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PROLOGUE

The emergence of Cochin as a major centre of trade, commerce & industry was always a fascinating thought while thinking of the limited resources this erstwhile princely state always had. This small strip of land, set on the west coast of Indian peninsula was considered a small town, vulnerable to political instabilities and affected by the constant change of aged rulers who remained in the seat only for very short periods. However, Cochin was fortunate to get some visionaries as Maharajas, assisted by able Diwans towards the end of 19th century & at the beginning of 20th century. They also got longer periods to rule compared with many of their predecessors. They took some bold decisions & important initiatives and launched Cochin into a different trajectory of growth that could change the face of this tiny town. They were also successful in preparing Cochin for the modern times with the help of The British Empire. The main contributions of the Maharajas of this period were their focus on education, infrastructure like roads / bridges / rails, good governance and the setting up of a world class Harbour. While the state had limited revenue generation sources to fund these ambitious initiatives, the Maharajas perhaps looked at the largely untapped wealth that remained inaccessible in their forests. The need of the day was to get as much revenue as possible to drive their dream projects. It could be the reasoning & thought that went behind the setting up of this engineering marvel of those days called “The Cochin State Forest Tramway”. The Tramway continued to remain operational for a few decades, brought in wealth and contributed much to the state treasury so that Cochin could equip herself with the right infrastructure and turn out to become a major commercial & trade hub of the Indian peninsula. In a way, The State of Cochin and presently the modern Kerala owe a lot to this tramway and the people who were behind it. The Kadar tribal community in Parambikulam forests & the workers who were on the tramway rolls need a special mention here for their hard work & personal sacrifices for making the idea a reality and operating on it. “There is nothing like it in all of India”, once wrote H. Champion, the Imperial Sylviculturist. 
I take this opportunity to thank the following individuals who provided valuable information and guided me to bring out this journal. 

	· Satish Pai of Indian Railway Fan Club
	For remaining as the focal point of IRFCA, leading me to the right sources for information and encouraging me at every stage




	· David Churchill – A rail fan & historian, based in the United Kingdom
	David provided me with notes, sketches & pictures and guided me through my imaginary travel on this defunct tramway line. He did a thorough mining of the railway archives in the UK and Orenstein & Koppel’s records and came up with some fantastic results. I owe a lot to David for doing all hand holding I needed.



	· Marc Reusser – A famous rail fan based in the USA
	When David came to know that two men, sitting at two ends of the world are working on the same topic at the same time, he introduced both Marc & me. We exchanged our draft articles and this is what Marc once wrote to me - “We seem to be writing along very similar lines…at times I thought I was reading my own article”! Marc provided some marvelous pictures and some valuable information.



	· U V Jose, Ukkens Group, Chalakudy, Kerala, India
	Jose emerged as a reliable source during my wild hunt for some leads in Chalakudy. He took pains to look around the villages and paraded around 10 ex-workers who were a part of this tramway. Meeting them & sharing their memories was a wonderful experience. Jose also introduced Srihari Moorkannoor to me. Hari is a journalist who did all “footwork” at Chalakkudy. 



	· The Divisional Forest Officer, Parambikulam & his team


	For allowing me entry to protected areas of the sanctuary to search for remains and giving valuable leads for my research work. 


This journal is being published to commemorate the centenary of the tramway and as a tribute to its contributions to modern Cochin. While I tried my best to ensure the authenticity of facts, some errors might have crept in. Readers are requested to notify any such errors, so that it can be corrected. Critical responses are also welcome. Please feel free to let me know your feedback on this memoir. I can be contacted on devanvarma@eth.net or devanvarma@gmail.com

I hope that the readers of this journal get an insight into the thoughts & dreams of bygone generations and their will power combined with hard work. I will be glad if this publication adds to our efforts for preserving the heritage and benefits all those who are keen to know of our history. 

	Devan R Varma
	B – 018, Sterling Park

	25th December 2005
	Bangalore - 560092

	Bangalore
	Karnataka, India

	
	++91 80 23620140 / 98452 66026


INTRODUCTION

Little has been written on the history of Indian railways, and detailed histories of ‘minor’ lines are particularly rare. Those that survive today are may be called toy or heritage lines or seen as quaint relics, terms which totally belie their local importance in past times. 

I have long had a special interest in the narrow gauge and minor lines of India and have found the IRFCA internet group very helpful in making contact with those having similar interests or memories. I was delighted when, in September 2005, Devan Varma began to ask questions of the group about the Cochin State Forest Tramway.  At the time I only knew a little about it and had no idea of its importance to Cochin or its engineering ingenuity.  If it had survived to the present day, it would I am sure be considered as one of the railway wonders of the world.

