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Editorial Notice

The Editor invites contributions to the Magazine on a variety of topics—short st?ries,
technical features written in simple English understandable to the laymen, .Aspects otj 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. Re).cc:.t.cd
1I\‘;lss w;ill be returned provided sufficient stamps for postage arc 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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““ Railway Workshops’ Capacity ”’

NE of the objectives of the Railway Ministry is the self-sufficiency of Railways, especially
in respect of the Manufacture of locomotives and rolling stock. And the hope has been
expressed that this self-sufficiency will be achieved within the period of the first, if not

the second Five-Year Plan. If this expectation is realised even by the end of the second Five-
Year Plan, Indian Railways should be in a position to provide for all the additions and replace-
ments of rolling stock needed, without having to depend on imports from countries, both in the
East and the West, who are at present in a more advanced stage of industrialisation.

Before, however, Indian Railways can expect to reach the high degree of self-sufficiency
which is the objective, their locomotive and carriage and wagon workshops, will have to be
brought up to the advanced standard necessary in all aspects men, material both raw and
processed, machines and machine tools, technical skill, and the capacity to maintain an output
that must be far greater than existing at present.

With this objective in view, the Railway Ministry announced last month that a
committee had been set up to review the capacity of Railway workshops, examine the possibility
of increasing their output, and recommend which new ranges of manufacture should be
introduced to provide for the manufacture of components which would otherwise have to be
imported and which indigenous manufacturers are not likely to produce at present.

Among other things, this Committee will also examine the possibility of introducing
the manufacture of complete items of rolling stock which are at present imported, such as
narrow-gauge coaches and wagons. The Committee will review the requirements of machinery
and plant for railway workshops and recommend the machines of each type to be standardised
for future purchases. It will also examine and recommend the changes in specifications
necessary for machines used in railway workshops so that these can be manufactured by the
indigenous machine tool industry. The rationalisation schemes in workshops will also be
reviewed by the Committee to bring them up-to-date and increase output.

The Committee is also required to examine the possibility of setting up reconditioning
centres for wagons, and if necessary for locomotives, in some of the existing railway workshops.
The existing capacity for the construction of coaching vehicles will also be examined by the
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Committee, with a view to suggesting what steps should be taken to provide for additional
capacity to fulfil the requirements of coaching vehicles and underframes for the next seven years.
It will also recommend the action to be taken for a more intensive and efficient use, and the
expansion of existing facilities for the overhauling of rolling stock in view of the increased

holdings of rolling stock on railways in relation to the existing and planned capacity for such
overhaul.

Indian Railways are by no means lacking in large and well-equipped workshops both
for locomotives and rolling stock. There are large workshops at Jamalpur, Khargpur, Lillooah
and Kanchrapara on the Eastern Railway, Parel on the Central, Matunga on the Western,
Golden Rock and Perambur on the Southern, Lucknow on the Northern, and smaller workshops
at Dibrugarh on the North-Eastern, and Ajmer on the Western Railway. These workshops
are at present equipped for both heavy and light repairs and overhauling of locomotive and
rolling stock, and are also manufacturing a large and increasing number of components required
to keep locomotive, carriages and wagons in good running condition. Apart from these railway
workshops, the Locomotive Works at Chittaranjan in West Bengal, has besn planned, built,
equipped and gone into production for the complete manufacture of locomotives to be used on
Indian Railways. Similarly, the Integral Coach Factory at Perambur in South India, has been
built for the manufacture ultimately of the coaching stock needed by Indian Railways.

India has practically all she needs of raw materials for the indigenous manufacture of
locomotives, carriages and wagons, and the requisite components. She also has a number of
large and well-established railway workshops, and enough human material to man these workshops.
Her greatest need at present is machine tools and precision instruments and the machines
required to manufacture these indigenously. Another need is highly-skilled technicians.

The Railway Ministry’s move to set up a Committee to investigate fairly exhaustively
the capacity of existing Railway Workshops with the objective of expansion and increased
production leading to a greater degree of self-sufficiency, is opportune. India is making rapid
strides in industrialisation, and her Railways, which has been considered her greatest and perhaps
most efficient asset, cannot be allowed to lag behind. The Railways will obviously play one of
the major roles in helping to achieve the increasing degree of industrialisation planned, as it will
be the Railways which will be utilis=d for the transport of men and material required.

NEW RAILCAR TRAIN ON TEST RUN

A new “Hargita” diesel-electric railcar train has been put on test before it goes into service on the Budapest-
Nyiregyhaza line. It consists cf two motor and two trailer coaches. Each motor coach is powered by a 450-HP Ganz-
Jendrassik diesel engine, moving the train at a maximum speed of 77 m. p- h. The train seats 188 passengers, and
was manufactured by the Ganz, Klement Gottwald and Dunakeszi factories.



E regret to report the death of Sri

S. R. Sarma, the Chief Operating

Superintendent, Southern Railway at

about 21-10 hours on Monday the 1g9th July

1954 in the Perambur Railway Hospital. The

cause of death is reported to be due to a heart

attack which took a sudden turn for the worst.

Sri Sarma was in the hospital since the end of

June for an operation and after recovery he

was discharged on or about the fourteenth of

July. It was expected that he would resume

duty by 21st July 1954. On the 16th he got

the heart attack and was again admitted to the

Hospital. This attack proved fatal and the best

Late S. R. Sarma. of the medical aid by the Chief Medical Officer

Shri ' and his team of medical officers proved no avail.
hiri A. R. Rao, the Senior Deputy General Manager, who was Sarma’s closest
friend and colleague brought in the best talents in the medical profession but the
cruel hanf:l of fate snatached Sarma away from his friends. He was aged 52 at the
time of .hls death. The leading citizens of Madras and Railway Officers and staff
turned in large numbers to attend his funeral. A special wreath was placed by our

General Manager Shri T. A. Joseph. By the death of Sarma the Railway world lost

a giant. We.take this opportunity of conveying our deepest sorrow to his aged
mother, relatives and others.

Shri S. R. Sarma was the first Indian Chief Operating Superintendent of
the ex-M.S.M. Railway and was the first COPS of the inlzegrateil Smm Railway.
He was a Bran?achari and hence devoted heart and soul to the work. He was the
prodl.xct of Indian nationalism. He was highly idealistic and this idealism without a
Ppractical togch b.rought him into conflict with others, but he managed everything
smoot.hly with his tact which he possessed inabundance. The operating department
of whxcp he was the Head for well-night five years had the drive and push. He was
:I Rotarian and was a Governor of the District. In that capacity he had visited the
Oftililct:ri Eta{t;(si of America. He was a prolific writer and as the First Public Relations
et de i dmuch spade work to place the organisation on a sound footing. ~ Shri
o c}vote- heart and soul to satisfy the needs of the public in the matter of time-
t nﬁ of trains, supply of wagons and what not. In doing this he would expect
? at those who work under him should be equally zealous like him in getting things

one. He was a hard task master. In spite of his rough exterior he had a very

soft heart. In the premature death of Shri S. R i
. .R.S§
administrator which it is difficult to replace, arma the Railway lost an able

May his soul rest in peace.

July 1954
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NOTES AND COMMENTS

OUR GM DISTRIBUTES NATIONAL PLAN
LOAN CERTIFICATES

function was held in the courtyard of the

General Offices when our General Manager
Shri T. A. Joseph distributed the National Plan Loa{n
certificates to the Officers and men who were present 1n
large numbers. In the words of our beloved Prin.le
Minister Nehru “This loan is addressed to every onc in
India. It is an invitation to all of us to join in this
might adventure of building up new India. It is a
way of showing that we shall stand on our own feet
and not allow ourselves to be uprooted by the strong
winds that might blow upon us from any Qquarter. The
strength of a nation ultimately depends on its economic
and industrial development bringing not only greater
production but greater employment. All else flow from
this. We are firmly resolved to build up our nation and
make India united, strong and prosperous with
friendship to all and malice to none.”

ON Saturday the 1oth July 1954 2 pleasant

«The institutional investors, like banks and insurance
companies and others must, ofcourse give their massive
support to his loan. But this is essentially a popular
loan going down to the humblest amongst us who
should bear as much a share in this great adventure as
anyone else.”

In his introductory speech Mr. A. R. Rao, Senior
Deputy General Manager emphasised the need for
preserving our hard won independence which can only

" be done as our Prime Minister said is “by building up

India with all the resources that we possess, of money,
of human intelligence and labour, and of the will for a
great, united and cooperative effort.” The Railway
Officers have set an example and within the short time
nearly one lakh of rupees have been subscribed. He
then requested the General Manager to distribute the

certificates.

The General Manager then performed the pleasant
function of distributing the certificates those present.
In his concluding remarks he said that it was gratifying
to him to note that the Railway Ofhicers have wonder-
fully responded to the call of our Prime Minister for
subscribing to the loan and this action is more eloquent
than words. It is these officers on whom he has to
depend to take the message of the Prime Minister to
the ranks and he is confident that by their action they
would be able to enthuse the rank and file of railwaymen
for subscribing to the loan in a large measure.

2

With national anthem, the function came to a close.

* * *
x X * % * %

RAILWAY EMPLOYEES UNION SUPPORTS THE
NATIONAL PLAN LOAN

In their editorial dated 16—~7—54 the Labour Time,
the organ of the Southern Railway Employees Union

has said :—

«The desire to directly participate in this great
nation-building achievement should fill the heart of
every true citizen of this ancient land of ours. The
Prime Minister of India has to be congratulated for
giving this opportunity to the common man by way of
floating the National Plan loan. This loan has to be
subscribed beyond expectation. Itis for the country’s
development that is the goal, self-sufficiency, to solve
unemployment problems, prosperity in short economic
independence. To achieve these, other countries have
shed blood, lives and have put themselves to great
hardships.

In this task of building the Nation all citizens in general
and railwaymen in particular have a very important part
to play. They can show their loyalty, patriotism and
duty to the country by coming forward to subscribe to
this loan. It is a duty by which we have to stand.

«_ ...” I quite understand, Madam, but when I said
children < under three” are allowed free, I meant under
three years of age—not under three feet.
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waymen will subscribe liberally to this loan. It will
give them the feeling that they are also participating in

I

’ | the improvement of the economic resources which will

N ] ‘ ultimately improve their own standard of living and

, ‘\l A\ | India can take her rightful place amongst other

nations.

pL)
T4y

ety

!.
I
|
]

=t (. O Y

OUR NEW COPS

Ny

[ZILNT >V

We welcome our new Chief Operating Superintendent
Shri M. C. Sivasankaran B. A., who by virtue of his
service should have occupied this post long ago.
Shri Sivasankaran, our readers must remember, is 2
grear sportsman and he holds the record in cricket
match in India which is not broken by anyone so far.
He is a seasoned operating Officer, unostentatious but
nonetheless painstaking and thorough. We are aware
that he is asked only to officiate in the vacancy caused
by the sudden death of Shri S. R. Sarma and the
Board’s final orders are awaited. But we are confident
that the Railway Board will not overlook his claim as
i he is sufficiently senior and has before him barely two
years to retire. Justice and fairplay requires that
Shri Sivasankaran’s case for the post of COPS is
conceded. We hope that by the time this issue appears,
orders would have been passed by the Board posting
Shri Sivasankaran as COPS, Southern Railway.
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The Thermal i
mal Power Station at Bokaro Is the largest  From the cranes and draglines of the early stages to

HSEDO WIDELY BY

INDIAN
The six Zonal Railways are examining in detail the | | ? GOVER“ME“T
working of their respective lost property offices and @ m R Al lWAYS

suitable steps to remove any defect in the organisation
of lost property offices and to increase their efficiency MANUFACTURE
RS

ok THE ORIERTAL METAL PRESSING WORKS

In this connection it is interesting to note that the
number of unconnected packages received at lost
property offices during the quarter ended March 31,
1954, fell by nearly 1,600 as compared with the
figures for the previous quarter. The number of

of its king i ia, wi initi ;
ind in Asia, with an initial capacity of 150.000  the final instaliation of massive boilers and generators

k.w. .
expandable to 200,000 k.w. Built at a cost of STEEL has made an essential contribution to the
WORKING OF LOST PROPERTY

Rs. 138 crores th j

e Bokaro Power Station represents generation of powar —the driving force of industry.
one of the major triumphs of !ndia’s industrial oFricEs TO BF MPROYES
progress.
STEEL played one of the most important roles in the
construction of this giant station, no less than 6,500

tons of the heaviest rolled steel aver used In India

WORLI,BOMBAY8.

going into the building and equipment.

CONDIAN RON
packages lying in lost property offices declined by
INSERYED BY n MANAGING AGENTS: MARTIN BURN LTD. over 4,000 during the same period.
P. L. M. (Pack-Label-Mark ) Fheck up weeks have
"X 48 been regularly observed on the railways for some time

now to ensure correct packing, labelling and marking
of packages and remarkable results have already been
achieved.
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Mk f ROPOLI NV-CAVIELL CARRIAGE ¢ | A(JOI\ C o

Head Office . SALTLEY BIRMINGHAM, &

,,,,, don Othee - VICKERS HOL “E BROADWAY WENTMINSTER,
an o ’ ]d\hK}!}” N (I ANTERN) LTD., VICKERS (PAKIST \N) LTD.,
«t, Fort, Bombay. Bombay Compa ny Bldi., Wallace Rd., Ka rachi.

“SIGHT-FEED™
ACETYLENE GENERATORS

For generation of Acetylene at steady and constant

pressures by the automatic feed of powdered Carbide

of Calcium to water. The Sight-Feed arrangement

enables the operator to control generation and
thereby reduce working costs.

For descriptive literature, maintenance
and operational instructions apply to—

Sole Agents :

SSORGELr

ENGINEERS -

JE

Established in CALCUTTA 1788
63, Netaji Subhas Road, Calcutta.
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COMPRESSORS AND VACUUM PUMPS
OF UNEQUALLED ECONOMY

AR-Class, watercooled,
1stage,extra Heavy
Duty compressors
for continuous shift-
work. Unequalled in

R2A6-Watercooled, station.
ary~—one stage aircome
pressors. Simple, reliable,

low priced and cheap in upkeep.
117 CFM capacity 100 ps.d.
working pressure.

reliability and eco-
nomy. Capacity 330-
3220 CFM for working
pressure up to 215
p.s.i.

HR4V-FR4V-Portable, T
stage all ~watercooled
diesel compressors with
Atlas-Diesel “Polar®
engine, extremely rugged
and simple, cheap upkeep,
economical, favourable
prices, 250 and 160

CFM capacity.

CR-CT Class, water
and aircooled 2
stage stationary air
compressor. Capacity
150-330 CFM for
working pressure

up te 125 p.s.i,

NT-Class, aircooled,
2 stage aircompres-
sors. Compact units
for direct flanging to
electric motors and
for Vee belt drive. 4

NTITMV-NTIMV-Portable
1 stage diesel and
petrol driven comprese

] sors. Powered by
Oorman, Armstrong
or Standard engines,
60 and 110 CFM

sizes, 35-110 C¥FM,
waorking pressure up
to 125 pas.i.

G277y 5mm

PNEUMATIC TOOLS
OF HIGH EFFICIENCY

Pistol grip mecal drihss,
up ta 1/2". Pistol grip

screwdrivers up to 47
Pistol grip tappers up to 3/8".

Air blocks,
capacity1000-11000 ibs.

Heay type drills
max. 4.

Rammers, four types
far civil and mechanis

<al engineering.
Riveters, clipping hammers,

Rivet Bursters.

Rotary files and
cutters for use of
tungsten carbide tools.

Grinders for all pure
poses from {f1" t0
8 wheels,

Ex-Stock delivery

Sales and Service by

VULCAN TRADING CO. LTD,,

. O. Box 257,
MADRAS,

P. O. Box 254,
sOMBAY.

p. O. Box 2300,
CALCUTTA.

