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CHARDTER "1

INTRODUCTION

In a country like India, where distances are so great, a
well planned system of communications is a vital necessity.
Unfortunately, this aspect of development was till recently
not given the attention it deserved, with the result that
large areas were completely untouched by the progress made
elsewhere. In general, while the big cities and towns were
to some extent able to keep pace with modern developments,
rural India remained in the state of backwardness in which
it had lain for centuries.

Once independence had been achieved this state of
affairs could obviously not be allowed to continue. When
the scheme of national reconstruction was being drawn up,
it was realized that development plans would be meaningless
without quick and efficient communications to link the
various sectors and ensure co-ordinated progress. Only thus,
too. could hitherto inaccessible areas be reached.

So urgent was the need to develop transport and
communications that the planners allocated nearly Rs. 500
crore in this connection under the following heads for the

period of the Five Year plan:
(Crores of rupees)

Railways 250.00
Roads 108.88
Road transport 8.97
Shipping 18.05
Civil Aviation 22.87
Ports and Harbours 33.09



Inland Water Transport 0.10

Posts and Telegraphs 50.00
Broadcasting 3.02
Overseas Communications 1.00
Meteorological Department 0.62

497.10

It will be seen from these figures that the bulk of the
allocation goes to Railways and Roads, both of which are
In a sad state of disrepair and need immediate rehabilitation.
Lesser allocations go to the rapidly expanding Posts and
Telegraphs Department, to developing the Ports and to
assisting the growing Shipping and Civil Aviation industries.
As a result it should be possible for the country’s transport

and communications to be established on a sound footing
by the end of the Plan period.




CHAPTER II

RAILWAYS

WrtH 34,000 miles of track and a million workers, India’s
railway system is the largest in Asia and fourth among world
railways; but it is still inadequate for the needs of so big
a country. The first railways in India—100 vears ago—were
company-owned and managed, and it was not till 1870 that
the State itself began to take an interest. From 1907 the
major lines were, however, gradually acquired by the
Government and leased for management 10 the companies.
By 1922 this process was complete.

World War I brought heavy military demands on the
railways, with inevitable straining of resources, but in the
twenties there was a boom period, and 5360 miles of new
lines were laid in eight years. Then came the great
depression, and the railways were only beginning to recover
from it when World War II broke out.

On the outbreak of the war the bulk of the railway
rolling stock had already sutlived its normal life, but this

worn-out stock had to be kept on the rails because of the
enormously increased demand. Again before there could
be any recovery at the end of the war, partition of the
country brought fresh problems in the migration of refugees
and the splitting up of the railway system, the latter
involving the division of assets and the administrative

problems of the transfer and absorption of staft.



REORGANISATION

To ensure the success of any scheme to rehabilitate
the railways, it was necessary first to atter{lpt some form
of reorganisation. Before independen{?e, rallway develop-
ment had been haphazard, so tha't in 1948 there.were
as many as 42 systems, 15 lines being nfwned by pr}ncely
States. The move for regrouping began in 1904, but it was
not till 1947 that a decision was finally taken to group the
railways into a small number of viable systems, reducing
costs by the elimination of duplication and waste. By 1952,
the railways were regrouped into the following six zones :

(1) Southern Zone—Comprising the Madras and South-
ern Mahratta, South Indian and Mysore systems.

(2) Central Zone—The G.I.P.. Nizam, Scindia and
Dholpur Railways.

(3) Western Zone—Most of the B.B. & C.I., the Sau-
rashtra, Mewar and Jaipur Railways.

(4) Northern Zone—The East Punjab, Jodhpur and
Bikaner Railways, the Allahabad, Lucknow and
Moradabad Divisions of the East Indian and the
Delhi-Rewari-Fazilka section of the B.B. & C.I.

(9) Eastern Zone—The remaining five divisions of the
E.I and the Bengal-Nagpur.

(6) North-Eastern Zone—The O. & T. and Assam Rail-

ways, plus the Kanpur-Achnera section of the
BB & G

RAILWAY FINANCE

There was another

. aspect to be considered. With
the railways now compl

e eétely nationalised and the need
for rehabilitation Pressing, a revision of the relationship
between the Railway ang General Finances became
pecessary. In 1924 4 convention had been adopted separat-
Ing the Railway Finances. Under the arrangement, the

railways were tg contrib
ute to the Ge ' an
amount Var}"il’]g with neral FIHHHCES

their revenue syr : | '
: o pluses. This denied
the railways the chance of building up adequate reserves
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in years of prosperity which they could use for develop-
mental purposes. Their expansion and development were
thus hindered. |

In these circumstances, the Government of India in
December 1949 accepted the recommendations of the
Convention Committee of Parliament. It was decided that
the Railway Finances should continue to be separate from
the General Finances, and that the tax-payer, having the
status of a sole shareholder in railway undertakings, should
be entitled to a dividend of 4% for five years commencing
from 1950-51. In view of high replacement costs, the annual
contribution to the Depreciation Reserve Fund was stepped
up. The Convention also provided for a Railway Develop-
ment Fund for financing passenger amenities and labour
welfare and for projects which were necessary but
unremunerative at the time of inception. Acceptance of
the Convention's recommendations marked the beginning
of a new railway policy.

REHABILITATION

The new policy came not a minute too soon. Indeed,
by now the railways were In desperate need of rehabi-
litation, repairs and replacements having fallen heavily
into arrears. On March 31, 1951, no less than 1,051 loco-
motives were due for replacement, whereas the average
number per year had in the past been 190. On the same
date there were 5514 overage coaches and 21,418 overage
wagons in service as against normal annual figures of 650
and 5,000, respectively. The track, too, had deteriorated
considerably and was in need of renovation. Finally, these
problems had to be viewed against the background of
increasing pressure on the railways in connection with
industrial expansion and the transport of foodgrains.

In the Five Year Plan, it was inevitable that the major
part of the allocation for Transport and Communications
should go to the railways, and just as inevitable that most

of the money to be spent on this section should be for new
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Victoria Terminus Yard, Bombay

locomotives, coaches and wagons. Including the amounts
normally set apart every year for renewals, Rs. 400 crore
is to be spent on the railways during the Plan period. Of
this, Rs. 208 crore will be spent on rolling stock and
machinery and Rs. 71 crore on bridges and on repairing and
improving the track. Branch lines dismantled during the
war are to be relaid at a cost of Rs. 6 crore. To provide
better amenities for third class passengers Rs. 15 crore has
been set apart, and Rs. 20 crore for opening new lines. Of
the Rs. 400 crore, Rs. 320 crore will be provided by the
railways, the balance being met from the Central revenues.
As far as possible, the needs of an essential service like
the railways are to be met from internal production. The
Chittaranjan Locomotive Works are expected eventually to
produce 120 locomotives and 50 spare boilers per year, and
the Tata Locomotive Engineering Company 50 locomotives
a year when in full production. During the period of the

10



Plan these two undertakings will turn out 268 and
175 locomotives, respectively. Altogether the Plan provides
for 1,042 locomotives to be replaced by 1956, of which about
600 will be imported.