Devan has done a marvellous job in uncovering all manner of detail about the Tramway and what remains of it, and has assembled them into a fascinating and readable journal. My contribution to the work was small, but I was able to steer Devan towards some information available in the UK and Europe.  A little later I introduced him to Marc Ruesser in the USA, who had more useful and complementary material including some wonderful early pictures.

The journal is therefore an example of international co-operation, in a way only recently made possible by the internet and the existence of groups like IRFCA.  
I hope that it is a precursor of other similar projects, where local researchers, with access to remains, memories and local records, can be assisted by those of us overseas, who can trawl the  early archives, manufacturer’s data and information from the ‘railway enthusiast’ fraternity in Europe, the  USA and elsewhere.

Finally, can I appeal for any readers who have memories, pictures or information on the Forest Tramway, however trivial they might appear, to contact Devan. I know that there is further research to be done and I am sure that a lot more remains to be recorded for posterity.

David Churchill     
(Solihull  UK)   
20th December 2005

1. THE PRINCELY STATE OF COCHIN 
Cochin was a princely state of India before integration which was ruled by the Royal Family of Cochin. It was a tiny state sandwiched between the mighty Travanvore on one side & Malabar on the other. Due to its size, Cochin did not have a good deal of resources as a state, all they had was around 50000 hectares of forest towards the east, couple of rivers flowing westwards and a natural Harbour on the west. The Maharaja’s vision was to turn Cochin into a major trading place on the west coast thus attracting traders from around the globe. The first requirement was to remove under water sand beds that stood at the mouth of harbour as a barrier, deepen the ship channels so that bigger ships could reach the port and anchor. Sir Robert Bristow was commissioned by the Maharaja to convert Cochin into a major port. When Sir Bristow came to Cochin in 1920, it was a port where the ships were berthed offshore with cargo loading and unloading being done using light boats. The ships were exposed to all the violent forces of the open sea. Bristow was a visionary who foresaw that futuristic ports will be those which would take ships alongside the berths. When he left in 1941 he had transformed Cochin as the safest Harbour in the peninsula, where ships berthed alongside the newly reclaimed inner Harbour, equipped with an impressive array of steam cranes. The steam ship `MT Padma', coming from Bombay, captained by Captain Bullen gracefully sailed through the newly dredged channels and docked along the new Harbour on May 26, 1928. The modern Port of Cochin, Queen of the Arabian Sea, opened its gates to the world!
For inland connectivity, the Maharaja requested the British to extend the railway line from Shornur in British Malabar to Cochin. Records at the archives reveal that the Maharaja had a prolonged, detailed correspondence with the Resident of the British Empire since 1862 on the ways and means to establish the railway line. Finally, the State was asked to fund the entire expenditure involved in laying the lines. The State then was not rich enough to raise such the substantial investment. 

The treasury records say that the Maharaja sold most of his valuables & even 14 gold elephant caparisons that belonged to the family temple and other ornaments to fund the project. Construction began in 1899 and the 62 mile long meter gauge railway line (later converted into broad gauge in 1935) from Shornur to Cochin was completed. The first train belonging to The Cochin State Rail Service arrived at Cochin on 16th July 1902. 

The Maharaja also took a unique move by inviting established trading communities like the Jews, Gujaratis & Konkanis to Cochin and allowing them to settle there. All these communities were given place to build their warehouses, houses and places of worship. They were encouraged to connect Cochin with the world outside with their trade connections. Colonies of these communities can still be seen in Cochin and they continue to remain as the business leaders of Cochin even today. The only functioning Jewish Synagogue in India can also be seen at Cochin.  After the port was upgraded, Cochin emerged as a major trading point of timber, spices, tea, coir and various local products. The neighboring minor ports in Travancore & Malabar could not offer any competition to Cochin and thus the port of Cochin flourished. 
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2. THE IDEA BEHIND THE VENTURE

While 
planning for a modern port & rail connectivity to convert Cochin as a major trade & industrial hub was going on at the Maharaja’s Durbar, the British drew Maharaja’s attention towards the huge potential that remained largely untapped in the highlands of the state. The forests in the highlands were abundant with Teak and Rose Wood and endowed with other forest products too. 

