
Day a coal-loaded goods train and an empty rake of a
passenger train collided near Takapara railway yard, about
a mile from Howrah station, resulting in injuries to six
railway employees and stoppage of all railway traffic to
and from Howrah on the line. On the next day, that is,
on January 2 the Raxaul-bound 338 Down passenger train
of the North-Eastern Railway came to a head-on collision
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ure in reproducing below an Editorial article on “ RAILWAY ACCIDENTS” published in the
PATRIKA™ of Calcutta for the benefit of our reading public in South India. Ed. SRM.

with a goods train just outside Raxaul Station, the casualty
being eight killed and six injured. The casuality figures
might increase after the wreckage was cleared, the report
said. On January 3 eight persons were injured, tk, of
them seriously, when five goods wagons and 3
passenger bogies of a mixed train went off the rail r
Ganatpur Station, about 2§ miles from Baroda. A«
ing to reports available, it would take three days to
the track. And as we write comes the report that fu
persons had been killed when a passenger train rw
between Bhatinda and Ambala met with an accident :
early hours of January 4 between Bhatinda and
Mandi Railway Stations. No report about the

of the accident is so far available. It may be notg'.
this 1954 crop of accidents was preceded by the ac
in which the Bombay-bound Deccan Queen was inv.
resulting in injuries to 47 passengers.

—_—ry e o tr U Ay UM e ™M

These accidents will be doubtless inquired into.
nature of the accidents indicates that most, if not a.
them were due to failure of the train crew or the s
staff. Contrary to general practice, the first repor
not contain any mention of the sabotage theory. Ac.
ing to the annual report for 1952-53 of the Chief Go:
ment Inspector of Railways, there was a decrease i
number of serious railway accidents in 1952-9
compared with the previous year. Of the fifteen sex
accidents into which enquiries were conducted by Go*
ment Inspectors collisions accounted for six while thic
were caused by derailment. Only one accident—a ca

i Continued from page 47

coaches all ready to be taken out of Shops, and along
comes the shunting loco to haul out all the finished
coaches to be made over to the Operating staff, who
then allot them for the various passengar services for
which they are needed.

A moot question may ncw be asked ? How long doazs
it take to take apart a worn-out passenger coach and do
an extensive overhaul and repair job? This will depend
upon the nature and extent of repairs which have to be
tackled. Ifit is to bea full overhaul, and workshop
conditions are normal both as regards men and material,
the whole process does not take much more than a
month, or perhaps at the most about six weeks. But
within these few weeks the old and careworn coach
undergoes an amazing transformation, and comes out of

'(L &L
%)/\ N(«c\ “
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Shops attractive and new not only in appearance, but
an extremely serviceable unit of rolling stock.

After having followed the passage of a coach throv
the carriage repair shops, you come back to the stati
platform and the freshly-painted coach which you ha
boarded. Within a brief space of item the coach fills ¢
with more and more passengers, a whistle blows, the
wheels start grinding the track bzslow, and the coach as
part of a mail or express train is now on rolling on what
may be thousand mile journey. Once again the cyle is
completed and day in and day out, night after night,
through heat and cold, storm and calm, the coach
speeds along until the time is due again when it is sent
into Shops for its next periodical overhaul.

g
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.‘ﬁmm»mm It is thus

* clegr that most of the accidents are due inefficiency or

Wuaﬁemddwmﬁ

Theglaxmgcmpofmadenuwbmhbudyaweekwld

- yurhnyieldedcallsfor drastic action. On receipt of

thcne!n of the sccident in which the Raxaul-bound
train was involved the Railway Minister, Shri

ol Bahadur Shastri, flew from Delhi to Muzaffarpur and

allereaﬁu' deft by train for the place of accident. An
inquiry by the Government Inspector of Railways has also
been ordered. None of the aforementioned accidents
should go without an inquiry snd the findings of the
Inspectors of Railways should be promptly published.

" '3QUTHERN RAILWAYS MAGAZINE

Itxsnotenoughtoordennmqmry but the ﬁndinp d‘
the inquiry and the punishment awarded mt!mewhos%
slackness or negligence might have caused the accident
should be published without delay. Not a day scems to
pass without a railway accident and this is not certainly a
matter to be lightly treated. The railway users who will
have to find the money for the ambitious rehabilitation
and development programmes may lose inteyest in them
if no serious attempt is made to check inefficiency, negli-
gence and corruption. The Railway Administrations
must aim at all-round progress and progress is 1o be
calculated not only by the number of locomotives acquired
or by the increase in passenger and goods traffic but also
in terms of safety of travel and the quality of service
rendered by the railway staff,

SYNTHETIC LOCO COAL IN HUNGARY

Manufacture of synthetic Jocomotive coal by spraying hot fuel-oil residue from petroleum refineries on to a

mixture of inferior coal and peat has begun in Hungary.

It is claimed that the resulting mixture is a3 good as high-

quality boiler coal, is casily shovelled and does not smoke up the boiler. The idea is not new. It was thought of
25 years ago by a young technical worker named Gyorgy Sipos, but no one would take up his idea. A few months
ago, however, he had a call from the Ministry of Transport and was told that £ 45,000 was being spent on developing
his invention. Production of the mixture began this month at the Haman Kato locomotive fueling depot, at a rate to

begin with of 750 tons a day.

8~
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Integrated Indian Railwavs—What is wrong with them? {IV)

OFFICIAL REVIEW OF INTEGRATION

EFORE commencing the fourth serious in the above,
B we are glad to note that two important reviews of
the integration have since appeared in the Press,
one by Mr. F. C. Badhwar, the enthusiastic Chairman of
the Railway Board, the other by the able General
Manager of the Southern Railway Mr. T. A. Joseph.
The Chairman of the Railway Board has reviewed the
working of the Indian Railways in 1953 generally and has
concluded it with an optimistic note taking into consider-
ation the results of statistical working as revealed by the
figures of net ton miles per engine hour, wagon miles per
wagon day and so on. The General Manager, Southern
Railway, on the other hand, in his article specially
contributed to the overseas edition of the Railway
Gazette (England) has enumerated the advantages of
integration resulting in the freer movement of traffic, new
construction projected oron hand to provide through
metre gauge or broad gauge routes. The General
Manager of the biggest group of the Indian Railways has
contended that the Southern Railway with a mileage of
6016 is peculiar in that it has three gauges, the Broad,
the Metre and the Narrow resulting in problems of
transhipment to deal with. The Railway serves an area
of 200,000 sq. miles with a population of 85,000,000. On
a length of 3600 miles of coast line in India with five
major ports, Bombay, Calcutta, Madras, Vizagapatam
and Cochin, the Southern Railway brings a lion’s share
of the coast line in its ambit and with three major ports
in it. 'The diversity of languages spoken in the extensive
territory covered by the Southern Railway influences in
shaping the methods of operation and administration of
each of the component units of the Southern Railway.
This diversity continues on the integrated system to some
extent but with this difference the barriers created by the
functioning of three separate units of administration such
as joint station working arrangements, routing of traffic
with its complicated system of charging via different
interchange junctions and so on, have been removed, and
the advantages of a unified contro! are noticeable in the
intensive use of locomotives and other rolling stock,
greater efficiency and economy in consumable stores and
improved facilities for movement of traffic,

The General Manager has also stated that the flow of
traffic was originally between the ports and interior and
10 a lesser extent from north to south. With greater
emphasis on self-sufficiency the trend has changed. The
larger volume of traffic is now from north to south.
Unfortunately, there is no corresponding traffic from

south to north as most of the originating traffic in“vhis
arca continues to move to ports. This has resulted in
serious unbalance with consequent transport problems and
bottlenecks,

FORMATION OF STUDY GROUP

And yet another interest in the study of the Integrated
Indian Railways created, is the formation of the “study
group” under the chairmanship of Shri N. M. Iyer, the
Secretary in the Ministry of Transport. For the first
time a conspectus and analysis have been prepared of the
railways, road transport etc. for further study by the
“study group ” and the problems analysed therein brings
us to a new situation in the history of India after Inde-
pendence. An authority not subservient to the Railway
Board has taken pains to understand what are our
transport problems in relation to the advancement of the
nation after Independence. What are the nceds of
Railway or Road transport in relation to the Five-Year
Plan? For, is it not transport, the harbinger of progress ?
The analysis has been made after consulting the various
Provincial Governments and it has revealed that the
difficulties come under the following four heads :—

(1) Shortage of Railway Wagons (2) Problems of
transhipment  (3) Lack of Railway facilities and
(4) Special problems.

The conspectus has stated that it is difficult to contem-
plate any expansion of large scale industries unless some-
thing is really done to provide ample transport. It has
also stated that without expecting for an improvement in
the overall position by way of augmentation of more
wagons, more engines which means more money the
Planning Commission should pin-point the attention of
the Railway Board to effect improvements in the turn-
round of wagons, wagon miles per wagon day, wagon
loads per goods train, net ton miles psr engine hour and
soon. Even if 10°, in the wagon utilisation if achieved
would release 800 locomotives and 20,000 wagons costing
nearly 60 crores of rupees.

HOW TO ACHIEVE THIS?

How to achieve this? It is this we have been stress-
ing in these articles about integration written critically
and we are glad to note that this point has been noted at
the level of the Planning Commission. No doubt this is
a good augury which means the initiative to do the right
thing for the country has passed from the hands of the
Railway Board to the Planning Commission. But merely

{ Continued on page 51 )
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Mr. Manskavel, Secretary Kalai Mantram addressing
the audience.

Sri-la-Sri Arunachala Desiga Paramacharya Swfzmigal
President of the function addressing the audience sitting by
his right is Yustice W. S. Krishnasamy Naidu.

section. The temple with its tank is neat and lovely and
has a history behind it. In the words of the Poet

conceding the point will lead us nowhere. It is the
problem number one of leadership and organisation in the
Railways and it is the one problem, we Indians asa
nation fail to appreciate due to historical reasons. The
Englishmen succeeded admirably because in every analysis
they make they take note of the organisational defect and
openly admit the failure if any. They suggest methods
to rectify the mistakes. We have before us the admirable
inaugural address of Mr. John Elliot, the newly elected
President of the Institute of Transport entitled “Focus on
Railway Executive ” delivered at the Institute of Trans-

'( Continued from page 50 )

Tirupuguz Mani T. M. Krishnasamy Iyer
addressing the audience.

Kothamangalam Subbu of Gemini fame specially
composed for the occasion :—

“ If only thou say “ Kanda my Lord”

“ Come to my rescue ’—
Up he runs to you on his peacock

For what—to help you in your distress.
Like the snow before the sun

Your difficulties melt away before the Lord
His Grace comes to you in abundance.

Thanks to the untiring and loving efforts of the
members of the Kalai Mantram—an association of Rail-

| waymen to promote culture and art—it was made

possible to bring in a large assembly of Railwaymen to
pay their respects to Lord Muruga, the Tamil Deity and
get His blessings. The Kalai Mantram itself was
established in 1944 and this year marked the tenth year
of their celebrations. Amidst beautiful decorations in the
temple specially made for the function arches showing
“ Friends thou art welcome , greeted the guests. Kalai

port on s—10—53. Mr. Elliot who was the Chief Railway
Executive of the unified British Railways has given in it,
the story of the Railway Executive as one of hope,
endeavour, success and failure. He has dealt with its
origin, organisation and achievements and has offered
some advice concerning their solution. It is a master-
piece in organisation in Railways. We will deal with this
in our next article in a detailed manner, as we can
immensely be benefited by the experience of the working
of the British Railways.
(To be continued)
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Mantram members Mr. Purushotham and Sackaran of
“¢he Personnel Branch with their devotional spirit ex-
tended their warmest welcome to their railway friends.

RoHh I

PRIMARY CELLS

AN

A SELECTION OF
The function commenced in the moming at 9 A M.

i bLright sun shine with devotional songs on l.ord
Muruga 20d thereafter there was Abishekam and worship.

In the afternoon the sparkling humour of the famous
Vikataramam Santanam and Chandru  engaged the
audience for nearly an hour. After ithe address being
presented by the Secretary Mr. Manikavel, Chief Clerk,
Personnel Branch, Royapuram the function was opened
by Justice Mr. W. S. Krishnaswami Naidu of Madras
High Court.

Sfi«laTSri Arunachala Desika Swamigal of Kuntrai-
kudi, Tiruvannamalai Adhinam presided over the func-
tion and delivered his excellent address in chaste Tamil
whic!: was listened to with rapt attention. Tirupugaz
Mani T. M. Krishnasami Iyer, Retired Chijef Justice of
'I“ravancore t%:en addressed the audience with his quota-
tions from Tirupugaz. Railwaymen then heard for one
hour the Drama of “ Kumara Samharam > by poet
Kothamangalam Subbu of Gemini Studios. Afrer
Dfepa-Aralmzi, the function came to a dlose. Alon
with all, we also join in praying to Lord Moruga nga
shower His blessings to Railwaymen on this New Year’s

day so that their prospects would be brighter i
coming year. tighter in the

-
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INTEGRATION OF INDIAN AIRLINES

Mr. B. C. Mukeriee Chairman of Indian Airlines
Corl?oration, commented recently on the first stage of
the integration of existing airlines and said this could be
completed by the beginning of next year. He said the
Corporation wanted to abolish the present lines system
and replace it by integrated transportation on a regjonal
basis, if pot on an all-India basis. Mr. Mukerjee said
he was awaiting the preliminary report of the Technicgl
Committee which would give a route pattern. In the
light of that they should be able to finalise the organj-
sational chart as a whole, and the future administrative

structure would be clear from the beginning of January
next.

There are at present seven lines operating in India
It would not, however, be possible to rationalise services
and bring about uniformity in pay scales by that date,
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« THE RAILWAY BUDGET FOR 1954-1955”

HAT are the important features of the Railway Budget for the year 1954-55 as
.V' V presented by Sri Lal Bahadur Shastri, Railway Minister, on February 19?  First,

he announced a surplus budget for the railways of Rs. 5.14 crores for 1954-5s,
after providing a contribution of Rs. 35.5 crores to general revenues.

The receipts side of the budget places the overall estimates for gross receipts at Rs. 273.25
crotes in 1954-55 against Rs. 372.0 crores in the revised estimates for 1953-54. On the expense
side, the total expenditure has been estimated at Rs. 268.11 crores,

Passenger earnings are expected to contribute Rs. ror.sr crores. This figure is
nominally higher than the revised estimate, but slightly lower than the original estimate for the
current year. There was more optimism as far as goods earnings were concerned on account of
increasingly encouraging trends of industrial production. Agricultural output also gave promise
of considerable upward trends. Goods earnings were therefore expected to yield Rs. 248.6 crores,
or one per cent higher than the revised estimates for 1953-54.

The revised estimgte of surplus for the current financial year was placed at Rs. 3.18
crores as against Rs. 9.31 crores estimated in the budget. The fall was mainly due to an increase
in working expenses, acceptance of the Gadgil Committee’s recommendation to treat 50°, of
employees’ dearness alfowance as pay, and the increased diversion of coal by sea for the Southern,
Central and Western Railways.

The Railway Minister also announced a provision of Rs. 95 crores for works, machinery
and rolling stock during 1954-55 which is substantially greater than that for 1953-54.

The Railway Minister hinted at some adjustments in the fares and freizhts structure of
railways ; and a clarification given later by the Financial Commissioner of Railways, indicated
that this adjustment would not take the shape of a general increase in fares and freights, although
the Minister did mention that it had not been found possible to offer at present any reliefin the
matter of freights and fares generally. It was however announced that certain travel concessions
would be provided to the travelling public, such as circular tour tickets for distances of 1500
miles and over at the concessional rate of % the public tariff rates, round tour tickets for
students for 45 days at current congcession rates for parties of not less than four, against ten at
present, students concession tickets in non-suburban areas to enable them to travel daily to and
from their homes to schools and colleges within a distance of 30 miles, and certain hill station

concessional tickets.
1
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The Budget also mentions recent measures taken to speed up the rehabilitation of rail-
ways, including efforts to obtain 1600 nmew locomotives during the Five-Year Plan period ;
increasing the production target of the Chittaranjan Locomotive Works to 150 and then to 200 in
the next four years; an all-round increase in the procurement of wagons, with emphasis on an
increased tempo of indigenous production; and proposals to make use of the idle capacity of the

engineering industry to make the country self-sufficient in the promotion of railway materials and
rolling stock.