Stockists:

The Universal Supply Corparation, Jaipur and Bhilwara.
C. Eduljee & Co., Kamptee Road, Nagpur.
Agricuitural & lndustrial Corparation, 4 Maharani Road, Indore,

EVFRFS



YOUR MAGAZINE

The Southern Railways Magazine offers you a variety of toplcs——short stories,
pictures, historical, humorous articles, news, technical railway engineering in its various
aspects every month. It only costs Rs. 3 per year. For Railway personnel Post-Free.

Fill this in and become a subscriber to-day itself.
CUT HERE

Kindly enrol me as an annual subscriber from the month of
to 195

Cheque enclosed. Remittance despatched by M. O. ( Strike out whichever

is unnecessary)

Name
Address

To
The Circulation Manager,
SOUTHERN RAILWAYS MAGAZINE,
Post Box 17,

TANJORE, (S.1.)

SPRINGS SUPPLUIED FOi ANY
RAILWAY, ENGINEERING OR
INDUSTRIAL REQUIREMENT.

SPECIAL SPRINGS DESIGNED

& SUPPLIED FOR ANY KNOWN
REQUIREMENT.

INDIVIDUALLY CONTROLLED &
TESTED DURING MANUFACTURE

MANUFACTURED FROM MATERIAL
OF ANY DESIRED ANALYSIS.

2, NETAJI SUBHAS ROAD, CALCUTTA.

Bank 460!, P. O, Box 209. ““WOTAMEB" Calcutta.
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wave to London. The thermometer was record-

ing temperatures over 80° which brought the
women out in their summer frocks while men discarded
their umbrellas and rain coats. However, as is usually
the way in England when it gets very hot, by Wednesday
12th the weather became heavy and sultry and heavy
thunder storms arrived. The temperatures dropped and
much rain fell.  Several people were killed by lightning.
Heavy rain fell on Friday 14th and there was considerable
apprehension as to what the weather would be like the

THE week commencing 1oth May brought a heat

R0t o rattles the wvLoc

No amount of vibration, however prolonged, can slacken off the Nyloe Nut, and
no matter how many times 1t is used, it still remains locked. Nor is it oosened
by oil, menture and temperature extremes, The speaal nylon insert moulds

itselt around the thread of the belt and refuses 10 budge unless, and until, you

choose to remove the Nut,

r‘
"l M1

following day when the Queen would return to West-
minster by means of the River Thames. Fortunately
Saturday proved to be a dry day though dull, cold and
cloudy. This, however, did not damp the wild enthu-
siasm of the Londoner’s welcome for the Queen on her
return from her commonwealth tour. There was great
festivity and joy all over the capital and throughout the
United Kingdom. Thousands and thousands of people
flocked to town and once again the railways and London
Transport were called upon to shift traffic throughout

Nyloc Self-Locking Nuts are used extensively by ruilwav engineers on locomo-

tives, rolling stocks bridees, permuanent wans, ot throughout the world,

SIMMONDS SELF-LGCKING NUTS

Lorret sty + JESSOP & Co. Ltd.. 63, Netaj Subhas Road. Calcutta 1,
*J N MARSHALL & Co.. Savoy Chambers. 5. Wallace Street, Fort, Bombay 1.
* PARRY & Co. Ltd.. Dare House. Pcst Bux 12, Madras 1.
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the twenty four hours much above the average volume
for the peak hours only.

London Transport has decided to scrap the trolleybus
and replace them by Diesel buses of light weight con-
struction. The changeover will be effective in about
three years time and will take place in stages. However,
in the southwest suburbs, the trolleybuses will remain
for some considerable time yet. There arz 64 trolley-
bus services with 253 miles of route. They carry
750,000,000 passengers a year or a fifth of London’s road
passengers. The reason for the change is that all the
trolleybuses except those in the south west area, will
have completed their useful lives. They will by that
time have served Londoners for about 21 years. Each
vehicle will have run something like 900,000 miles in
service. After that it is considered that maintenance
will be heavy and uneconomic and replacement by new
vehicles will be necessary. The oil bus, which will
replace them, will, subject to service tests, be of a new
type. Two prototypes of the new design are expected to
be under test before the end of the year. The changeover
will be a big job involving some 1,600 vehicles, twice as
many as in the South London tram conversion. London
Transport said :—¢ Buses are more mobile in traffic and
can maintain a more even service despite passenger
surges and traffic congestion. Buses are more flexible in
operation, so route extensions and diversions can be
made where needed and services easily switched to new
areas in accordance with population changes. Buses are
not subject to mass holdups due to dewirements or other
mishaps to a single bus or through power failure which
can effect a large area.

Mrs. Emma Newport was sunning herself on the
station platform at Beaconsfield waiting for a train back
to her West Wycombe home. She was just sitting there
thinking about nothing at all when the queer train glided
in. It was a spotless green affair packed with gentlemen
in bowler hats and armed with umbrellas and stop
watches. “ Goodness ”’, she thought, “This is a new
contraption—not a bit like the old one on this line ™.
She was right: it was a new light weignt diesel train,
No. 79500, the first of its kind, on a trial run from
Marylebone to Beaconsfield and back. It pulled out of
London at 3-15 p. m. The train is the first of its type
to be built under the British Transport Commissions
£ 2,000,000 programme for the development of light
weight diesel passenger services on British Railways,
made in Derby it will go into service first in the West
Riding of Yorkshire.  The coaches are beautifully uphol-
stered in blue and red, like the interior of a luxury
limousine. Even the guard is provided with an armchair
covered with spongy green leather.

The basis of the new service will be a two car unit,
one vehicle powered by two bus type engines of at least
125 h. p. Each unit can be driven from either end or
fitted into multiple unit trains of four, six or eight
coaches. There is a hill between Denham and Becons-
field and just before reaching this, on the trial run, Sir
John Benstead, Deputy Chairman of the British Trans-
port Commission and Colonel G. R. Wilson, Chief
Inspecting Officer, Ministry of Railways demanded that
four of the eight engines be cut out — a gradient test.
This made no difference to the train whatever and it just
took the hill in its stride with no trouble whatever.

The Pullman Car Co. is the only portion of British
Railways which has not yet been nationalised. The
British Transport Commission has made an offer for all
the ordinary capital. For the 900,000 “ A’ shares of
5 shillings the Commission is bidding 10s 6d. Its price
for the 600,000 2s “B” units is 8s 6d. No offer is
being made for the £386,000 4}°;, Preference Stock.
There are 1,500 shareholders. The Directors own or
control 105,990 ¢ A »* shares and 363,452 “B” and will
recommend accepting the offer. Mr. Stanley Adams,
Chairman of the Company, said that on a change of
government there would always be the danger that the
shares might be taken over at the current market rates.
The “A” shares rose to gs on the Stock Exchange and
« B Shares have recently stood around 6s 3d. Allow-
ing for payments on staff pensions and compensations to
directors for loss of office, the deal involves about
£700,000. Under an agreement expiring in 1962, the
company, which was registered in 1882, has the right to
operate railway carriages carrying special accommodation
and refreshment facilities in conjunction with the
Commission’s trains. It also runs regular trains of all
Pullman stock. Among them are the Queen of Scots,
from London to Edinburgh, the Golden Arrow and the
Brighton Belle. In addition miscellaneous services are
provided. Seven cars are now being used to make good
a shortage of restaurants at the British Industries Fair.
Catering arrangements were made at Apsley Hous¢
during the Coronation. The Company’s fleet at present
consists of 206 cars. New ones would cost £17,000.
This type of luxury travel was invented by George
Mortimer Pullman (1831—97). He was born in
Chautauqua, New York and in 1859 he began his designs
for a new railway coach. In 1863 he built the first
sleeping car. He carried out further improvements in
railway carriages and in 1997 invented the corridor train
and introduced dining cars. From his inventions he
made a large fortune and founded the model town of
Pullman later incorporated with Chicago. The Pullman
Company of Britain provides luXury accommodation on
certain trains and they pay a rental to the railways for
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I MADE IN INDIA FOR

THE BAITISH THOMSON-HOUSTON CO. LTD.
AGENTS

ASSOCIATED ELECTRICAL
INDUSTRIES (INDIA) LTD

Head Office :
CROWN HOUSE, ¢ MISSION ROW, CALCUTTA
Bronches at : -
BOMBAY NEW DELHI MADRAS 5
BANGALORE COIMBATORE NAGPUR <

the inclusion of their cars in their trains. The Pullman
Car Co. then charges a small supplement to all
passengers using the cars and also derives revenue from
the catering.

Every precaution is made to ensure that passengers do
not fall between a train and a platform. In some cases,
where the platform is on a sharp curve, there is an
dangerous gap between the platform and the carriage
step. At some stations on the London Transport tube
railways such gaps exist and passenger’s attention is
drawn by bright lights fixed underneath the platform
edge and by a stone step running along the platform wall
which is whitewashed. Audible warnings are also given.
But when passengers fall off platforms in front of
expresses it is not expected that they will survive the
accident. However, such a case did occur recently,
where a mother and her two children fell in front of a
fast train. Mrs. D. L. Perley, aged 27, of Rykneld Road,

 Littleover, Derby and her two children Jane Thomasine,

seven months old and Susan Louise 4}, fell in front of
the Devonian express as it ran into Derby railway
station. The engine and ten coaches passed over them.
she was holding the baby in her arms and the little girl
by the hand when she was seen to fall off the platform.
Mr. ]J. F. Painter a parcels foreman, crawled under the
train. He said later that he did not expect to find them
alive. He found the elder child sitting between the
sleepers and crying. Her face was black with dirt and
she had a black patch at the back of her head. The baby
was not far away and it was whimpering. It was a
miracle how all three escapad being cut to pieces.

Many of London’s important buildings will be flood-
lit throughout the summer, from the beginning of June,
until the end of September. They include Nelson’s
Column, Admiraity Arch, Admiralty Old Building, Horse
Guards, the Tower of London, Carlton House Terrace,
the Tate Gallery, Somerset House, the Houses of Parlia-
ment, the National Gallery and Trafalgar Square. St.
Paul’s Cathedral, Westminster Abbey and a number of
privately owned buildings will also be floodlit.

British Railways summer rail plans include the intro-
duction of 30 new expresses as part of the summer setvi-
ces. They will run from June 14. Twenty one services
are 10 be speeded up. More sleeping cars will be put on
and a new train will be run between Euston and Liver-
pool. Thirteen of the new services are across country.
There will be four new Saturday trains from London to
Midlands and the north to connect with Scotland and
Wales.
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AUTOMATIC

ELECTRIC PUMPS

Runniag water It not just a luxury but a bare
necessity for the sake of health and hygiene. lnstail
a MYERS Automatic Pump for lifelong comfort.

¢ Spares awd service throughout Indio avaifable

THE WATER SUPPLY SPECIALISTS L10..

45, Thambuchetty Street,
P. O. Box No. 1707

MADRAS-{

From time to time railways are required fo carry the
queerest and sometimes the largest of loads, Sometimes
they infringe the loading guage and special provision has
ta be made and sometimes divertions around bridges
arranged. The latest outsize load to be carried was &
girder 128 feet long which was being transported for use
in the construction of 2 new bridge between Hoak and
Rasinstoke.

In the floods of 1953, many of the natural and
artificial sea defences around the east coast of Britain
were destroyed.  Work on  the restoration of the
Lincolnshire defence has been completed at 2 total cost
of £5,300,000. These figures were given when Mable~
thorpe and Sutton Urban Council celebrated the comple~
tion of their section of the defences, Sir Rupert De la
Bere, former Lord Mayor of Londen and Chairman
of the National Flood and Tempest Distress Fund, cut
the tapes of the defences and declared them secure. At
a celebration luncheon, Sir Robent Pattinson, Chairman
of the Lincolnshire River Board, said ro leading firms of
contractors, 1,000 troops and 2,500 lorries were used
in the construction,

Mr. Colin B. Hope is believed to be youngest station
master on the southern region of British Railways, if
not of the whole system. He started six years 3go as 4@
junior cferk at Hawkhurst, Kent and now at age 23, he
is the station master there.

Immediately following the war it was difficult, if not
impossible, 1o obtain a porter to shift your luggage.
News comes from the USA of a coin operated batrow
service. Put a coin of 25 cents (about 1 Rs. 3ans)in 2
slot and you unlock 2 luggage cart. Then you
handle your owa bags and if you have time before
the train Jeaves to put the cart back in the rack the slot
machine will rewurn 10 cents (about 8 ans}.

HAMMOCKS FOR BABIES OI¥ TRAINS

Hammocks are to be installed in railway carriages in
Hungary for babjes and children.

As an experiment, 12 hammocks have already been
fited in the night train between Budapest and Pecs.
The innovation will be intraduced on other lines during
this year.
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The Problem of Interlocking the Non-Interlocked
Stations on the Indian Railways and its Solution

By L. C. Mohindra, AM.LE.E. ( Lond. ), M.I.RS.E. ( Eng.)
Assistant Chief Design Engineer, Central Standards Office, New Delhi

The article firss brings out the importance of providing interlocking af non-interlocked stations in the interest
of an increased measure of safety and immensity of the problem in view of a large mumber of stations at presemt non-
interlocked and the presewt day costs of providing interlocking ta the present standards. The author then offers two
signalling and interlocking schemes ta meet the gigantic problem in the most economical manner. Each scheme has its

own features and utility.

THE NUMBER OF NON-INTERLOCKED
STATIONS ON THE INDIAN RAILWAYS AND
THE ELEMENT OF INHERENT DANGER
INVOLVED THEREAT

Railways out of which over 2,100 are pon-inter-

THERE sse pearly $,000 stations on the ladian
locked.

Wheress 10 1o 20 per cent of the stations at prasent
non-interlocked are large or are on important secgions,
the rest are just two line stations with one or two siding
connections. At a majority of these stations some
signals, however, do exist. Thest consist of cither an
outer and a home signal or an outer signal only in each
direction. There is no inteslocking between the signals
and the points at such stations and itis possible for the
signals to be taken ‘off* regardless of the position of the
facing points.

The setting of the points at pon-iniertlocked stations
is left to the Pointsmen. Working instructions ar such
stations, however, do lay down that the Stationmaster
and the pointsmen have to exchange line labels for the
reception line nominated by the Stationmaster. From
the line label the pointsman knows the line on which the
Stationmaster desires the train to be received. The
exchange of line labels is also supposed to enable the
authorities 1o fix responsibility in the event of an
accident. The exchange of line labels, however, does
pot provide 2 guarantee that the pointsman will set the
points as per Stationmaster’s instructions and that he
would Jock them correctly. This obviously introduces
puman element and if the staff is not careful, there is 2
possibility of the reception signals being taken ‘off’
without the facing points having been set and locked in
the correct position, This may resulr in a train
being received at @ siation on a line which is differem
from the one required by the Stationmaster and if’ this
happens t0 be occupied, an accident may result.
There is also the possibility of signals being taken ‘off’

when siding points may not be correctly lying for the
proper running line, This may also result in a mishap.,
After the accident, it may be possible to fix responsi-
bility and punish the staff, bot considerable damage and
possibly loss of life may have resuited all the same.

The clement of inherent dapger present at a non-
interlocked station is generally well-kaown. There have
been a number of accidents 2t non-interlocked stations
and the need for providing interfocking at such stations
has been felr for many years. When the Railways were
first construcied, the rraffic was light on certain sections
and therefore a stage of non-interlocking may have been
acceptable. Most of these sections have been in service

for more than thirty or forty years and the traffic has
since increased a great deal.

To deal with the increased traffic at these non-inter-
locked stations with safety, it is desirable that ways and
means should bhe devised to remove the element of
danger present there.