The next couple of years saw some unsystematic & destructive attempts to harvest forest products & timber around Chalakudy basin that extends up to Parambikulam & Nelliyampathy ranges. Forest lands were leased to private individuals with no limits on cutting. Many forests began to quickly become depleted, until 1812, when Col. John Munroe, who was at the time The Resident of Cochin, and considered an able administrator put forth sensible reforms, put a stop to the uncontrolled leases, and in 1813 appointed Malamel Vicharippu as head of the Forestry Department.

However, despite these efforts, between 1855 to 1875 over exploitation of forest, and clear cutting of land for agriculture resulted in the destruction of vast tracts of forests. In 1880, control of the Forest Department was turned over to Lt. Leth Bridge, who ruthlessly exploited the forests for the financial improvement of the state, even implementing a failed program of sowing teak seeds. Then the Forest Department was placed under the control of a European officer named J.A. Kolhoff, who was appointed as the first forest conservator of Cochin. He implemented a set of regulations and guidelines for harvesting the various species of trees.

In 1895 suggestions for a better management of the forest were presented to the Maharaja of Cochin by Sir James Thompson, which resulted in 1897, with the Madras government providing the Cochin state with a British forest officer by name, Foulkes. Foulkes was assigned the task of inspecting the forests, and developing ways to better manage, administer, and profitably develop them. Foulkes’ report to the government recommended that a trained and experienced forest officer be obtained. Acting on his advice, the Maharaja of Cochin requested such from the Madras government. Thus in 1897, Alvar Chetty, T.F.S., became advisor to the Maharaja, for the following seven years.

Chetty’s first act was to establish a period of rest for the overburdened areas of the forest, and develop a sustainable outlet for timber. He imposed restrictions on the collection from the forests, and developed the Cochin Forest Act (implemented in 1905), which was based on the Madras Forest Act of 1882. Meanwhile, he came across a document that contained an idea presented by J A Kolhoff, in 1894 while he was the conservator of forests. Kolhoff’s proposal was to construct a funicular railway to bring timber from the Western Ghats to Chalakudy with an idea of working these interior forests.  He suggested 12 miles of wooden Tramway from Anapandam to Orukomban. However, no work was initiated on this report. 

Alvar Chetty initiated another survey for the same purpose with a similar idea, but without rails. A forest engineer by name Haldwell was commissioned to survey the feasibility of this proposal. The plan was to transport timber through the rivers originating from the forests and to minimize the usage of expensive rails to the extent possible. In this plan, timber from the virgin Parambikulam Forest was to have been floated via the Parambikulam River to the head of the tramway in the valley, where they would be loaded onto the log cars. (This was soon to be changed though when in 1903, during a visit to the Parambikulam and Nelliympathy forests, the Maharaja suggested a revision of this scheme, which provided for a 12-1/2 mile extension of the tracks to Parambikulam. This decision was based on the fact that the previous two years, the Parambikulam & Karappara Rivers had provided an unreliable, and inadequate amount of water to float the supply of logs.) 
The initial plan called for first section to cover 8 miles in the valley, starting from Orukomban, followed by a 5000 ft. incline down to the second section, which was to be 4-1/2 miles long, followed by a 7,000 ft. long log slide, to the third section, which was also 4-1/2 miles long, ending at the Kurumali River. From this point the logs could then be floated downriver during monsoonal periods, or carted to the nearest state railheads in Chalakudy & Trichur during dry periods. During this survey, it was found that there are plenty of rock formations in Chalakudy River and the cost of removing these obstacles for easy transportation of timber was not justifiable. Also, the rivers could be used only for 4 months in a year due to varying water levels during different seasons. Hence, the original idea of Mr. J.A Kolhoff was adopted to transport timber from deep forests on rails. On completion, Kolhoff’s original idea of 12 miles of rails had grown both ways and reached a total length of 49.5 miles !

On completion, there were many changes from the original plan. Plans to minimize rails & use Parambikulam, Karappara & Kurumali Rivers to transport logs were shelved. Rails were laid right up to Chalakudy and on the other end, were extended further into the forests up to Chinnar / Parambikulam. There were plans to make feeder lines to this line from deep jungles. However, this plan did not happen. During the first half of 20th century, to the outside world, forests of Chalakudy basin were more or less synonymous with the forest tramway. Chalakudy was also the Forest Headquarters of the Cochin State. Even today, remains of some buildings of the tramway project & a road called Tramway Station Lane can be seen in Chalakudy. 
The original plan also called for the mode of traction for the timber trucks to be manual labor. However it soon became apparent that with the line now being around 50 miles long, this would prove to be uneconomical, and in Sept. 1904, the decision was made to go with locomotive power. 