The major project of the Calcutta Electrification scheme, it was announced, will swing

into action, a start being made during the current financial year with the Howrah-Burdwan main
line at a cost of about Rs. 7 crores.

Provision has also been made for easing up the congestion on certain lines by doubling
the track, building more crossing stations, extending loops and other measur:s. With regard

to passenger amenities, attention is to be directed on the provision of these at the smaller ways.de
stations.

‘The references made by the Railway Minister on the results achieved by the regrouping
of railways were somewhat disheartening. It was claimed that a number of improvements in
operation had been effected, but that the exact valuation of advantages gained was difficult to
assess owing to the difficulties of arriving at comparable figures of the post and ante-integration
periods, and that certain new factors make comparison unrealistic.

Although the railway budget for the year 1954-55 generally reflects credit on the rail-
ways, with increasing working expenses, and the high fares and freights, the railways in the near
future may not offer such large surplus budgets as hitherto. But with the completion of
rehabilitation schemes as envisaged, the increased traffic offering as a result of a widely expanding
industrial output forecasted by the Five-Year Plan, a drive for some economy on railways, and
with a possible reduction at a future date of fares and freights, our greatest national asset, the

railways, should continue to operate on a thoroughly sound commercial basis, with the stress
more on the profit side of the balance sheet, rather than on the loss.

HUNGARIAN TRAIN FOR CZECHOSLOVAKIA RN

‘

Newest train running on the Berlin-Prague line today is one of the latest Hunzarian diesel trains, a produ
of the Ganz factory.

Passengers travel in comfort at an average of 78 mph in upholstered arm chairs in cars fitted with radio ani
linked by telephone, with a dining car and a reading car to meet their needs.

The Czechoslovak Railways have named the new train “ Ambassador of Peace .
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NOTES AND COMMENTS

ROYAPURAM REGION (BROAD GAUGE)

E have been able to visit the Royapuram Control
; ; .\ ; Office recently and have noticed the difficult
conditions under which the Controllers and
staff have to work there. We are writing a detailed article
on the Control Office Royapuram in out next issue. But
what impressed us very much was that the Operating
efficiency in the Royapuram region as a whole has
improved considerably since the present Regional Traffic
Superintendent Royapuram Mr. D. B. Patel took charge
of the Region in July 1953. The daily wagon loading has
recorded a definite increase. The average daily loading
for six months ending July to December 1953 was 1279
against 1191 from July to December 1952. In December
1953 the average daily loading was 1342 which figure any
operating officer will be proud of.

The wagon turn-round which is the index of efficient
operation was 6.6 days during July-December 1953
against 7.0 days during July-December 1952. In
statistics, the net ton miles per engine hour is called the
efficiency figures. During July-December 1953, the
average was 4000 againt 3769 during the corresponding
period in 1952. All wagon loadings were current and in
terms of savings to the nation this is highly commend-
able. How was this possible to achieve ?

It is because Mr. Patel the RTS moves with the staff
closely and tries to infuse in them a sense of duty. Even
at mid-night he will ring up the Chief Controller or the
Assistant Officer and ask them what they did in reference
to particular jobs. The story is told about his kindness
to his office staff. Some clerks have to work in the
verandah of the Office which was exposed to rain. Mr.
Patel noticed this one day casually. Immediately he
called the DEN and told him the urgent necessity to put
shelter as these poor under paid clerks cannot afford to
go sick. Of course this was done.

The country and the people at large must be really be
proud of our Officers like Mr. Patel and we join with the
people in paying a tribute to his selfless work,

* * *
* % £ % * *x

ANOTHER SERIOUS ACCIDENT ON THE
SOUTHERN RAILWAY

Within a few months after the Battalapuram train
smash comes the tragic news of the grievous accident to

3111 Goods Train near Baivanhal on the 18th January
1954. It is stated that at about 1-45 hours on the night
of January 17, No. 3111 Goods Train from Guntakal to
Hubli met with an accident between Bantanhal and
Baivanhal when three wagons got derailed and three
more capsized. Information received shows that first
there was parting of the train and later a collision
between the two portions of the train, as a result of
which the brake-van and a bogie rest van next to it
toppled over Bridge No. 313 and fell on the river bed.
A driver, a fireman and a Section Controller who were
travelling in the rest van and a brakesman who was on
duty in the brake-van succumbed to their injuries
sustained by them during the accident. The guard of
the train and another fireman, who sustained injuries
were removed to the Railway hospital at Guntakal. One
of the victims in this accident Mr. Subbarayalu, a Senior
Section Controller was brought to Madras where a large
number of his friends and Railwaymen received the dead
body and paid their respects to the departed.

In our December issue we published the appeal of
our General Manager to the Operating Staff to avoid
accidents in which he has stated among other things : —

*“ Slackness and lack of a sense of responsibility on the
part of any staff particularly those connected with train
working, can be dangerous and has therefore to be
eradicated at all costs.
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« Already, in proved cases, those responsible for
accidents are severely dealt with. But punishments in
itself can achieve little unless the persons concerned
realise the seriousness of mistakes and take a resolve to
avoid such accidents .

The biggest staff Union of the Southern Railway The
Southern Railway Employees Union has passed the
following resolution in the Central Executive Committee
meeting held on 2g—1—54 at Perambur :—

“The CEC places on record its serious concern over
the train smashes at Battalapuram on 13—6—53 and
Baivanhal on 18—1—54 and expresses deep sorrow at
the loss of lives on this occasion. The CEC while
requesting the Branch Secretaries Pakala and Guntakal to
communicate their sense of sorrow to the families of the
deceased, places on record its considered opinion that
the absence of vacuum brake system is largely
responsible for this colossal loss of precious lives ».

The “Labour Times” the official organ of the
Southern Railway Employees Association in its Editorial
dated 1—2—54 has stated :—

“ Without equipping our Railways with a complete and
effective system of vacuum or other efficient and modern
system of brakes, to talk of ‘Railway Development ”
‘ Modernisation ” ¢ Amenity ” etc. would be *tall
talk if not empty talk”. To think of air conditioning
while neglecting the brake system is wicked if not
criminal. Perhaps the Government is complacent
because the hazards of a train without efficient brakes
affect only the dumb wage earner—the Railway worker,
and not fare payers and politicians. We ask “Is the
Railwaymen’s life less precious than any other citizens ?

The Government and the Railwaymen themselves have
to find an answer and a remedy ”’.
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All of us whether we are railwaymen, passengers or
politicians must agree that an all-out effort is needed to
stop these accidents, be it to whatever cause. We echo
the words of our General Manager that “we have to
regain our reputation for safety in travel and this can be
only by the joint efforts of all staff”. The tone of the
editorial of the mouth piece of the Railway Worker is not
happy but nonetheless it expresses the feeling of the
average railwayman whose voice counts. In this
connection we are glad to note that the Government of
India have already moved in the matter and have
appointed a Committee with Sri Shah Nawaz Khan,
Parliamentary Secretary to the Minister for Railways and
Transport as Chairman and with two other members
viz., Srip P. N. Mubayi, Chief Government Inspector of
Railways and Sri N. S. Sen, retired General Manager of
the former B. B. &. C. I. Railway to study and analyse
the causes of accidents on the Indian Railways. The
terms of reference to the committee will be : —

1. Study the reports of inquiries into all train acci-
dents on all Indian Railways which have taken
place since January last year and analyse their
causes.

2. Examine how the recommendations made by the
investigating officers have been dealt with and
those accepted by the Railway Board, or the
Railway administrations have been implemented
and

3. Make recommendations with a view to reducing
incidence of such accidents.

While we await with interest the report of the
Committee, we would urge the authorities also to find
out whether the cause of accidents is du= to absence of
cordial relationship between the administration and staff.
An improvement in their welfare work will tone up the
relationship.

A 200-TON WEIGHING MACHINE

The Hungarian weighing machine factory at Hodmezovasarhely has just produced its biggest ever—a machine

to weigh 200 ton loads in wagons.

It is required for the Sztalinvaros Iron and Steel Works. The machine itself weighs 30 tons.

This factory produces scales of all types—from heavy industrial machines to highly sensitive automatic scale

for scientific purposes.
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Public Relations Working on the Indian Railways

By B. L. Kapur. Ex-Public Relations Officer, Western Railway, Bombay

Railways is a little over § years old and during

this short period it has accomplished substantial
results in establishing contacts with the Press—the ears
and the eyes of the public, in influencing public attitude
by stating objectively through different publicity media
what has been done, and that a good job has been done.
But with the development of mass consciousness and a
growth in the sense of criticism amongst the public the
Railway had its own handicaps and limitations in
carrying conviction to its users as to the magnitude of
the uphill task that we have been performing, and that the
Railway constituted an integral part of the nation’s
endeavour to advance and accelerate the pace of
economic growth, industrial development and the social
amelioration of the natior.

THE present Public Relations set-up on the Indian

Furthermore, in its intital stages the Public Relations
had to tackle a difficult problem—perhaps for the first
time—in trying to reconcile the advancing tide of
nationalism as manifested in the public criticism and the
somewhat recalcitrant attitude of some officers who had
not fully grasped the potentialities of the Public Relations.
This critical public interest focussed not merely upon the
services which the Railways provided, but also upon
the equipment used; upon the work and behaviour of
the staff ; upon the changes, developments and innova-
tions introduced, necessitates a proper and adequate
Public Relations machinery equipped in all essential
respects according to the latest conceptions about Public
Relations as prevailing in U.S.A., where the institutions
had its birth more than half a century ago. Sdll it has
to be tailored according to the Railway’s particular
needs—we cannot cut one from a ready-made pattern.

PUBLIC RELATIONS FUNCTIONS

In any transport industry, particularly, the Railways,
there devolves upon the P.R.O. the multiple obligation
of :—

(a) the most effective presentation of the Railway
organisation, its manifold activities etc. to its
actual and potential users ;

(b) of keeping in close touch with the public
opinion ; and

(¢) of maintaining and stimulating the interest and
the morale of its staff.

I will dilate at length on the above functions :—

As the working conditions and the factors creating
opinions and views amongst the public about the Rail-
ways are almost identical on all Indian Railways, the
requirements and methods in regard to various P. R. and
publicity schemes on various Railways should approxi-
mate towards uniformity.

Uniformity in method, would necessarily require and
involve the technical control of the various Railway P. R.
Organisations at the centre. This case is analogous to
the Defence Services P. R. in this respect where the
department has a top-ranking officer with whom rests the
main responsibility for Policy aspects and for directing
and guiding generally the publicity and propaganda
arrangements in the subordinate offices.

With a specialist (in P. R.) in the Railway Board—and
under his technical control the P.R.O. should have a
free-hand in carrying out publicity media—which will be
several and adaptable—depending upon individual
circumstances subject, of course, to an over-riding
direction on policy in the hands of the Head of the
Railway administration at each Railway Headquarters.

Under the direct control of the Head of the Adminis-
tration and with a co-ordination of his work with the
Heads of the Departments, PRO should be charged with
the responsibility of a continuous interpretation of the
Railway Organisation and its activities to the public.

To attain the above object, one or more of the follow-
ing media may be adopted :— (1) Feature articles (2)
Short sketches (3) Short Stories (4) Press Notes and
unofficial notes (5) Letters to the Editor (6) Display
advertisements, Picture Stories (7) Talks and dissemi-
nation of material over All-India Radio (8) Letters by
free-lance journalists sponsored by the Railway (9)
Press Conference and conducted tours. They have
proved to be very useful instruments in projecting our
achievements to the Public mind and establishing contacts
with the members of the fourth estate—an essential
clement in any P. R. machinery.

The visual publicity through the medium of short
films could be given the attention compatible with its
importance through the Films Division of the Ministry
of Broadcasting and Information. Producing such films
through commercial producers has been found to be an
expensive task. What the eye sees on the screen makes
an indelible impression upon human mind and we could,
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therefore, enlighten the maximum number of persons
including our staff through this medium.

The possibility of obtaining suitable films through the
Films Division of the Information and Broadcasting
machinery needs early examination. This will necessitate
the provision of a cinema car with our own projecter 16
mm and equipment.

Advertising  literature e. g. illustrated  brochures,
showing the principal towns of industrial, agricultural,
and historical importance with a map showing the
important commodities imported into and exported from

stations on our Railway will be popular amongst the
public,

We should have an Enquiry Bureau at each important
station where we should offer complete information
service through models, charts, pictograms of our loco-
motives, coaches, gunited quarters etc. The models of
the amenities introduced for the public should be kept in
glass fronted showcases at important stations. The
man-in-charge of the Enquiry Bureau should have
essential information on all points in which the passen-
gers and the merchantile community are interested.

All and one of the above publicity methods are
designed to influence attitudes and create beliefs and
ideas amongst the users of our Railway as we desire—but
with all our efforts we will find that there is in fact no
other industry upon which interest and criticism are

focussed so closely and greatly as they are upon the
Railways.

This will necessitate the introduction of a systematic
machinery whereby we could by gauging the trend of the
public opinion, its general reactions our policies,
activities, operational efficiency etc. etc., take adequate
steps to apprise the administration of the general public
opinion about its various policies and activities and of
the possible repurcussions and consequences of any step

that the Railway has taken or contemplates taking at a
future date.

For the determination of the public attitude towards
the Railway and assessing it as its true value, a scientific
method through surveys, personal contacts, register of
complaints maintained in our office, questionnaire to all
bodies and institutions representing our customers and
potential users will be applied.

Facts so gathered and their analysis and proper evalua-
tion should equip the Public Relations Organisation with
a knowledge as to where the shoe pinches.
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A famous propagandist observed that in publicity
campaign one who fires the first salvo generally wins over
his adversary.

With this ammunition of facts, figures and data in our
possession we should be able to make offensive instead of
being on defensive as at present and start the fight at the
doorstep of our adversary.

I will illustrate it with an example. On examinarion jt
is found that :—

40°%, of the complaints and suggestions refer to dis-
courtesy on the part of the staff;

259%, to inadequate accommodation in trains ;
10%, to catering arrangements ;

109, to suggestions for amenities of different charac-
ters for the travelling public ;

10% to non-supply of goods wagons,—delay in transit
and in settlement of claims, late delivery of the
Railway Receipts;

5% to alteration in the timings of trains, halts at
stations etc.

From the above figures it is clear that the public
opinion is likely to be most agitated about discourtesy on
the part of our staff. We know now the enemy strength
and the froat at which he will fire us. Before he takes
any offensive, we will righten our belts and by taking
the necessary departmental measures including publicity
to the staff, we will issue press notes detailing the steps

taken by us and the improvements effected as a result
thereof.

To give additional weight to our assertions, free-lance
journalists will be asked to send in to Press their own
personal experience in the matter corrobating their
statements with the disinterested testimony of some
eminent persons who come in contact with the staff.

A statement will also be issued by the Railway contain-
ing the disciplinary action taken against the delinquent
staff. This measure on the part of the Railway by
elucidating the Railway case to the public will not only
blunt the edge of keen criticism which might otherwise
have followed but will also go a long way in creating a
proper understanding about our position. Any sniping
with fellows can be readily met with. Similarly, other
items of complaints or suggestions should be dealt with.

For this purpose a section known as fact-finding or
research sections will be necessary where in addition to
the Research Inspector and staff, a journalist will be
required to deal with the press notes and unofficial notes
which will have to be issued in increased number.
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Publicity for the consumption of the staﬁ'—Equ@ly
important and rather more difficult is the duty de.volvmg
upon the P.R.O. in maintaining and stimulating the
interest and the morale of the staff. TherefoFe ax}y
re-orientation of the publicity scheme should consist, 1n
addition to publicity of the Railway activiti;s, its staff
and personnel for the public consumption, of a
systematic publicity and propaganda programme fOf the
Railway employees particularly Class IV staff, pnncnpa}ly
with a view to keeping their morale high and keeppg
them abreast of current affairs and topics concerning
their wages, welfare and general conditions and amenities
of service.

In the day-to-day discharge of their duties—our staff
of all categories who come in contact with the users ' of
the undertaking—play a great role in not only crcatm.g
opinions amongst our customers—the travelling pubh.c
and the mercantile community—but in influencing their
general attitude towards the Railway.