The Government Inspectors of Railways have also,
from time 1o time, made recommendations for provid-
ing interlocking at non-interlocked stations while dealing
with accidents in their annual reports. Extracts from
some of the Railway Accident Reports by the Govern-
ment Inspectors of Railways are given in Appendix A.

From the extracis of the reports of the Govermment
Inspectors of Railways, it would be observed that several
accidents have taken place at non-inteclocked station,
which could reasonably have been expected to be averted
if interlocking had been existing at such stations. The
Goveroment Inspectors of Railways have also stressed
the desirability of interlocking the non-interfocked

stations, parvicularly on important lines in their respec-
tive jurisdictions.

{c would be of interest to note that the Government
Inspectors of Railways, while fully appreciating the
difficuliies in finding adequate funds, have often stressed



18 SOUTHERN RAILW AYS MAGAZINE

that if funds could not be found for providing complete
interlocking according to the Railway standards of
signalling and interlocking, some means of partial
interlocking should be provided so that there is no
possibility of a mistake by which reception signals are
taken ‘off’ for aline different from the one permitted
by the Stationmaster and further it should not be possi-
ble to alter the position of the points after the reception
signals have been taken * off’.

PRESENT PACE OF PROVIDING NEW INTER-
LOCKING INSTALLATION AND THE CAUSE
OF SLOW PACE

Although the desirability of providing interlocking at
the non-interlocked stations has been urged for a long
time, the total number of stations interlocked each year
on all the Indian Railways has bzen less than 5o stations
per year. This is due generally to the limited availa-
bility of funds. In the ¢Five year Programme of
Improvement to Railway Signalling’ recently approved
by the Railway Board, the number of stations proposed
to be interlocked on all the six zones during the five year
period is 243 only. Since there are over 2,100 stations
still non-interlocked, at this rate it will take more than
40 years to interlock all of them. This does not take
into account many other stations which may be opened
on the new line in the meantime. It will be observed,
therefore, that the rate at which interlocking is being
provided is rarher slow.

The reason why the interlocking of a greater number
of stations has not been carried out, as stated earlier,
is the shortage of funds and the all-round rise in the cost
of material and labour. According to the present day
prices, the cost of standard 1 interlocking at a two line
station comes to about Rs. 19,000/- for two aspect
signalling and Rs. 30,000/~ for multiple aspect signalling.
The cost of signalling is correspondingly more for a
three line station. The cost of providing standard III
interlocking comes to about Rs. 90,000/-per station for

two line station and Rs. 1,10,000- for a three line
station.

PRESENT NEED FOR EVOLVING CHEAPER
SIGNALLING

Since it is desirable to find ways and means of increas-
ing the safety at the stations at present non-interlocked
and the pace of undertaking the interlocking at such
stations is slow due to the present day high cost of
material and labour, there is a real need today of
evolving some simple method of providing interlocking
between signals and points so that essentials of safety
are complied with.
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SIMPLE INTERLOCKING INSTALLED AT
NON-INTERLOCKED STATIONS ON THE
AMRITSAR-PATHANKOT SECTION OF
THE NORTHERN RAILWAY IN 1950~-51

In 1949, the need to interlock the Amritsar-Pathankot
Section of the Ex. E. P. Railway, where all stations were
non-interlocked, become imperative, as it was necessary
to provide an increased measure of safety for the move-
ment of armed forces in connection with the hostilities
then in Kashmir. Provision of signalling and interlock-
ing to the railways’ normal standards required consi-
derable material and time. The problem of mecting the
essential requirements of safety in the shortest possible
time using the minimum possible material had then to
be solved. Accordingly, a simple method of providing
interlocking between the points and the signals (existing
at the non-interlocked stations) was devised. The
general arrangements then devised are shown on a plan
at Appendix ‘B’. It was termed ‘ Modified Non-inter-
locking’. The main features of this method of signal-
ling are as under :—

(@) The Stationmaster is provided with reception
line keys—one for each reception line—viz.
¢ Stationmaster’s main linc key’ and * Station-
master’s loop line key’ for a two line
station. These keys are normally retained
in the Stationmaster’s custody.

(b) Hand plunger tripls key locks are provided at
the facing points. The locks take three
keys, viz.

i.  SM’s main line key,
ii. SM’s loop line key,
iii.  Signal Key.

The lock is of a special design so arranged
that the signal key remains normally locked
in it with the points free and the hand
plunger lock in the mid-way position. The
special feature is that by the application of
the SM’s main line key or the SM's loop
line key, the signal key is released from the
lock only after the facing points have been
set and locked for the main or the loop line
according to the SM’s line key apphed.
Further, the extraction of the signal key
locks the hand plunger in a position which
holds the facing points locked in that posi-
tion. The SM’s main or the loop kev is also
then locked in.
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(c) A signal post lock is provided on each of the
home signal posts so arranged that the }Tome
signal cannot be taken * off> unless the signal
key, normally locked in the. hand ‘plungc.:r
triple key lock at the facing points, is

applied.

(d) The outer signals are controlled th.rough
detachers fitted below the home signals.
This permits the outer signal to be taken
“off’ only after the home signal is correctly
‘off’.

(¢) The siding points are fitted with a single key
lock, the points being normally locked for
the running line. The siding key may be
the same as the SM’s line key. This ensures
that when the key is used for reception of a
train, the siding points on that line are
correctly locked for the particular reception
line. At stations where the number of
sidings is more than two, the siding keys
may be separate but are suitably locked with
SM’s line keys in a key box retained under
SM’s custody.

(f) This method of interlocking is quite capable of
application with success to stations with more
than two reception lines. In fact, it may be
applied even to junction stations.

{g) The cost of providing such interlocking at non-
interlocked stations (equipped with home and
outer signals generally existing at such
stations) is estimated to cost approximately
Rs. 2,000~ per station.

Since the signal key is to be applied in the signal post
Jock before the home and outer signals can be taken ¢ off’
and the signal key can be extracted from the hand plunger
key lock only after the facing points have been set and
locked for the line according to the key given by the
Stationmaster, it is possible for the reception signals to be
taken * off * only after the facing points have been set and
locked for the line for which the Stationmaster has
issued the Stationmaster’s line key.

The proposed method provide essentials of inter-
locking between the points and the signs as well as
full control of the Stationmaster over the signals.
Interlocking of the siding point connections with the
signals is also included in the signalling scheme. The
home signal, however, for reasons of economy, was pro-
posed to be continued as single armed. Since this does
not distinguish the reception of a train on the loop line
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from a reception on the main line, a driver was expected
to observe a speed restriction of 10 miles per hour even
when running through on the main line. The system of
signalling was, therefore, termed ¢Modified non-
interlocking ’, even though it fully assures the basic
requirements of safety.

The proposed signalling was accepted and the work
was executed by the Railway in 1951-52. This inter-
locking has been in use since then on the section and
has been found effective.

An article detailing the system of interlocking
proposed was published in the Indian Railway Technical
Bulletin of April 1951. The article contains full details
of the proposed method of interlocking with the plans,
estimates and the design of lock.

This method of interlocking was also discussed in the
signalling and Interlocking Standards Committee held in
Feb. 1952. The Committee passed the following Reso-
lution :—

«“ The proposed method of increasing speed at non-
interlocked stations was examined. The Commit-
tee consider that where non-interlocked stations
have to be interlocked, interlocking in accordance
with the standards laid down should be provided
and do not recommend the proposed method for
general adoption. It is understood that this
method was designed at the time when material
and funds for interlocking were not available .

While the Chief Signal & Tele-communication
Engineers did not find anything specifically wrong with
the proposed method of interlocking, they recommended
that interlocking in accordance with the standard laid
down should be provided.

With due regard to the opinion of Chief Signal and
Telecommunication Engineers, the fact remains that the
proposed interlocking provides for the following :—

i. The reception signals cannot be taken °off’
unless relative facing points are correctly set
and locked according :o the Stationmaster’s
line key handed over by the Stationmaster to
the Pointsman.

ii. The position of the points cannot be altered
after the signals have been taken - off ",

iii. The basic interlocking necessary to  ensure
safety is provided by the provision of a few
additional lock at a small cost of nearly Rs.
2,000 only.
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Thus the provisions made meet the recommendations
made by the Government Inspectors of Railways, year
after year, when reporting on accidents. The writer
feels, therefore, that there should have been no objec-
tion to accepting the proposed austerity standard with a
view to providing essentials of safety at such a large
number of non-interlocked stations that each railway
has, and thus undertake the gigantic problem with the
limited funds available. This would no doubt have
been consistent with the present economy of our
country.

It may be stated that the Signal and Interlocking
Standards Committee passed the resolution referred to
in para above, they had the benefit of receiving a
report on the actual working of the modified non-inter-
locking on the Amritsar-Pathankot Section which was
completed in 1951. In this connection, it may be
stated that a reference to this system of signalling
appeared in the Railway Gazette of September 1953.
An extract of the same is reproduced below.

ECONOMICAL KEY LOCKING IN INDIA

‘An increase of traffic on a portion of the former
Eastern Punjab Railway now part of the Northern Rail-
way of India-where the single line stations were not
interlocked, made it necessary to look for some inexpen-
sive way of getting a reasonable degree of protection and
assurance of the correct working of hom: and outer
signals. It was considered essential to give the Station-
master direct control over them and of course inter-
locking with the facing points had to be provided.
An article in the Quarterly Technical Bulletin by
Mr. L. C. Mohindra of the Central Standards Office
describes the key interlocking apparatus which has been
applied for the purpose and has proved very effective.
A hand-worked f. p. plunger is operated by a pointsman,
after setting the points in accordance with the main or
loop key sent to him by the Stationmaster, and another
key, then released, allows the home signal to be pulled
off from the station.  This in turn allows the pointsman
to clear the outer signal from where he stands. Dis-
cordance between the two signals is prevented by a
detacher on the home post. The cost is only a fifth of
what standard I signalling would entail, and one fifteenth
of that required for standard 111 cabin interlocking ’.

As regards the experience of the traffic staff actually
engaged on the Amritsar-Pathankot Section, enquiries
made from the traffic and other officials after the intro-
duction of the proposed interlocking show ihat the
method has found great favour. This would be amply
clear from the report of the Government Inspectors of
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Railways for the year ending 31-3-52. The relevant
extract of the report is reproduced below :—

SIGNALLING AND INTERLOCKING
AMRITSAR-PATHANKOT SECTION

¢ The Stations on this section have been provided with
modified type of non-interlocked signalling.  Facing
points have been fitted with S & F key locks and by
handing over particular keys to the pointsmen, the
Stationmaster assures himself that the points have been
set and locked for a particular route. This is a great
improvement on the ordinary non-interlocked working
on other Branch lines ’.

From the above, it would appear that the system of
modified non-interlocking is satisfactory from the
operating points of view and thus provides an increased
measure of safety at the otherwise non-interlocked
stations.

SIMPLE METHOD OF PROVIDING
STANDARD I INTERLOCKING

As the Signal & Interlocking Standards Committee,
had proposed the provision of interlocking in accordance
with the standards laid down, the possibilities of
providing interlocking to one of our standards at as low
a cost as passible has also been under study since then.

While visiting the Newzealand and Australian Railways
in 1951, the writer observed that the interlocking of
their roadside stations is quite simple. On those railways,
on a great majority of sections they have a single post
home signal, with two arms one below the other. The
top arm is for the main line, and the one below is for
the loop line. These Railways have used this system for
many years with great success and there has been no
case where this may have caused any confusion to the
drivers. This method, in addition, enables the capital
expenditure of an installation to bs reduced considerably,

The writer considers that this idea is worthy of very
useful application on the Indian Railways, as it would
cnable the existing single armed home signals at non-
interlocked stations to be continued without the need of
replacement by bracketted home signals. The importance
of this would be appreciated all the more when it is
known that each two armed bracketted signals costs
about Rs. 2,000/- and two such posts are required at
cach station. When we add to it the freight, carriage,
erection and supervision charges, it amounts to nearly
Rs. 6,000/- per station.

On the Indian Railways if we accept the placing of a
loop home signal below a Main line home signal for two
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line stations on branch line sections, it would enable the
conversion of non-interlocked stations to Standard I
interlocking at a very much reduced cost than if bracket-
ted signals were to be provided.

It will be observed that if this system of signalling
was accepted for an entire branch line section, the
question of confusion with a possible outer and warner
combination would not arise.  This is merely a question
of changing the outlook which would yield us substantial
returns. For further clarity the loop home signal arm
could be fitted 10’ to 12’ below the main home signal
arm and the size of the arm can be reduced so that even
under the most adverse circumstances there is no
possibility of confusion with any other combination.

POSSIBILITY OF REDUCTION IN THE
RECURRING EXPENDITURE

Another point of interest learnt from the Newzealand
and Australian Railways is that at roadside stations they
have only one person in charge of the station in each
shift without any pointsman to help him. This is
achieved by kecping the facing points set and locked for
the main line and their interlocking kevs normally
retained in the Stationmaster’s custody at the station.
The signal arrangements are such that when a train is to
be received on the main line, the relevant signals can be
taken ‘off’ by simply applying the key concerned in the
controlling lever of the signal at the station. As regards
the reception on the loop line, this is arranged by the
Stationmaster by application of the key at the points.
The general practice on those railways is to receive
trains on the main line unless trains have to cross, in
which case the Stationmaster himself has to proceed to
the facing points and set them as required. With this
method they require no pointsman.  The conditions
prevailing on the Newzealand and Australian Railways
are, however, different and cannot be applied wholesale
on the Indian Railways, but can suit the prevailing
conditions with certain modifications.

On the Indian Railways, we have at present two
pointsmen in cach shift of duty, one for cach end of the
yard. Both the pointsmen are 1equired to proceed for
the reception of a train—one at the facing end and the
other at the trailing end. To apply this principle of
keeping the points normally locked for the Main line,
a signalling and interlocking scheme has been  devised
with the following main features :—

(i) The main and the loop home signal placed on
the same post for two line stations.

(i) The facing points have been kept normally set
and locked for the main line and their kevs

\

\
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retained in the personal custody of Station-
master on duty at the station. The main line
home signal levers are operated from the station
and are released by the application of the facing
point lock key (Main line key), normally at the
station.

According to ¢this procedure no pointsman need
proceed to the facing points when a train has
to be received on the main line.

(iii) When a train has to be received on the loop line,
it is necessary for the main line key normally at
the station to be sent to the facing points.
The pointsman then unlocks the facing points,
sets them for the loop and releases loop home
signal key. This key is applied in the loop
home signal post lock fitted on the home signal
post. This releases the loop home signal arm
and enables the Stationmaster to pull the loop
home signal lever and take ©off’ the loop home
signal. The pulling of the loop home signal
lever also relcases the outer signal lever at the
station lever frame.

(iv) The procedure of crossing trains at such stations
would consist of the Stationmaster directing
the pointsman to proceed with the main line
key to the facing points in the direction from
which a train has to be received on the loop
line. The pointsman would have instructions
to set and unlock the points, lock them for the
loop line and arrange for the signal lock on the
loop home arm to be freed.  This having been
done, the Station Master would take ¢off’
reception signals for the first of the two
approaching trains on the line allotted without
any further action by the pointsman. After a
train on the loop line has been received, the
pointsman would set and lock the points for the
main line, ready for the other train to leave.
He would then proceed to the trailing points
and arrange despatch of the train on the loop
line.

According to the above procedure the trailing
points would be set in favour of approaching
train and this would conform to the recent
directive, according to which when trains have
to cross, before signals for th: first train are
taken ¢ off * the points at the far end should be
against this train and for the second train.