Even with the tramway completed, there was still no plan in place for proper forest management of this new area. Proposed timber surveys, mapping, and felling plans were never implemented. The forested areas were merely divided into 4 felling quadrants, and the permissible felling area was set at 640 acres annually. Minimum girths for felling were assigned to the various species, Teak and Rosewood at 6 feet and other species at 4-1/2 feet.  The only purpose to the felling was to keep the tram operating without a loss. The tramway helped to transport about 10,000 cu.m in a year and exploit about 32,000 ha of forest areas. The total extent of forest areas in Cochin during this period was about 50,000 ha. 

The construction of the tramway commenced in 1901 and was inaugurated by Sir Arthur Oliver Villiers Russell, 2nd Baron Ampthill, Governor of Madras, in October 1905. Regular work in the tramway started in 1907. On June 26, 1907, the Maharaja of Cochin passed the Cochin Forest Tramway Act, which provided for protection and management of the tramway.
3. DESCRIPTION OF THE TRAMWAY

The total length of tramway is 49.5 miles. Considering the double lines between certain points, the total length of rails laid is 56 miles. The average incline of the tramway is 1 in 80. The steepest point has an incline of 1 in 2.5. The entire tramway is divided into three sections and the detailed description of the route is as below:

Section 1:
Chalakudy, the forest headquarters used to house the tramway workshop & timber yard. The line started from Chalakudy and went through plains for the first 9 miles on the north side of the river. Between 9th & 10th miles, there were 2 zigzag bends with minor ascent. Then the line continues through plains till 19th mile along Muppili range of hills. There are 4 more zigzag climbs between 19th mile and the 21st mile. The end of section 1 is Anapandam, which is 21 miles from Chalakudy. The major reference points along this stretch are – Vellikulangara, Chowka, Muplypuzha and Chokkana. There were two locomotives that used to pull the trucks & saloons in this section.
Incline Cluster: 1
The first cluster of inclines started at Anapandam and ended at Thoppathi Kavalai between 21st mile & 23rd mile. There were three inclines in this cluster. The slopes of this set of inclines were – the first one with a gradient of 1 in 15 was of 2910 feet length, second one with a gradient of 1 in 7 was of 2640 feet length and the third with a gradient of 1 in 5 was of 1380 feet length. The top point, Kavalai was at a height of 1400 feet from sea level. 

There were two tracks in parallel on each incline, one for upward movement and the other for downward movement. There were brake houses at the top of each incline, erected between both the lines.  There was a wheel drum of 6 ft diameter in the brake house complete with gear wheels & brakes. The 1.5 inch diameter steel cable was wound on this wheel drum. The train of trucks carrying timber was brought to this point by another set of locomotives, deployed in section 2. After the locos are detached, each truck is manually brought near the brake house. The cables were then attached to each truck and manually pushed downward through the incline. While the truck kept moving downwards with the control of brakes, another set of empty trucks & saloons carrying passengers kept moving upwards. At the end of this incline cluster, the line crosses a hill range called Pandimudi at 2000 feet above sea level. 

Section – 2

This section was from Kavalai to Pothupara, covering a distance of 6 miles. There were two locomotives deployed in this section. The line started at Kavalai and passed through 12 zigzag curves, gradually descending to 25th mile. The line between 22nd & 27th miles passed through a deep valley set between a range of very tall mountains on both sides. 

Incline Cluster: 2
The second cluster of inclines was between Pothupara & Komalapara. There were two inclines in this cluster. The slopes of this set of inclines were – the first one with a gradient of 1 in 5 was of 2270 feet length and the second one with a gradient of 1 in 7 was of 3220 feet length. Komalapara is at 2500 feet above sea level. This cluster was between 26.5 miles & 29 miles. 

Section – 3
This section was from Komalapara right up to the last point, called Chinnar in Parambikulam range. From Komalapara, the line passed through 5 zigzag curves and descended to Myladappan. The line continued to descend from this point through another set of 4 zigzag curves and reached 32nd mile. At this point, the line crossed Muthuvarachal River and entered Orukomban ranges. The line then continues further along the banks of Karappara River till 36th mile. At 41st mile, the line crossed Kuriyarkutty River and ran along Parambikulam River up to the last point at Chinnar. The last point is at a height of 2000 feet above sea level as per the Great Indian Trigonometric Survey Map. There were two locomotives deployed in this section. 