Any assistance given, sweet word sopken, or helpful
action taken by an employee for a customer creates
healthy individual opinion about the concern—and the
cumulative effect of such acts, words etc. leads to the
creation of the general public opinion about the Railway
with which a P.R.O. has principally to deal.
Therefore every employee who comes in contact with
the general public in one way or other, plays the P. R.
part in varying degrees. Hence arises the necessity and
justification for the exercise of a sort of technical control
over these employees by the P.R.O.

By this technical control, broadly speaking, I mean the
dissemination of educative publicity amongst the staff
which will slowly but surely engender amongst them
correct ideas and ideologies about discipline in service,
devotion to duty and integrity of character and the last
but not the least unflinching loyalty to the concern they
are serving in.

To achieve this end 1 will recommend herein the
adoption of both the publicity and propaganda measures
—not the propaganda of Dr. Goebbels type who affirmed
that lies oft repeated appear truths, but a propaganda
based on the assumption that all persons were more or
less suggestible and repeated statements of facts made in
a confident manner resulted in the acceprance of the
ideas put forth by a propagandist, and therefore its
success will depend upon the initial willingness to believe
created amongst the employees by us and upon a correct
psychological approach to them with facts-pure and
simple.

Essentially for this purpose the P. R. Organisation will
have to keep a close and constant touch with the
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branches responsible for the education, health, hygiene
and general welfare and the amenities for the staff.

With the necessary background material in hand, the
PR.O. will utilize the Weekly Gazette and the
Magazine for the dissemination of such propaganda
amongst the employees in the initial stages. Talks by
the District and Senior Officers should be given at
frequent intervals.

Information Rooms: This name may sound strange
but speaking from my personal experience of P. R. work
in the Defence Department I can affirm without fear of
contradiction that Information Rooms played a very
important role in the maximum dissemination of publi-
city and propaganda amongst the sailors, soldiers and
airmen. An Information Room furnished the most vivid
and real method of imparting information to an employee
about his present status, future prospects, his service
condition etc. etc. Used mutatis mutandis in our Rail-
ways, an Information Room can provide the best means
of conveying news about everything pertaining to an
employee’s career etc. etc. (news being considered the
best morale raiser). Considering from the view point of
educative value, the room should impart adequate useful
information even to a casual spectator.

Its value as a training centre should be great for an
average railway employee—showing as it will do working
models in regard to signalling, projects, locomotives,
waiting halls etc. etc. pictures on health, sanitation,
village and rural uplift, country handicrafts and petty
trade. Judged by the outward trappings it should be a
place which should surely attract the employees during
their off hours.

CINEMA :— Visual publicity has been found to be a
very powerful publicity weapon, if and when it is used
in the right direction. There is a great scope for
producing all kinds of films—news, educational, docu-
mentary, for the benefit of our staff. To exhibit these
films which we should get prepared through the agency
of the Govt. of India, Broadcasting and Information
Department, we will require our own 35 mm. Cine
camera, speaker cinema vans fitted with cinema equip-
ment played a very significant role in the Army in not
only offering them recreation but in educating and train-
ing the personnel in their highly skilled duties.

LITERATURE :—We have been varying on publicity
campaigns for our staff in regard to courtesy, prevention
of claims, ticketless travel, stop rough handling, etc.
Small pamphlets designed to inspire the employees with
greater grit, energy and self confidence may be issued.

3 —_—
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NATESAN—THE ECONOMIST

By Socrates

Statesman on * Railway Transport and Econo-
mics” were the immediate cause of the
¢ discovery > of Sri L. A. Natesan, the Economist, who
was soon ‘ mulcted’ away to the Capital City of Delhi
and the portfolio of Railway Economics assigned to him.

A series of articles in the Calcutta edition of The

Natesan soon busied himself in the task before him—
he was not altogether new to Delhi atmosphere, as he
had been visiting that place often and on—and brought
out within a short time a monthly Statistical Review’
containing within its ambit a wealth of statistical infor-
mation, so far not available in a handy form. The
Review was the first of its kind ever attempted in the
annals of the Secretariat, and so was well received by
the Railways and the commercial community. It has
now become a sort of a ready reckoner.

Statistics has been a recent innovation on the Rail-
ways. The IBCON Efficiency drive conducted some
years ago carried out a survey of the possibilities of
developing in a scientific manner a statistical branch on
the railways, and it was as a result of their recommenda-
tion that the first group of Statistical Inspectors were
appointed on the railways, at least so far as Eastern
India was concerned. The Statistical Institute of the
University of Calcutta, pioneers in all such new ventures,
were the first to turn out a batch of well-trained statis-
ticians some of whom found their way on to the East
Indian Railway Administration.

Railway statistics and economics has been a subject of
special study for Natesan, and his thesis for the Docto-
rate of the University of Calcutta was based on it. The
thesis was printed and widely circulated. A Chief Com-
missioner of Railways welcomed it as an authoritative
treatise.

Calcutta, the premier city, was the field of activity
of Natesan for nearly 25 years or more. He was the
professor of Economics in the Scottish Churche College
and was considered to be one of the ablest educationists
in the forum. His manner of lecturing in the class room
was somewhat oratorical and made a deep impression in
the minds of the students. Those who know well Natesan
will be ready to vouchsafe the plenty of wit and humour
he displays in conversation, his sonorous voice and the
somewhat affected manner of speech. He possessed
a wealth of information on a variety of subjects which he

would arraign in a moment to strengthen the line of
argument. He was for a number of years the Examiner
in Malayalam for the University.

When he decided to terminate his professorial career a
few years ago, little did he think that he had a higher
call of duty wherein he would find ample scope for
economic researches. Somehow or other he had a
feeling that he had a mission to serve and so was
prepared to mark time. For a short period after
leaving the Scottish Churche College he was connected
with the Indian Finance, and when the call finally came
from higher up he had no hesitation in responding to it
and the belief strengthened in him that he had a lot of
good work to do in the cause of the New India.
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Skri L. A. Natesan, Economic Adviser ta the Ministry of Railways India, and Samuel W. Anderson, U. §.
Assistant Secretary of Commerce, are looking at the book “ Indian Railways——one Hundred Years™
whick Mr. Natesan has just presented 10 Anderson in Washingron.

Telephone : PK. 2403 ( 4 Lines)

Though not, strictly speaking, connected with the
Railways earlier, he was doing some work in the
Railways’ cause for he was the Organising Secretary of
the Railway Accountants and Auditors’ Association, a
body founded on professional lines able to speak with
authority and expert technica) knowledge. He continued
to be its Secretary throughout his stay in Calcutta. This
organisation has not sought the lime light and has
contented to remain unknown to the public, for,
essentially, its work was ‘specialised’ and therefore g
“select body . All that I used 10 hear of it was an
annual Convention and the publication of a periodical—
was it Quarterly >—magazine for the benefit of its
members. It was Natesan's job to edit it.

A certain anecdote comes to my mind. Years ago
when I first met him it was uader his father’s roof. [

4

was new to Calcutta and was a budding youngster full of
enthusiasm and ambition. His father, the late L. K.
Ananthakrishna Aiyer, was Professor of Anthropology in
the Calcutta University—~he was one of three experts
whom Sir Ashutosh Mukherji brought to the University,
the others being C. V. Raman and S. Radhakrishnan
they were not Knighted then. I was asked by “L.. K.” to
get a packet of pure raw Madras spuff for half anna
from a particular shop located at 2 considerable distance.
The fool that I was, I thoughe I could get the better of
him and so I walked intto the nearest shop, purchased it
and returned home in a short while. when 1 was asked
whether I gor it from thar particular shop, 1 said
unhesitatingly “ yes " but soon | was found out. It did
ot occur to me that one could not return so soon from
the distant shop. When further questioned, { had to
admit my guilt. The punishment was to return the
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packet, take back the half anna and go straight to
‘that’ shop and bring the snuff immediately.

I cut a sorry figure. I was not prepared to face the
injection ; I thought of running away, but in that case,
that would be the last of my visits to the house, which I
could not risk.

I found Natesan in the study-room of the house and
ran to him and confessed my guilt asking for help. He
realised my predicament and followed me to the shop
and paid from his pocket another half anna and
purchased the snuff; we both walked into the house and
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like a ¢ winning soldier* I handed the snuff to the old
gentleman reverentially who was immensely pleased at
my conduct. Natesan had a hearty laugh behind my
back.

The regrouped zonal railways, the Five Year Plan, the
construction of new lines and the big programmes ahead,
all these will present great economic problems and
unless the economic forces are fully mobilised and
sufficient statistical data collected, collated and kept
ready, we may have to face perplexing times. Who else,
except Natesan, the great economist, could assist in this
task ?
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=

i

==

PR e rEEE R EREEEEEEEREEREEEEEEEEE

=

eERiEE R EEEEEENEEEEEEE T EEE R

E2EE



16 SOUTHERN RAILW AYS MAGAZINE

February 1954

that Mr. John Elliot had been appointed

Chairman of the London Transport Executive after
relinquishing his Chairmanship of the British Transport
Commission. The name of Lord Ashfield must,
however, be for ever linked with London Traasport for
as Mr. Albert Stanley, he came over from America in
the early part of the present century to build up what
is today the most outstanding suburban and city
transport system in the whole world.

IN our London letter for December mention was made

No visitor to London can fail to be impressed by
its Underground Railways. Deep down under the
streets fast electric trains transport millions of passengers
from home to work and back, or others from homes to
shops. There is only one class on these trains yet their

interior is as good, if not better, than any first class
compartment.

The London Underground Electric Railways are a part
of the London Transport Executive, a huge organisa-
tion which not only operates the railway system but
nearly 8,000 buses, and over 300 trollybuses. The
“Undereground ™ originated with the District and
Merropolitan Railways which started operation in the
1860’s. These lines are not deep level but run only a
few feet beneath the street. A cutting was made and
then subsequently covered with girders. This meant the
opening up of streets and roadways and often the
complete demolition of houses but it was all put back
straight and tidy afterwards. Steam was the original
motive power but it was converted to electric traction in
1905.

The deep level railways of London, commonly known
as the ‘‘tubes”, originated with the City and South
London Railway which was opened on November 4th
1890 by the late King Edward VII who drove the first
electric train. This railway was the first standard gauge
(4’ 81") “tube” to be built and it owned its existence
to James Henry Greathead who had sufficient foresight

to visualise future congestion in the London streets and
arelief to this congestion by the construction of deep
level tube railways. The construction of a deep level
railway was made possible by his invention the
Greathead shield. This enabled a circular tunnel to be
cut in the earth lined with cast iron segments bolted

together. The term ‘tube’ probably arose from the
nature of the construction.

The City and South London line was originally
intended to be run as a cable railway with two endless
cables running at speeds of between 10 and 12 miles per
hour. Experiments with electric traction had already
been carried out on a small scale and proved successful
and it was therefore decided to operate the line electri-
cally by means of electric locomotives. Experimental
running commenced in February, 1890 and the railway

was inaugurated as a passenger line on November 4th, of
the same year.

14 locomotives were employed at the opening and each
train consisted of a locomotive and three carriages. The
latter were curious affairs, entirely closed in, and had a
large platform between coaches with a bostwick gate at
each side. Entrance and exit was made by means of
these platforms which were bolted to the carriages so the
individual coaches could not be uncoupled unless in the
workshop siding at Stockwell where the power house and
works were located. It was the duty of the
conductors to ride on the platforms, open and
shut the sliding doors giving entrance to the
carriages and announce the names of the stations
upon arrival. It is hoped that enunciation was
clear. The car had no windows the only openings
at the side being narrow ventilation slits just below
the roof. Evidently windows were not considered
necessary because the trains ran in tunnels! Padded
upholstery was a feature of the interior which quickly
led to these vehicles becoming known as ‘padded cells’.

_J/,;a;<éyﬂﬁﬁl7

Modern Steel Coaches guarantee Safety and Comfort to the Indian Passenger
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Bottom : Latest type power signal frame, illuminated
track diagram and train describers in London
Transport Signal Box.

MYSORE -
KIRLOSKAR

PRECISION AND UP-TO-DATE
MACHINE TOOLS

CERTIFIED: GRADE 1 BY GOVERNMENT OF INDIA

R. L. Type Lathe

LATHES —A wide range for various uses, from 41" centre x 3’
to 104" x 13" bed. Geared head, Ali-geared head and Cone Pulley
types with quick-change gearbox. Electrical and belt drive

PLANING MACHINE=24"x 24" x 4 ft and 6 ft.

POWER PRESSES —From 4 to 20 tons capacities in Eccentric,
Inctinable and Rigid types.

DRILLING MACHINES—18° & 20" High Speed for drillings
upto |” and 1}". D. geared. Belt and electric drive.

HIGH SPEED HACKSAW MACHINE = To cut upto 9.

FOR FREE LITERATURE WRITE TO

Distributors :

BATLIBOI & COMPANY

Forbes Street, Fort, Bombay.
Branches :
3-153, Broadway, MADRAS
12/5-D, Variety Hall Road, COIMBATORE

inTas 8 ¢

GENUINE
SPARES

TAPERED
ROLLER BEARINGS

Ysksacks’ William Jacks & Co. Ltd.

Calcutta  Bombay  Madras
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YOU OWN THE RAILWAYS—
HOW DO YOU USE THEM?

' As public servants, Railwaymen have to assist the public in the proper
e use of Railways.

In free India the Railways have to play an important role to achieve

the greatest economic growth and the fullest industrial development of the
country.

The Railways cannot artain the fullest degree of success in their role

without the unstinted support and co-operation of the people to whom
the Indian Railways now belong.

Top : Latest tube rolling stock, London Transport Executive.

The public can co-operate in the following ways inter alia :-

REMEMBER

o
Pick your Rock Drilling equip-
ment from the wide range that
® offers—sinker arid diamond
drills, Feedleg equipment, Tungsten Carbide tipped
Swedish steels, Drifters and Rotary Drilling equip-
ment. @ Rock Drills are powerful, easy to handle,
fully cushioned with superior valve design. Whatever
the job, @ have the right drilling equipment for it.
For further particulars send for Catalogues.

% that any leakage in the Railway revenue caused by illicit tracel-
ling operates to the financial detriment of the Railways in
particular and tax-pivers in general and to the inconcenience
of ticket paving passengers.

Bottom : Booking hall of a station on London Transport
Executive’s railways showing battery of automatic
ticket machines.
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% that insccure packing, improper labelling and inaccurate

marking, lead to compensation claims causing a drain on the
national exchequer.

LGy )

fodols

Backed by generous and efficient service.

FOR THE RIGHT APPROACH ... THE RIGHT EQUIPMENT
@5  that undue detention of goods consignments in the goods sheds WW’W/%
? and wagons means loss of space and wagon power, which could CALL IN % COnSOlldated g
«@§ be utilised profitably in some other ways by the Railways. T Ao

* that travel and sanitary conditions can be greatly improced by
keeping Railway carriages and premises clean and tidy.

WESTERN RAILWAY

Consolidated Pneumatic
TOOL COMPANY LIMITED
Post Box 205, BOMBAY, I.
'Phone: 31747

Branches at:  Calcutta, Madras, New Dalhi, Kerachi & Lahors.
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Top : Electric locomotive as first used on the City
and South London Railway, the first of
London’s tube lines.

Bortom : View of surface railways of London Transport.
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A five minute service was worked and the journey
took 15 minutes from one end to the other. A uniform
fare of two pence was charged and admission was
permitted through a turnstile no tickets being issued
except in the case of return journeys. It was rather an
adventure for Victorian London to take a trip on this
quaint subterranean line. The ticket was purchased at
street level and the platforms were reached by lifts worked
by hydraulic machinery. The railway track was thirty to
ninety feet below ground. This form of travel soon
became popular and with the increase in traffic the line
was extended and longer trains were run., Other elec-
tric tube railways were built in London in 1900 and

1905 and since then development has been rapid. To-
day, London operates the most complicated and up to
date clectric railway system in the world.