A plan showing the proposed method of interlocking,

incorporating the feature of loop home signal being fitted
below the main home signal, and the points normally

Nt \ -
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set and locked for the main line is at Appendix < C’.
The cost of conversion from pon-interlocked to
Standard I interlocking according to this method would
be about Rs. 7000/- only per station. The details are
given in the estimate at Appendix <D ’.

At stations where platforms are rail-level, it may be
possible to adopt the procedure of normally receiving
trains on the main line and thereby effecting saving in
the recurring operating expenditure.  This saving will
amount to Rs. *3505—8—0 per annum where three
pointsmen are saved and Rs. 2,200/~ per annum where
two pointsmen are saved. The introduction of signalling
would thus be a sort of gold mine.

Considering the desirability of evolving a cheaper
method of interlocking, comsideration of the above-
mentioned scheme was included in the agenda of the
27th meeting of the Signalling and Interlocking
Standards Committee held in Feb. 1954. Extract of the
resolution by the Committee is as under :—

(i) “The Committee consider that the proposed
method of signalling would be suitable for
branch line sections and recommend that
this may be tried.

(ii) As regards the provision of loop line home
' signal below the main line home signal, the
same may be accepted for branch lines where

the complete section is equipped with Stand-

ard I interlocking without any distantjwarner

signal.

* Levermen. Scale Rs. 35—1—5$0
Average pay Max-4Min = Rs. 4g—8—o0
Dearness allowance = Rs. 45—0—o0
Leave Salary

Pay +DA
26 = Rs. 4—6—0
Gratuity = Pay--LS
YR = Rs, I-15—0
P. I. Fund = Rs. 3—9—o
Total expenditure for
I man per month. = Rs. g7—6—0
Total expenditure for
I man per annum, =  Rs. 1,168-—8—0
Total expenditure for
3 men per annum, = " Rs. 3,50§—8—0
Total expenditure for
2 men per annum. =  Rs.2,337—0—0
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The following exception to Rule 1, Section D of
Chapter VIII of the revised draft rules for the
opening of a railway may be adopted—

“Exception (vi)—On branch line sections at two
line stations where there are no warner signals
the loop home signal arm may be placed on the
same post and below the main home signal
arm’ ”.

From the above it would be observed that the Com-

mittce have accepted the method of proposed
interlocking.

The question of providing rudimentary interlocking at
non-interlocked stations has been raised from rime to
time. It is cosidered that provision of Standard I in-
terlocking at stations, where saving in operating
expenditure is possible, should be better than modified
non-interlocking. But at others where saving in staff is
not possible and provision of interlocking to proper
standards cannot be taken in hand due to limited
availability of funds, modified non-interlocking is
obviously the answer.

Both the schemes have already been discussed in the
Signal & Interlocking Standards Committee meetings
and from signalling and safety point of view have been
accepted. The choice can now be made by the
Transportation Department in consultation with the

Signal Engineers based on the requirement of each
section.

CONCLUSIONS

1. To ensure increased measure of safety to the
travelling public, it is desirable that non-
interlocked stations should be interlocked.
The number of non-interlocked stations on
the Indian Railways is nearly 2,000. The
cost of signalling a two-line station is
approximately Rs. 20,000/~ for Standard I
and Rs. 90,000~ for Standard 1II and cor-
respondingly more for a three line station.
The cost of conversion of a non-interlocked
station to Standard 1 with bracketted home
signals is approximately Rs. 12,000'-. Due
to the limited availability of funds and the
enormous cost involved, the problem is
gigantic and evolution of a more economical
system of interfocking providing essentials of
safety is an urgent necessity.

2. The solution of the above problem lies in
providing either of the following methods of
interlocking as a first step :—
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(i) Modified pon-interlocking (details in para

) above)

{ii) Standard, I interlocking, (details in paras
above).

3. (8) The conversion of a non-interlocked station
to “modified non-interlocked”, which
costs Rs. 2,000/~ per station only, is
obviously most economical, and should be
provided where saving in operating staff
is not feasible~—See para 3(b) (i).

{(b) Standard I interlocking as per design des-
cribed in paras 13 and 14 costs Rs. 7,000/-
for interlocking a 2 line non-interlocked
station, and is worthy of adoption in pre-
ference to modified non-interlocking in
the following circumstances :—

(i) At stations where saving can be effected in the
numbet of pointsmen by keeping the points
normally set and locked for the main line.
This is feasible where traffic is not heavy,
train crossings are not frequent and platforms
are Jow.

(ii) Where traffic on the section demands Standard
I interlocking.

The circumstance detailed in (i) above obtain at a
large number of branch line stations. By adopting this
system, saving in the recurring operation expenditure
to the tune of Rs, 2,200/~ can be effected ar stations
where two pointsmen can be saved and Rs. 3,500 - at
stations where three pointsmen can be saved.

This saving would yield 30°; to 50°, return on the
capital expenditure, in addition to other advantages of
added safety and higher speeds through main line.

4. Both the proposed system of interlocking have
been discussed in the Signalling and Inter-
locking Standards Committee Meetings and
from the Signalling and safety points of view
have been accepted. The gigansic problem
of providing increased measurc of safety at
the non-interlocked stations can now be
solved most economically by adopting either
of the two proposed systems.

APPENDIX « A’

Extract from some of the ‘Railway Accident Reports by
the Government Inspector of Railways’ are reproduced
below.

6

(i) Extract from the report for the half year ending

31st March 1929 in connection with an acci-
dent a1 Bbatni Station Yard on the Ex-
Bengal and North Western.

“ Recommendations.

(25) It is strongly urged that some system of

interlocking points with signals should be
introduced at an early date on the main line
at least of the Bengal and North Western
Railway. The traffic has long warranted
it and the present programme of a few
crossing stations and one junction a year is
very inadequate. A much more rapid
programme is necessary ”,

(i) Extract from the report for the half year ending

joth September 1935 in connection with an
accident to 49 UP Grand Trunk Express at
Gorandongri station on Itarsi-Nagpur Section
on the Ex-G.I.P. Railway.

¢« Remarks.

1 consider that in the interests of safety, the
present non-interlocked stations on the
Wardha-Balharshah  and  Itarsi-Nagpur
Sections of the G. 1. P. Railway should be
wholly or at least partially futeclocked. If
funds are not available for the full locking
of all stations according to G. I. P. Railway
Standards, then at least one of the cheapest
forms of the simplest key locking should be
provided ar least at the stations where
passenger express trains run through daily ™.

(iiiy Extract from the report for the half year ending

joth September 1936 in conpection with
collision between No. 360 Down Mixed train
and an Up Empty Mela Special at Kalyat on
the Ex-Nocth Western Railway.

«2y. It must be admitted that though
improbable, it is quite possible and
it would undoubtedly be much
better if the working were so
arranged that once everything is set
no alteration is possible without the
Station Master’s knowledge. To
effect this, the only method is to
make the Station Master himself go
to the facing points and take posses-
sion of the key of the pad-lock after
the points are locked. This cannot
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be done without increasing staff as
the Station Master on duty has also
to attend to booking of luggage and
passengers’ tickets at these small
stations.

22. An alternative is to fit all facing
points with double facing points
lIocks. The Pointsman after setting
and locking the points returns one
key to the Station Master and with
this key in his possession the
Station Master knows which line
the points are set for, and he also
knows that the points are locked
and cannot be moved as long as he
keeps the key .

(iv) Extract from the report for the half year ending
3oth September 1937 in connection with a
collision between 159 UP passenger and 170
Down passenger train at Santohpur on Ex-
Eastern Bengal Railway.

25. “Remarks and Recommendations—
This accident is one which wou!d
not have occured, had the station
been interlocked. I recommend
that in the interest of safety, the
present non-interlocked stations on
busy suburban sections of the
Eastern Bengal Railway should be
interlocked or if funds do not
permit, at least partially interlocked.

26. It is desirable that at non-interlocked
stations, Home Signals should be
detected through the respective
facing points so that it may not be
possible for pointsmen to alter the
setting of the points after the Home
signals have been lowered ».

(v) Extract from the report for the half year ending
1946 dealing with an accident at Golandu
Ghewar Bazar (B. A. Rly.)

‘ The cause of this accident was that
the down facing points were in-
correctly set for the loop line’.

July 1954

(vi) Extract from the report for the year ending 31st

March, 1947 in connection with an accident
at Bhatni on the Ex-O. T. Railway. :

¢ Recommendations were made ..
and that important non-interlocked sta-
tions on the main line should be inter-
locked ’.

(vii) Extract from the report for the year ending 31st

March, 1949 dealing with an accident at
Kurukshetra (non-interlocked) on the Ex-
E. P. Railway and Nawadah (non-interlocked)
and Bhagalpur (non-interlocked) on the Ex-
E. 1. Railway as below.

“(vil) —Kurukshetra (E. P. Railway)—The accident

(viii)

was due to points No. 2 of Kuruksherra
station  (non-interlocked) having been
wrongly set for the main siding on which the
rake of an Empty Coaching Special had been
stabled, with the result that 142 Down while
leaving the station...... collided with the
empty rake .

Recommendations were made to inter-
lock Kurukshetra Station Yard.

Nawadah (E. I. Railway)—Before the points
were correctly set, signals were lowered and
the latter train came on to the miin line and
collided head on with 282 down ”.

Bhagalpur (E. I. Railway)—The accident was
caused due to No. 23 Up passenger having
been wrongly admitted to line No. 3 on
which wagons were stabled. To avoid
recurrence it was recommended that Bhagal-
pur station should be interlocked as soon as
possible’.

Exrract from the report for the year ending
31st March 1950 in connection with a accid-
ent at Bataspur (non-interlocked) E. 1.
Railway

‘The accident was caused by the incorrect
setting of the down facing points at the
station ’.

APPENDIX ‘D"’

COST OF CONVERSION OF NON-INTERLOCKED STATIONS TO STANDARD I INTERLOCKING

No.

O~ AWV e w N -

11
12
13
14
15
16
17
18
19
20
21

22

23

25
26
27
28
29
30
31
32

33
34

35

36

Description

Masonry for 6 lever frame
Lever frame 6 levers

Lever locks single for loop lmas
Lever lock double for main lines
S. M’s key box

Gauge tie plates complete

M. S. Plates for locks etc.

H. P. lock triple, taking main keys and loop kcys and signal

keys complete with stretcher blades
Switch extension pieces for detectors .
Solid joints 1}”

Detector 2 way

C. 1. foundations

Cement concrete

Additional fittings for one arm bclow main bome
Signal post lock single taking loop home key
Cabin wire adjusters .

Wire adjusting sCrews

Cranks for signals

Vertical wheel double

Draft rope wheel

Horizontal wheels

Wire ropes

G. I. wire 7 strand

Pulley stakes

Shackles, Thimbles, Sleeves prtpms etc.
Siding lock double

Siding lock single

Warning Boards ..

Speed Boards ..

Miscellaneous items ..

Tools and Plant

Labour and supervision

Freight charges on stores. Rs. 5950/- ..
Carriage charges ..

contingencies

Less cost of 2 levers, and 2 wire connections to be released

Quantity

N =Ny

@\

NbWNNLNNMUN O
g

w®v

L. S.

5%

Rate

1,000

250
50
75
I5
20

250
10
8
110
20
250
100
50
15
12
I2
I0
12
-/Iol-
45

200
100
75
50

Cost
Unit

lot

each

do.
do.

each

do.

do.
do.
do.
do.
do.

%

Total

1,000
1,500

100
150
5
40
20

500
40
64

220
40
40

500

200

200
30
24
36
40
24
62

180

225§
50

200

100

150
100
50
50
500

6450

357
50

6857
343

7200
200

7000
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World Demand for British Diesel-Electric Locos

their equipment of widely varying weights and

power, have been supplied to, or are on order
for, the Argentine, Australia, Brazil, Ceylon, Egypt,
the Gold Coast, Holland, India, Malaya, New Zealand,
Nigeria, Rhodesia, Spain, the Sudan and Sweden.

Since the British locomotive industry first began to
design and build steam engines for the world’s railways
more than 100 years ago, the industry has remained in
the vanguard of development and design. While steam
still takes pride of place, the U. K. industry stands
second to none in either the development or construc-
tion of all other forms of locomotive power. Recently
the Diesel locomotive has taken its place as a power unit

covering the widest range of modern railway require-
ments.

BRITISH—BUILT Diesel-electric locomotives or

The 660-h. p. Diesel-electric locomotives used in New
Zealand for hauling the Royal train during the Queen’s
recent Commonwealth tour were supplied by an English

- R R\

[} -
- o

firm. Examples of the application of Diesel-electric
transmission to complete trains are the high-speed, five-
coach, air-conditioned units supplied to Egyptian State
Railways. Modified versions have also been supplied
for suburban services, and three-car units for feeder
services. Forty-eight Diesel-electric locomotives, each
weighing 77} tons and of 1,105 h. p., have been ordered

by the Western Australian Government from a British
firm.

The U. K. locomotive industry by virtue of its wide
oversea interests has evolved over the years into an
engineering and production group which can meet the
most diverse conditions required abroad.

The present high level of activity in the industry can
be noted from the figures for export of locomotives other
than steam, which have steadily increased over the last
few years from [ 1,800,000 in 1950 to £ 6,300,000 in
1953. This compares with exports of steam locomotives
of about £ 7,500,000 in 1950 and £ 6,200,000 in 1953.

M. E. (1) Led. find themselves in a
similar situation on account of the
ever-growing popularity of their
Kassels quality fans. The range
Includes A. C. & D. C. ceiling fans,
table fans, cabin fans, pedestal fans,

alr-circulators, ete,

MODELS: Kassels, Anand, Lucky & Azad

Avpreved by Centrol & State Geveraments
MATCHWEL ELECTRICALS (INDIA) LTD,
P. 0. Box No. 1430 DELMI,

Sales OMfices: Bombay, Poons, Calcuts, Patna & Nagpor
Selling arrangements il over Indie
KX 42

Sole Selling Agents for South India :
Messrs. Gordon, Woodroffe & Co., (Madras) Ltd.

Phone : 2978 (3 lines)

P. 0. Box No. 42, MADRAS.

Delhi Phone No. 24111
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COLLECTING A RAILWAY'’S CASH

By A. H. Pearson

counter is the best method of keeping down

bad debts in a commercial undertaking, and‘ a
railway administration, which is mainly a commercial
enterprise selling transport, does most of its day-to-day
transactions on a ¢ cash over the counter’ basis.

ANY business men will tell you that cash over the

Now what are the sources from which a railway carns
its daily cash ? Each station on a railway can be likened
unto a branch shop, and it is to this shop that the
passenger who wants to travel by rail, or the merchant
who desires to dispatch his merchandise and marketable
products by train, comes with the cash price of the
transport to be paid for.

The cash earning of a station come from two main
sources, known as ¢ coaching’ and ‘goods’. The coaching
earnings comprises all cash collected for the sale of
passenger tickets from booking offices, the freight paid
for all parcels for transsit by passenger, express or mail
trains, and also the freight charges collected on all
parcels traffic received as < to pay’ at a station. Goods
earnings consist of all cash received for merchandise
booked at a station as freight < paid’, and also charges

collected on inward consignments received as freight
¢ to-pay ’.

There are two other sources of a less important nature
through which cash comes into a Railway’s coffers, and
these are known as ¢ Telegraph’ cash, and ¢ Sundry’.
The former are the earnings received from the charges
paid for telegrams dispatched from the station on behalf
of the public, and the latter consists of cash realized
from the sale of unclaimed and misdispatched goods,
sweepings, old records, rents of lands, dwelling houses,
wharves, stalls, &c., and various other miscellaneous
sundries.

Day by day at every station on a Railway, and
practically throughout the twenty-four hours of a day at
the larger stations where passenger tickets can be bought
at any time, the booking and goods office staff on duty
are collecting the railway’s cash. Each transaction done
either in the booking, parcel or goods offices is entered
up in the appropriate accountal register or form, and at
the end of each clerk’s turn of shift duty, he makes over
his cash to the supervisory staff concerned.