The import of coaches and wagons will also be necessary
for some time to make good deficiencies and to replace
overage stock. Actually, in the matter of wagons supplies
from domestic production have now caught up with the
annual replacement of 6,000, and it is estimated that
30,000 wagons will be produced during the period of the
Plan. |

The present coach-building capacity is about 670 a year.
Apart from the railway workshops, Hindustan Aircraft Ltd.
produces 100 to 180 coaches annually. It is estimated that
during the period of the Plan about 4,380 coaches will be
manufactured in India. A new Government-owned factory
is being built at Perambur, Madras, at a cost of Rs. 4.61 crore.
[t will turn out 350 steel, light-weight model coaches
annually. For the next three years orders have been placed
for 3,384 coaches, of which 3,172 will be manufactured in
this country.

In the restoration of old railway lines and the
construction of new ones the most significant development
has been the completion of the Assam Rail Link, connecting
the old Assam line with the Eastern Railway through Indian
territory. Then there is the Deesa-Gandhidham line linking
Kandla port with the Western Railway. Other developments
include the expansion of the Kalyan powerhouse to increase
electric supply for the railways. The Khandwa-Hingoly
line will. when completed, provide a badly needed link
between the northern and southern metre-gauge systems,
eliminating the expensive process of ferrying equipment and
reducing difficulties in the movement of food and materials.
A1l these are aspects of the co-ordinated development
envisaged under the Five Year Plan.

il



CHAPRPTER III

ROADS

RoADs are as important as railways in opening up a
country for development purposes. In fact, they have the
advantage of being able to serve the remotest areas, where
railways for physical and other reasons cannot penetrate.
Again, in any given area in India. no matter how intensive
the railway network it cannot serve every village, whereas
all villages can with a little effort be connected by road. It
is the aim of our Government that every village should be
within easy reach of a main road.

Before this can be achieved, a tremendous amount of
work will have to be done. Our present road system 1S
grossly inadequate for the needs of the country. Methods
of construction are not very modern, and till recently atten-
tion has been mainly concentrated on the maintenance of
the main highways, other roads being neglected. Roads in
the districts are often mere tracks and, for the most part,
not motorable. During the monsoon most villages are cut
off completely from the towns. Altogether India has 239,137
miles of roads i.e. there are 19.6 miles of roads for every
100 square miles. The comparable figures for the U.S.A.,
the U.K. and Japan are 100, 200 and 400 miles, respectively,
which give an idea as to how far behind we are in this
respect.

The present trunk road system has been largely laid on
the old Mughal roads and others built in earlier periods of

our histm:y. With the coming of the railways in the last
century, little attention was paid to road development, which
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A section of the Bombay-Agra Road (by courtesy ACEY)

was relegated to the care of the provinces. World War 1,
however. brought a sudden tremendous expansion in motor
transport and, with 1t, the need for good roads. A Com-
mittee under the chairmanship of Mr. M. R. Jayakar reported

in 1927 that road development was passing beyond the capa-
city of the provinces, and recommended assistance from the

Centre in the form of annual block grants. Thus was the
Central Road Fund stituted. Later, a semi-official body
known as the Indian Roads Congress came into being. A
body of professional engineers, it 1s playing an important

Nagpur Plan—World War II and the great strain on
communications led to the realisation that a good road system
was vital to the needs of the country. The result was the
Nagpur Road Plan of 1943, which visualised the balanced
development of all classes of roads. It called for an increase
in road mileage from 178,400 to 330,000, and the improvement

13



of existing roads at a cost of Rs. 3792 crore in 10 ::,rears, tI‘he
Plan classified roads into four categorigs——ns}tmpal h1gh-
ways, provincial or state highways, major district roads,
and minor district roads or village roads. There were to
be 13,400 miles of national highways, including roads of
strategic importance, 10 be looked after by the Central
Government, while the other roads would be cared for by
the States.

This ambitious programme could not be fulfilled daue to
paucity of funds and shortages of material, but it did
immense good as it settled for the first time the broad
classification of roads and prepared the way for development
under the Five Year Plan.

Under the Plan the road system will be improved as
well as extended. In the four years before the present Plan
period, i.e. from 1947-48 to 1950-51, 110 miles of new links,
10 large bridges and numerous smaller bridges were con-
structed and 1,000 miles of existing national highways were
improved. In addition, the construction of 300 miles of new
roads and 18 large bridges were in progress at the com-
mencement of the Plan period.

The Plan provides for the completion of work in hand
and the construction thereafter of 625 miles of new links and
50 major bridges, besides a number of smaller bridges. About
3,000 miles of existing national highways are to be improved.

Of this programme, about two-thirds is expected to be
completed by 1955-56.

In the Central sector of the Plan: Rs. 27 crore have be=n
provided for national highways and Rs. 6.84 crore for selected
roads in Sikkim, the Andamans and the NEFA areas 1n
Assam and certain other roads of inter-State or strategic
importance. In addition, the Government of India have
sanctioned Rs. 10 crore as grants to the States for the deve-
lopment of roads of inter-State or economic importance not
already provided for in the State Plans. A sum of Rs. 21.5
lakh has been provided for the study of technical prﬂl;lems
connected with road development. For this last-named
work, a Central Road Research Institute was opened in

14
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The Coronation Bridge over the river Teesta, Assam

July 1952 to advise the Central and State Governments and
also the Community Projects Administration on road works.

The state roads are linked with the national highways
and are financed by the States themselves with assistance
from the Central Road Fund. According to the schemes
drawn up, the total length of metalled roads will be increased
trom 10,007 miles in 1950-51 to 12.453 miles by 1955-56 in
Part A States and from 7.588 miles to 8,129 miles In Part B
Qtates. Plans in the Part C States and tribal areas are
directed towards building as many roads as possible and
opening up .naccessible areas. The total provision for road
development in the States ‘s Rs. 76.44 crore, of which Part A
States account for RS. 5149 crore, Part B States Rs. 18.27
crore and Part C States Rs. 6.68 crore.

As regards village roads, the aim is to connect villages
of a certain size and population with marketing centres and
district headquarters. The State Governments are paying
special attention to this, and are enlisting the co-operation
of the villagers. The Roads Wing of the Ministry of Trans-
port has formulated a model scheme for the construction of
village roads on a co-operative basis. and it offered Rs. 60

15



lakh from the Central Road Fund Reserve as a contribution
towards specific projects for the period 1951-54. Road deve-
lopment has also been planned under the community pro-
jects, and it is estimated that 16,000 to 17,000 miles of kutcha
roads will be built in the village units.

During the first two years of the Plan, Rs. 6.87 crore
were spent on road development. About 190 miles of
“missing works” on national highways were constructed.
In addition, 10 of the 68 proposed bridges were completed
on national highways. As regards selected roads, in
Tripura, Bombay, Jammu and Madras nearly 140 miles of
new construction were completed. In the States, new
constructions and improvements totalled 7,200 miles at an
expenditure of Rs. 2801.3 lakh.

It may be said that, while the task of building up an
adequate road system will not be completed for many years,
the administration has really come to grips with the
problem and the position henceforth will be one of steady
progress to the country’s increasing economic benefit.

16



CHAPTER 1V

ROAD TRANSPORT

WHILE the country remains short of good motorable
roads, the bulk of the traffic in the less developed areas con-
tinues to be carried by the humble bullock-cart, which has
been performing this function for some thousands of years.