The City & South London was followed by the Central
London 2 line which ran, in its original form, from
Bank to Shepherd’s Bush. The railway was opened by
King Edward VII, when Prince of Wales, on 27th June
1900. The line was later extended to Liverpool Street,
there to connect with the terminus of the London &
North Eastern Railway and at the other end to Wood
Lane to serve the Franco British Exhibition which was
running at that time. The railway was originally ope-
rated by locomotives but owing to their weight heavy
vibration was communicated to property adjoining the
line and they had to be abandoned for the usual multi-
ple unit stock.

The London Electric Railway consisting of three
separate < tubes ” the Hampstead line, Bakerloo Line
and Piccadilly line, was opened in the years 1906-07 and
was considered at that time to be the most up to date
kind of tube line. The stations were air conditioned by
special < Ozone’ plant, automatic signalling was provided
with continuous track circuiting, and emergency lighting
was provided in the tunnels which could be switched on
in the case of a train failing and passengers being
required to walk through the tunnel to the next station.

In 1912 both the Central London and the City &
South London lines were amalgamated with the London
Electric under the title of the Underground Electric
Railways Co. of London, Ltd., which combine remained
until 1933 when the London Passenger Transport Board
was formed which controlled all railways, buses and
tramways operating in the capital. Since that date many
extensions have been made to the tube lines and they
have been inter-connected to enable through services to
be run. There is practically no part of London and its
suburbs that is not served by the “Underground .

SHAPING MACHINES

This latest model of improved design incor-
porates many refinements combined with
extreme ease of operation. It withstands
heavy duty with efficiency and speed with-
out impairing accuracy or alignment. Four
other models available.

Type GP 24" with Plain and
Universal Tables and seif-
contained Motor Drive

Write for free literature

COOPER ENGINEERING LTD. ...... rcu, 0ise. satanra

DISTRIBUTORS:

BATLIBO!I & CO., FORBES ST. FORT, BOMBAY |
A"WALCHAND "GROUP INDUSTRY
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STEEL COMPANY LTD.

MARTIN BURN LTD.

X 44

"STELLITE’

hard-surfacing alloy
welding rod

‘Stellite’ Welding rods are helping to increase the
life of India's valuable machinery.

“stellite’ Welding rods have been found extremely
effective in the hard-surfacing of materials that are
subject to abrasion and severe or mild shock, such
zs mill grinder plates and teeth, ploughshares,
scrapar blades, dry battery manufacturing machinery,
valve seats and discs, dies, metal cutting knives,
shearing blades, rock drills etc.

«STELLITE” Welding rods are available -
in various grades and sizes.

FULL DETANIS FROM:

THE INDIAN OXYGEN
& ACETYLENE CO. LTD.

TOAX 44
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Meticulous attention has been paid to safety devices.
Every train is provided with a « Dead man’s handle” so
that in the event of a train driver (motorman as he is
called) becoming ill and releasing the controller which
starts the train and regulates the speed, the train would
stop of its own accord.

Automatic signalling is provided throughout and it is
impossible for a train to pass a signal at danger. Every
signal is provided with a train stop which is a small
arm which assumes a vertical position when the signal is
at danger. If a driver ignores a signal at danger the arm
engages a trip cock placed at the side of the leading
motor truck. This releases all the air from the
Westinghouse Brake system and the train stops indepen-
dent of human agency.

The Underground Rolling stock is largely made of
steel and the possibility of fire is very remote. However,
occasionally fires do occur and are mainly electrical in
their nature which means the burning of wire insulation.
This usually causes dense smoke which in the confined
space of the tube tunnel would have a disastrous effect
upon passengers. In such cases it is therefore necessary
to cut off the current from the conductor rails as soon as
possible.

February 1954

Throughout the whole of the tube tunnel system there
are two bare copper wires. If the motorman of any
train wishes to have the current cut off, in the event of
an electrical fire occurring in his cab, or eclsewhere on
his train, all he has to do is to reach out of his cab
window and pinch the two wires together which
automatically cuts off the current to the conductor rails.
Although all the train lights go out on this account
emergency electric lamps worked from batteries come
into use. In addition to this, electric lamps
regularly spaced along the tunnel walls, are also
automatically, illuminated. The current supply of these
emergency lamps does not come from the railway power
house but from outside companies so that in the event of
a complete shutdown of the main power house, or a sub
station, the tunnels would still be illuminated.

The motormen are also provided with portable
telephones which can be clipped to the bare wires.
These wires are connected to telephones and indicators
in the nearest sub-station so that the motorman can say
which train it is that has removed the current and the
rcason for doing so. The sub-station attendant does not
switch on the current again until getting psrmission from
the motorman.

Cleanliness and good lighting are the watchword so
far as the Underground stations are concerned. Passen-

@ N.C. (NON-CHATTER) BY PASS VAL\iES»_‘
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(Madras) Led. Madres ’

gers are directed to the various platforms, station exits,
etc. by carefully worded enamelled iron and illuminated
signs. Coloured tiles arc used throughout for the
platform and passage walls.

Originally, communication between the station
platforms and the street was by lift each lift taking from
40 to 60 passengers. These lifts have now largely been
replaced by escalators (moving stairways) which run the
whole time the station is open and need no attendant.
Passengers can walk up these stairways, thereby increas-
ing their speed, or can stand still on the step and wait
for the stairway to take them to the top, or bottom as
the case may be. These escalators are so carefully
designed that it is impossible for any accident to occur.
To enable passengers to stop the escalators, in case of
emergency, a small paper covered box is provided at the
top and bottom. If this paper front is pushed in it
operates a switch and stops the machinery. Their
average speed is about 125 feet per minute.

There is probably no organisation in the world who
has gone to such lengths as the London Underground to
provide safety devices and time saving apparatus.
Batteries of automatic ticket machines are provided at all
busy stations which issue tickets up to eight and nine

This modern
precision tool
makes soldering
speedier, simpler and
more reliable. 6 models :
65 watt with oval tapered
and round pencil bit: 240 watt

with oval tapered bit; each with
6’ 3-core Henley flexible. Voltage
ranges from 100 to 250. Write for folder Y. 10,

% Also the new 25 w. Instrument Mzde! Solon (Folder ¥.17)

ELECTRIC

SOLDERING IRONS

denominations. Change giving machines are also
provided. The tickets are actually printed inside the
machine and the machinery is set into motion by the
insertion of the coins.

The doors on the trains are worked by compressed air
controlled by the guard. They close slowly, air pres-
sure being reduced during the last five inches so that
they can be held open by the hand easily. The door
edges are cushioned with soft rubber which prevents
nipping of the fingers. When all the doors are correctly
closed the guard receives a light signal and only then can
he give the signal to start by ringing a bell in the
driver’s cab. If a train so over-runs a platform that the
leading doors face the tunnel walls, the driver can keep
these doors closed by operating a switch. Again, if the
platform staff wish to prevent more passengers from
entering a train that is cither crowded or late a porter
can close the doors on the front portion of the train by
pushing a plunger.

Finally, taere are miscellaneou: ma2asures for pro-
tecting the safety of the passenger from the moment he
or she steps on to the non-slip floor of a well lighted
ticket hall to journey to the tunnels below. In the event
of sudden and heavy rainfall zutomatic pumps arc ready

(Continued on page 28)



28 SOUTHERN RAILW AYS MAGAZINE

February 1954

SIGNALLING AND INTERLOCKING

By H. C. Towers, M. 1. E, E, M.I.R. S. E., M. Ins1. T.

Chapter 14. Electro-mechanical signalling.

g

“LECTRO mechanical signalling is the retention

D of the usual mechanical signal box and its lever
. frame operating the points by rodding but
controlling the signals by power. These may be
cither colour light or semaphores worked by electric
motors though this latter method is not generally used
at the present time. Such installations are usually
found on busy suburban areas where continuous colour
light signalling is in use. At busy stations and junctions
power signal cabins are introduced but at other places,
where there are not so many point movements, it is
more economical to keep the existing mechanical box
and merely change the signal aspects. In such schemes
continuous track circuits may be used throughout and
trains worked as explained in Chapter 8. In other
cases, station yards may be track circuited and block
instruments retained for train working. All the
principles and up-to-date methods of power signalling
are applied the only difference being that the full
sized mechanical levers are retained and the points
continue to be operated by rodding.

The point layouts are worked by economical layouts
or switch and lock mechanisms. If they are
situated beyond the distance of economical working,
a separate lever is used for the facing point lock but
no locking bar is required since the points are held
by track locking when a train is passing over them.
The method of track locking point levers and facing
point lock levers and the advantage of track locking
both levers has been dealt with at length in Chapter
12.  An electrical point detector is fitted to each pair
of points, detecting the position of both point switches
and lock, in all cases where colour light signals read
over the points.

In the early days of electro-mechanical signalling the
electric lever locks and the circuit controllers essential

to master what may threaten to be a flood. Precautions
against fire risks are complete. Fire hydrants and
extinguishers, pails and bins of sand are available should
the need ever arise. Wood used in the vicinity of plat-
forms is of hard variety. A minimum amount of com-
bustible material is in the trains themselves, which are
almost all steel in construction. The tunnels are cast

{ Continued from page 27 )

to each lever, were attached to it as separate units.
Nowadays combined circuit controllers and lever locks
can be obtained as one unit. Reference to the
elementary signalling plan and electrical selection table
in this chapter will epable an understanding of the
simple electrical signal circuits now to be explained.

The signal box has a 14 lever mechanical frame of
which three are spares. This cabin is only required
for emergency purposes for reversing a train from the
up to the down line or vice versa. Normally the cabin
is closed and automatic working is instituted by the
reversal of No. 6 King Lever. This locks the main
line running signal levers Nos. 1, 2, 4, 11, 12 and 13 in
the reversed position and No. 7 crossover and shunt
signals 3, 8 and 9 normal. A reference to the selection
table shows that there are three columns entitled
“Approach lock”, “Selection” and <“Backlock”. The
letters refer to the track circuit reference 1. e. ‘AT’
means ‘A’ Track Circuit and so on. The meaning of
the word selection is those track circuits selected and
necessary for controlling a particular signal. Referring
to the controls of No. 1 signal, it will be seen that track
circuits B, C and D require to be unoccupied before the
signal can show a proceed aspect. In the case of signal
can show a proceed aspect. In the case of signal No. 2,
C, D and E tracks are required, E being the overlap
track circuit on No. 4 Starter or adequate distance,
With regard to the controls on No. 4, it will be seen
from the selection that the overlap on the next signal is
included. This is not shown on the diagram for sake
of convenience but may be taken as being exactly the
same as ET. The signals shown on the diagram are 3
aspect colour light.

The electric locks on the signal levers act when the lever
is returning from reverse to normal.  The electric lock,
if not freed, prevents the lever from being replaced

iron and water-proofed with cement. The track is solidiy
built into the tunnel segments and cannot move,
Usually cables are flame proof and fuses protect the train
against excess current. The driver or guard can cut off
all current in three seconds and telephonic commu-

pication between them can be established should the
need arise.
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Electro mechanical lever frame with illuminated diagram.

fully normal, This is termed the backlock position.
In electro-mechanical and power signalling signa‘ls are
provided with approach and backlocking. The o.b)cct‘ of
this locking is to prevent a signalman changing his mind
and altering the position of points after a train has
approached within prescribed limits. For example,
suppose there is a train waiting on the Up platform to
reverse to the down line through crossover No. 7. A
train is approaching on the Down line and is passing
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Signal No. 13. The signalman replaces this lever
normal, reverses No. 7 crossover and clears No. 9 shunt.
The train on the Up line starts up occupies C and M
track circuit thereby fouling the overlap on No. 12
signal. If the down train over-ran No. 12 signal there
would be a side collision. No. 7 crossover may not be
reversed until the down train has correctly come to a
stand at No. 12 signal. To ensure that this is done,
approach locking and backlocking are used. As soon as
JT is occupied, although No. 13 lever could be put
back far enough to place the signal to danger, in case of
emergency, it cannot be replaced fully normal as it is
held by the electric Jock. This lock is not released
until K track is clear and this part is known as the
backlock. The checking of the lever in this position
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locks crossover No. 7 through the mechanical locking in
the lever frame since 13 has to be fully normal before
No. 7 can be pulled. A reference to the approach and
backlock selection for the other signals connected with
the crossover will show that they arc founded on the
same principle.

The difference between semi-automatic and automatic
signals has been explained in Chapter 8. Both types of
working are found in the small scheme shown in the
diagram for the signals work automatically when the
cabin is switched out and semi-automatically when it is
open. With semi-automatic working assume a down
train approaching Signal No. 13. As soon as track
circuit K is occupied (Signal Staff refer to this as the
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PRINCIPLE OF STICK RELAY FOR SEMI AUTOMATIC SIGNALS'

AS APPLIED TO SIGNAL N2 12 ON _DIAGRAM.

breaking down of the track) No. 13 signal goes to
danger and even though its lever is left in the reversed
position it will not show green or yellow again, even if all
the track circuits controlling it are clear, until the signal
replaces Lever No. 13 10 normal and then again reverses
it. In power signalling it is considered of vital impor-
tance that signals shall return to danger after a8 train has
passed them independent of any action on the part of the
signalman but to clear them must be a conscious action of
the signalman. This function is exercised by a special
relay called a stick relay and a stick circuit. For those
who have an elementary knowledge of electricity it

NOTE- N 8 XING LEVER REVERSED LOCKS SIGNAL LEVERS 1,2,4,11,12 & 13
‘ REVERSED AND ILLUMINATES A BIGNS AT THE SIGNALS, N§ 7 CROSI-OVER
AND BIGNAL LEVERS 3,8 &$ LOCKED NORMAL.

8 ( Continued on page 30 )

NR | APPROACH LOCK. SELECTION BACK-LOCK.

1 AT. BY. cr. OT. BT.

2 aT. ¢T. DT ET. CT. ™I

3 ET. OT. WY

4 ET.  FT. OVERLAP ON NEXT SWNAL

s SPARE

s KING LEVER FOR AUTOMATIG WORKING

7 CT. MY

8 WMT. OT. PL WY

9 CT. MT OV PL. CT. MY

10 SPARE

n PT.  QT. OVERLAP ON NEXT SIGNAL

12 LT MT. OT.  PT.

13 uT. KT LT MT. XT. {
% B
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Railwavs Integration—Pros and Cons of the Question (11D
| By Raileff

advent of integration, two or three Districts were

grouped together under the control of a Regional
Officer, with certain powers above that of a District Head,
but far less than the Head of a Department. In the
formation of Regions, a simple process was evolved to
include existing units being split up. For example, the
ex-SI MG sections were brought under the control of
Trichy Region where the BG area had perforce to be
included with Madras (BG) region. The ex-Mysore
State Railway which, from any point of view, did not
compare more than the smallest of the ex-MSM District,
was tagged on the North MG region. Thus the three
regions under the control of a similar organisational set
up with equal pay, were allotted work of considerably
varying importance and quantum of work. Readjust-
ments of Traffic and Engineering Districts were omitted,
due to sheer lack of time for thought and planning. So,
Madras BG region became the biggest from the opera-
tional, maintenance and repair aspects. If one would
carefully study good operating statistics, the iniquity of
the three Regions will show on itself up to even a common
eye.

IT was pointed out in an earlier chapter that on the

The Regional organisation is unable to achieve anything
though about 12 Traffic, 9 Engineering and 6 Mechanical

may be briefly explained. In the case of Signal
No. 12 it will be observed from the selection table that
it is controlled by Track Circuits M, O and P. The
stick relay for this signal is picked up by a feed over a
normal contact on No. 12 lever. It is stuck up through
one of its own contacts and a feed over a contact on M
track relay. Contacts on relays O and P are included
later. The wiring diagram for a stick circuit should be
referred to. It will thus be seen that when No. 12 lever
is pulled to clear No. 12 signal the normal contact is
broken but 12 stick relay still holds up because of the
stick feed over its own contact and M track relay.
Therefore, immediately M track breaks down, the stick
feed is broken and the stick relay falls thereby replacing
No. 12 signal to danger without the lever being replaced
normal.

When the cabin is closed and signals are required to
work automatically it is obvious that some alteration
must be made to cut out the action of the stick relays.