Setting
new
standard

Ny usnEmas

Sole Distributors

McLEOD & COMPANY LIMITED, CALCUTTA,

Sub-Distributors
esMcL- TURNER HOARE & CO. LTD.. BOMBAY & NEW DELHI

PARRY & CO. LTD. MADRAS

29

50 years of doing onc job well...RIV has
set a new standard making high precision
bearings to take radial and thrust loads or any
other combination with perfect smoothness and
dependability.

Equip your machines with ‘RIV' for
carefree performance, economy and longer
service life,

Ball & Roller
bearings



» od'g and dispatch of all the cash collected at a
A? At most stations, it is the Station Master, but
c larger junctions and termini, senior independent
hooking and goods clerks are responsible. At the end

of a day’s transactions at the average railway station,—

byaboutﬁ p.m.—the Station Master will take over the
day’s carnings from the head booking, parcel and goods
clerks working under him. When teking over the cash
the Station Master is required to sign the Cash Note or
Notes and to personally satisfy himself by checking cash
books with subsidiary books and other supporting docu-
ments that the correct amount of cash collected under
each description of traffic is paid in.

All cash taken in during a day’s transactions at a station
must be prepared for dispatch in a particular way. In
a small-size canvas bag marked ‘Copper’ all copper
coins are put in, and in the larger canvas bags will be
placed all silver coins, currency and credit notes, pay

_,arders, or such other documents representing money,

Y
Lo

and what is known as the Cash Remittance Notes. Each
of these canvas bags are tied tightly with the string
attached to it and the gastening sealed with the station
seal. The canvas bags containing copper coins and the
other bag containing other forms of coins and currency
are then placedin a larger and strongly-made leather
bag, and this bag containing all the station earnings is
then tied and sealed according to the prescribed instruc-
tions. It is then ready to be put into the travelling
cash safes for onward transit.

The station earnings contained in the leather bag is
always accompanied by the Cash Remittance Note, on
which full details of the contents of each of the bags are
entered and signed by the station master or independent
goods clerk.

Station cash is never kept more than about twenty-
four hours at each station, as all cash must be sent cither
to the Chief Cashier at the headquarters office of the
Railway, or to the Divisional Cash Offices, in accordance
with the system followed on each Railway administra-
tion. By arrangement with the Operating Department
certain trains over the various districts or divisions are
nominated for the transport of all cash earnings of the
stations over which the particular train must pass,
When the nominated train arrives at a station, the
Station Master himself, or the Assistant Station Master
on duty, if the train happens to pass outside the normal
duty hours of the Station Master, will place the station
cach bag into the travelling iron cash safe in the presence
of the Guard, who will give signature for the cash bag
handed over, and who will keep a tally of all cash bags

dropped into the travelling safe carried by him on the
prescribed form.

iy RUI SR i, b ) -
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When the train carrying the 10aded cash safes arrive
at the divisional headquarters or railway headquarters
station, as the case may be, the Station Master on duty
will personally open the luggage-van compartment
containing the loaded cash cases. Each cash safe will
then be examined personally by the Swmtion Master it
the presence of the Cash Office guard to see that the
locks and labels are intact, and when all these detail:
have been thoroughly checked, the cash safes ax
removed to the station strong room until
Department’s staffl opens the safe and takes over
bags containing station remittances are taken over.
opening of each safe is done by the Cash
man in the presence of a representative of the
Department, as once this has been done the res
bility of the Operating Department cases.

During this process of unloading the contents of
cash safe each bag taken out is carefully examined
checked and a record kept in a prescribed form,
anything abnormal detected is immediately noted by
Cash Department representative in the presence of
Operating man. After this check all the leather cash
are then placed in large canvas sacks—the conten
one safe going into one sack—and these are loaded in
closed motor van, which then takes the cash un
armed guard to the office of the Divisional Cashicll
the Chief Cashier at headquarters.

cerned it is opened by the Cash Department assisgf
with the duplicate key in his possession, and the seqf
canvas sacks are then removed to the Counting Rogy
Here the cash bags are taken out of the sacks one by &
and examined to see that the total number of bagf
entered in the appropriate register is correctly reccifi
The bags are then replaced in sealed sacks and placef
the strong room until the process of opening and chi
ing the contents of each cash bag is to be done. 5
all checking counting and accounting is done at the §

cash offices, the cash is not kept, but sent in a closed §
under armed guard to local branch of the Bank w

acts as the Bankers to the State,

From the time that every copper, every coin, ¢§
note passes from the hands of the passenger at the bg
ing office, or the merchant at the parcel or goods OFFER
to the Railway personel required to collect such cash,
till it reaches the divisional or headquarters cash office,
and finally the bank, every reasonable precaution is taken
for the safe custody transit and accountal of all Railway
cash reccived from each station, and the amounts which
come in daily may range from a few hundreds of rupees

from smaller stations to ten thousand or more from large
junctions or termini.

———

IN YOUR OWN INTERESTS

HOW TO PURCHASE  TICKETS

Buy your tickets only at the proper place. The authorised offices are 3"
() the Booking offices at the railway stations, (ii) the Town or Cxty Boohng
Offices, (iii) the out-Agencies, (iv) Travel Agents. Never buy tickets from: :
any other ‘source as that may lead you to trouble. Please Eot: ‘that uckets
are not transferable. . :

v

i, b2

RN &
 Buy your tickets in the proper time. You can avoid qmeemy% N
excitement and trouble if you come to the station in good ﬁme, ‘that,(i;f;;g :
least half an hour before the scheduled departure of your train, T‘”J‘i@"
Tables of the Railway are on sale at Booking Offices and Bookstalls

. -tj;
b3 3
."2,.1‘

Buy your tickets in the proper manner. Queue up at the Bookmg '
Window and you can get your ticket easier and quicker than by crowdmg? Y
at the colnter. -

By handing in the exact fore in good coins or currency you get the-

ticket casier and quicker, and save for yourself and the Boohng Clerk umgg'
and trouble. o ‘;i

Check up your ticket and money before leaving the counter and draw
the attention of the Booking Clerk to any discrepancy you may notice.

(Inserted in the interests of Travelling Public)
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indian railways use

ASBESTOS LOOKING INTO THE FUTURE
CEMENT

day of historic importance in the life of a nation invariably makes one think of the past and
A the future, of what has been done, and what remains to be done. On August 15, 1947

India came into her own, and on this same day of historic importance in 1954 India
completes seven years of independence. Seven years are not a long period in the history of a
nation, but in so far as India is concerned, within these years there has been considerable change
in the nation’s political and economic spheres. In the first three years the country achieved
political integration under the able statesmanship of Sardar Patel. Economically, however,
progress has been somewhat retarded by inflation, the enormous migration of refugees under
distressing circumstances, and the unpleasant consequences of Partition. While tackling these
gigantic problems Indian statesmen were faced with two successive crop failures and famine
conditions in a number of places, and the complications created by the Korean war boom in

eertain commodities.

It was under these adverse conditions that the Government of India, under the able
leadership of Prime Minister Jawaharlal Nehru, launched the first Five-Year Plan, the piloting
of the plan being entrusted to India’s Finance Minister Chintaman Deshmukh. From the
second half of 1952, there was a definite turn for the better in the economic conditions of the
country due to two favourable monsoons resulting in an appreciatle increase in the country’s
overall food production. Considerable increases in other fields of the country’s industry were
also evident, and it was the cumulative effect of these favourable factors that helped the Govern-
ment to break the inflationary pressure in the country. With less than a year and a half of the
period of the first Five-Year Plan to go the Government of India has issued directives to all
States to prepare and submit schemes for incorporation in the second Plan.

- S _ tm gintend nce With this end in view the Railway Ministry has already had discussion with the Chief

= " per ma nence w]thOU Engineers of Indian Railways on the scope of railway development under the second Five-Year

-.Ev = 2 Plan. The consensus of opinion at the meeting was that the railways should concentrate
vt o 1o A beautiful example of the use of Asbestos Cement Curved

expenditure more on line capacity works and the laying of new lines under the second Plan than
what had been utilised under the first Plan. Under the first plan the Railways proposed spending
Rs. 400 crores for maintenance, rehabilitation and development schemes. Qut of this amount
ASBESTOS CEMENT LTD. Rs. 210 crores have already been spent during the first three years, while during the remaining two
MULUND, BOMBAY . CALCUTTA - MADRAS - NEW DELMI years of the first plan the amount remaining to be spent is Rs. 190 crores. During 1954-55 the

PODANUR (DIST. COIMBATORE ) provision for capital expenditure has been increased to Rs. 95 crores as against Rs. 78 crores in the
preceding year. Under the first plan the allocations for new lines, special projects, major bridges,

clectrification of lines and conversion of lines from one gauge to another, have come to Rs. 28.52
%

** Trafford Sheets’’ for roofing of a railway station in England.




COMPRESSORS AND VACUUM PUMPS
OF UNEQUALLED ECONOMY

AR-Class, watercooled,
2 stage,extra Heavy
Duty compressors
for continuous shift-
work. Unequalied in
reliability and eco-
nomy. Capacity 330-
3220 CFM for working
pressure up to 223
p-s.i.

R2A-Watercooled, station-
ary—one stage alrcome
pressors. Simple, reliable,

low priced and cheap in upkeep.
117 CEM capacity 100 p.s.le
working pressure.

HR4V-FRAV-Portadble, 2
stage all - watercooled
and aircooled 1

ith
stage stationary air q“?}l,.u diesel co B ponr
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compressar. Capacity e M — 0 . e .} Atlas-Diesel “'Polar

150-330 CFM for ~ . N engine, extremely rugged
‘\— "% 2 & B and simple, cheap upkeep.

CR~CT Class, water

working pressure

vp to 25 p.s.is economical, favourable
prices, 250 and 160

CFM capacity.

NT-Class, aircooled,
2 stage aircompres-
sors. Compact units
for direct flanging to
electric motors and
for Vee belt drive. 4
sizes, 35~110 CFM,
working pressure up
to 125 p.s.i.

NTIMV-NTIMV~Portable
2 scage diesel and
petro! driven comprete

sors. Powered by
Dorman, Armstrong
or Standard engines.

60 and ({0 CFM
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PNEUMATIC TOOLS
OF HIGH EFFICIENCY

Pistal grip metal drifis,
up to 12", Pisto) grip

screwdrivers up to /47,
Pistol grip tappers up to 3/8".

Air blocks,
capacity 1000-1 {000 ibs.

Hcavy type drills
max. 4",

Rammers, four types
for civil and mechani.
Riveters, clipping hammers, cal engineering.

Rivet Bursters.

Grinders for all pur-
poses from (/2" to
8 wheels,

Ex-Stock delivery

Rotary fites an8
cutters for use of
tungsten carbide tools,

Sales and Service by

VULCAN TRADING CO. LTD.,

P. O. Box 2300, P. O. Box 254. P. O. Box 157,
CALCUTTA. BOMBAY. MADRAS.
Stockists:

The Universa! Supply Corporation, Jaipur and Bhilwara.
C. Eduljee & Co., Kamptee Road, Nagpur.
Agricuitural & Industrial Corporation, 4 Maharani Road, Indore,
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crores. The allocation for track is Rs. 64.87 and for restoring dismantled lines is Rs. 5.66 crores.
With the object of preparing indents for the commencement of works and for strengthening the
purchase organisation, advance planning has now become imperative with regard to expansion
schemes. Another item was subject for discussion at this meeting was the ways and means of
sgeeding up the progress of works to increase the line capacity of railways included in the first
Five-Year Plan and of implementing the heavy works programme proposed to be included in the
second Plan. There are indications that the railways will probably suggest bigger expansion
schemes for the second Five-Year Plan, and the total costs for these schemes will go up to about
Rs. 700 to Rs. 800 crores, nearly double that of the first Plan.

If the trend of both political and economic conditions of the country continue as favour-
ably and progressively as they have in since the latter half of 1952, there is every confidence in
Government circles that the nation will be in a position to implement a much bigger plan during
the coming years. In giving effect to the expansion of the agricultural and industrial capacity of
the nation as contemplated in the second Five-Year Plan, the Railways will be called upon to
carry trafficon a much bigger scale. Given the finance and other favourable conditions,
especially in the field of labour, the Railway can be relied upon to fulfil their role in providing
all that will be needed in extra line capacity to move the progressively increasing traffic, as well
as a much higher standard of service and amentities for the millions of passengers who must
travel by rail.

YOUR MAGAZINE

. T}‘1e Sputhern Railways _Magazine offers you a variety of topics—short stories,
pictures, historical, humorous articles, news, technical railway engineering in its various
aspects every month. It only costs Rs. 3 per year. For Railway personnel Post-Free.
Fill this in and become a subscriber to-day itself.

CUT HERE

Kindly enrol me as an annual subscriber from the month of
to 195
Cheque enclosed. Remittance despatched by M. O. ( Strike out whichever

IS unnecessary)

To
The Circulation Manager,
SOUTHERN RAILWAYS MAGAZINE,
Post Box 17,
TANJORE, (S. 1)
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and a wide range of temperaturc. The month

opened with very cold weather snow falling in
East Scotland and among the Pennines. There were
only two relatively warm periods with temperatures
above 70 degrees from the 1oth to the 13th and in some
districts during the last few days of the month., There
were many days with sub-normal temperature. At Kew
the day temperature was below the average for 21 days
but there were 6 days when it was above 71 degrees,
the highest being 81. Thunderstorms occurred from
the 1st to the 4th, 10th to 13th and 25th to 3oth while

|':[|HE month of May had a large variety of weather

N ST NN NS

LMIA CEMENT cuann LIMITED

DALMIAPURAM — (TIRUCHIRAPALLL)

they were wide-spread on 13th and 18th. While in some
parts of the country over 2 inches of rain fell in twenty
four hours, in others there was a drought from 15 to
18 days. The lack of sunshine was responsible for
delayed growth in field and garden. In the Midlands
and north Lancashire sunshine totals were 50 to 70
hours below average. From Essex to Kent and
Hampshire, the shortage was 30 to 40 hours. Kew had
159 hours of sun, 33 below average.

At the time of writing this letter, the Whitsun
holidays, sth to 7th June, are now over and doubtless it

AR
N

FOR BETTER
AND LASTING
CONSTRUCTION

164
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was the most disappointing Whitsun, from the point of
view of weather, for many a year. However, on Whit
Sunday cloudy skies, heavy rain and gale force winds
did not keep Whitsuntide holiday makers away from the
coast. Road traffic was exceptionally heavy. Before
midday on Whitsunday traffic jams lasting up to half an
hour formed near the North Downs at Dorking, Surrey.
The Automobile Association said that cars left London
at the rate of 32,000 an hour. This is a record for last
year the figure was 27,500. These figures do not take
into account the many hundreds of thousands of motor
cycle and ordinary cycles. By Whitmonday evening
the holiday had been established as the wettest for 50
years. On the return journey from seaside resorts
vehicles streamed through the rain at a rate of 48,000
per hour on 25 main roads. It was estimated that there
were over four million vehicles on the roads during the
day. In spite of all these difficulties, the standard of

driving and road courtesy was higher than at any time
since the war.