Motorised transport came later to India than to most
countries. It was virtually unknown before World War I,
but soon after that war ended public transport services
rapidly sprang up, the companies using war surplus vehicles.
There was severe competition not only between the rival
companies but between road and rail transport in general,
and the railways were especially hard hit during the depres-
sion. The new Motor Vehicles Act in 1939 was a big step
towards creating fair conditions of competition and enabling
motor transport to develop along sound lines. In 1946
encouragement was given to a system of transport under-
takings on a tripartite basis, the parties being private
operators, the State Governments and the railways. A more
recent development is the setting up of fully autonomous
statutory road transport corporations by some State

Governments.
At present there are 47475 operators of commercial

motor transport in India, of whom 46,000 are small operators,
none owning more than six vehicles. Even before World
War II ended there were several public-owned transport
organisations, and now in as many as 20 States the Govern-
ment runs services. The trend is towards public corpora-
tions, and these have been formed in Bombay, Delhi and

17



Bilaspur under the Road Transport Corporations Act, 1950.
The Act has been extended to Bihar, Madhya Pradesh, West
Bengal, Hyderabad, Kutch, Mysore and Saurashtra.

In the interests of co-ordinated road-rail transport, a
fusion of financial interests has been agreed. The railways
are now taking part in such undertakings in Bombay,
Madhya Pradesh, Punjab and Orissa, with a total contribu-
tion of Rs. 3.07 crore in capital outlay, the contribution of
the State Governments being Rs. 6.03 crore. The Govern-
ments of Uttar Pradesh, Bihar, Saurashtra and Kutch have
also invited the railways for similar participation,

Most of the Five Year Plan allocation of Rs. 8.97 crore
for the development of road transport will be spent on the
purchase of about 2,000 buses and the establishment of up-to-
date workshops for repair and maintenance.

A significant feature is the progress since the end of
World War II in the establishment of an automobile industry
in India. At present there are 15 firms engaged In the
assembly and manufacture of cars, though only two are
actually producing important parts. A severe handicap has
been the absence of specialised ancillary industries to pro-
duce parts. The industry is, however, growing fast.

Motor transport has made great strides in recent years,
and it is expected that, with the increasing participation
of the State Governments and the extension of motorable

roads it will be of great help to the industrial development
of the country.

18



CHAPTER V

SHIPPING

ALTHOUGH possessing nearly 3,500 miles of coastline and
with almost her entire foreign trade carried by sea, India’s
shipping industry is insignificant when compared to those of
the great maritime Powers.

This was not always the case, for India before the
British came had a long and distinguished record as a sea-
faring nation. Restrictive British navigational laws in the
end destroyed Indian shipping, and till the end of World
War I attempts at reviving the industry were severely dis-
couraged. Between 1920 and 1930 several attempts were
made by Indian interests to start coastal shipping services,
but in the face of strong competition by established interests
most were unable to carry on. One of the few survivors
was the Scindia Steamship Company Ltd., founded in 1919.

Agitation for Indian-owned shipping services, however,
continued to be strong, and in 1928 the Central Legislature
accepted the principle of reservation of the coastal trade
for Indian shipping. When the war broke out, however,
there were only 30 Indian ships of a gross tonnage of 150,000,
which by 1946 came down to 100,000.

In 1945, a Shipping Policy Committee was appointed
to consider plans for the development of the Indian mer-
cantile marine, and the principles contained in its report two
years later were readily accepted by the national Govern-
ment. The committee recommended the reservation of coastal
trade for Indian shipping, increased participation in foreign
trade and the expansion of tonnage to 2 million in the next
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five to seven years. DBy December 1951 the gross tonnage
of Indian shipping stood at 390,707, and by the end of 1953
it had risen to 435,300 tons—0.5% of world tonnage. Though
far short of the target, a step had been taken in the right
direction.

Meanwhile, Indian ships had made an entry into foreign
trade, two companies—Scindia Steamship and India Steam-
ship—starting cargo services to the U.K. and Europe, with
Scindias having an additional service to the U.S.A. In March
1950 the Eastern Shipping Corporation was formed by the
Government of India in partnership with Scindias to trade
with Australia and Malaya.

DEVELOPMENT PLAN

About 5 per cent of India’s overseas trade 1s nNow
carried by Indian ships, and though this is an improve-
ment on pre-war days, when none was so carried, there is
still considerable room for progress. In the Five Year Plan
this need of a sizable mercantile marine is given its due
place. The shipping development programme is designed,
firstly, to implement the scheme of coastal reservation and,
secondly, to ensure fuller participation in overseas trade.
In view of the limited resources of the shipping companies,
it is proposed to give them finantial aid on reasonable terms
to acquire tonnage. The Plan envisages an increase in the
total tonnage to about 600,000 by 1955-56, of which 315,000
will be for coastal trade. The Hindustan Shipyard is
expected to contribute 100,000 tons during the period.

For more effective participation in overseas trade, the
minimum fonnage requirements are placed at 110,000,
including 40,000 tons required by the Eastern Shipping Cor-
pﬂrati:.:m. To acquire this additional tonnage the Govern-
ment is to (1) provide a loan of Rs. 6.5 crore, to be supple-
I]’?I:E]'ltfi‘d by the companies to the extent of Rs. 2.2 crore: and
(ii) IrﬂVESt Rs. 444 crore in the Eastern Shipping Cor-
poration.

During the first tw *
were re]ucgtant to acceptﬂthf?in?sfbtezl:uplar‘l e C‘ﬂmpal"ues

1 se of the high prices
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S. S. Jalpankhi, the fourth ship built at the Vishakhapatnam Shipyard

of ocean-going ships. The Eastern Shipping Corporation,
however, placed orders with the Hindustan Shipyard for
two ships of 10,000 GRT, and for one ship of nearly 7,200
GRT with a German shipyard.

Sailing vessels play an important role in coastal trade.
It is estimated that about 2,500 sailing vessels, aggregating
about 150,000 tons, carry nearly 13 million tons of cargo
annually. The Planning Commission has suggested reorga-
nisation of this industry on a rational basis. It has also
proposed the reservation of certain commodities for trans-
port by such vessels and co-ordination of traffic between

coastal ships and the railways.
Lighthouses—A lighthouse is as important to shipping

as are signals to the railways. All important maritime

21



nations have, therefore, attached great importance to the
development of lighthouses.

With a view to meeting the increased needs of Incllian
shipping, the Five Year Plan envisages among other things
the improvement of existing lighthouses and the construe-
tion of a chain of new lighthouses. The existing lighthouses
are being provided with modern and efficient lighting
equipment to give greater optical ranges. = Where necessary,
the heights of towers are being increased to provide greater
geographical ranges. Electric lights are provided to give
higher beam intensity. In addition, about 70 new light-
houses are being erected along both coastlines of India to
make navigation safer and easier.

Lighthouses are not the only aid to navigation. Other
forms like fog signals, floating marks and buoys are also to
be installed. A suitable network of medium frequency radio
beacons will be shortly installed at False Points, Cochin
and Okha to provide very high ranges of coverage. Harbour
radar will be installed at Kandla for safe pilotage. The

“Decca Navigator” system will be employed in Indian waters
at an early date.