( Continued from page 29)

Officers are in charge of a huge organisation of about 500
clerks including high-paid Office Superintendents and
separate personnel organisation with 3 District Personnel
Officers. Where, originally, the Head of the Department
used to give decisions on spot or at periodical meetings;
now with limited powers, a new intermediate stage having
been created both as regards staff, and non-personne)
matters, with little discretion or competency for decision
on technical matters which have to be vetted out in
Drawing offices and, encircled by the general proviso for
ensuring uniformity in the three regions, the present
routing of files takes on a slow speed of movement to the
competent authority. First the Regional clerical staff
take on an average 8 to 10 days to register, attach files
and study the “poser” to make out an inconclusive non-
committal note to the Personal Assistant who again studies
the problem on paper after a routine delay, for discussion
with or putting up a note to the big-wig. He is aware
that the question merits a decision by the Chief only
and yet the Regional Head must know all about it. A
similar routine awaits the time-worn files at the Head
office where again the routine takes a minimum of 10
days. Then with a bang, a junior officer, not being
conscious of any dilatoriness, refers back to the various
offices re : points which had been omitted to be included
in the proposals or in the alternative, solicits opinions

This is done by contacts on the King Lever No. 6. In
addition to illuminating the A Signals under signals 1, 2,
4, 11, 12 and 13 other contacts feed the stick relay so
that only the appropriate tracks controlling signals are
required to be clear. In the cabin described, which
may be taken as typical of the average electro-mechanical
installation, there would be an instrument shelf or board
over the levers on which the red, yellow and green signal
repeater lights would be fixed. There would also be an
illuminated track diagram on which all signals and track
circuits would be shown. The shunt or subsidiary
signals Nos. 3, 8 and 9 could be position light, red and
yellow miniature lights or electrically operated disc
signals. Operation of these signals by power is optional
and probably dependent on cost since mechanically
operataed disc signals could easily be operated from the
lever frame. In that case the track circuits concerned
would release electric locks on the levers in the normal
position. In other words the levers would be locked

normal unless all the necessary track circuits were
clear.
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Highlights of the Kumbh Mela

from other Regional colleagues on a reference made by
an enthusiastic Regional Officer. Perhaps the problem
is not of general value; yet, should not thc. clcfk
safeguard himself of any possibility of omi.ss.non in
obtaining valuable comments of other Administrative
Officers who are far senior in rank. So, the caravan
goes on and before it reaches its destination, two months
valuable time is lost. The Head then sets the ball
rolling in a direction exclusively of his own fancy. He
pooh-poohs ideas, which lack constructiveness, broad
vision that modern India looks forwards to and practic-
ability of implementation for want of funds, details for
drawing out plans, and concurrence with Engineering
and Accounts colleagues etc. So, alternatives are
suggested and then down the ladder the problem is
«atracked” afresh at the Senior subordinates level, and
before a mass of “meshed” opinion reaches the Head
quarters level, the official Year has either drawn to a
close with October-cuts inbudget allotment or the new
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year had dawned with all the reviews to put back the
original programmes to give way to the previous years’
sanctioned works etc,

In regard to operational matters, there is not much
difference. Accidents, Yard reports, power supply

problems, rationalising capacity and availability of
Rolling stock and Running personnel, are all yet dealt
with at the circles, apexing the corners of a small
triangle, to be repeated once again at larger triangular
legs at Regional level, all on paper, with copies to all
and sundry. The leads are once again taken from each
corner to form another triangular contest. The centre
of the triangle in all the cases remains the same till the
G. M., who ultimately has to give some decision for
betterment of efficiency or output, pulls at one corner,
so fully and farther on, carrying with him the centre to
a pre-determined place.

Where then is the remedy? The writer understands
that the energetic, well-informed and efficiency-hunting
GM of the Southern Railway has already thrown the
gauntlet on the table. The Western Railway has also
felt the pinch. They are all crying hoarse “Scrap the
Regional system”. With agony in their hearts, and
sincerity of purpose they fondly hope that the Railway
Board will hear their cries soon enough to start the
Divisional organisation from the official year 1954-55.

What sort of Divisional system is best suited, there
shall be no dispute about it. Dame rumour states
that the Chairman, Railway Board, a nationalist at
heart, sound in his principles, and itching to improve
efficiency, is convinced that an able, practical, sincere
officer, with integrity, resourcefulness and flare for
quick and sound decision and drive, should keep the
reins to drive the Traffic, Mechanical and Engineering
horses in trot, and in line with one another, flinging,
severely, at the troublesome and lazy one, The
Divisional Supdt. assisted by officers around him at his
office, and others posted at selected Stations, shall wield
powers, financially on a part with DY. G. M., and,
otherwise, as per policies laid down by and technical
directives issued by expert Heads of the various
Departments.

The advantages, savings financially and on clerical
and procedural delays, and more the whipping of
team spirit and efficiency will all be dealt with in the
next article. But may we fondly hope that the Railway
Board lends its ears and bring into being the Divisional
system from April ‘54. 15%, saving in clerks, 259,
saving in officers’ pay bills, speedier disposal of personnel
cases, and quicker implementation of planned and urgent
needs—all these are assured.
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“REPAIRING WAGONS”

By A. H. Pearson

of every railway system in India are long lines of

goods trains rumbling at a steady pace from one
destination to another. Each of these freight trains will
have a locomotive at one end, with a long strong of fifty
to seventy wagons trailing behind. Each one of the
wagons on a train, if not empty and being moch to a
loading point, if opened, will be found to contain cither
coal, raw materials, foodgrains, foodstuffs, or some
form of manufactured products. It is these wagons that
transport the immense material resources of a nation
from one place to another.

STRETCHING throughout the length and breadth

Under normal running conditions a wagon has to
remain in active service ‘on the line’ for a period of
about three years before it is due to be returned to its
parent line wagon repair shops. During these three
years of service the wagon has traversed thousands of
miles and has undergone all the strains, stresses and
fatigues arising out of intensive running conditions, in
fine weather and foul. By the end of the three year
period that wagons looks rather battered, with dull paint-
work, and perhaps its side and end panels somewhat
caved in. The moving parts of the wagon have also
become worn and fatigued under the enormous strain of
active running service. In spite of all this, the wagon
may still be fit for another two or three thousand miles,
but it is reaching its danger point. So it is taken off
‘traffic’ and along with other wagons overdue overhaul,
wherever these may be, they are formed into empty
loads, hitched to a2 locomotive and hauled away to the
wagon repair shops.

Wagons sent to the workshops for periodical overhaul
and repairs are first collected in what is known as the
‘shop’ pocket, where they are stabled, and sent in turn
into the repair shops. After passing the neutral line,
the wagons are moved into the various repair bays.
Here the floor boards of each wagon are first scraped and
cleaned, and a note is made of defective and torn floor
boards, which are eventually replaced. Next the axle-
box face plate rivets are cut. The wagon body is then
lifted off the undergear by a huge and powerful electric
grab crane. Each wagon body is then lowered and
supported on specially prepared wooden trestles.

Both the wagon body and the undergear are given a
detailed examination, and get the attention required. A

swarm of skilled workmen now tackle the wagon body.
Torn, defective and caved-in body panels are straighten-
ed out or replaced. The roofs of every covered wagon
also detailed attention, as roof panels may be defective
to an extent whereby they are not water-tight. This is
soon remedied.

As the process of wagon body repair is going on, the
underframe and running gear are getting attention.
Every part is meticulously checked and defects noted for
repair or replacement. Buffing and vacuum gear,
brake blocks and brake gearing, etc. are stripped and
sent to the respective repair shops dealing with these for
complete overhaul, or renewal of components which are
beyond the stage of repair. Wheels and journals are
sent to the wheel shop for attention, and bearings and
axle-box parts are sent to the repair sections which
specialise on these, for repair or renewal.

The head-stocks of the under frames may have been
damaged or dented in rough shunting, or some minor
accident. These cannot be left as they are, as they
would be a menace to safe running. So along comes a
small gang with a powerful, hissing blow lamp, which
directs a red-hot flame with a roar on to the damaged
portion, softening up the strong hard metal. When the
heat has made the metal pliable enough, men with
powerful hammers straighten out all the kinks and
troughs.

In the body repair section the men are hard at work
stripping defective panels, ripping out and replacing
defective floor boards, patching up leaky roof panels.
Before long, amidst the terrific loud din of hammering,
the machin-gun chatter of rivetting tools, the old and
worn wagon body is made as good as new. The
renovated body is now ready for the first coat of paint,
which is applied.

The repairs and renewals of a wagon are now comple-
ted—the body work, underframe, buffing and vacuum
gear, axles and wheels etc. all having been put through
the process of complete overhaul in their respective
sections. The wagon is then reassembled, and is now
ready for its final dressing of paint. But the work is not
yet finished. Ifitis a covered wagon, it must also pass
a final test for water-tightness. This is a rigid test under
overhead water-pipes. When the pressure is turned on,

9 (Continued on page 34)
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INDIAN RAILWAYS BUDGET 1954-1955

Parliament on 19th February, 1954, the Railway

Minister, Shri. Lal Bahadur Shastri reported the
financial position of the Indian Railways as disclosed in
the completed accounts for 1952-53 when the actual net
surplus stood at Rs. 13,19 crores, out of which Rs. 12.00
crores was appropriated to the Railway Development
Fund and the balance of Rs. 1.19 crores to the Revenue
Reserve Fund. He then dealt with the Revised Estimates
for the current year. The total gross receipts, he said,
are now estimated at Rs. 272.00 crores compared with
the Budget Estimate of Rs. 272.28 crores. The nominal
reduction of Rs. 28 lakhs is stated to be due to a differ-
ence in the method of estimating. The Working Ex-
penses are expected to go up by 6.64 crores, which is
due mainly to the 509, of Dearness Allowance paid to
the employees being treated as pay and to the increased
diversion of coal by sea for the Southern, Central and
Western Railways to make available more transport
capacity to the Industry. As a result, the surplus for
the current year will now stand at Rs. 3.18 crores as
against Rs. 9.31 crores estimated in the Budget.
Increased provision for protection works against flood
damages and temporary works for the Kumbh Mela, as
also for increased repairs and maintenance of rolling
stock, machinery and electric installations caused the
above reduction in the surplus for the current
year (estimates).

IN presenting the above Budget for 1954-55 to the

In dealing with the 1954-55 estimates, the Railway
Minister observed that as a result of certain financial

and accounting changes to be introduced on Railway
from 1st April 1954, each Railway Administration will be
in a position to make a comparative assessment of its
own financial results and economics of working.

RAILWAY BUDGET AT A GLANCE

(In lakhs of rupees)
Actuals, Revised Budget
1952-53 Estimates Estimate

1953-54 195455

TRAFFIC RECEIPTS

Gross Traffic Receipts 270,56 272,00 273,25
WORKING EXPENSES

Ordinary working expenses 187,96 197,63 194,31
Appropriation to Deprecia-
tion Reserve Fund 30,00 30,00 30,00

Payments to worked lines 21 24 22

Total Working Expenses 218,17 227,87 224,53

Net Traffic Receipts 52,39 44,13 48,72
MISCELLANEOUS TRANSACTIONS

Receipts 31 32 31
Expenditure §,52 6,81 8,39

the nozzles of these pipes spray a heavy downpour of
water over the wagon roof. This test is extremely
important, as during heavy monsoon weather conditions,
a wagon with a leaking roof will admit rain water and
may cause what is known as ‘ damage by wet’ to valuable
consignments. Such damage will obviously involve the
railway administration in paying out heavy compensation
claims. With the watertight test completed and passed,
the wagon with a new look, is now ready for another long
period of three years active running service on the line.

Apart from the general service open and covered
wagons, there are the special type goods stock on railways.
Amongst these, the tank wagon gets additional attention
when it goes into shops for periodical overhaul. These
tanks are used for the transport of petrol, kerosene, heavy
mineral and vegetable oils, molasses and even drinking

water. The underframe and running gear of these tank
wagons get the same attention as the general service
stock, but the cylindrical tanks get the additional atten-
tion of washing out with solutions of caustic soda and
water, scraped and then thoroughly sluiced under steam
and water jets so that the inside of the tank is freed from
all dirt, grease and encrustations.

When each general service or special type wagon has
had a complete periodical overhaul, it is moved on to
the neutral line for the final inspection by an expert
known as the Neutral Train Examiner. When he has
passed each wagon fit’ for service, the wagon is then
returned to ‘ Traffic’ to commence another long and
useful period of hauling and carrying freight, over

thousands of miles traversing hill and plain, from one
end of the land to another.
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Net Miscellaneous expendi-

ture 5§21 6,49 8,08
Net Railway Revenues 47,18 37,64 40,64
Dividend to General

Revenues 33,99 3446 35,50
Net gain or surplus 13,19 3,18 5,14

— —_—

The anticipated surplus of Rs §5.14 crores is
understood to be credited entirely to the Development
Fund.

The Depreciation Reserve Fund is to open with a
balance of Rs. 107.86 crores on I-4-54 and to close with
a balance of Rs. 98.16 crores after expected adjustments
during the year.

The Development Fund will close with a balance of
13.67 crores, and the Revenue Reserve Fund with
38.36 crores.

A provison of Rs. 4.98 crores is proposed for construc-
tion of new lines during 1954-55, out of which
Rs. 4.74 crores is for works in progress and the balance
of Rs. 24 lakhs for

(i) Electrification of Howrah-Burdwan main line
(E. Ry.) 20.00

(ii) Pathankot-Madhopur line (N. Ry.) 4.25

A provision of Rs. 1.43 crores has been made for
restorations already in progress and Shoranur-Nilambur
line (S. Ry.)

Total net estimated expenditure on Works, Machinery
and Rolling Stock Programmes of the Railways during
1954—55 is estimatsd at Rs. 95.00 crores.

In his budget speech the Railway Minister said :—

« The estimates of passenger earnings for 1954-55
have been placed at Rs. 101.51 crores, which is only
slightly higher than the Revised Estimates (for the
current year) but slightly lower than the original
estimates for the current year. A certain amount of
decrease has to be allowed for, as the additional earnings
due to the Kumbh Mela will not be available in the next
year. The acquisition of the Barsi Light Railway from
1st January 1954 and the slightly better prospects in view
of the fairly gocd monsoon and favourable agricultural
season are, howcver, anticipated to bring in increased
passenger earnings.
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As regards goods earnings, there are reasons to be
more optimistic on account of the increasingly encourag-
ing trends of industrial production. During the first
nine months of 1953, the average general index of
production was 133.8 representing a rise of 5.4 per cent
over the corresponding figure for 1952. The forecast of
agricultural production is also reassuring. The tonnage
of goods carried during the first six months of the
current year, both on the Broad Gauge and the Metre
Gauge, has recorded a slight improvement over the
corresponding period of 1952-53. I have, therefore,
placed goods earnings at Rs. 148.6 crores, which is only
one per cent higher than the Revised Estimates for
1953~54-.

The overall estimate for gross receipts has thus been
placed at Rs. 273.25 crores against Rs. 272.0 crores in
the Revised Estimates for 1953-54.

The Budget Estimates for ordinary Working Expesens
for 1954~55 have been placed at Rs. 194.31 crores, being
Rs. 3.32 crores lower than the Revised Estimates for the
current year, which is partly due to credits for freight
charges on stores used on works and partly to reduced
provision for maintenance and for special items like the
Kumbh Mela and the diversion of coal by sea. There
are other minor factors contributing to the decrease
which are, however, offset by the provision for annual
increments to the staff, which cost the Railways nearly a
crore of rupees every year.

The appropriation to the Depreciation Reserve Fund
is proposed to be maintained at the same level as in the
current year, viz. Rs. 30 crores. After providing for a
net miscellaneous expenditure of Rs. 8.08 crores and 2
dividend of Rs. 35.50 crores to the General Revenues,
the surplus expected to accrue in 1954-55 is placed at
Rs. §5.14 crores ™.

Referring to the trend of continued increase in the
Working Expenses of the Railways and the progressive
diminution of the Railway surplus, the Minister hoped
that the steep fall in the passenger traffic which occurred
in the year 1952-53 has been halted but he could not see
in the present conditions any indications to expect a
marked spurt in passenger traffic, and that the working
expenses have been going up owing to factors over which

the Railways have but little control. The Minister
remarked :—

“The Budget Estimates for 1954-55 show an increase
of nearly Rs. 50 crores over that for 1948-49. Except for
a sum of Rs. 10 crores which is due to the taking over of
the State Railways, the bulk of this increase is attribut-
able to the liberalisation of benefits to staff. The fuel
bill accounts for an increase of about Rs. 7 crores. This
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is comsequent on expansion of services to meet the
demands of traffic”. He further continued :—

“1 shall now turn to the estimates for Works,
Machinery and Rolling Stock. The Revised Estimate for
the current year is placed at Rs. 77.88 crores against the
Budget Estimate of Rs. 79.61 crores, involving a reduc-
tion of Rs. 1.73 crores ™.