Description of Zigzag Sections:
The zigzags were in sections where difficult terrains had to be covered. The train moves forward through an extended line till an end point, starts moving backwards in reverse, rolls along the main line till it reaches another reverse point. Many such forward – backward – reverse movements take the train up or down through steep faces of mountains. There were two such zigzags in section 1 & 12 zigzags in section 2. The workers of the Tramway used to refer these climbs as “three points climb up”, “two points climb down” etc. In the local language, Malayalam they called these as “madakku vazhikal” (folded ways).
General Information

The Cochin State Manual (by C Achyutha Menon – 1911) says that the total investment for this project was rupees 18.5 lakhs and the state treasury had incurred a total expenditure of Rs. 24 lakhs including maintenance till 15th August 1910. The Manual also says that during the first three years of operations (1907 to August 1910), the state was able to generate a revenue of 17.5 lakhs of rupees from this tramway. He concludes that the operating profits to the state treasury form this tramway is around 2 lakhs rupees per annum on an average. 

It used to take 4 hours to cover Section 1, 2 hours to cover Section 2 and another 3 hours to cover Section 3. There were rest houses in Kavalai, Komalapara, Kuriyarkutty & Parambikulam. The tramway used to charge 4 Anas (25 paise) from civilian passengers for traveling the entire distance. 

The line went through lush green forests, crossed streams & rivers and was considered to be a scenic & enjoyable journey. British officers used to travel in saloons attached to the tramway with servants & supplies and spend vacations in the rest houses en route.

	SECTION
	POINTS
	HEIGHT FROM MSL (Feet)
	MILE STONES

	SECTION - 1
	1
	Chalakudy
	
	0

	
	2
	Vellikulangara
	
	

	
	3
	Muplypuzha
	
	14

	
	4
	Cherumkayam
	
	19

	
	5
	Chokkana
	
	

	
	6
	Anapandam
	400
	21

	INCLINES 1 to 3
	6
	Anapandam
	400
	21

	
	7
	Thoppathi Kavala (Kavalai)
	1400
	23

	SECTION - 2
	7
	Kavalai 
	1400
	23

	
	8
	Pothupara
	
	26.5

	INCLINES 4 & 5
	8
	Pothupara
	
	26.5

	
	9
	Komalapara
	2500
	29

	SECTION - 3
	9
	Komalapara
	2500
	29

	
	10
	Myladappan
	
	32

	
	11
	Muthuvarachal
	
	

	
	12
	Orukomban kutty
	
	33

	
	13
	Karappara River
	
	36

	
	14
	Kuriyarkutty
	
	41

	
	15
	Bridge over Kuriyarkutty River
	
	41

	
	16
	Vettukuzhy
	
	44

	
	17
	Parambikulam
	
	47

	
	18
	Chinnar
	2000
	49.5






5. THE ORGANISATION
From the inception of the tramway project in 1901, until its inauguration in 1907, the tramway was treated as part of the Forest Department. In 1907, on commissioning, the management of the tramway was taken away from the Forest Department and entrusted with the tramway engineer who was to work directly under the Diwan of the Cochin State. The Tramway engineer had a special position in the Cochin State council. The functional reporting related to timber loading & transportation alone existed between the tramway engineer & forest conservator. The organization chart of the establishment was as below:


[image: image5]
Deployment Pattern of Running Staff & Locomotives

The entire route was divided into three sections with the manpower deployed as 15 gangs with each gang having a serving length of 3 to 4 miles. 

	Section – 1
	Chalakudy to Anapandam
	21 miles
	6 Gangs
	2 Locos

	Section – 2
	Kavalai to Pothupara
	6 miles
	3 Gangs
	2 Locos

	Section – 3
	Komalapara to Chinnar
	23 miles
	6 Gangs
	2 Locos


Brake Section

There were a total of 5 inclines in two clusters along the tramway. The staff deployment at each incline was as below:

	Cluster – 1

(Kavalai)
	Anapandam to Kavalai
	3 Inclines

(1 in15, 1 in 7, 1 in 5)
	Head Brake Operator – 1

	
	
	
	Brake Operator – 3

	
	
	
	Brakes Men - 19

	Cluster – 2

(Komalpara)
	Pothupara to Komalapara
	2 Inclines

(1 in 7, 1 in 5)
	Head Brake Operator – 1

	
	
	
	Brake Operator – 2

	
	
	
	Brakes Men - 10


Mechanical Workshop

A mechanical workshop was set up at Chalakudy to make trucks, cabins & saloons. After the tramway was commissioned in 1907, this workshop was retained mainly to produce spare parts for the system. Electricity was not available during those days and a steam boiler was set up to power the machinery. There was a Cupola Foundry in this workshop for casting spare parts. The machines were:

· Lathe – 3#

· Wheel Lathe – 1#

· Plainer – 1#

· Shaping Machine – 1#

· Section of Black Smith

6. EQUIPMENT USED IN THE TRAMWAY
Orenstein and Koppel from West Germany supplied the locomotives (8 Nos), wheels & axles for rolling stock and the mechanics for inclines.  The tracks were of meter gauge. Most of the locomotives were with 0-6-0 side tanks with 2’ 2” wheels, 8.25” X 12” cylinders, 50 HP and had fuel tenders attached. The rolling stock consisted of mainly bogie timber trucks of 12 ton capacity. There were 70 pairs of such trucks deployed. 

It is believed that CSFT operated 8 locomotives, 7 of which were side tank  0-6-0’s with a tender, 26” drivers and 8x10 cylinders;  the eighth being a side tank 0-8-0 with a tender.  All of the locomotive power, rolling stock and other equipment, for the line were produced by the German firm, Orenstein & Koppel, AG. The locomotive were manufactured in O&K ‘s factory at Drewitz, Germany, then crated, and shipped by sea to the Port of Cochin. There they were likely loaded onto cars of the Cochin State Rail Service, and delivered to the tramway shops at Chalakudy.  The log cars were 12 ton steel cars, with cast chilled iron wheels. 

7. ORENSTEIN & KOPPEL AG
Orenstein & Koppel was founded on April 1, 1876 in Berlin, as a general manufacturing industry. Strong demands led to plant expansion in 1892, and construction of a new factory in Tempelhofin 1894. 

By 1900, O&K was specializing in railroad car and equipment manufacturing. The product line ranged from electrical locomotives and other railcars, to rail and switch construction. In 1902 they introduced the first in their line of heavy-construction equipment such as excavators. After the first World War, Orenstein & Koppel worked with the German National Railways to design and build their "Metropolitan Railway" car series. After the heavy destruction of their facilities in World War II, they entered a period concentrating on the repair of all types of railcars, and increased their manufacture of general construction equipment. Orenstein & Koppel finally got out of the railroad business entirely in 1981. Since then they have concentrated on solely on excavatory and other construction equipment.
Orenstein and Koppel had depots in India at Calcutta and Bombay and did a considerable amount of business there. Between 1902 and 1914 over 150 steam locomotives were delivered to India as well as large quantities of associated equipment.   
Details of the Locomotives supplied to Cochin State Forest Tramway

	M/Nr.
	R/N
	PS
	Gauge
	Axles
	Fuel
	Deliv. Date
	Receiver

	1498
	“Varma”
	50
	1000cm
	Ct
	Wood
	Dec. 1904
	Cochin Tramway Engineer

	1499
	“Rajahgopal”
	50
	1000cm
	Ct
	Wood
	Jan. 1905
	Cochin Tramway Engineer

	1500
	“Alwas”
	50
	1000cm
	Ct
	Wood
	Jan. 1905
	Cochin Tramway Engineer

	1977
	-
	50
	1000cm
	Ct
	Wood
	July 1906
	Haffield Locomotives/

Cochin Forest Tramway

	2082
	-
	50
	1000cm
	Ct
	Wood
	Aug. 1906
	Conservator of Forest, Cochin

	2083
	-
	50
	1000cm
	Ct
	Wood
	Aug. 1906
	Conservator of Forest, Cochin State

	2603
	-
	50
	1000cm
	Ct
	Wood
	Sept. 1907
	Conservator of Forest, Cochin State

	2604
	-
	100
	1000cm
	Ct
	Wood
	Nov. 1907
	Conservator of Forest, Cochin State


TABLE OBTAINED FROM ORENSTEIN & KOPPEL RECORDS

Ct =  0-6-0 tank locomotive
PS. Is the German abbreviation for  “Pferdestärke”, meaning horse-power
The details of the eighth locomotive are not certain.The O&K works list shows it as 100 hp 0-6-0 with Klein Lindner axles (a system to give a flexible wheelbase to negotiate tight curves) This is supported by a works photo (included in this journal) which purports to show the locomotive, although interestingly the same picture was also used to illustrate a locomotive supplied to the 2 foot gauge Matheran Steam Tramway near Bombay in the same year. However other sources, particularly the highly respected author Hugh Hughes, have it recorded as a 100hp 0-8-0 locomotive.