Installation of V.H.F. radio telephone sets are also in-
cluded in the progressive scheme for closer contacts between
lighthouse stations and the mainland and to give signals of
distress in cases of shipwreck. Lastly, a scheme for powered

boats has been drawn up to provide a means of contact and
of supplying water, rations, ete., and also for use in emer-

gency. Eventually a life-boat service will be developed.

| Vishakhapatnam Shipyard—No survey of Indian shipp-
Ing would be complete without reference to the cmuntr.y’s
first modern shipyard at Vishakhapatnam. The foundation-

by the War. Following the air
authorities ordered the removal
war its development was taken

two ships were laid in 1946,
The

of all machinery. After the
up again, and the keels of

Yard has so far turned out 11 ships, 10 of 8,000
22



D.W.T. each and a small passenger vessel. Besides the five
ships aggregating 40,000 D.W.T. actually delivered since the
beginning of the Plan period, the Shipyard has under con-
struction three ships of 7,000 D.W.T. each, in addition to two
ships of 8,000 D.W.T. each which are being fitted up after
launching, Another six vessels, aggregating over 39,000
D.W.T. are expected to be built in the remaining two years
of the Plan. .

In March 1952, following a longstanding request by the
Scindia Company to the Government of India to take over
the Shipyard, the Hindustan Shipyard Ltd. was formed, with
the Government holding the majority of the shares and
Scindias having a one-third interest. The organisation has
entered into a five-year agreement with a French firm under
which the latter is to advise on organisational matters and
the building of vessels and also train Indian personnel for
technical posts.

23



CHAPTER VI

PORTS AND HARBOURS

HAND IN HAND with the growth of India’s shipping in-
dustry comes the development of the ports. With the loss of
Karachi, the country’s sea trade has been carried on through
the five major ports of Calcutta, Bombay, Madras, Cochin
and Vishakhapatnam. The total annual capacity of these
ports—about 20 million tons, in addition to petroleum and
goods moved by country craft and bunkers—is not sufficient
for the country’s requirements. Moreover, much of the
equipment of the ports is antiquated and in need of replace-
ment.

The Five Year Plan provides Rs. 24.24 crore to moder-
nising and expanding the four major ports of Calcutta,
Bombay, Madras and Cochin, and Rs. 12.05 crore for the
development of Kandla to serve those areas in central and
north-west India which formerly traded through Karachi.
A further Rs. 8 crore is provided for oil discharge facilities
for the petroleum refineries at Trombay (Bombay) belong-
ing to the Standard Vacuum Oil Company and the Burmah-
Shell Company, which will begin working by 1955. This
provision is likely to be increased to Rs. 10 crore as the
expenditure on the project may be of this order. The
total expenditure on ports during the period of the Plan
will be Rs. 46.3 crore. The Plan provides for an advance
of Rs. 16.50 crore by the Central Government to the port
authorities to be supplemented by their own resaurc-es.' A

sum of about Rs. 1.95 crore is being advanced as loans
during 1953-54,
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The port of Bombay

The major ports, and their expansion plans are :

Calcutta—Situated on the river Hooghly 90 miles from
the Bay of Bengal, the port is not accessible to the largest
ships and its approaches have to be constantly dredged.
There is. however. an excellent pilot service, and wireless
stations keep in touch with all vessels in the river and the
Bay. The Port handles about 3 million tons of cargo per
year., DBeing a terminal of east India’s railway, road and
inland waterways systems, it has a hinterland in Bengal,
Assam. Bihar and U.P. possessing the important jute, tea,
steel and coal industries. The total value of its imports in
1951-52 was Rs. 223.8 crore and its exports Rs. 434.9 crore.

Much of the equipment has already been modernised
and the port has its own railway system, modern workshops,
oxtensive transit sheds and warehouses. New
dredgers are also being bought. Major items in the new
development programme are the purchase of a dredger,
wagons, locomotives and a heavy crane for handling machi-
nery imported for the river valley projects, and the con-
struction of two general cargo berths. During the first two
vears of the Plan Rs. 44.52 1akh was spent on the purchase
of wagons and locomotives, Rs. 6 lakh for tugs and river

cranes,
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survey vessels and Rs. 27.35 lakh on housing and sociall

services.
Bombay—The main port on the western coast, there

is direct approach from the sea, the main channel being
two miles wide. There are three main docks and a number
of open wharves for country craft. Most of the transit
sheds and warehouses were severely damaged in the ex-
plosion of 1944, but since 1950 an extensive programme of
reconstruction has been undertaken. The scheme includes
the modernisation of Prince’s and Victoria docks, the re-
construction of transit sheds and the installation of electric
cranes at Alexandra Dock. It is estimated that these works
will enable the port to handle 800,000 tons additional cargo
annually. During 1952-53 this entailed expenditure of
Rs. 86.48 lakh, with a further Rs. 5.73 lakh spent on the
housing of labour.

Madras—An artificial harbour, the problem of silt-
Ing is ever present, and constant dredging is required. The
port has seven general cargo quays and two coaling berths,
and the Buckingham Canal links it with a rich tobacco-
growing region. The cargo handled in 1950-51 amounted
to 2.15 million tons. Under the Five Year Plan, a provision
of Rs. 2.25 crore has been made for 1 wet dock, which will
enable four ships to dock simultaneously, and Rs. 0.22 crore
for two all-weather petroleum berths. During the first
two years Rs. 7.18 lakh and Rs. 19.62 lakh, respectively,
were spent on these items. :
SIG_WViZik};:P?:ﬂzm“—DEVE]ﬂPment of this port has been

; xpected that trade will increase con-

.si-derzltbliy on completion of the Hirakud Project and the in-
dustrialisation of the hinterland. Traffic increased from

716,000 tons in 1947-48 to 1,226,712 tons in 1951-52. This has
bmught a definite improvement in the financial position of
the port. As in Madras, there is the problem of dredging,
but the port cannot afford modern dredger. Similarly, a

plan for a dry dock capable of acc : . :
LA L ommodat
had to be postponed for lack of funds. R ehins has
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Cochin—This is a fine natural harbour, giving access
to about 125 square miles of navigable backwaters, Trade
has b.eep steadily increasing, total Imports in 1951-52 being
1.3 million tons and exports 3.2 million tons. The develop-
ment programme provides for the construction of new
berths for cargo at a cost of Rs. 8 crore. During 1951-53
the port authorities spent Rs. 6.03 lakh on transit sheds and
warehouses and Rs. 2.81 lakh on the construction of coal
berths.

Kandla—In 1948 the Government of India accepted the
recommendations of the West Coast Major Port Develop-
ment Committee that Kandla in the Gulf of Kutch should
be developed as a major port to serve central and north-west
India following the loss of Karachi. The Planning Com-
mission has provided Rs. 12.05 crore for this purpose, and
when the work is completed Kandla will have four cargo
berths, a lighter basin for country craft, an oil jetty and a
passenger jetty plus the usual transit sheds, warehouse
and railway facilities. Traffic handied is expected to in-
crease from 122,000 tons in 1951 to about 850,000 tons
annually by 1956 — 450,000 tons of general cargo and 400,000
tons of oil. A metre-gauge line 174 miles long, linking the
port. with the Western Railway system, was completed in
1952. Up to the end of 1953, Rs. 2.52 crore had been spent
on the port.