He said that during the first two years of the First
Five Year Plan a sum of Rs. 131.04 crores had been
spent and Rs. 77.88 crores is likely to be spent during
the current year. So out of the Rs. 400 crores allocated
to the Railways in the Plan a balance of Rs. 191. 08
crores is left. “ Arrangements have been made to step
up expenditure on works and also to incr_ca.se the
procurement of rolling stock during the remaining two
years of the Plan so as to ensurc our reaching the
target”.

Regarding developmental works budgetted for during
the current year, he stated that the construction of five
new lines was proposed to be taken in hand out of which
satisfactory progress is being made on the construction of
Champa-Korba line; work on Gandhidham-Kandla
link has already commenced.  The work on Khandwa-
Hingoli, Gop-Katkola and Gua-Manoharpur lines is
expected to start in the near future. Chunar-Robertsganj
line is being shortly opened for goods traffic and is
expected to be ready for passenger traffic by May 1954.
The diversion of the Railway line via. Chandigarh,
the new Capital of the Punjab, has been completed
(and opened on 16-2-54 by the Puajab Premier) as also
the Budni Barkhera double line. A portion of Sanganer
Town—Toda Rai Singh Extension, has been completed
and opened to trafficc. The Madhepura-Murliganj line
is expected to be completed during 1954-55. Out of
the 96 miles of Quilon-Ernakulam Railway, the
Ernakulam-Kottayam Section, 37 miles long, is expected
to be opened for traffic in 1955.

" Arrangements for collection of materials and
equipment required for the construction of the Ganga
Bridge at Mokameh and the ancillary training works
have also been completed.

As regards the dismanled lines, the following have
been restored during the current year .—

(i) Shoranur-Angadipuram (part of Shoranur-
Nilambur)

(ii) Vasad-Kathana

(iii) Balamau-Madhoganj (part of Unao-Madhoganj)
10

(iv) Madura-Usilampatti (part of Madura-Bodi-
nayakanur).

The Budget Estimates for 1954—55 in regard to Works,
Machinery and Rolling Stock of Railways have been
placed at Rs. 95.00 crores an inciease of about 17 crores
over current year. The total provision for Works is
37.64 crores and that for Rolling Stock 52.48 crores
while for Road Services it is 1.20 crores. Steps have
been taken to augment the supply of rails by imports
and the provision for rolling-stock reflects a heavier
programme for procurement. Orders for a large
number of locomotives have been placed abroad
recently to accelerate the rehabilitation of the Railways.
During the five year period ending 31-3-56 about 1,000
locomotives will become overage in addition to the
large number of overage locomotives which existed at
the time of the commencement of the Five Year Plan.
As a result of the measures that have been taken, it is
expected that a total of 1600 new locomotives will be
received during the Plan period.

It is only appropriate that I should acknowledge here
the assistance received by us from Canada under the
Colombo Plan for a supply of 120 broad gauge
passenger locomotives and from the Government of the
United States under their Foreign Assistance Programme
for another supply of 100 broad gauge locomotives.

In the plan for increased procurement the objective
of utilising indigenous resources to the maximum extent
continues to guide and regulate all orders placed in
accordance therewith. It is my intention to step up the
production target of the Chittaranjan Loco. Works
from 120 to 150 and thereafter to 205 of average sized
locomotives in the course of the next four years through
the introduction of such measures as judicious multi-shift
working, additional equipment and training of more
skilled staff. The target of thc Tata Locomotive &
Engineering Company is 50 locomotives a year. They
have hitherto produced and delivered 50 locomotives in
all, but they are expected to reach their target in 1954~55.-

Practically all the increased procurement of wagons has
been planned on indigenous production. New manufac-
turers have come into the field and established ones have
agreed to expand their production capacity. Orders for
about 11,000 wagons will be placed in 1954~55 in India.
We expect to receive 5,000 wagons under the Foreign

Assistance Programme of the Government of the United
States.

No new orders for passenger coaches are being placed
abroad. The capacity of the Hindustan Aircraft Ltd-
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and our workshops has been stepped up. The construc-
tion of the Integral Coach Factory at Perambur to
manufacture passenger coaches is making satisfactory
progress. It is expected that coach body-shells will start
coming out of this factory during the second half of 1955.
Considerable idle capacity is understood to exist in the
Engineering Industry in the country and this seems to be
a suitable moment for an investigation as to how far this
can be used to make the country self-sufficient in the
matter of production of railway materials and rolling
stock. The possibility of making full use of the Railway
Workshops in this connection is also being referred to
two senior railway officers for examination.

A major project is the electrification of the suburban
services in the Calcutta area on Howrah-Burdwan main
line. The traffic survey for a rail connection to Garo
Hills in Assam will be expedited in order that the final
location survey may be taken up. The Pathankot-
Madhopur Broad Gauge line is proposed (7.06 miles in
length) to be undertaken to facilitate movement to
Jammu and Kashmir State, at a cost of Rs. 3§ lakhs.
Other new constructions under consideration are : —

Indore-Ujjain Broad Gauge line.

Rail connection to Etah, the Mangalore-Hassan,
Diva-Dasgaon, Teldanga-Khajuria-Malda, Bhav-
nagar-Tarapur and the Fatehpur-Churu lines.

Providing electrification for operation of Quilon-
Ernakulam, Tambaram-Villupuram.

Open line works included in the estimates for the
Budget year relating to augmentation of line capacity,
such as doubling the lines, building more crossing
stations, extending loops, improving the standard of
signalling and interlocking, additional facilides in
marshalling and transhipment yards, are estimated at
3.3 crores and are as under :—

(i) Siliguri-Alipur Duar of Assam Rail Link—r160
10 350 wagons per day.

(ii) Bezwada-Madras (Rs. 4 crores) and conversion
of Gudur-Renigunta from metre to broad
gauge: 300 to 420 wagons per day.

(iii) Central India Coalfields via Katni-Marwara
265 to 350 wagons per day.

(iv) Via Chheoki on to the Central Railway—1igo
10 240 W. p. d

(v) Raichur-Arkonam for running additional goods
trains.
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(vi) Anara-Jaychandi, Pahar-Burnpore and Sini-
Gombharria—doubling.

On Staff quarters Railways will have spent nearly
Rs. 4 crores during the current year and next year
Rs. 4.60 crores.~ The total provision made in the budget
on staff quarters and staff amenities is Rs. 5.84 crores.

The resolution of the Committee set up in 1949 to
review the convention relating to separation of Railway
Finance from General Finance had prescribed an annual
dividend payable to General Revenues at 4%, on the
capital invested in Railways and this matter will be
investigated by setting up a Committee to review it during
the Session.

The Minister admitted that much needs to be done
still in the matter of improving and extending rail
transport facilities in the country. “ Considering the
vast areas in our country which are awaiting economic
exploitation through satisfactory transport facilities, I
feel it is necessary to adopt a bold policy of develop-
ment and expansion of the railways. The prospects of
any fresh financial resources are none too bright. As a
result of factors which have increased working expenses,
there is likely to be a short-fall in the amount which the
Railways are expected to find from their own resources
for the execution of the Five year plan. The present
high cost of material and labour involve unremunerative
investment at least for some time to come. The only
way in which such construction seems to be possible is
to provide for a recovery of charges on the basis of
inflated mileage for a limited period so that the
projects may not be financially burdensome. This
device may also profitably be adopted in cases where
a shorter route is provided reducing the cost of
transportation substantially, the whole of which need
not be passed on to the consumer”.

The punctuality of trains further improved during
1953 and the percentage of trains not losing time has
been 81.9 in the first nine months of 1953 as against 80
in the corresponding period of the previous year, and on
the Meter Gauge it was 81.4 in 1953 against 80.6 in
1952,

The resources of all Railways were Pooled to make
arrangements for the Prayag Kumbh Mela, and 374
special trains to Allahabad and 344 Specials to clear Mela
traffic were run upto 6th February 1954. sIo shuttle
trains were run within Mela area for local pilgrims.

An efficiency Bureau in the Railway Board for the
purpose of studying operation, workshop, marshalling
yard and other statistics with the object of improving
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progressively efficiency and economy on Indian Railways
has been set up.

“One of the reasons which affected pcrt.'ormance 1s the
delay at various changing anfi trans..l_upmcnt points.
Wagons start from the originating stations at the due
time but they are held up on the way. I haYc mgcd
that the efficiency Bureau, assisted by a senior lev?ay
Officer, will make an investigation into thxs specific
question and make recommendations for reducing these
delays to the minimum.

It is difficult to make a correct assessment of .thc
working of the regrouped Railways and some more tme
must elapse before we could be able to do so. The
reorganised Railways must of course measure up to the

usual standards of performance”.

Re: passenger amenitics, the Railways have drawn. up
a detailed scheme to be given effect to within a prescnt.wd
period. Platform and waiting facilities are being
improved and augmented at (500 nearly) and 300
stations respectively. More than 100 stations are being
electrified and lighting at 100 others being improved.
Foot-overbridges are being provided at about 35
stations.

A sum of Rs § lakhs more than the usual share has
been allotted to the Assam Railway Portion of N. E.

Railway.

With the abolition of First Class it has been poss?blc
to increase and improve lower class accommodam?n.
The net earning of the Railways should improve with
the abolition of First class as it is never p?ying. “The
new Third class coaches are an appreciable improvement.
The seats have been widened and are more comfortable.
Fans, better lights and improved lavatorw.s have l?een
perovided. The old coaches are also being .prov1ded
with fans. It will be my endeavour to provide more
and more amenities to Third Class passengers. Although
it may take time, our object is to reduce as far as
possible the difference that exists today betweex.x the
lower and higher classes. The Railways have conunfxed
their efforts to reduce overcrowding in passenger trains.
New trains were introduced and 126 trains were
extended. During 1952-53, 184 B. G. and 135 M. G.
III class coaches have been put on the line, while tl.1e
number of passengers decreased from 1,163 millions in
1951-52 to 1,120 millions in 1952-53.

The improvement referred to in my last year’s budget
speech regarding disposal of compensation claims for
goods lost or damaged has been maintained.
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It has been possible to take definite steps to improve
Watch & Ward and the security organisations of the
Railways following the appointment of the Security
Adviser to the Railway Board and it is proposed to
appoint for each zonal Railway, a Security Officer of the
rank of a Deputy Inspector General of Police who
will have direct access to the General Manager.

There is at present a Zonal Railway Users’ Consul-
tative Committee at the Headquarters of each Railway
along with Regional or Divisional Committees and a
National Railway Users’ Consultative Council has been
formed at the Centre.

The occurrence of accidents within a short time has
been an unfortunate coincidence but it should not cause
any undue apprehension or alarm. I have set up a
Committee with Shri. Shah Nawaz Khan, Parliamen-
tary Secretary, as Chairman and the Chief Govt.
Inspector of Railways with a retired General Manager as
Members. This Committee will study the reports
of all accidents since 1-1-1953 and analyse their causes;
examine how the recommendations made by the
investigating officers have been dealt with and those
accepted by the Railway Board or the Railways have
been implemented; and to make recommendations with
a view to reducing incidence of such accidents”.

A Hindi section has been opened in the Railway
Board’s Office to deal with Hindi correspondence, etc.

Our Research and Testing Centre at Lucknow, with
the subcentres at Chittaranjan and Lonavla, have started
doing useful work. The work done during the past year
has increased our knowledge of the forces which loco-
motives exert on the track, particularly on curves and
turnouts, under Indian conditions.

The value of stores balances has been reduced to
Rs. §7.20 crores from 63.41 crores. A further reduc-
tion of Rs. 4 crores is anticipated by the end of 1954-55.

In respect of maintenance of rolling stock, the utilisa-
tion of workshop facilities progressively improved on the
Railways since 1950-51. Similar improvement was
noticed in repairs to Metre Gauge and Broad Gauge
locomotives and carriages and wagons.

The Railway Board have issusd instructions early this
year to extend the use of Khadi on Railways. Require-
ments of certain articles like bedsheets, table-covers,
dusters, handtowels and durries will be metin khadi
only.

Two more Service Commissions, one at Madras and
the other at Allahabad have been set up to facilitate
recruitment of Railway staff,
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The Committee, set up to enquire into the pr?valen.ce
of corruption on Railways, have issued a questionnaire
to various interests to elicit their views and have visited
certain places. Acharya J. B. Kripalani bas . kind}y
agreed to guide the deliberations of that Committec in
place of Shri. H. N. Kunzru.

The following concessions in Railway travel have been
proposed :—

(i) Circular Tour Tickets for distances of 1,500
miles and over at {th fares, all classes.

(i) Round tour tickets for students available for
45 days at the usual concessional rates when
they travel in parties of not less than 4
instead of in parties of not less than 10 as at
present.

iii Students Concessional Monthly Tickets in non-
suburban areas, within 30 miles distance, at
12 single journey fares.

iv Concessional Hill Station return tickets at 1}
fares to certain selected hill stations during

April-October, available for 3 months;
minimum distance for charge 150 miles.

v General Managers allowed to issue return
tickets in their zone, wherever practicable.

STAFF MATTERS

The Government have accepted the recommendation
of ‘ Merger of Dearness Allowance with pay’ and it
involves an additional expenditure of about Rs. 3 crores
per year approximately.

(i) Appointment of Ad Hoc Tribunal would help
resolve many problems in the initial stages. In July
1953, Government announced its decision to set up an
Ad Hoc single member Tribunal consisting of Shri.
Shankar Saran, a former Judge of Allahabad High
Court, and referred to him five specific points. It is
hoped that as a result of the deliberations of the
Tribunal, the points in dispute would be satisfactorily
settled.

(iii) Seniority of staff of the integrated Railways.
Certain principles have been formulated for determining

e -
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the seniority of the staff of the integrated railways. The
basic criterion, subject to certain specified exceptions,
for determining the relative seniority of staff of inte-
grated railways will be the length of service in the grade,
both officiating as well as permanent. The Railway
Administrations have been instructed to frame seniccity
tists in accordance with the principles formulated and to
complete the work as expeditiously as possible.

(iv) Selection Posts :— In future there will be only
two categories of posts—selection and non-selection.
All posts in grade 200-300 and above Selection posts, as
also some categories in 150-225. A scale of weightage
will be given to various factors like ability, seniority,
etc., in making selections.

(v) Housing :— The Railways are endeavouring to
improve the standards of amenities provided. Attention
is also being paid to the improvement of the old quarters
progressively on a planned basis. In 1922-53, 5,666
quarters were built. By the end of the current financial
year 9,710 quarters more will have been constructed and
during 195455 it is proposed to build 8,722 quarters;
of these 6,213 will be in principal cities and 12,219 at
wayside stations.

(vi) Medical facilities :— The Railways will have
special additions exclusively for railway men suffering
from tuberculosis in certain selected Government and
non-Government Tuberculosis Sanatoria in the Country,
say I annexe on each Railway. A start has been made
to providc one annexe each on the Eastern and Southern
Railways. A Chief Medicsl Officer has been investigat-
ing whether the Financial and other resources now made
available for medical facilities to the staff are being used
to the best advantage.

“(vii) Class II Services :— I had mentioned last year
that steps were being taken to grant promotions from
class II to Class I service upto the full quota already in
force. 'The seniority of all Class II officers, who came
into the six zonal systems has since been fixed in accord-
ance with certain principles adopted by the Railway
Board and necessary steps have been taken to expedite
the promotions due. Out of 59 promotions due, 13
have already been ordered and 38 have recently been
referred to the Union Public Service Commission.