* x *
* ¥ * % * %

On the 15th May an unofficial strike started among
the engine drivers and firemen of the Western Region,
The strike started at Newton Abbot and quickly spread
to Paddington, Bristol, Cardiff and Severn Tunnal. By
May 25th only half the usual number of trains were
running on the Western Region. Out of 1,807 drivers
and firemen due to work at the depots, only 370
reported. The trouble was due to certain of the engine
Crews not accepting the lodging terms which are to be
introduced by the British Transport Commission.
These terms cover travelling allowance or lodging
allowance payable to men who have to sleep one night
away from their homes. The union leaders had accepted
the terms and the action taken by union members was
entirely irregular. After being out for nearly a
fortnight they agreed to return to work providing
their leaders again approached the British Transport
Commission to re-consider this terms. Since the
leaders had already agreed with the Commission, they
find themselves in a very embarrasing position. The
men are a fortnight’s pay poorer for they do not receive
allowances from their union for unauthorised strikes.
They have also come in for much criticism from the
public. The position is stated very clearly in a leading
article in a London daily paper :-

“ Whatever the result of the present unauthorised
railway strike, there is one fact which needs o
be grasped in all cases of this kind. It is that
they are incompatible with maintaining in Great
Britain a high standard of living.

Here is a great industry of national importance,
which cannot pay its way. The workers in it
have been granted one concession after another.
They wanted unationalisation; they have it.
They wanted the fullest recognition of, and
consultation with, their trade unions; they
have it. They wanted higher wages, and
though they have not obtained all they asked,
the comparison with what other workers earn
is more in their favour today than ever
previously. For all this the public are paying
heavily in higher passenger fares and in higher
freight rates which hit all other industries, and
especially our export industries, making it
harder for the country to pay for the food and
raw materials upon which its standard of
living depends.

The insolvency of the British railway system can be
overcome only by lessening costs and increasing
efficiency. This entails gradual, thorough
reorganisation of both work and staffs. How
can this be brought about without unfairness
to the workers? Only by negotiating the
changes every time the accredited trade-union
representatives. In the present instance all
these things have been done. The measures of
reorganisation, against which the men revolted,
had all received in detail full trade-union
assent. Fifty years ago it would have been
neither asked nor obtained. The change
means a long step forward in human progress.
But it cannot be maintained unless the workers
show the same respect for their representatives
which they expect the management to show.
Unofficial strikes spell mere chaos; and upon
chaos nothing constructive can be founded—

neither higher living standards nor widened
liberties »’.

*** **t *‘*

An unusual accident occurred recently near Faringdon
Street Station on the London Transport lines when a 10
ton lorry, loaded with cement, crashed through the
parapet of a bridge in Farringdon Road, Clerkenwell
after colliding with a car. Mounting a pavement 8 ft.
wide, the lorry burst through a double thickness of
brickwork and fell 30 feet, nose first on to one of the
steam train trucks bringing a shower of debris, with it.
At that moment a goods train emerged from the tunnel
steaming hard against an incline. It ploughed through
the wreckage pushing the lorry upside down against a
wall.  The driver and two passengers in the lorry were
killed. Fireman, ambulance workers and railwaymen
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Photograph of some of the exhibits showing, ( left 10
right ), B. R. lightweight diesel railcar, London Transport
1938 rype surface stock driving car, London Transport
1938 type tube stock driving motor car, and London Trans-
port 1949 type light alloy driving motor car.

worked by searchlight to lift the lorry and shift the
masonry. Farringdon Street station was closed for about

three quarters of an hour.

t** *** t‘*

It is generally not necessary to divert trains foF a §imple
derailment except where adjacent lines are infringed.
There are circumstances where the contents of wagons
makes this necessary and this was the case at Monwear-
mouth Station, near Sunderland Central, when three
trucks, two containing four tons of gunpowder, were
derailed. The northbound Kings Cross—Newcastle
train was diverted via Penshaw and Washington and the
southbound Newcastle to Kings Cross by-passed
Sunderland. The gunpowder was for a quarry.

*** *tt t‘*

Two expresses were saved from disaster by the agility
of a retired railwayman. Mr. Harold Hill, who is 68
years old, saw that a stretch of a six foot wall had
collapsed on to the main Middlesborouzh—Newcastle
line near Thornaby-on-Tees. He ran 300 vds. to the
station to warn the signalman who replaced signals in
time to Stop twWO express trains.

* =
t*t * ¥ ® %

Sparks from locomotives caused more forest fires in
Britain than all other causes put together. In the year
ended September 30, they started 714 fires which
devastated 111 acres of woodland. There were in all
1,253 forest fires which destroyed woodland to the value
of £15,000.

#** #** ***

Twenty six new forests were started in a record
planting year. More than 118 million trees were
planted on 67,610 acres, an increase of .10% on the
previous year. Plantable land acquired during the year
was 63,635 acres. This brought the total amount of
land given to or acquired by the forest commissioners to
1,909,400 acres.

*** *** ***
In pursuance of the policy formulated by the British
Transport Commission regarding the closing of
unremunerative branch lines, the passenger line from

Photograph of some of the exhibits showing (left to
right ), part of B. R. locomotive No. 71000  Duke of
Gloucester”, B. R. class 4MT 2-6-4T locomotive No.
80084, B. R. class yMT 4-6-2 locomotive No. 70037
“Hereward the Wake”, B. R. class sMT 4-6-0 No.
73050, B. R. class 3MT 2-6-0 No. 77009, Class EM2
Co-Co  electric  locomotive No. 27002, 2000 H. P.
1-Co-Co-1 Diescl Electric locomotive No. 10203.

( Photographs by courtesy of British Railways )

( Continued on page 19 )
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SIGNALLING AND INTERLOCKING

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

Chapter 17. Colour light signals and shunting signals.

coloured lights on the highways of the world,
whether on road or rail. What was a nine days
wonder three decades ago is now an accepted feature.

PEOPLE are accustomed to seeing signals with

On railways, semaphore signals are still mainly in use
though on suburban areas they have been superseded by
the light signal. The semaphore signal has of necessity
to use lights at night in order to show what the arm
position would convey by day. The light signal has
sufficiently powerful aspects to be observed in daylight
which brings the immediate advantage of a signal which
shows the same type of aspect both by day and night.
An added benefit is decreased maintenance due to
absence of moving parts.

Experiments with colour light signals were carried out
as far back as 1913 but were not successful. The
London Underground Railways adopted a type of light
signal about this period but it was really a short range
signal. It was an ordinary lamp signal, as used in the
tunnels, fixed on a post and surrounded by a deep hood
1o produce artificial shade to emphasise the aspects.
Although used in daylight, they were mainly found in
cuttings or sheltered places not subjected to direct

sunlight.

The Liverpool Overhead was the first railway in the
Commonwealth to adopt the colour light signal.
Hitherto a system of automatic signalling had been in use
invented by a Mr. Illius Timmins.  The signals were
semaphore operated by electric magnets and automatic
operation was obtained by means of treadles and contact
makers worked by the trains themselves. The new
colour light signals were brought into operation on July
27th 1921 after one or two experiments on the main line
railways. The work was successfully carried out by a
well known signalling firm. The railway runs from
Dingle to Seaforth Sands, along the west bank of the
River Mersey, and for most of the way the tracks are
clevated above street level.  The signals could therefore
be justly claimed as exhibiting their aspects against a
predominantly sky background and their success was
never disputed.

The London Underground Railways adopted two aspect
colour light signals for their extension from Golders
Green to Edgware, At that time, this type of signal was

3

often referred to as a daylight signal. Their installation
was followed by others on the main line railways until
today nearly every region of British Railways has colour
light signals, approaching the London area and at many
other places in the country.

The early types of colour light signals did not transmit
a light beam of any great intensity and although they
were considered suitable for short range signals, in
countries where sunshine was scarce, their adoption in
tropical countries was not seriously considered until five

Three aspect colour light signal with stencil type route
indicator and banner 1ype subsidiary signal.

( Photo by courtesy of Siemens & General Electric Railway
Signal Co. Ltd.)

or six years after their inception. Improvemants in the
design of lens and electric bulbs, with more concentrated
filaments, improved their efficiency in brilliant sunlight.

Apart from constancy of aspect, the colour light signal
is most suitable for use against bad backgrounds such as
trees, buildings of certain colour, etc., where a sema-
phore arm could not be easily distinguished beyond a
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certain range. In electrified areas, where the overhead
system of current collection is in use, the overhead
gantries for supporting the collecting or catenary wire
seriously interfere with the sighting of semaphore signals.
Some schools of thought maintain that by a suitable

Interior of colour light signal showing lamp fitting,
transformers etc.

system of brackets and the judicious use of high posts,
semaphore signals can be made suitable. Such a view is
not supported by practical experience or the observations
of the men on the footplate who, after all, are the principal
users. The cross bracings at the corners of the over-
head structures can be mistaken for the lowered position

August 1954

of a semaphore signal, particularly when rain or mist is
present. The colour light signal is of such dimensions as
to be easily accommodated inside the overhead structure

so that its indication can be observed as though exhibited
from the wall of a tunnel.

Quite apart from constancy of aspect, on itself an
important consideration, the colour light signal has other
advantages. Well known signalling firms, who have
specialised in the development of this signal, have
produced a piece of apparatus, which, by means of
lamps with special filaments and a highly developed lens
system, can produce light beams of great intensity and
penetrating power. This is a great advantage during
infavourable atmospheric conditions and often makes it
possible to dispense with the service of fogmen. Other
advantages are the absence of moving parts, simplicity of
mounting, and ability to place the aspect level with the
driver’s eye.

Owing to the fact that the colour light is designed to
project a highly concentrated, non-divergent, beam of
light, the aspect cannot be observed when a driver has
halted his train close to the signal. To overcome this
difficulty, special deflecting sectors are incorporated in
the outer lens so that a small side beam is turned aside
to enable the driver to observe which aspect is illumi-
nated. As an alternative, small sidelight units, projected
from the side of the lamp case, are provided. Many
railways use both deflecting sectors and sidelights.
Originally, the lamp cases were made of cast iron which
made a fairly heavy construction. Modern cases are
manufactured in aluminium, specially treated to resist
corrosion. They are specially suitable for incorporating
in existing gantries and for arranging light beams
immediately adjacent to the line to which they apply.

Only one electric lamp is employed per aspect. Itis a
gas filled, double pole, double filament lamp having a
main and an auxiliary filament which are arranged in
parallel. The auxiliary filament acts as a standby should
the main filament burn out. If specially required, two
auxiliary filaments can be arranged. The type of lamp
in general use is 12V 33W the line operating voltage
being 110V.  Each aspect is provided with a signal

transformer, with tappings, for stepping down from
1oV to 12V.

The searchlight signal has certain advantages over the
colour light and like other signal apparatus, is more
applicable than others in special circumstances. One
advantage is that only one lens is required, the actual
colour of the light beam projected through the lens
being changed by the mechanism inside the signal.
This enables the signal lens to be positioned immediately
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Three aspect colour light signal surmounted by junction
indicator. The box pointed with black diagonal stripes
contains a telephone.

( Photo by courtesy of Metropolitan Vickers GRS Lid.)

adjacent to the driver’s eye. Another speciality is that
these signals can be worked by battery power enabling
light signals to be used on installations where an AC
power supply is not available, as in up country districts
in the Dominions.

The inside of the signal consists of a polarised relay,
either for AC or DC operation. The armature of this
relay carries a small spectacle in which are mounted
three coloured glass roundels. The roundel for the
most restrictive (or red) aspect is mounted in the central
or de-encrgised position. Arrangements are provided
inside the signal to prove the lamp burning and the
colour of the aspect displayed.

There are several kinds of shunting or subsidiary
signals used with power signalling. On early installa-
tions these signals were miniature light signals at first
showing small red and green lights and later, red and
yellow. Today the general practice is to use disc signals
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Solenoid operated disc type shunt signal, floodlit.
(Photo by courtesy of Metropolitan Vickers GRS Lid.)

Three aspect colour light signal with position light
subsidiary signal beneath.
(Photo by courtesy of Westinghouse Brake & Signals Ltd.)

or position lights. The disc signal consists of a plain
white disc with a red bar on it. When the bar is
horizontal, the signal is at danger. For the <off’ posi-
tion, the disc is partially rotated so that the bar assumes
the 45° position. These signals may be provided with
small red and yellow lights at night or the lights may be

{ Continued on page 12 )
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Australia Breaks Commerce Barrier
By Geoff de Fraga

EASIER FREIGHT HANDLING ON DIVERSE
RAIL SYSTEMS

LTHOUGH India has avoided the inconvenience

A of Australia’s clearly defined rail gauge breaks

the existence of various gauges in some parts

lends interest to this Australian experiment to obviate
one aspect of the problem.

Uniform steel freight containers are helping Australia
overcome its decades-old troubles in handling interstate
rail freight. For many years swift rail commerce
between Australia’s five mainland States has been
gravely impeded by differences in rail gauges.

Due to classic bungling nearly a hundred years ago,
when the Australian colonies were virtually a set of
autonomous, unfederated states, the main gauges are of
three different widths—4 ft. 8} in. for New South
Wales ( the standard fixed in 1846 for the railways of
Ireland ); s ft. 3in. for Victoria and part of South
Australia ( the standard fixed at the same time for the
raitways of England); and 3 ft. 6 in. in Queensland,
Western Australia, Tasmania and the rest of South
Australia—an arbitrary dimension which has resulted
in the mainland’s 3 ft. 6 in. gauges being separated
by some 1500 miles of other gauges.

The result is that it has never been possible to use
any one State’s rolling stock in an adjacent State; and
since 1883, when Victoria’s English track touched New
South Wales’ Irish track over the new River Murray
bridge at Albury, the country has borne the expense
and inconvenience of transference of passengers, goods
and livestock from one train to another.

This dislocation was brought into vivid focus by the
wartime movements of troops, munitions and supplies.

Many Plans have been put forward for gauge unification—
costing big sums ranging up to £A400,000,000—but none
has been carried out.

The recent introduction of the steel, weatherproof
containers, with their guarantee of door-to-door
delivery, is therefore overcoming one of the country’s
chief barriers to interstate commerce. Shoes recently
forwarded the 591 miles from Melbourne to Sydney were
on sale in the shops two days after leaving Melbourne.

The containers, which have a capacity of 5} tons or
320 cubic feet, appeal to consignors for more reasons than
the speedy handling, which is effected by truck-to-truck
gantry-hoisting at Albury. Handling of goods is mini-
mised, packaging costs are cut down, and pilfering is
eliminated completely.

For a freight charge of £A45 between Sydney and
Melbourne, the consignor can now load his container in
his own premises, and have it delivered within 48 hours
to a consignee 600 miles away.

Special trucks to hold four containers have been
provided by the New South Wales Railways. They have
a locking device to attach each lower corner of each
container firmly to the floor of the truck, and thus pro-
vide for safe transportation at speeds of over 60 miles
per hour.

Two hundred containers are already in continual use
between Melbourne and Sydney, Australia’s two biggest
cities. Two have been specially provided with steel floors
to carry highly inflammable material regularly consigned
by Imperial Chemical Industries of Australia and New
Zealand.

( Continued from page 11 )

dispensed with and the disc floodlit the latter being
modern practice. The disc is rotated by electric motor
or electric solenoid. Where the latter method is used,
the operating circuit is the standard 110Volts Alternating
current but it is converted to direct current for working
the solenoid by a rectifier in the signal.

The position light signal consists of a line of white
lunar lights arranged in the horizontal and the inclined
45° position upper quadrant position. When the hori-
zontal lights are illuminated the signal is at danger and
when these are out and the other set illuminated, the

signal is at ¢ clear’. Where subsidiary signals arz placed
underneath colour light signals such as Homes or
Starters, very often the danger aspect is not used at all
as this is already being displayed by the main signal.
The yellow aspect is given or the 45° aspect for a shunt
movement past the main signal, the signal otherwise
being normally unilluminated.

It is customary to electrically repeat the position of
every signal aspect, whether colour light or subsidiary,
on the lever plate behind the levers in a power frame or
on the relay interlocking pancl or illuminated diagram
where the OCS system is in use. { To be continued )
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International Railway Congress in London

INDIAN DELEGATES TO ATTEND

are expected to attend thF Intemation?l
Rajlway Congress to be held in London this
summer. Meeting from May 19 10 26 at Church
House, Westminster, the Congress will be the ﬁr-st
international gathering of its kind to be convened in

Britain since 1925.