Minor Ports—Although the major ports handle 90 per
cent of the country’s sea trade, the numerous minor ports
are vital to coastal trade and also need attention. To

. co-ordinate its port policy, the Government of India set up
- an advisory body called the National Harbour Board, at
whose instance Shri Nanjundiah made a survey of these
~ ports and submitted a report. A number of improvements
were suggested. The recommendations have been laccepted
~ and steps are being taken to implement them. '_I‘he lmprove-
" ments are to cost in all Rs. 20441 lakh during the Plan

: Central Government will contribute Rs. 80 lakh

geperiod. The ph
- by way of loans to the State Governments concerned,
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CHAPTER VO

INLAND WATERWAYS

IN ancient India, and in fact until the development of
the railways, inland waterways were an important means
of transport. In 1834 there were regular services between
Calcutta and various towns on the Ganga. Till 1854, steamers
came as far as Garhmukteswar, 400 miles above Allah-
abad. The bulk of the traffic was, however, by country-boat.
The railways, providing a faster and more comfortable means
of transport, drew off most of the traffic that had formerly
gone by water, and the decline of the inland waterways was

accentuated by the withdrawal of water in the upper
reaches of the rivers through canals.

In recent years, especially since independence, there
has been a move to develop these waterways to play their
part in the general transport scheme. The carriage of bulky
goods can to a certain extent be effected more conveniently
and cheaply by water than by rail, thereby also relieving
pressure on the railways. Goods in this -:::ategory include
coal, petroleum, cotton, jute and foodgrains.

There are over 5,500 miles of navigable waterways 11
India. The important ones are the Ganéa and the Bra"hma*
putra and their tributaries. the Godavari and the Krishna,
the backwaters and canals of Travancore-Cochin, the
Buckingham Canal and the West Coast canals in Madras and
Andhra States and the Mahanadi canals in Orissa. In

addition to a large number of 1ar
€ and -boats,
steam and motor veseo]g pl ; i

: _ y on the Ganga and Brahmaputra
rivers and the backwaters ang canals of Travancore-Cochin.
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Country-boats on the Ganga, one of the most important inland
waterways

Large steamers ply from Calcutta 1,135 miles up the Brahma-
putra and between Cochin and Quilon In Travancore-Cochin.
The Brahmaputra service was disrupted by the 1950 earth-
quake and it will take time to return to normal.

The drawback of water transport hitherto has been a
certain lack of co-ordination between the policies adopted
by the State Governments. Since 1949, the Government of
India have been taking steps to remedy this defect. As a
first step there was set up 1In 1952 a Board known as the
(Ganga-Brahmaputra Water Transport Board in order to
co-ordinate the activities of the participating Governments
viz.. Uttar Pradesh, Bihar, West Bengal and Assam, in regard
to the development of water transport on the Ganga and
Brahmaputra systems of rivers. The Board was to consider
proposals relating to the development of traffic over parti-
cular stretches of the rivers, the maintenance and improve-
ment of navigational facilities, administrative problems
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ration and licensing of inland steam

vessels, inter-State movement of goods by river, amenities
for passengers, fixation of passenger and freight rates and
other related matters. The Central Water‘anc} Power Com-
mission, who are technical advisers on 1"1av1.gat10n, were also
represented on the Board. At its megtmg b J uly, 1952, the
Board took note of the serious situation arising out of the
Assam floods and stressed the need for measures to control
the river. It also decided, on the recommendation of
ECAFE., to carry out a pilot demonstration project to test
the feasibility of using shallow draft tugs for towing barges
and boats on shallow waterways. AN officer of the Central
Water and Power Commission has been appointed on a part-
time basis to draw up the details of the project. If this
method is successful, 1t may to a certain extent obviate the
need for the costly process of deepening channels by
dredging. :

There is a proposal for another inland water transport
board in South India to cover the backwaters in Travancore-
Cochin, which extend to Malabar in Madras State. The
matter is being discussed between the Government of India
and the two States.

The new multi-purpose river valley projects include
schemes for new navigation channels. The Damodar Valley
Project, for instance, envisages a channel from Calcutta to
the Raniganj coalfields which is scheduled to be completed
in 1-954. The Kakrapar Project in Bombay is to provide
navlg‘able channels from the sea to the Kakrapar Dam and
50 miles furtl'qer inland. The Hirakud Project will make
the Mahanadi navigable for its last 300 miles down to the
sea. It is hoped eventually to be able to link the eastern

and western coasts of India by means of dams, weirs and
locks on the Narmada, Rihand, Sone and Gangr;

arising out of the regist
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CHAPTER VIII

CIVIL AVIATION

WrtH her vast distances and favourable climate for flying
almost throughout the year, India has ideal conditions for
the development of aviation. It is. moreover, strategically
placed across the main routes between East and West.

The industry in the country is still in its infancy, with
a history of barely 20 years. [n 1932 the first scheduled
cervice was inaugurated between Karachi, Bombay and
Madras on the day a plane of Imperial Airways (predecessors
of B.O.A.C.) carried the first air mail in India. In the same
year Tata Air Lines organised a weekly service from
Karachi to Madras, and two years later Indian National
Airways operated the Calcutta-Rangoon and Calcutta-Dacca
routes and another service between Karachl and Lahore.
In 1937 another company, Al Services of India, entered
the field. During the war there was a break in civil avia-
tion, all aircraft being commandeered for war purposes, b‘ut
when hostilities ended a large number of new companies
were formed, using war surplus aireraft. There was keen

and finally ruinous competition between these new compa-
nies in the scramble for new routes, and the industry has

not yet recovered from the effects. |
With so many companies organising services, there was

tremendous expansion 1n the years following the war. Most

of these companies Were not, however, established on a
sound footing, and there was also much waste by t?le dupli-

cation of services. In order to re
to guide the industry’s growth on coT



An Indian Airines plane at Palam

ment ultimately decided on nationalisation, and a Bill to
this effect was passed by Parliament in 1953. The Act
set up two Corporations—the Indian Airlines Corporation
for home services and those to neighbouring countries, and
Air-India International for external services.

Great progress had been made since the war ended.
During 1953, when the operation of all scheduled services
was taken over by the two Corporations, Indian aircraft
flew over 19 million miles on scheduled services, carrying
nearly 4 lakh passengers. More than 83 million 1b. of cargo
and mail were lifted. In addition to scheduled air opera-
tions, five companiles were operating purely non-scheduled
services. Air-India International also ﬁperatéd non-scheduled
flights to carry Haj pilgrims between Afghanistan and Jedda
and between different places in the Middle East.

The introduction of night air mail services in 1949 was
a major achievement, and was instantly successful. In 1953,

24,290 passengers, 101,258 1b. of freight and 3.182.254 1b. o}
mail were carried. 104, :
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External Services—Before independence, external ser-
vices were confined to the neighbouring countries of Burma
and Ceylon, but today Indian aircraft fly to places from
London in the West to Djakarta in the East. Air transport
agreements have been concluded with many countries. The
starting point of this expansion was the formation late in
1947 of Air-India International Ltd. This company (now a
Corporation) operates four services weekly between India
and the U.K. and two services a week to East Africa. It
has also examined the possibility of extending operations:
{o the Far East.