At present Class IT officers are considered for promo-
tion to Class I only if they are not over 50 years old.
This restriction would be removed and the matter is
being referred to the U. P. S. C. I have also decided to
revise the existing rule regarding the weightage for
seniority given to class II cfficers on promotion to Class
1. In future, the weightage for seniority would be calcu-
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lated at half the continuous officiating and permanent
service in Class II, subject to a maximum of
five years. Past cases will not be reopened, but
the seniority on promotions now being made
and ijhose that will be made in future will be
fixed on this basis. Immediately after regrouping,
it was decided to restrict permanent promotions to
Class II to 509, of the vacancies thep available.
This restriction was, however, removed in the middle
of 1952 and confirmation in all available vacancies,
except a total of six on all Railways together, are
possible and have, in fact been made in most cases.

Labour Relations :— We have had another year of very
cordial relations between labour and management which
augurs well for the future. The formation of one
organization known as the “National Federation of
Indian Railwaymen” during the current year by the
integration of the two Federations, viz. the All India
Railwaymen’s Federation and the Indian National
Railway Workers’ Federation, is a healthy developmant
and I am sure will prove beneficial. The passing away
in tragic circumstances of Shri Hariharnath Shastri who
worked hard to bring this about and whose selfless
work in the cause of labour is well known, has been a
great loss which we all mourn.

May I say a word here about the obligations of
Railwaymen towards the users of the Railways? There
are certain categories of staff who come in closer
contact with the public than others in their day to' day
work and they have to be specially more careful. Last
year, I had emphasised the need for Railway employees
changing their outlook in regard to their behaviour
towards the using public. There has been some
improvement but I must say that there is yet much
scope for improvement in this direction. They have,
in fact, to reorient their outlook in the fast changing
context of our present day society. Class distinctions
are fading out. Every citizen is becoming conscious of
his equal place in the Society and the more this
consciousness grows the less would he b= prepared to
put up with any kind of differential treatment. In fact,
the entire attitude of the Railwaymen to the common
man has to be changed, whether he is a third class

passenger or small shopkeeper who wants to bodk his
parcels or goods.

Before I conclude, I wish to record my appreciation
of the assistance and co-operation I have received from
the Railway Board, the General Maaagers of the
Railways and all Railway Officers and staff. The pace
of economic development today is dependant on the
provision of adequate transport facilities to satisfy thz

(Continued on page 43)
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TO OFFICERS

A news item published in the *“ Hindu” dated 8-2-54 states :— ““ A resolution recommending “. dra.mc aud
exemplary ™ punishment for public servants abusing their positions for their personal ends or indulging in activities v?hach
undermine Government’s prestige, has secured the first place in the ballot of non-official resolutions set down for discus-
sion” in the House of the People on Jebruary 19. The resolution whic.h 'has been sponsored by Mr. Lalit Nargy_an
Mishra (Congress-Bihar) also suggests that necessary steps by w1y nj" qi'fumstratwe orders or amendment of existing
law, should be taken to simplify the existing procedure relating to dzsczplm.:vy matters so that final orders are passed
with expedition. Based on this background, we publish below a few tips for the benefit of our officers in gemeral.
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Ed. SRM.

FFICERS, as a class, would do well to bear in
mind clearly and without the slightest miscon-
ception, the object with which they are invested

with power and authority. These are given them for. t.he
impartial administration of justice, the. proper ‘ac.imm'xs-
tration of public revenue and the intelligent ministering
in various ways to the peace, health and comfort of the
people among whom they are placed.

A. C. Benson says, “ Politics are after all nothing but
the making of arrangements for men to live at peace with
cach other. People get in the way of talking of the
state, as if it were something above and separate from
the nation. But the state is after all the nation, and
Parliament is but the nation making its own rules and i}s
arrangements. Men are apt to get so immersed m
politics that they begin to think administration an end in
itself. What is th= real life we are aiming at, which our
Political Institutions exist to secure ? The object of any
community is and must be to prevent waste, to scc that
no one is unnecessarily rich and that no one is unduly
poor ; to reward merit by comfort ; to induce men to be
disinterested, public-spirited, inventive; to give equal
chances to all ; to diminish crime and vice and most of
all to increase happiness. That is what we are aiming
at or ought to be. What is the ideal life for the citizen
of a community ? He ought to be made healthy, neigh-
bourly, good-humoured, upright, self-restrained, orderly.
He ought to have a definite piece of work to do in order
to support himself and those members of the oommunity
( the incapacitated ), who cannot do any work. But toil
ought never to fall into mere and hopeless drudgery.
Every one ought to have leisure and to be able to use it.
Work ought to be enjoyable and enjoyed, and besides

that, there ought to be an enjoyment of beautiful and
leisurely things. The real life is thus the life which
insists on work as a duty and yet allows a real margin of
leisure for the cultivation of a taste for all beautiful and
interesting things. That is a simple programme and yet
how far are we from realising it ? ”’

Any use of power and authority, therefore, for purposes
other than public weal and comfort would be misuse, and
Jor corrupt or unjust purposes, abuse of the most heinous
kind. He who misapplies these instruments of public good
is a traitor to the general public. Those who adminjster
public affairs with the full sense of their duties,
responsibilities and limitations are entitled to public
regard and gratitude, however low their position may
be and those who misuse their powers for corrupt or
unjust purposes deserve punishment, however highly
they may be placed. To think that the mere position of
a man, however high, entitles him to respect indepen-
dently of his personal qualities, is an old fallacy. It is
an illusion and a snare used by some clever bad men to
entrap the ignorant public, or to scare them out of their
self-possession.

Under an ideal Government, a man who is honest and
conscientious should have no room for fear or persecu-
tion anywhere. He must be able to make himself heard
before any authority, at any time, or under any cir-
cumstances. Men who parade their power and authority
for show, or who exercise them to intimidate innocent men
into submission to their sinister ways are, to say the least,
utterly unworthy of their position. Every officer should
think that, but for the facility his power and authority
affords for contributing his mite to the public weal, he is

( Continued on page 44 )

( Continued from page 42 )

diverse requirements of agriculture, industry and
commece, The role of the railwaymen in mecting
this challenge to their capacity and resources is thus of
crucial importance. 1 am confident they will rise
equal to the task set before them.

Permit me, Sir, to thank you and the House for
the patient hearing you have given me and also for the
support and encouragement I have always received in
ample measure from this House and from the members
of the public outside.”
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THE CITY OF MADRAS

The Southern Railways Magazine has pleasure in introducing a new feature from this month, giving the readers a
picturesque narrative about places of interest served by the Railwavs, in these parts. One place each month is what we have
scheduled, beginning of course, with the State’s Capital city-Madras. These scene-sketches are being specially written for
us by Mr. Nilkan Perumal, the well-known Indian writer who has travelled extensively all over the South and knows each
place so intimately. We take it that this new feature will be of much interest to our readers.—Ed. SRM.

HREE hundred and fifteen years ago, the City
T of Madras was founded by the British and it
has a remarkable growth, all through these
years. Today, it is the capital of our State having
35,734,489 souls, the most thickly-populated and
important city in South India. Situated on the
Coramandel coast, Madras has a clear shore line of
twelve miles from Tondiarpet in the North to Elliott
Beach in the South, the Marina portion particularly
having a pride of its own. Developed by the British,
Madras is the city of many intellectuals of the South, in
varied walks of life. Clustered with many ancient
Temples, Churches, Mosques and statucs in bronze and
marble, Madras has a fine climate, which is t2mpered by
the sea-breeze from the East. The seat of the State’s
Government is within the Fort St. G:orge, an ancient
fortification the British built, as part of the activities of
the East India Company. From the Fort’s flag-pole
flutters the nation’s rri-colour flag today, replacing the
Union-fack which flew for a couple of centuries at a
stretch, signifying foreign rule. A visit to the Fort is
reminscent of our ancient historical past.

The area in the North is called George Town, though
the British once dubbed it Black-Town ! Itis the main
nerve centre of the City. Here, you see the Majestic
High-Court Buildings where gown-wearing lawyers and
their clients crowd in. This is also the place where
legal history in the South was made by luminaries in

the professsion of law like Mani Iyer, Norton,
Mutuhuswami Iyer, C. P., Bashyam Iyengar and Alladi.
In one portion of the Court-House is seen a tall tower,
radiating a beam of light each day after sun-set, to aid
the passing ships in the Bay of Bengal. You may
ascend this tower if you have steady nerves,
and have a bird’s eye view of the whole City, like
a hawk on its wings surveing the scene
below. Aside the Courts, you see a hundred
Commercial-houses, transacting rapid business with
many countries of the world, also banks where millions
are counted each day. The First Line Beach Road is an
avenue-like pathway with shaded trees on either side and
it leads you to the nearby harbour from which we ship
our goods to many ports abroad, and unload merchan-
dise that comes to the South from countless countries on
the face of the Earth. In George Town, life is busy all
through the sun-shine hours, and the passing autos,
hand-carts and transport-buses make a squeaking noise
that chokes your ears! Clerks, merchants, lawyers,
salesmen all crowd on the Esplanade, hurriedly
attending to their allotted duties in their working-day.
Then, you pass along the China Bazaar where small-
trades flourish. West of it is Sowcarpet, where the
monied Marwaris reside and trade in bullion, silver and
diamonds. Then, there is Rattan Bazar where fashion-
able clothing is on sale. Now, you pass along to Park
Town where the City’s biggest hospital is located,
with a statue of a famed physician Rangachari installed

( Continued from page 4 37‘

no better than common man, and if he does not use
them solely for the object for which they were given him,
he may as well be deprived of them.

A cold reserve is sometimes seen in officers. In
somecases, this is cultivated to the extent of a fine art.
The reserve, when occasionally put on as a sort of
uniform, is a good ward-off against dishonest men,
sharpers, deceivers and those who would take wrong
advantage of their acquaintance with officers, and also
acts as a warning to truants or bad workers, but it

should not become part of 2 man’s nature, or undermine
his geniality. In the presence of good men especially,
the reserve should completely vanish. When unaccompa-
nied by a sound heart, it might even prove an instru-
ment for evil.

An officer must be as much capable of sincere love and
free-flowing sympathy as any healthy, good-natured
countryman; and if he has otherwise lost these qualities
on account of the false notions he entertains of the scope
and object of his powers, he would plunge himself and
others into lamentable and irretrievable misery.
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The Marina—Showing ‘theé University Building.

at the front-gate. Opposite to it is the Head-Quarters of
the Scutkern Railway, a giant structure of. pretty
appearnce. Aside is also the city’s biggest raxl-dePot
from which several trains daily -depart conneting
Madras with Bombay in the North-West, Calcutta in the
North-East and Delhi in the very North.

We take the trek to the South from here. There is
Mount Road, another hub of the city. Here too shops
business-houses and theatres are thickly set along the
road, and we also see the Street of Ink along which are
built the mighty offices of famed newspapers of tke
South like the Hindu, Mail, Indian Express and Swadesh-
mitran. Dotted with a lot of hotels here, you ccn
munch your fzvourite refreshments in only of th'en,
also drain down your throat a hot cup of coffee which
the Southerners relish as a stimulant par-excellonce.
You drive along South still, and you will reach Mylapore,
the intellectual granary of the City. This is mostly a
residential locality where all the famous lawyers of the

12

South, writers, industrial-captains and intellectual folk
have their homes, lined up. We drive down South
again and reach Adyar, once lived a great lady Annie
Besant, who, for half a century, inspired the Indians, as
a Theosophist and patriot, and whose memory this
“country will long cherish. Here also, you will see a
remarkable school, started by Rukmani Devi, a dancing
daughter of Ind who did much to revive the classical
dance of-the South called Bkarat Natya. Aside is
Gandhinar, a new colony for the City’s multiplying
population, where houses are built on cooperative-basis.

We presently- re-trace sour steps and drive back to
- the -centre of the City .once again! Near an Old
Cathedral of the British is located the Gemni film studio
" from which some of the best in Indian motion pictures
have emerged, there by bringing glory to the South.
You go West, and see yet another residential area
developed even. thirty years ago, named after Sir
"P. Theogaraya Chetty, the first President of the
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Municipal Corporation, and a politician who was
venerated by millions, in his day. On to the West, we
still move, and here, we are in Guindy where three
things are important. The Governor of the State Sri
Prakasa resides in a palatial mansion the British had
built and kept up as the gubernatorial summer-house.
A medical research institute of long-standing reputation
is also here. Yet, the third is the Race Course where, in
the dewy-months of the year, horses ran like wind,
making men smile and weep through gains and losses
in the staked-money, registered by the tall score-board.
There is no farther of the city you can see, and there-
fore, you turn back and drive fast to reach the biggest
of the city-markets in the Park Town area. Here, you
also see a beautiful park, an interesting zoo, the stately
Municipal Building, and then enter the Poonamalee
High Road, a pathway filled with nursing-homes and
known Doctors of the place. Then we get to Vepery,
where the Indian Christians and Anglo-Indians live, and
further up North, we get to Perambur where the
Southern Railway has its integral coach works and Loco-
yard. From Vepery, we shall drive along Kilpauk,
Chetpet and Nungambakam.

Well, it is evening now, and a few moments in the
Marina would be well advised. As we go to it, on the
Mount Road, we come across the old Government House,
where the British Governors long resided. What was an
exclusive area once, is now a common-place where any
one could walk along with ease. Here also is the House
which serves as the legislature, and when sessions were
held, some thunderous political spseches were made.
Passing it, we get to chepauk where a few Government
offices quietly function in an ancient building,
constructed by the historic Nawabs of Arcot, in sarcenic
architecture. Beyond this place is the pleasing Marina
without which Madras would have lost much of its
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importance. The refreshing breeze from the blue waters
of the Bay of Bengal cheers you up! <“One of the
world’s best beaches”, said the visiting Duke of
Windsor, as he stood here in 1921. Here, the city’s
elite gather for evening walks, to make their children
play mirthfully on the sands, and to hear the blaring
radio music. You may drive along the Marina, but as
you go north, you may sometimes hear the Municipal
Corporation’s band playing melodious music. They
perform at a spot just opposite to the historic University
Buildings, which every year turns out graduates by the
hundreds. Here, in this building is a turbaned-figure,
man of intellectual distinction, the Vice-Chancellor
Sir A. L. Mudaliar, doctor and educationist.

Now, you have seen the most important parts of the
City at a glance, a spot of India which prides itself in
communal concord and in possessing an ancient
civilisation and culture. Cosmopolitan in character, the
Madrasees are Tamils, Telugus, Kannadigas and
Malayalees, and they speak varying tongues and observe
innumerable customs and traditions, as different from
that which a Greelander has from a Mexican !

Not a City bigger than Calcutta or Bombay, Madras is
yet comparatively the cleanest in the whole of India.
But, the bane of it all is extreme poverty, and that is
evident from the stretch out series of bowls the beggars
have! Yet, a people’s administration of the State,
presided over by a genius in C. Rajagopalachari, does
what best it can, to bring sunshine to Madras-homes.
The task is so difficult, and it would take time.
Meanwhile, the City is growing up day by day, that
making water—supply, sanitation and housing all too
difficult. Withal that, the City has a greatness of its
own, a glorious future for the morrow, as in the past!

Announcement

We have pleasure in announcing to all our Readers and Advertisers
that we propose to bring out a special Supplement to our Magazine entitled
«« INDIAN RAILW AYS LOCO. CARRIAGE AND WAGON WORKSHOPS”
sometime in April 1954. For the first time in the history of Indian Rail-
ways such a splendid Supplement is being published by us.

EDITOR.

(r'

Standard

TRAIN-LIGHTING BATTERIES

STANDARD Train-Lighting Batteries are wholly manufactured
in India, and specially suited to Indian working conditions. They
are being largely used by all sections of Indian Railways.

STANDARD train-lighting cells have genuine hard rubber con-
tainers, with splash-proof hard rubber lids and plugs. The plates
have adequate mechanical strength and are rigidly welded together
to form positive and negative groups. STANDARD train-lighting
batteries are thus unaffected by vibrations and impacts met under
service conditions.

The factory has considerably enlarged its Train-Lighting Battery
Section. This is now fully equipped to meet the increased demands
for railway batteries, due to widespread use of air-conditioning and
fans in railway carriages. Indian Railways can now rely entirely
on STANDARD.