8. P&W MacLELLAN LIMITED, GLASGOW
The origins of P&W MacLellan started when Donald MacLellan started a hardware shop at 5 The Trongate in 1809. As he had no children of his own, Donald passed on his business to his nephews Peter and Walter MacLellan. The company P&W MacLellan was formed in 1839. They added iron merchanting in 1848 at which time they appear to have started making iron bridges. Around 1851-1852, they converted their works in New Wynd into an iron warehouse and purchased premises at 10 Adelphi Street, Kinning Park, Glasgow, for GBP 2,500. They named their premises the Clutha Iron Works. In 1876, the firm moved into the teak trade with Wallace Brothers, Britain’s main importer. The deal gave P & W MacLellan control of the sale of all Bombay Burma teak on the Clyde and 2.5 per cent commission on the eight to ten thousand loads a year. The firm, in 1890, was one of Scotland’s most significant businesses, employing over 3000 people at its Clutha Works and Trongate site. The picture is of their Clutha Iron Works in Glasgow.
The timber from Parambikulam was mainly used for ship building & as railway sleepers. P&W MacLellan Ltd were the suppliers & contractors of bridges for this tramway and they got into timber trading too in association with Wallace Brothers. Together, they were supplying timber to the Clyde Teak Pool. The ship building industry in Clyde is world famous and most of the ships of those days perhaps used timber from Parambikulam. 
9. LAST STAGES OF THE TRAMWAY
In 1926, the special finance committee recommended the abolition of the tramway. However in 1928, the government unwilling to abolish this ‘engineering marvel’ decided to continue to keep the tramway running at any cost, mainly by exploiting the nearby forests in the most intensive scale possible. This was another conceptual mistake which resulted in the severe damage to the forests of the area. In 1940’s the Anamalai road, from Chalakudy to Valparai came in to being and through this road motor vehicles started carrying the timber which diminished the unique role of tramway. The gradual depletion of the forests could not justify the capital expenditure and in 1950 a special committee was set up under the chairmanship of the Chief Conservator of Forests in order to evaluate the situation. The committee recommended that the “Tramway is just a white elephant causing great loss of revenue for the state”. Based on the recommendation of this committee, the Government Vide G.O.F4. 3594/49/DD dated 24th April 1951, decided to discontinue the tramway.

However, in 1953, another commission under the Chairmanship of late Mr. B.V.K. Menon, Retired Chief Secretary of the former Cochin State was appointed to evaluate the possibilities of reviving the tramway. This committee reported that such a monumental venture should be revived at any cost. But this idea did not materialize. In 1957, the Food and Forest Minister suggested that the tramway could be used for tourism purpose and allocated Rs 5 lakhs (0.5 Million Rupees) for the same. Three diesel locomotives (Benz engines) were brought from Germany for this purpose. But soon the ministry changed and the next ministry did not evince much interest to continue in to the work. Finally in 1963, the tramway was demolished and the staff (around 200) was absorbed in various Departments of Kerala State. 

10. DETAILS OF THE REMAINS
· The entire stretch of tramway route can be seen from Parambikulam dam to Poringalkuthu dam. This route has been converted to jeep tarcks by the forest department for patrolling. So, it is not difficult to recreate the tramway experience on jeeps with four wheel drives. 

· A miniature working model of the incline is kept at The Government Museum at Trichur (Kerala). This was made to demonstrate the working mechanism to the Maharaja of Cochin.

· There are around 10 ex-employees of this tramway who get together every month at the treasury in Chalakudy to collect their pensions.

· There is one person by name Vellakotha Moopan in Kuriyarkutty tribal colony who was a gang man with this tramway. 

· There are two small bridges across streams along Parambikulam River, downstream of Parambikulam dam. The cast iron oval badge riveted on these steel bridges carry the following lettering – “P&W MacLellan Limited, Clutha Iron Works, Glasgow – 1890”. This is well before the tramway. Perhaps these bridges have been used elsewhere for some purpose before use on this tramway.  
· The rest house & station at Parambikulam & Chinnar are submerged in the Parambikulam reservoir. The remains can be seen when water levels are low. The present Parambikulam dam is constructed at Vettukuzhy on the 44th mile of tramway.

· The bridge across Kuriyarkutty River is intact and can be seen near Kuriyarkutty tribal colony. This is where the two rivers, Parambikulam & Kuriyarkutty meets are flows further down as Karappara River.

· Pieces of rails & a steel water tank that belonged to tramway can be seen near Kuriyarkutty tribal colony. 