The undertakings of the following eight air transport
companies which were operating scheduled internal air ser-
vices were taken over by the Indian Airlines Corporation —

Air India Ltd.,

Air Services of India Ltd.,

Airways (India) Ltd.

Bharat Airways Ltd.,

Deccan Airways Ltd.,

Himalayan Aviation Ltd.,

Indian National Airways Ltd., and

Kalinga Airlines.
Following an agreement with the Pakistan Government

on the operation of Indian qir services to Kabul across the
territory of West Pakistan, the Indian Airlines Corporation
began a weekly service 10 Afghanistan on the route Delhi-
Amritsar-Lahnre-Kabul-Kandahar on the T7th November
1953. The old Bambay-Zahidan-Kandahar-—Kabul service
was discontinued from the 26th November, 1953.

Another new service introduced by Indian Airlines
after nationalisation is a direct evening service on the
Delhi-Calcutta route with effect from the 10th December,
1953. The Bombay-Delhi non-stop night service has beemn
converted into an evening service since the 17th I.)ecergl::er,,
1953. Both these evening services are operated with Viking

aircraft.

The expansion of Indian air services and the require-
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eign services which tfatversg the country
have greatly increased thfe task of _the .CIVII Aviation pepqart-
ment- in providing terminal navigational, communications
and other facilities for aircraft. The department operates
77 aerodromes, three of which—Santa Cruz_ (Boml?ay),
Palam (Delhi) and Dum Dum (Calcutta)—.-arg mterr_latlonal
airports. Air traffic control services,'navlgatmn.:al a.1ds, and
air to ground and point to point radio communications are
provided throughout India. There is a network of radio
ranges and direction finding stations. |

A civil aviation training centre was established at
Allahabad in 1948 to meet the need of trained personnel. It
comprises four wings: (a) Flying School; (b) Aerodrome
School: (¢) Engineering School; and (d) Communications
School.

There are 10 subsidised Flying Clubs—at Delhi, Banga-
lore, Bhubaneswar, Bombay, Jullundur, Lucknow, Madras,
Nagpur, Patna and Barrackpore. Another has lately been
established at Jaipur.

The Indian Gliding Association, Bombay, has been
revived and another gliding club formed in Delhi. Both
receive subsidies for the purchase of gliders and equipment.

ments of the for

DEVELOPMENT PLAN

The plan for the development of civil aviation has
two aspects. The first is the provision of new aerodromes
and facilities for meeting increased traffic. The second
1s the reorganisation of the industry. In the first phase,
the Five Year Plan provides Rs. 1.85 crore per annum
for the first two years and Rs. 9.5 crore for the remaining
three vears. A number of new aerodromes have already
ted and existing ones improved. These in-
clude four landing strips in each of the States of Tripura
and Assam and a new aerodrome at Mangalore. The run-
waye at Dum Dum, Palam, Gauhati and Bagdogra have been

mproved, and proper lighting facilities provided at Santa
Cruz and Dum Dum

been comple
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For reorganisation, the Plan provides Rs. 9.6 crore.
This is being used to meet the cost of new aircraft and for
iaking over private airlines.

One important point remains—aircraft manufacture in
India. History was made on August 13, 1951, when the first
[ndian prototype designed and constructed at the Hindustan
Aireraft Factory was tect-flown and found to be satisfactory.
This was a big step forward towards the goal of self-
sufficiency in this vital industry. There is, of course, a
iremendous way to go before India can manufacture aero-
nlane engines and other complicated parts of a modern
sircraft. but the great thing is that there has been some
wlid achievement in a very short time, and India can con-
fidently look ahead to the day when she will have a fully
developed aireraft industry of her own
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CHAPTER IX

poSTS AND TELEGRAPHS

Tue history of the modern Indian postal system really
begins In 1774, when Warren Hastings made postal facilities
available for the public. Eight years before, Lord Clive
had introduced a service solely for Government purposes,
and before him the Mughal emperors also had maintained
courier services for official use.

It was not till 1837. however, that a public post was
officially established and the carriage and delivery of mail
became a state function. A dual system came into being
the Imperial Post controlling the main routes and the
District Post the minor services. In 1854 the postage stamp

was introduced and in 1890, following the recommendations
of a commission, the entire system was reorganised.

The next development was the carriage of mail by air
with the extension to India in 1929 of the services of
In.iperial Airways, followed the next year by KLM and
Alr-Fjrance. A state air mail service was started between
Delhi and Karachi, and in the next few years it was rapidly
Extended: [ndia introduced an airmail postcard in 1931.

The introduction of the “all-up” service In 1949 was a
landmark in the history of the postal service. Now all
1Ette_rs and money orders are carried by air wherever
pismble without additional charge. The scheme has
zfo;:jnﬂd“ ;Hg]ualiﬁed sgccess, and it is estimated that 27:%
B ﬂ{ S werf-:- airlifted in 1951-52. Overseas mail,

ing increasingly carried by air. Cheap air-letter
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Telephones being assembled at the Bangalore factory

restricted to countries of the
«tended to all important coun-
arcel services to Afghanistan,
Switzerland, the U.K. and

facilities, for a long time
Commonwealth, have been €
tries, There are also air p
Australia, Ceylon, Egypt, France.
the U.S.A.

Since independence the Postal Department has rapidly
expanded. From 18,121 rural and 3,999 urban post offices
in August 1947, the numbers ose to 37,434 and 5,769,
respectively, by March 1953. As a result, 80 million people
in the rural areas and 10 million in towns and cities have

increased postal facilities. A scheme to open 4 post office
pulation of 2,000 or more

In every rural locality with a po |
was virtually completed by the end of 1952, but 1t was
then found that in some Cas€s headquarters of tehsils and
talukas were still not served; It was decided, therefore,
in April 1953 to take into account the distance one had to
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iravel to reach a post office besides the pqpulafion of an -
area: Post offices will now be opeged at all -headqumm

of tehsils, talukas and thanas provided that in any parti.
cular case the loss entailed does not exc?ed' Rs. 750 per
year and comes down to Rs. 240 or less '.mthm five years.

In backward areas like the Lushai Hills, ﬂ'.lE Santhal
Parganas and Himachal Pradesh, however, the limit of loss
will be Rs. 1,000 a year. In choosing areas with a population

of at least 2,000, care will be taken that every village served

is within two miles of a post office.

It is estimated that the number of post offices that will
be opened under the new policy during the last three years
of the Five Year Plan will be about 10,135, at a total cost
of Rs. 25 lakh.

TELEGRAPHS

There is considerable scope for expansion of the tele-
graphic network, which is grossly inadequate for the needs
of so big a country. Progress, has, however, been made in
the past few years, the number of telegraph offices, for
instance, increasing from 7.330 in March 1948 to 8,468 in
March 1953.

The total mileage of telegraph and telephone wires at
the end of March 1953 was 777,500, in addition to 789,900
miles of conductors and 432,500 miles of carrier channels.