Standard
Batteries
Limited

43, Forbes Street, Fort
Bombay

Factory :

Vakola, Santa Cruz
Bombay

ST.B.%472
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Please watch for the new Monthly *RAIL i%
NEWS” devoted to matters of railwaymen’s A
interest which is expected to be released some §
s time in April, 1954 and for which all arrange- :
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ments are being made. This MAGAZINE will,
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among other things, champion the cause of the
employees of the Indian Railways in general

and the Southern Railways in particular, and will
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be a valuable medium for the ventilation of their

grievances, if any, against the Administrations
concerned.

For other details connected with the

above Publication please write to:

““Rail News”’

2231, B. Vattaram,

Manojiappa Street,
TANJORE.

( South India)
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Malaria As A Disease

By P. N. Gupts, B.5c., F.R.ST. M. and H. M. R. San. I. ( London )

INTRODUCTION

N the last article published in April 1953 issue of ‘th.is

I magazine, the intensity of suffering from Msflana in

the world particularly in Southern India was
described.

Malaria as a disease has been causing havoc in the

' world from times immemorial and a continuous cffort at

its control has always been made which is described ‘in
chronological tables under different aspects of Malario-
logy in this article.

HISTORY OF MALARIA
(a) General (A. M. Control).

sth Century—Hippocrates—Discovered tertain or Quart-
:  an periodicity.

500 B. C. —Empedocelles—Freed the city of Sileneus in
Sicily from Malaria by effect-
ing alteration in the local
drainage system.

Early Egyp- Refered to the use of mos-
tians, Greek  quito nets.

and Roman

writers.

1740 Horace walpole—First Englishman to use
word ¢ Malaria’ in English.

1874 Zelder —Synthesised D. D. T.

1936-37 Geigy of Basle —Demonstrated insecticidal
properties of D. D. T.

1935 Thornten —Achieved control of . malaria
by pyrethrum spraying aga-
inst adult mosquitoes in Natal
& Zulu land.

1942 —Gamma benzene hexachlo-
ride discovered by Imperial
Chemical Industries.

(b) Treatment.

5th Century Sasruta, an  Characterised fever as due to
Indian the bites of gnate.
Physician.

13

11—9—1820 Pelletier &
Caventou Alkaloid Quinine was ex-
French Che- tracted from the bark of a
mists tree named Cinchona by
Linnaeus in 1753.

1847 Hare —Through his paper intro-
duced treatment of malaria
in India

1860 Clements Cultivated Cinchona in

Markham —India and Ceylon with seed
from South America.

1931 Atebrin  —Synthesized by Mietzch-
(Mepacrine) Mauss.
(Schizonticid-
al)

(c) Malaria Parasite

Paludrine— (Imperial Chemical Indus-
F.H.S. Curd, tries) Chloroquinine.
Davey. Rose

6—11—1880 Laveran —Described a Malaria Para-
(Constant-  site for the first time.
ine Algeria)

1895 Ronald Ross,-Commenced at Masons
Mahor, IMS. instigations to dissect
mosquitoes which had fed
on Malaria patients in an
attempt to demonstrate
the Malaria parasite in
them.

1897 Ross —Succeded in his attempts
and found malaria parasites
in stomach wall of A.

Stephensi.
1944 Jaswant —Produce water soluble (]J. S.
Singh & L.M. B.) stain for blood slides.

Bhattacharjee.

(d) Malaria Transmission Cycle

36 B. C, Varro —Was of the idea that insects
might be the cause of
disease in man.



put ‘Paludrine’ on
your payroll

Absenteeism is today a serious problem, which
employers of labour everywhere are forced to face.
In India Malaria as the greatest single cause of illness
has a direct effect on the absentee rate.

‘Paludrine’ prevents Malaria

Put it to work today in your factory and establish-
ment. Let regular ‘Paludrine’ dosage raise the
level of health among your employees,

and so cut down that rising curve of lowered
efficiency and lowered production, which always
accompanies absenteeism.

All over the world today ‘Patudrine’ is doing
just this job in many establishments and organisa-
tions, where its continued use bears silent but irrefu-
table testimony to its efficacy and power.

Yes—put ‘Paludrine’ on your payroll and fight
one_of the most serious causes of absenteeism in
India today.

. We shali be happy to co-operate with you in
implementing a scheme for ‘Paludrine’ Protection
in your establishment. Special rates are available for
bulk purchases. Please write today to the nearest
office of I.C.L.

IMPERIAL CHEMICAL INDUSTRIES (INDIA) LTD.
Calcutta  Bomabay Madras Kanpur New Dethi
Ahmedabtad  Amritscr Bangalore  Cochin
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A.D.100  Columeila —Marshes bred Mosquitocs
which were armed with
stings and that these
insects might even convey
disesses by their bites.

1894 Manson  —Mosquito  Malaria  Hy-
pothesis confirmed.

1898 Ross —Worked complete cycle of
the parasite of bird
Malaria.

1900 Manson  —Confirmed Mosquito Mala-

(Volunteers  ria Theory and proved that
Dr. Sambon infection can only be con-
& Dr. Carmi- veyed by the infected
chacl Signor mosquitoes in the act of
Terzai.) biting.

1948 Shortt ~Preerythrocytic Cycle in P.
Granham Vivax (Human B. T.
Covell and  Malaria.)
Shute.

17-10-1949 Shortt, ~Preerythrocytic cycle in P.

Covell Falciparum (Human M. T.
Shute Garn- Malaria.)
ham Fairley.

(e) Malaria—A Disease.

1924 Korteweg —Gave first description of
inical fever in Vivax
Malaria.

Kiewiet, De  Emphasized the necessity
Jonge, Vander of blood examination for
Scheer, diagnosis of Malaria.
Schuffner.

MALARIA FEVER

Cold, hot and sweating stages commonly describe
the symptoms of Malaria fever but it is described as a
“Grear Mimic® amongst diseases because it may
stimulate almost any acute or subacute fever.

The disease is usually of following five forms :—
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(i) BENIGN TERTIAN

Incubation period—10—14 days. Primary
attacks-fever is quotidian relapses-fever is
tertian. Very apt to relapses & recurrences.

(i) MALIGNANT TERTIAN

Most severe, likely to be fatal. Incubation
- period 7—12 days.

(i) QUARTAN TYPE

Sharp first attack apt to relapse. Incubation
period—29—40 days not usually serious.

(iv) MIXED INFECTION

B. T. & M. T. mixed—Some cases very
severe & cause death.

(v) OVALE MALARIA incubation period 11-16
days.

Tertian may be ushered in by an initial
remittent stage, though less frequently then
Benign tertian due to plasmodium Vivax (i)—
Rigors less frequent.

Incubation period

as referred above means the period of latency between
the initial infection and the first clinical effects or
appearance of parasites as the case may be.

SYMPTOMS

Classical form of intermittent malaria fever has
following Symptoms.

In many cases the symptoms of a benign malaria
infaction commence with an initial stage of continued
fever lasting for several days without paroxysms,
seemingly due to an inrregular sporulation of the
parasites, terminating by lysis and often followed by a
‘silent’ phase. Thereafter the disciplined febrile
attacks of classical malaria occur. In benign tertian
malaria, the earlier paroxysms may have a quotidian
periodicity, becoming tertian later.

There may or may not be a premonitory stage where-
in the patient feels upset, is tired, has an ache in his
bones, perhaps a headache, loses his appetite possibly



52 SOUTHERN RAILW AYS MAGAZINE

vomits, and suffers from chilly sensatic ‘<. At this
period his temperature may already have begun to rise,
and later on the fever fit fastens upon him. In many
cases, however, he finds himself suddenly in the grip of
ague, suffering from a definite rigor and such an
intense feeling of cold that his teeth chatter and he
shivers and shakes.

Very few of the diseases dealt with elsewhere in this
series have such a severe and well-marked onset as is
seen in a typical ague attack. Very often the patient
begins to vomit violently. He piles clothes upon
himself and yet his temperature is elevated, the sensation
of cold being entirely subjective. Then comes the
stage of heat and febrile distress, with flushed face, rapid
pulse, intense headache, frequent vomiting, quick
breathing and dry burning skin, during which the
temperature often runs up to 105° F. and the coverings
are cast impatiently aside. There may be a slight
delirium. Anon the sweating stage supervenes, the
perspiration pouring from the patient and soaking every
thing on and about him. The fever rapidly declinss and
comfort takes the place of acute misery. The patient,
though possibly tired, can be, though he should
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nature of the infection, one, two, or three days later the
fever fit recurs.

1t Jasts as a rule from six to ten hours, say onc hour
for the cold stage, three or four for the hot period, and
two to four for that of defervescence. The spleen
enlarges during the febrile paroxysm and the urine
varies according to the stage and may contain albumin.

CLINICAL MANIFESTATIONS

Otherwise than the symptoms and temperature
all kinds of a typical attack may occur presenting
complicated symptoms :—

Cerebral, Choleraic, dysenteric, hae morr hagic,
pneumonic, Syncopal, Cachexia.

Rupture, spontaneous or traumatic of a chronically
enlarged spleen might also occur.

DIAGNOSIS

The only method of diagnosis is by examination of
the blood specimen for presence of malaria parasites.
Labelling any fever coming with shivering cold ‘as
Malaria’ is not correct.

February 1954
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LETTERS TO THE EDITOR

Sir,

As a spokesman for the welfare of the railwaymen, 1
crave your indulgence in publishing the following in your
valuable magazine.

It is well-known to every one the sufferings undergone
by middle class railwaymen particularly those put in more
than twenty years service. The suffering is accentuated
by the high-cost of living without any proportionate
increase in emoluments. The Railway Board have also
not responded kindly to the representations of Pre-1931
staff. Many Station Masters, Booking Clerks, Drivers
and Office staff are put to lot of difficulties and they are
not at all benefitted by the “STAFF BENEFIT FUND”
in times of distress. Cases of TB and other discases
requiring financial aid in deserving cases can be met with
and sufferings alleviated if some help is rendered from
the -“ STAFF BENEFIT FUND . While this is the
Case, it grieves one to learn that even the meagre amount
in the Fund is to be diverted to starta “RAILWAY

MAGAZINE?” for the benefit of railwaymen. If this
is true, it is time the authorities think twice before diver-
ting the fund to such channels. What railwaymen want
is “MATERIAL AID” and not “INTELLECTUAL
FOOD » through some official “ HAND-OUTS” which
we have plenty. We hope the benevolent Chairman of
the Fund will take this into consideration before giving
his sanction.

We also request that the scope of the Fund be enlarged
and deserving middle class railwaymen are given liberal
help which will go a long way in meeting the present
distressed conditions of railwaymen.

“ One affected”
Sir,
As a Magazine espousing the cause of Travelling

Railway Public, I request you td publish the following
few lines :—

certainly not be, up and about. Then according to the (To be Continued)

Famons for Strength and Quality

DALMIA CEMENT

has proved to be dependable for construction of long-lasting
beautiful bungalows, rouds, bridges, schools, hospitals, multi-
purpose irrigation projects.

ALL PURPOSES @ EXIDE BATTERIES FOR ALl

\c\,}'&ﬁl"(

Other Dalmia products to serve you better:—

Sanitary-wares, Salt-glazed Stoneware pipes for underground
drainage, Reinforced  Cement  concrete pipes, Acid Jars,

all purposes

o

® EXIDE BATFERIES FOR ALL PURPOSES @ EXIDE BATTERIES FOR

m

XIDE BATTERIES FOR ALL PURPOSES @ EXIDE 8

Cars, Buses, Lorries, Earthe
moving machinery, Launches,
Motor cycles, Aireraft, Diasel
starting, Diessl locos, Radio
communication, Rallways,
Telephone, Talegraph,
e, ate.

Refractories.

Dalmia Cement (Bharat) Limited,

Dalmiapuram.

Scindia House,
New Delhi.

( Tiruchirapalli. )

4 D, Dalhousie Square East,
Calcutta.
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felled by the Trivandrun Fast Pass2nger
n'r@lway parlancé train No. 659 from Madras

8nd Seef Arcot districts and women and children are
put to lot of sufferings. Added to this there was a festi-
val at Nagore and this caused more rush. Should not
the railway authorities think of some ways to relieve the
over crowding by running a duplicate train especially
when pasfcnger trainings are dropping ?

This train reaches Mayavaram Junction in the early
hours of the morning and the coffee served by the Railway
Refreshment Room is far from satisfactory. People are
allowed to crowd in a small congested stall and the Stall
Keeper is incompetent to manage the rush. The coffee
served though priced as 0-2~6 per cup, is of inferior
quality. Best coffee at 0-~2-0 per cup is supplied by
India Coffee House and there should be no reason why
the Railway Refreshment Rooms should not supply at
the same rate. Will the authorities look into these ?

A Third-Class Passenger.

Sir,

I shall be much obliged, if you will, through your
yournal permit me to bring the following to the notice
of the Railway Mimster, the Railivay Board and the
General Manager of the Southern Railway.

Prior to issue of Board’s Orders dated 21-11-§3 in
regard to Selection and Non-Selection Posts, in the case
of Non-Gazetted Staff, the Clerical Staif of the Accounts
Department could go upto a pay limit of Rs. 130/- per
mensem on senjority basis and in the case of all other
departments, clerks, were allowed to reach oa seniority
basis a pay limit of Rs. 160’- per mensem.

The Unions have been pursuing all the constitutional
means to have this injustice in the case of Accounts
Department rectified.

And now, the Railway Board have in their orders of
21~11~53, allowed staff to go on seniority basis upto a

pay limit of Rs. 220/~ p. m. beyond which the process of
selection should operate.

SRR
Secretary, Sauthern Railway Employees’ Union. '
Unfortunately, the Board’s Orders of 21-11-53 are Madras,
not being applied to the Accounts Dezpartment (the 9254,
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G. M. Southern Railway says that Accounts Code
Volume. I. will govern the promotions of the Accounts
Departmant Staff ).

Let me quote here from the Speech of the Hon’ble
Railway Minister Sri. Lal Bahadur Shastri, in Indian
Parliament during the Budget Session on 18-2~53 :—

‘It seems only fair that staff who enter the Railway‘
Service should be enabled to reach on the basis of
seniority posts upto a reasonably high level beyond
which only the process of selection should operate ™.

!

Let us also examine the press note issued by the

Govt. of India on 6.12. 53 on the very same subject. It
reads as follows :—

“It has been kept in view that staff entering the
Railway Service should be able to reach on the
basis of seniority posts upto a reasonably high level

beyond which only the proces: of selection should
operate .

In the face of the above speech of the Railway
Minister and the press note of the Railway Board, the
stafl. of even the Accounts Department were led to
conclude that the latest orders of the board dated
21-11-53 would be applied to all the departments of the
Railway without any differentiation, but the disappoint-
ment of the clerks of the Accounts Department, the
differentiation has been made and is being made

inasmuch as Board’s Orders have not been applied till
now.

Hence, may I request you, Sir, to allow me through
your Journal to bring this peculiar hardship of the
Accounts Department Staff to the notice of the Rail-
way Minister and the Railway Board, and to request
them to apply their orders of 21-11-53 to the Accounts
Department also without any differentiation.

Yours faithfully,

R. Narayanaswamy

C"V\\n
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journey to prosperity

The huge, long train chugs and wheezes
and groans to a stop. Villagers—eager,

expectant, excited—gather round . . . it it
an event of historic imporiance in the life

of the community. For, village produce,
the fruit of their labour, will travel to

the citv in this train.

In the years to come the produce of
our villages will flow to the cities on
thousands of miles of rails and roads.
3,000 miles of track will be rebuilt during
the period of the Five Year Plan. 770
miles of new concrete roads, 66 giant
bridges will be constructed to lay the
foundations of an efficient communica-
tions system. Along these arteries of
trade, commerce and culture our people
will journey to a richer, more complete life.

Lakhs of tons of Steel will be used to implememt
the many diverse projects of the Plan. And so, in
numerous significant ways Steel will provide the
foundations for a richer, more rewarding future for

our nation and our people.

THE TATA 1RON & STEEL
COMPANY LIMITED

"Printed and Published Ef §rﬁi~1".k5k._§._R;o. Public Relgat;;;iaﬁi?é;Va‘?'S:i\Ti'-‘ress for the *¢ Southerl.;@
Railways Magazine ”’, Manojiappa Street, Fort, Tanjore. ;
* Managing Editor : T. S. Krishna Rao.
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