O VER 450 delegates from more than 30 countries

The British Transport Commission, thc_ orgafxis;:rs,
say that Indian Railways have awcptec? their invitation
to send a delegation. The Congress will be o")ef:ed by
the Duke of Gloucester, supported by the Minister of
Transport, Mr. Alan Lennox-Boyd, and leading
members of the Transport Commission and the London

Transport Executive.

The International Railway Congress will disc1.xss a
a wide range of current problems and latc.st t«.:chmquesé
including maintenance, finance, electrification, sta

recruitment, communications, participation in road
transport, and modernisation of buildings. A great deal
of international data has been gathered for the delegates’
consideration by leading British officials.

SPECIAL EXHIBITION

In addition to taking part in seven business sessions
and sectional discussions, oversea delegates will be taken
1o see important railway centres in Britain where they
will inspect recent technical developments. There is to
be a special exhibition of British Railways and -Ijondon
Transport locomotives, rolling stock, and civil and
signal engineering equipment.

Seven leading trade organisations are co-operating
with the Federation of British Industries in offering
facilities for delegates from oversea railway administra-
tions to visit factories and industrial plants in various
parts of the country to inspect the latest products.

———

i/~ NORTH 18°WEST=
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HOW RAILWAYS USE RADIO

By A. H. Pearson

INCE railways began, the long and heavy goods
S trains always have to be pushed into sidings and
loops to give way to the faster mail, express and
passenger trains. Loco and traffic train crews working
these freight trains always see “red” when they are
making good time on the run, and then as their train is
rumbling into a station they see the signal check that
side-tracks it into a passing loop line. There the goods
train will tarry, perhaps for an hour, while the swift,
but shorter and lighter mail train will suddenly roar
through, with the crew of the mail loco grinning at his
counterpart on the goods loco.

This side-tracking of freight trains for the
faster passenger trains is common railway practice the
world over, and the Southern Pacific Railway in the
United States of America is no exception. Keeping a
fast mail train with a loco and a string of fifteen coaches
under control over stretches of railroad winding around
mountainous country is not so difficult. But when it
comes o a heavily-loaded freight train with a humming
diesel loco hauling a string of eighty odd wagons almost
a mile long is quite another matter, especially with the
guard and train crew far back in the brake-van with no
means of communicating engine crew. But now a new
electronic eye that sees over humps and round curves
allows goods trains to rumbl: over grades on fast-train
schedules, often cutting off two to three hours of the
time to make a day’s or night’s run.

Now let us watch how electronics help in train
operation. Freight train 9o8 is panting to get started.
Signals wink from red to green. The driver of 908
starts his diesel loco pounding the tracks and the train
is now pulling out on to the main running line. No
brakesmen wave papers to relay signals from the guard’s
van to the driver’s cab. No whistle shrills from the
loco. Instead, over what is known as a radio “sqawk ”
box the guard’s voice booms out < All clear, let's go”.
The driver picks up a hand-phone hanging near the
throttle and says * Driver to guard, 908 pulling out ™.

In yard officzs, other locomotives, and guard’s vans a
dozen radiophones pick up the exchange and all
concerned know that 908 is pulling out on to the main
track.

The diesel loco with its mile long freight cars hum
along smoothly. A dozen miles up the section the
driver of go8 picks up a call. The call is from another
railroad man paralleling the freight train by road in a

car. This man has spotted a couple of men taking a
free ride on the goods train, and the driver of 998 is
told to get these men off the train before they come to
the tunnel in the mouatain side some few miles ahead.
The driver eases down his train and from the rear
brake-van the guard calls over the squawk box that the
free riders have jumped off.

A few stations ahead 908 gets a call from a train in
the opposite direction, * Give us a rolling inspection .
As the trains pass each other the crew of 908 keep their
eyes sharp on the wheels of each frzight car of the other
train as she rumbles past. The brakeman of go8 spots a
hot box on a wagon of the other train, and to indicate
this, he holds his nose a gesture which means ¢ you've
got a hot box . In the old days to deal with this, the
other train would have had to stop, put out a warning
signal for traffic in rear, while the brakeman searched
for the wagon with the smoking hot box to see how
serious it was. Now the train keeps moving, because the
guard of 9o8 teletalks to the driver of the other train
and tells him that he has a hot box on the 30th wagon
from the rear, and even advises him whether the box
needs immediate attention or can hold out till the next
stop.

On single line tracks winding round mountains, where
there are no straight stretches of track, passing sidings
are built around curves every dozen miles to allow for
two-way traffic. This curve is so crooked that it
required about a half-dozen brakemen waving
newspapers or signal lamps to relay signals from brake-
van to engine and vice-versa. But what happens now?
The single brakeman on duty slings a light-weight
walkie-talkie (portable radio transmitter and receiver)
on to his back and hurries up the track. After he
uncouples the train behind the wagon with the hot axle,
he gives instructions to the driver who is on his loco
perhaps half a mile around the mountain. The
brakeman next directs the shunting of the disabled
wagon on to a short spur siding, then talking all the time
through his walkie-talkic completes the shunting opera-
tions to get the train joined together again minus the
hot-axle wagon.  Within ten minutes the heavy
freighter is rolling again. With the old method of hand
signals, even a minor mishap like this would have taken

an hour to straighten out, and blocked traffic on the
line in both directions.

Radio communication of this nature expedites trains
movements enormously especially on sections running

htS
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through mountains, as whatever may be the condition Pf
the track, or block sections, the crew of the train
noticing anything that may remrd_ speed, or lea'd to an
accident, can pass on the information th_ro\xgh his radio
phones to other trains on line and to stations.

Next we take a look at electronic  aids ?n lnrgc
marshall-yards. In one such yard on an American rail-
road where up to 6,500 wagons of all types ace regrouped
into trains forking out for various dxre.cuons, loud-
speakers have been installed at strategic points.  As soon
as a goods train rolls into a stop, a numbcrtak::r starts
walking the track along side this train. .He talhe.s each
wagon and speaks the number, destination, &c. into th’e
mouthpiece of his walkie-talkic. In t.hc yardr.naster s
office the yard clerk checks this report with the list sent
from the preceding divisional point. If. a wagon has
been damaged and detached along the line, the yard-
master ought to know it at once, because any moment
the train will be shunted over the hump.

This hump is only a few feet high and complete wit.h
tracks, towers and switches. As each line of wagons i
slowly pushed up one side of this slight elevauon, a
battery of electronic eyes come into action.

The first are those of a team of inspectors. Instead

of walking along the side of the train and looking ufxder-
aeath each wagon for defects, they sit in glassed pits on
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each side of the train, watching two large mirrors beside
the tracks as bright lights shoot beams on to the passing
wheels and brake gearing. Any defects noticed are
reported to the head hump-master in No. 1 tower.

The hump-master scans the list of trucks flashed over
from the yardmaster’s office, and flips over switch levers
while a train rolls slowly over the hump. This opera-
tion is known as building trains, as from the yard lists
he knows where each wagon is bound for and so arranges
to switch them on to the tracks where trains for each
destination are being marshalled.

From the hump the trucks roll, sometimes four or
five to the minute, on to a dozen tracks sloped enough
that the wagons couple themselves without banging.
Gravity plus electronics has doubled the handling
capacity of large yards, and yardmen who once risked
life and limb banging on to wagons pushed from one
track to another by yard pilot engines, now do the job
by pushing a button.

Electronics to the aid of railways has come to stay,
and perhaps it will not be long before our Railways in
India will be installing electronic instruments in train
control offices, yards, cabins and stations, and we will
almost have the age of runming railways by stabbing a
finger on a plastic push button.

§ ALL PURPOSES @ EXIDE BATTERIES FOR ALL

@ EXIDE BAT(ERIES FOR ALL PURPOSES @ EXIDE BATTERNIES

EXIDE BATTERIES FOR ALL PURPOSES @ EXIDE B.

Chioride & Exide Batteries (Eastern)

all purposes

Cars, Buses, Lorries, Earth-
moving machinary, Launches,
Motor cycles, Alrcraft, Diasel
starting, Diesel lacos, Radio
communication, Raliways,
Talephone, Telegraph,
ate, ate.

Calcutta Y Bombay ® Madras
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COGS IN THE WHEEL (IX)
By Ajax

thing in a scribbling note book first thing in the

morning. Out of curiosity I asked a friend what
it was and what it really meant. He replied to say that
he was in the habit of writing one hundred times the
name of ¢« Kalimai and then begin the day’s work so
that he might not err in the course of the day.

Ihavc often noticed friends in office writing some-

In other words, it was a prayer, an invocation to God
to lead you along the right path. Prayer is good in
itself ; it soothens your nerves, tones your system and
ennobles your mind. It lifts you above petty skirmishes
and reaches you to an altitude wherefrom you visualise
the greater things of life.

But I often think that even a prayer done mechani-
cally loses its intrinsic value. The process becomes so
very mechanical that its very thought is a daily routine
affair and is often devoid of that inner feeling which
alone can send a thrill across the frame of your body.

HACKBRIDGE
L/a.é/e & ompPany Limited

If prayers are offered in the fullest realisation of the
greater things of life and are uttered in all sincerity they
are sure to pull you out of any difficulty.

But then the prayerful mood comes to us only
occasionally. I wish every one of us every moment of
our life thought of the Almighty the God and were
conscious of the fact that nothing in this world moves
without it being ordained by Him. It is not necessary
for you to go to the Church, the Temple or the Mosque ;
it is not necessary for you to put on ashes and pretend
to be godly; it is not necessary for you to go about
preaching the Sermon on the Mount or the great deeds of
seers. All that is necessary is to feel within yourself the
awareness of God and his presence and in that
awareness shape your conduct in daily life.

In our official sphere we have ample opportunities of
helping our brethern in small and simple ways. It may
be a good act, 2 kindly word, a sympathetic attitude, a

Cables for all Railway
Applications are our Speciality.

Enquiries would be received
on our behalf by :

A. (. E. L. (INDIA) LTD.,

MUBARAK MANZIL, APOLLO STREET,
FORT, BOMBAY.
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little toleration, and a little humane understanding, or
readiness to help and willingness to listen.

Listening to what is being told to you is a great
virtue. It gives satisfaction to the teller that he has had
a good hearing, and even if things do not get themselves
rightened in course of time, it does not matter, for he
has had the satisfaction of having told and listened to
patiently. That is a great asset.

Further, the act of your listening to your friend l_ms
a far reaching effect, for in the wake of his satisfaction
he goes about and tells his friends that there is some one
somewhere in the office who is prepared to listen to you,
50 go to him and unfold your story, he will h'clp find a
solution to your problem if it is at all possx?lc.' This
message when carried through far and wide is in itself a
great deed of courage, and we railwaymen should bear
this simple fact in mind in our daily contact with
colleagues and others.

How often have I thought of this simple truth and
went into a reveric saying that if only we would care to
listen to the wailings of thousands of workers, if only
we would care to pay a little attention to the © human
touch’ which the Prime Minister is never tired of
preaching, if only we would be prepared to spend a
little time of our otherwise busy days in the act of
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listening, how much alleviation of the sufferings of the
s {ll-placed” would be achieved.

Man s a rational being and he has the thinking
faculty endowed on him; so if he exercises that faculty
to the fullest extent, nothing can go wrong; if, on the
other hand, it is allowed to get rusty and warped, then
there is no hope for him. It is in this light that we
should adapt our attitude towards co-workers and thus
endeavour to discharge our duties in the best mannmer
possible according to each one’s light and lead.

Reverting to the topic of prayers, the best and the
only prayer that I could think of is «“ Oh” God, lead me
not astray, give me the courage and strength of mind to
bear thy trials and tribulations, let me be true to myself”.
How many of our railwaymen offer this prayer? Does
it not connote the best in life and is it not the summon
bonum of existence? What a tremendous strength is
hidden in these words, which, if uttered daily in the
sincerest feeling of a prayerful mood, will lead you to
success in life.

The scribbling referred to earlier in this article may
be substituted by this prayer and you may watch the
result. You will find a decided change in your attitude
to life and its workpile.

® N.C. (noN-chaTTER) BY PASS VALVES _

® JOCO REGULATOR VALVES
® I.R.S. BUFFERS
® WOTA BUFFERS

Yy (COMNMOTTVIEE
EQUIFNENT

N.C.BY-PASS
VALVE
FOR LCCOMOTIVES

WOQOTA (inoia) LIMITED,

2, NETA)!I SUBHAS ROAD, CALCUTTA.

Bank 4601. P. O. Box 209.

“WOTAMEB ' Calcutta.



HOW TO RESERVE ACCOMMODATION

Unless you reserve your berth (I and II Class) or Seat (Inter and 3rd
Class long distance) in advance, you may not be sure of getting accommodation
on the train you wish to travel by.

Application should be made to the Station Master of your starting station
at least 3 days in advance specifying the date and train by which you intend
travelling and the tickets must be bought in advance. The reservation fee
leviable is 8 annas per seat or berth.

Reservation by I and II Class from intermediate stations by Express trains
can also be made similarly, but reservation ticket can be issued only after getting
an advice from the Reservation Centre that the reservation has been made.

Tickets will be issued only if accommodation is available.

If the reserved seats or berths are not occupied at least § minutes before
the booked departure of the train the reservation will be cancelled and the seat
or berth given away to another.

Resercation fee is not refundable.

III Class seats are also reservable on Express and certain other important
trains for long distance passengers from the train-starting stations on payment of
a reservation fee of four annas per seat.

Do not occupy a berth or seat reserved for another, as you are liable to
be displaced at the last moment.

- If you find another person occupying the berth or seat reserved for you
and if he will not vacate it on demand, report it to the Guard or Station Master.
They will help you.

(Inserted in the interests of Travelling Public by the Public Relations Officer,
Southern Railways Magazine)
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( Continued from page 7 )

Alexandra Palace to Finsbury Park will be closed from
July 5. Passenger stations at Stroud Green, Crouch
End, Highgate, Cranley Gardens, Muswell Hill and
Alexandra Palace will close. The route will be covered
by bus and tram services of London Transport already
existing. It had been decided by the transport users
consultative committee that the passenger service on this
line was no longer justified since it was costing
£3. 10. od to earn {1 in fares.

“* t‘. “#

The Transport Minister, will shortly announce a much
more generous and comprehensive pension scheme f.‘or
railwaymen. The scheme had now been agreed, with
the unions and it would include wages grades who up to
now had not generally been covered. It was not
intended to increase the pensions of men already
retired.

t" #“ t‘t

British Road services are likely to remain in the
haulage business on a much bigger scale than they
planned. The failure of the road haulage disposals board
to sell lorries and premises together means that the
state will be left with thousands of vchicles, garages and
offices on its hands. British Road Services originally
planned to keep about 3,500 vehicles to compete with
private haulers.  This figure was later amended to 4,500
giving the state the single biggest transport fleet in the
country. The result of the latest sale shows that only 80
vehicles offered with premises were sold out of 1,018
The disposal board expected to sell to private firms 10,000
of the 32,000 state lorries. Actually, fewer than §,000
have been sold. Hauliers have complained that prices
are too high but vehicles offered without premises have
sold better. Over 700 of 1,336 offered at the last sale
found buyers. The unsold vehicles and premises will
not be re-offered. Instead of this, plans for enlarging
the state fleet are visualised.