Efficiency Measures—The efficiency of the telegraph
service has steadily improved through constant, attention.
The following special measures have been taken :

(1) Provision of additional direct long distance out-
%Ets between stations. Eleven such outlets were provided
1]2512922—49‘ 6 in 1949-50, 8 in 1950-51, 7 in 1951-52 and 6 in

(2).Exten:‘5iun of the high-speed voice frequency system
to provide relief tq heavily congested circuits.

(3) A high-speed system with teleprinters has been

ntroduced on all main cireuits, In all, 1035 teleprinters
areé now In operation

(4) Booking of telegrams has been accelerated by pro-

38



viding national cash register machines at m < Gtip
it ; ore telegraph
Qﬂiceféﬁlsgzeg 35 uch machines were provided prior to 19g50-§1
7 1n -52, 23 in 1952-53 and - b
{oxshi 60 were being added during

(5) Steady acceleration of the transmission and delive
systems in the principal telegraph offices. :

(6) Traneit delays of telegrams traversing the circuits
leading to the Bombay Central Telegraph Office are expected
to be reduced considerably with the introduction of the
mechanised system at the Bombay C.T.O. This system is
likely to be extended to the New Delhi, Calcutta and other
telegraph offices.

HINDI TELEGRAPH SERVICE

The Indian languages telegraph service in the Deva-
nagari script has been extended to several stations since its
inauguration on June 1, 1949, with 9 stations. Three new
stations were linked in 1949-50, six in 1950-51, five in 1951-52,
80 in 1952-53 and 433 from April to December 1953. A total
of 536 offices are now handling Indian language telegrams

in the Devanagari script. It is proposed to extend the
service by the phonocom system OVer short-distance trunk

telephone circuits.

As a first step in the plan to extend the service to all
district headquarters in Hindi-speaking States and other
States where the demand exists, siX Hindi morse telegraph
training classes have been opened. So far 420 officials have
been trained and 120 are under training.

A proposal to introduce a Hindi teleprinter service is
wo creed-type teleprinter machines,

were modified in the Jabalpur
qsed during the Congress session

under consideration. T
the keyboards of which
workshop, were actually
at Nanal Nagar.

TELEPHONES

f the telephone
India 1n

The importance 0 in modern times .need-s
' '« as in most means
no emphasis, but progress 1o this.
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Postmen sorting out letters

of communication, has been rather slow and unable to keep
pace with demand. |

The first service was inaugurated in Bombay 1n 1879,
and six years later exchanges were installed at Bombay,
Madras and Karachi with a total of 29 telephones at the
start. Thereafter there was a gradual 1ncrease, and in 1914
an automatic exchange of 700 lines was opened at Simla.
At the outbreak of World War II the number of exchanges
and telephones stood at 297 and 85,000, respectively. By
March 1953 the number of telephones in use had risen to
195,800.

The expansion of trade and industry in the post-wab
years sent demand soaring, so that the supply of telephones
became grossly inadequate. Nor was it possible to rapidly
Increase the number of connections, as there was a severe
Shﬂrtage of materials. Even before the war was over there
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was a move to set up a tel .

Telephone Industries was formed as a joint stock , Indian
with the Government of India holding 83% DtF thcenm}?an}*,
The manufacture of all items required for auts 31‘?5-
oxchanges and the carrier system has been undert.ake{:lma ;C
with production in full swing, the assembly of equi ;:n';
for 30,000 lines a year 1s expected by 1955. Swig_-hggards
and other equipment are manufactured in the P. & T
workshops at Bombay, Calcutta and Jabalpur. A tele;
phone cable factory is also being set up at Chittaranjan near
Calcutta.

The country’s entire requirements of telephone equip-
ment are now being met from home production, thereby
removing a major obstacle to the rapid expansion of
telephone services throughout the country.

WIRELESS

In addition to telegraph and telephone facilities, India
has a wireless communications system, which serves several
useful purposes. Wireless <tations maintain contact between
fixed points as a standby 1o the telegraph system In case
of a breakdown of the latter. Stations at coastal places
mainiain contact with ships at sed and also aircraft flying
over the sea. Such stations are established at Bombay,

Caleutta and Madras and also at minor ports such as

Mangalore., Karwar and Ratnagirl Meteomlogica‘l stations
exchange weather data with ships and also with other
been set up at J abalpur,

countries. Monitoring stations have |
Calcutta. Delhi and Bombay under the International Tele-

communications Convention 10 detect harmful interference

or misuse of wireless communications. - il
Wireless has also been put to addltlﬂﬂal constructive

uses such as helping fight the locust menace.
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EFAPTER - X

BROADCASTING

BROADCASTING is a very effective instrument for the social,
educational and cultural advancement of a nation, and its
development is, therefore, of the utmost importance. This
great and effective medium had a very small beginning in
this country in 1927, when the first broadcasting station 1n
India was opened in Bombay by a private company. Three
years later the State took it over. By 1938, six stations had
been set up and the number of receiver licenses had reached
65.000. During the war the latter rapidly increased, exceed-
ing 200,000 by 1945. In 1947, however, there were still only
six stations. This was clearly inadequate, and an ambitious
eight-year development scheme was drawn up. Shortage of
funds caused this to be modified, but the main features were
incorporated in the Five Year Plan. The development plan
is a threefold one, the objectives being the strengthening
of the present network, improvement in the quality and
variety of the programmes and rationalisation of the location
of stations.

Today the number of broadcasting stations stands at
91. the latest addition being Poona. These are divided into
four zones—Delhi, Bombay, Madras and Calcutta. The
number of receiving sets increased from 2,75,955 in 1947 to
7.38.126 in November 1953, the average rate of increase being
almost 8,000 sets per month. The number of community
sets in rural areas and in schools has also gone up. Broadly
speaking, there are two radio sets per 1,000 of population.
This does not compare favourably with even some Middle
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Control Room 171 All-India Radio, New Delht

193. Japan 106, the

East and Asian countries, [srael having
ts per 1,000 people.

Lebanon 36, Egypt 12 and Ceylon four se
[Inder the Five Year Plan, however, the area served

roadcasts is being rapidly extended, and by the
it is hoped, moOre than half the
population, embracing a third of the country’s total area,
broadcasting service. Under the Plan,
to be set up to cater

by radio |
end of the Plan period,

will be served by our
high-power medium-wave st
e linguistic

ations are
units, with a few short-wave
broadcasts. High-power medium-
at Bombay., Ahmedabad.
medium-wave
Rajasthan and
Poona (already
and Rajkot. The transmitting
H}'LfL‘l'Hl’Jﬂ(i and Madras
nt proposal 1S the

to the needs of tl
countrywide
are to be set up
salore and new

stations for
wave transmitters
Lucknow and Ban|
qs Madhya Bharat,
ations Wil be at

Jullundur,
in areas such
These latter st
Indore, Jaipur

the Nagpur, Gauhatl,
An importa

statiolns
Saurashtra.
on the air),
“'tl‘l*tH‘[Th of

«tations is being increased.
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establishment of high-power short-wave transmitters of
100 kw. each at Bombay, Calcutta and Madras.

Where stations have in the past sprung up too close
together, as at Jullundur and Amritsar, thts:- matter is being
rectified by installing a high-power medium-wave trans-
itter at one of them. Jullundur has been chosen in this
particular case. and the weak transmitters at Ahmedabad
and Baroda are similarly being replaced by a strong trans-
mitter at Ahmedabad.

Main Functions—One of All-India Radio’'s main funec-
tions is to help preserve India’s cultural heritage. This is
done mainly through the national programmes of music,
at present being broadcast from Delhi only but to be
extended in due course to Bombay, Calcutta and Madras.
Through these programmes not only is the country’s rich
store of classical and folk music revived but the topmost
musicians are able to perform for the benefit of those who
would otherwise have no chance of hearing them.

As the great majority of the people live in the villages,
rural broadcasts are also of the utmost importance. To
enable them to listen to All-India Radio’s programmes,
nearly 6850 community sets in rural and industrial areas
have been installed. Special broadcasts are arranged with
the co-operation of the State Governments and deal with
their intimate problems of food production, social reform,
ete., besides containing items on folk-lore and light topics for
their entertainment—all aimed at a gradual introduction to
;};Ed?:t %no;ie ?ﬁ%“tl‘}’_'s culture. It is estimated that in
brnadchz;stinq hc;};. Eéhl and Uttar Prad?sh, .where .r.u:r.‘al
B, ‘br{}ui h‘{“a _E} f’l‘lu?h progress, llsten.m.g facilities
A big obstacle i} m‘*‘-’lt*llr:lr_the. el B mﬂhftm People.
Gillh 2o *At pms—enhtx?}?nmﬁwn Is lack of electricity in the
L batter oy C‘.I)S m being lpartl}r overcome by th‘e
purpose river v‘all;y ~chn PR e tl:na ma]m: mu.]tl-
ofithe oirall areas 11"1{3:9 iEI;I;l-ES and the ra;.ald. E]E‘Ct!‘lﬁ?at]ﬂn
number covered +bv thesésb o tﬂ_ be a big increase in the

: roadcasts.

Educational broadcasts for schoolchildren in the regional
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languages are _a nother feature, At present over 2,300 educa-
tional institutions are served, and in some areas the broad-
casts form part of tbe curriculum. Special talks are also
given from t?me. to time on topics of genera] interest such
.s the Constitution and the Five Year Plan. Yet another
Epecial feature is radio reporting, which covers national
tostivals, conferences, meetings, cultural activities and
sports. Finally, there is the vast news organisation of AllL
India Radio, which puts out 73 news bulletins every day

in 31 languages, keeping the country abreast of world affairs
and the world informed on Indian affairs.
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CHAPTER XI

OVERSEAS COMMUNICATIONS

BEroRrRE Independence, India’'s external communications
were almost entirely through London. Today there are
18 radio circuits linking India directly with distant countries.
as compared to six radio circuits in operation at the end of
1946.

As was the case with most countries, India’s foreign
telegraph services were {ill 1927 bv submarine cable. The
first radio telegraph service with the U.K. was inaugurated
in that year by the Indian Radio Telegraph Co. Ltd., Bombay.
In the competition between radio and cable the latter fared
bad.ly, and so in 1932 the two interests were merged into the
Indian Radio and Cable Communications Co. Ltd. This
ax:rangement continued till January 1, 1947, when the ser-
vices came under public ownership and have since been
worked py the Overseas Communications Service, a depart-
ment directly under the Ministry of Communications,
Government of India.

' Rﬂdlf-’f' TETEQTﬂph_The Bombay-London service has been
2—’1 ?PEPaEﬂ'n since 1927. The Delhi-London service, started
a;]lglflg the war, ‘has been retained as a permanent circuit
i 1_5111_10“’ handling about 15% of India’s total traffic—about
millioz rear
o o “i";t‘;’ﬂréi;? }Ed}. Conta‘ct has been regularly main-
Chungking Ina, the service originally working to
gKing and now to Shanghai. The Bombay-Tokvo ser-
vice, started in 1933 - : Oia s

) » Was suspended during the war but was

restored in 1950 - hemgg )
n . The American d '

QR Uadlo delaarant i s en of the India-U.S.A.

8raph circuit is being shared by two compa-
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nies ViZ. R.'C'A' and Mackay Radio & Telegraph Co. A direct
service with Moscow was opened in June 1391 from NEC
Delhi; _till then messages between India and Russia h;i
gone Vvia London. A service to Australia was started during
the war; Nnow there are also direct services to Indonesia,

Thailand and Afghanistan.
The establishment of radio-telegraph services with

certain other countries is under examination.
Radio Telephone—The Bombay-London service Was
Through the relaying facilities at

jnaugurated 1n 1933.
extended, Italy and

{ondon, the service is being rapidly
the Vatican being the latest additions.

Meanwhile, India has developed direct radio telephone
services with Indonesia, Egypt, lran, Japan, East Africa

and Hong Kong. Besides ordinary calls, radiophone is used

for inter-continental interviews, discussions and for pro-

gramme material to be rebroadcast.
o bmarine Cable—Despite being expensive both in
capital and maintenance costs, ¢ rine cables, which

pioneered international telegraph contacts, continue to be
f Jong-distance communications.

a very important means 0
Qur cable lines are.
(a) Bc}mba}'-Aden-Alexandria-Gibraltar—Lcmdon
(b) Bombay-A ‘
(¢) Madras-Peuang-Sinh‘
Multi-address Broadcast
into use as an inexpensive m
dissemination of news

this method of sending O o
abroad. T verseas Communications

i isgions OI pehalf of the Government

speed mMOTSE

handling ne These slOW
three dozen of our

1lise i
o .. and, a recent addi-

Europe, |
Before 10N8 it 1s hoped 10 extend the

eans ol speedy al |
jes have started using

. to consular posts

broadcasts are daily
consular posts 11 Asia,
tion, South America.
service to North America. i
Radiophot el ossible 10 signal
countries written m ial, drawings ©F k
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are recorded at the other end as photo replicas of the tx
mitted material. The India-London radiophoto ser
inaugurated in 1948, has been extended to many Kurog
nations bordering the North Sea. The O.C.S. also h
service to the U.S.A.

Expansion—During the first six years of nationa
tion, India’s external communications services handled ah
15 million telegrams of a total of 424 million words, 4(
radio telephone calls, 300 radio pictures and over 3.5 mil
words as news and information. These figures are imp
sive. but actually the services have not yet attained the
required by a country which has a sixth of the wo
population and is believed to rank seventh in world tra
A vast expansion of foreign communications is necess
in keeping with India’s growing stature in world aftairs

Expansion in this sector under the Five Year Plan
cost Rs. 1 crore. The scheme envisages the modernisat
and expansion of the Bombay and Delhi centres and
opening of similar centres at Calcutta and Madras.
will ensure the balanced dispersal of services needed
the speedy disposal of foreign messages.

The establishment of the new centre at Calcutta
been given priority. Over 20 million words a year of te
graph traffic, amounting to 30% of India’s telegrap!
wordage, are handled by that station. A pilot station v
epened at Calcutta in March 1953 in temporary buildin
and with equipment released from other centres. The c

tuction of permanent buildings is in hand and the mayj
on of the equipment ordered from abroad is expect
received and installed during the Five Year Pld
d'he opening of this station is an important eve
11, *lopment of India’s external communications.
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