* * *
* % * % * %

The International Railway Congress was established in
1885. For the third time since its inception this year’s
meeting has been held in London. The first occasion
was on the Association’s tenth birthday in 1895, the second
in 1925, the centenary of the Stockton & Darlington
Railway. The object of the Congress is to facilitate the
progress and development of railways by holding periodi-
cal congresses and by means of publications which include
a monthly bulletin and a supplement  Electric traction

on the railways ” which is published every other month.
Both these publications are available in English and
French. About 170 railways in all parts of the world,
with a total mileage of some 290,000 miles, are affiliated.
The only administrations which may be admitted to the
Association beyond those who constituted it in 1922, are
those whose principal business is the running of railways
worked by mechanical traction, whether owned or leased
by a public authority and having a length of at least 62
miles open for traffic. The Association is represented by
a permanent commission which it elects and which has
its seat at Brussels. Delegates to the Congress have an
opportunity to present their views and those of the
systems they represent in the form of papers.
These, which are reproduced in English and French, are
made available in advance for study and co-ordination,
are the focal points for discussion at the daily sessions
of the Congress. In this way an opportunity is afforded
for prominent men from every important railway system
in the world to meet and discuss their difficulties and to
exchange information on the latest developments based
on practical experience and research,

In connection with this year’s meeting, British
Railways staged an exhibition which was held in one of
the engine roundhouses at Willesden Junction. Here the
latest types of locomotives and carriages were placed on
view and among the former were electric, diesel electric
and diesel mechanical. The rolling stock of London
Transport was also on view. On sidings outside the
roundhouse were typical wagons of all kinds and civil
engineer’s permanent way vehicles. These included
machines for laying pre-fabricated track, spillage cleaners
for sidings, yard cleaners and ballast cleaners.

Among the electric locomotives was a 2,500 h. p.
1500v. D. C. six axle locomotive built to haul heavy
freight and passenger trains on the Manchester-Sheffizld-
Wath electrification. These locomotives weigh over 100
tons and the control equipment is electro-pnsumatic.
The mechanical parts were built by British Railways and
the electrical equipment by Metropolitan Vickers
Electrical Co. Ltd. All the new British Railway’s
standard locomotives were exhibited including the giant
Class 9F wheel classification 2-10-0, weight 139 tons 4
cwts. designed for working heavy mineral trains. A
motor and trailer coach of the new rolling stock for the
rehabilitation of the Lancaster and Heyshm line was
also on view. This is operated on 6,600 Volts 50 cycles
which is probably the coming standard for electrification.
Signalling and telecommunication equipment was also

6 ( Continued on page 20 )
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SIGNALLING AND INTERLOCKING

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

Chapter 18. Route indicators.

Distant ) signals has already been explained in

a previous chapter. In large yards, where a
number of points have to be crossed, there are some-
times several Routing Home Signals, which come after
the Home signal, these being necessary to secure the
points through the mechanical interlocking in the cabin,
if track circuits do not exist. Where track circuits are
present only one Home signal is required with a route
indicator underneath since the point levers are held by

electric locks until the train has cleared the track
circuits.

THE function of the Home, Outer and Warner (or

In the case of a station with four running lines on
which trains can be received, without route indicators,
there would be four home signals on a post or gantry.
Some times the arms are all shown at the same height
but generally the most important line has the highest
arm and the less important the lowest. In large station
yards it is quite common to find a signal gantry with
eight or more Home or Routing signals. When these
signals are operated mechanically a large and expensive
structure is necessary and also the indication given is
more difficult for the driver to observe.

In the route indicating system only one signal arm or
colour light is used and the route set for the reception
of the train is indicated by a number appearing beneath
the signal arm. Where mechanical signalling is in use,
Route Indicators can be operated mechanically the
number being pulled into position by a wire. It is
illuminated at night by means of an oil lamp.

The Sykes type route indicator exhibits the numbers
in a circular aperture having clear glass in front and
opal glass at the back. The numbers appear as a
silhouette in daylight and are illuminated at night by an
oil or electric lamp. A circular black disc obscures the
aperture when the indicator is normal.

In the illustration, the normal disc is attached to the
rod seen on the left and maintains the disc central in the
circular hole in the case. The operating magnet, which
rotates a Z type armature, can be seen on the extreme

Fig. 1.

Roller blind type route indicator.

left. The armature moves in an anti-clockwise direction
when the coils are energised and this rotates a shaft.
The furthermost and of this shaft is connected by a link
motion to the rod holding the normal disc. When the
shaft rotates the disc moves downwards until it takes up
a position corresponding with the numbers. Although

( Continued from page 19 )

shown and miscellaneous engineering appliances, road
vehicles, etc.

Where is the centre of London? From time
immemorial it has always been considered as Hyde Park

Corner and many mileages are taken from this point.
The Westminster City Council have selected the stature
of King Charles I, on the south side of Whitehall and
are designing a bronze plaque which will be let into the
road near the statue to mark the central point exactly.
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the shaft is rotated by the armature, no numbcr.cnn
appear unless one of the selector coils are CﬂCl‘ngCfi.
These selector coils can be seen to the right of thg main
operating coil and are fixed beneath the rods holding the
numbers. A quadrant shaped brass strip is fixed to the
shaft and an attachment to the rod of each number bears
on this quadrant by means of a roller. Each selector
coil has a steel strip also connected to the rod attatfh-
ment which slides along the top of the coil. :I'he action
is, on the operating coil becoming energised, if no
selector coil is energised, the Z type armaturc rotates
the shaft, the normal disc is moved downwafds and all
the steel strips move across the selector .COIIS and no
number appears, the amount of force rec']u.u'cd to move
these strips being considerably less thnn lifting t.hc num-
ber. If, however, onc of the coils is en_crglsed, the
armature at the bottom of the coil lifts a circular stef:l
rod in a verticle direction which prevents the steel strip
moving across the coils. On the rotation of the brass
quadrant the steel strip being locked, th.c attachment to
the rod is compelled to lift vertically which operates T.hc
rod and exhibits the number. This action being
accomplished, a protrusion at the side of the armature
open circuits a pair of economising contacts which lcav?s
only half of the operating coils in circuit less magnetic
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motive force being required in the holding position than
for the initial torque. These springs can be seen at the
top of the armature.

The position of the numbers can be electrically repeat-
ed in the signal cabin by means of the indication
contacts two rows of which can be seen at the top
extreme left. In this system the main operating coil is

W. T. HENLEY'S TELEGBA_PI: lW?)RKS co., LTD.
Incorporated in tnglan
ngcuttapo Bomb;y'd Delhi
ents in South Indis
The Crompton Engl:;e;ring Co. (Madras) Ltd.,Madras,
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ers have been set.

Another type of route indicator displays white num-
be:rs ona black ground. It is worked on the roller
blind principal the blind being wound by an electric

Mului lamp or theatre type route indicator.

motor which is at the lower position of the case. The
blind is stopped at the number required by a special
selective arrangement over the motor. This is operat-
ed in a manner similar to that of the Sykes Indicator
each route having a separate selection wire,

The optical type indicator consists of a ground glass
screen and the number is projected on to this screen from
inside the case. Each indication consists of a separate
lamp unit contained in a circular case. The lamp, when
illuminated, projects a beam through a figure stencil and
lens on to the ground glass screen. These lamp units
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the operation of the Home signal lever and
n coils by the Routing levers. The routing
only be operated after the correct points and

'

Junction Indicator Signal at Mahim,
Western Railway, India.

are arranged in a circumferential manner inside the case.
The lamps are energised from the route indication lines
coming from the—signal cabin and the operating voltage
is usually 110. The lamps are energised at 12 Volts

each lamp having its own transformer inside the route
indicator case.

The theatre or multi lamp type route indicator con-
sist of a square bank of electric lamps and certain
lamps are energised so as to take the shape of the figure
required. A relay is used for each indication and this
relay energises the number of lamps required to produce
the indication. This indicator is called the theatre type
because it was used extensively in variety theatres for
displaying the item number on the programme. One of
these indicators was placed cach side of the proscenium
opening just above the orchestra pit.

The route indicators described are intended for use
on Home signals approaching terminal stations or
junctions. Here the train speeds are necessarily slow and

( Continued on page 23 )
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THE BRITISH RAILWAYS TODAY

By Ernest Chisholm Thomson

Divided into six regional zonmes, British Railways today form a vast net-work over the whole
country with a total of over 53,000 miles of track. They own over 20,000 locomotives and 42,000

passenger vehicles, and carry annually some I

freight. The frequency of services, the low price of

,§00,000,000 passengers and 285,000,000 tons of

travel, and the large number of mon-stop runms

are some of the outstanding features of rail transport in the United Kingdom.

other afternoon on discovering that the best-

paying sideshow in the spectators’ enclosure at
London Airport was a model railway. To left and right
of us there were * Constellations”, * Viscounts”,
“ Elizabethans ” and other aircraft touching down from
the ends of the earth, or taking off to them in breath-
taking succession. Yet, to judge by the queues of
customers for railway rides, the gaily-coloured littde
trains might have been the greatest transport wonder of
the age.

A S a train enthusiast I enjoyed a secret thrill the

Can it be that, in the country which pioneered rail
transport more than 150 years ago, we have railroads in
the blood ? That the iron road still holds an irresistible
fascination there can be no doubt. And this despite the
fact that nationalisation of the railways threatened to rob
them of romance.
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Diagram of optical type route indicator.

there js no difficulty in observing the route displayed.
They are not satisfactory where trains are switched from
one track to another at high speeds and until recently
separate signals had 1o be used to provide the indication.
The position light junction indicator has since been

7

( Continuedr jrom page 22 )

Unification of the different systems looked like the
shedding of their individuality. The best news for
railway fans this summer has been of the Transport
Commission’s new plan, soon to be submitted to Parlia-
ment, for restoring an increasing measure of autonomy
among the various Regions. This would mean, among
other blessings, a return of distinctive colouring for
engines and rolling-stock. There was a time when each
railway—the Great Western, the Southern, the London
Midland and Scottish, the London and North Eastern—
was permeated with the same esprit de corps as a
military regiment. Their characteristic colours—red
for the Midland, green for the Great Western, and so
on—rallied supporters like the banpers of an army.
Even now the Regions are strong entities with their own
loyal supporters; for millions the sight of a “crack”
express on their favourite railway brings a glow never
inspired by a road coach or even a helicopter.

introduced to overcome this difficulty. The principle of
operation is as follows. One signal only is employed
and immediately above it are groups of lunar white
lights. There are three or four lights for each route and
each lens is five inches in diameter. If the points
are set for the straight line the green aspect of the signal
is illuminated and no indication appears on the junction
indicator. If the points are set for a left hand route the
45 degree indication leaning to the left is illuminated
also the yellow aspect of the signal. If there is a second
divertion to left or right the white lights are arranged
horizontally. The indicator lens is provided with
deflecting prisms to give a close up indication in addition
to the main beam. 12 Volt lamps are used energised
from 110/12 Volt transformers. This type of indicator
avoids the use of unnecessary red lights at high speed
junctions. It has been found that at night, three or
more colour light routing signals are placed together, the
halation from the red aspect has a tendency to obscure
the yellow or green aspect of a signal in the same group.
The junction indicator overcomes this difficulty and this
type of signal is now extensively used on the British
Railways,
(To be continued)
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RECORD RUN

Railways are definitely in the news. Disciples of
Eastern Region are jubilant over the record run of the
new *“ Elizabethan > service which has just cut the
timing from London to Edinburgh to six-and-a-half
hours. Drawn by the locomotive “Union of South
Africa”, it became the first train to undertake a daily
scheduled non-stop journey of roughly 400 miles at more
than 60 miles an hour from start to finish. This, by
the way, will be acceptable news for thousands of
visitors to Britain for the famous Edinburgh Festival of
Music and Drama opening on August 22. Over long
stretches the trains reach 9o miles an hour.

On shorter journeys at least ten expresses this summer
are averaging well over 60 miles an hour from start to
stop, easily the greatest mile-a-minute mileage operated
by steam in any European country.

Among the main lines a premier place has always been
held by the Great Western (now Western Region), which
serves Wales and the West of England. This July has
seen the soth anniversary of the start of its renowned
Cornish Riviera Express, running daily from London
to Plymouth, Devon, and on to the “toe” of Cornwall.
As long ago as July 1904 it was covering the 245 miles
to Plymouth at an average speed of over §5 miles an hour.
It spins effortlessly over some of the best speed stretches
in Britain like a greyhound on ball-bearings.

CENTENARY CELEBRATION

Incidentally, the wonderful track on this route was
originally laid more than a century ago by Isambard
Kingdom Brunel, one of the world’s greatest railway
engineers. We have just celebrated the centenary of his
Paddington Station, that epitome of 19th century
dignity, which he built as the London terminus of the
Great Western Railway. But Brunel’s versatility ranged
beyond railways. In 1838 he constructed the * Great
Western ’, the first steamship to cross the Atlantic; 20
years later he followed it with the fabulous “ Great
Eastern™ then by far the biggest ship in the world.

No student of transport history will forget Brunel and
his contemporaries when tributes are paid to Britain’s
close-knit railway network. Tribute was paid the other
evening in a broadcast by Sir Alexander Maxwell, chair-
man of the British Travel and Holidays Association.
He said that overseas visitors show amazement at the
frequency of the railway services, the low price of travel,
and the number of non-stop runs. Sir Maxwell speaks
with authority ; his organisation keeps close check on
tourist movements and has just reported that 260,000
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guests from overseas came to Britain in the first five
months of this year. Although there is not the attrac-
tion of the Coronation, the figure is only one per cent.
below that in the corresponding period last year.

If British Railways needed outside encouragemsnt they
certainly got it recently when delegates from 30 countries
descended on London for the 16th International Railway
Congress. No such gathering of railroad folk had been
seen in Britain since 1925. They came from all parts of

the Commonwealth, from Europe, the Near East and Asia.
Our railways were “at home” to them in the historic

locomotive sheds at Willesden, in the London suburbs.
Some of us laymen were privileged to join them in
examining the latest locomotives, carriages, wagons and
signalling devices.

NEW TRADITIONS

The star exhibit was prototype locomotive No. 17,000,
“ Duke of Gloucester ”, a 12-wheeled giant introducing
new traditions in engines for working heavy passenger
trains at express speeds.

Will No. 17,000 be the last word in steam traction ?
Electrification is gaining ground and more and more
diesel trains are making their appearance. The British
Transport Commission is spending £2 million on light-
weight diesel services in the North of England.

Lovers of steam railways take these innovations philoso-
phically. What really shook us, however, was a letter in
the ‘“Times”, London, the other day sugiesting that
our railways should be converted into roads.  As Queen
Victoria once remarked: ‘ We are not amused.”

. health  and

«“It’s a most peculiar complaint — a severe pain in my
left side which comes on after meals.”
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CLEANLINESS LEADS TO HEALTH
AND HAPPINESS
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HOW TO PURCHASE TIEKEFSU
~

The authorised offices are

(i) the Booking offices at the railway stations, (i) the Town or City Booking

Offices, (iii) the out-Agencies, (iv) Travel Agents. Never buy tickets from

any other source as that may lead you to trouble. Please note that tickets
are not transferable.

Buy your tickets only at the proper place.

e

Buy your tickets in the proper time. You can avoid unnecessary

excitement and trouble if you come to the station in good time, that is at
least half an hour before the scheduled departure of your train. The Time
Tables of the Railway are on sale at Booking Offices and Bookstalls.

Buy your tickets in the proper manner. Queue up at the Booking
Window and you can get your ticket easier and quicker than by crowding
at the counter.

By handing in the exact fore in good coins or currency you get the
ticket easier and .quicker, and save for yourself and the Booking Clerk time
and trouble.

Check up your ticket and money before leaving the counter and draw

the attention of the Booking Clerk to any discrepancy you may notice.

(Inserted in the interests of Travelling Public)

POET

Printed and Published by Sri T. S. S. Rao, Public Relations Officer at S. R. Press for the
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