· A huge water bucket can be seen between Kuriyarkutty & Orukomban Kutty by the side of tramway line, now jeep track. 
· Pillars of bridge across Karappara River at Muthuvarachal can be seen.

· Few wheels, rails & cables can be seen between Muthuvarachal & Orukomban Kutty.
· A road called Tramway Station Lane can be seen in Chalakudy. 
· Kuriyarkutty colony was set up for the purpose of getting labourers for the Cochin Forest Tramway. These Kadar families were brought from Travancore for clearing the forests, building the tramway lines and tree felling & loading. 

· The year, 2006 - 2007 is the Centenary Year of Cochin Forest Tramway. 
· There was an attempt made by the Kerala State Government in 1957 to turn this tramway into a tourist attraction. Three Benz diesel engines were imported from Germany for this purpose.
11. HOW TO REACH THE REMAINS
Approach: 
The nearest airport and major rail head is Coimbatore in South India. The remains of the tramway are in Parambikulam wild life sanctuary, a part of Kerala state. The best approach is from the eastern side of the sanctuary, through a road passing the town of Pollachi in Tamil Nadu. Parambikulam is 100 kms drive from Coimbatore. Pollachi is around 40 kms from Coimbatore and Parambikulam is another 60 kms from Pollachi. This road, after Pollachi, passes through Anaimalai & Sethumadai villages, Anaimalai Wildlife Sanctuary (Indira Gandhi Wildlife Sanctuary) in Tamil Nadu state before entering the Kerala forests of Parambikulam. Drive through IGWLS and reach Top Slip where you enter Kerala state. 
Another option of reaching Parambikulam is from the western side. Starting from Chalakudy, one can travel via Poringalkuthu and enter Parambikulam. This is a jeep track made on the erstwhile tramway tracks. However, you need tough four wheel driven jeeps to recreate the tramway experience on this route. The bridge across Karappara River does not exist now and you will have to cross this rocky river to cross over to Orukomban Kutty range. This stretch of road is under the control of forest department and not usually used for civilian transport. The nearest airport to Chalakudy is Cochin (Kochi) which is only 25 kms away. Forest department allows trekking on Poringalkuthu – Orukomban – Kuriyarkutty – Parambikulam route, almost along the tramway route. There are some private travel & trekking organizers who assist enthusiasts with guide services & logistical support for treks on this route. There is scope for 2 to 3 days of trekking in this section. 

Latitude: 10°20' and 10° 26' N

Longitude: 76° 35' and 76° 50' E

Management:

The sanctuary is headed by a Divisional Forest Officer (DFO) with headquarters at Anappady. There are four ranges with 13 sections. DFO is assisted by 4 Range Officers and many guards under them. We found that dedication & motivation levels are very high with this team. The first interaction at the Kerala forest entry check post itself was a very pleasant experience, especially after the short passage through IGWLS in Tamil Nadu. The Kerala Forest Guard was very courteous, helpful & polite yet firm. 
Accommodation: 

There are many guest houses, inspection bungalows, tree houses and dormitories inside the sanctuary. The main accommodation clusters are in Anappady, Thunakadavu & Parambikulam. The best place to stay to explore the remains of tramway is Parambikulam. There could be logistical nightmares, if you choose to stay in other places or even on tree houses inside deep jungles. Visitors are allowed to Parambikulam only between 7:00 am and 6:00 pm and all vehicular movement is stopped between 6PM and 6AM. However, overnight stay in forest & Irrigation Project guest houses are allowed. For accommodation inside the sanctuary, booking will have to be done at the office of Divisional Forest Officer. 
The postal address of the forest officer is: Divisional Forest Officer, Parambikulam, Thunakadavu, P.O, PIN – 678 661, Via Pollachi, Palakkad District, Kerala State India. Telephone: ++91 4253 244500. The telephone number of Wildlife Warden is 04253 277233. For accommodation bookings, you may contact the information counter at Anappady on ++91 4253 277250. The rate for accommodation ranges from Rs. 150 per day per person in a dormitory to Rs. 2500 for a group of 10 at their premium Veettikunnu Island Bungalow in Parambikulam reservoir. 
Food:

The catering facilities are very primitive and do not expect anything beyond typical Kerala cuisine – rice, dosa, idly etc. Plenty of fresh water fish is available. The best place that we could find in Parambikulam is Hotel Everest (++91 4253 277235). This “hotel” is a shack, a typical local tea shop where the locals hang around. Everest is capable of deviating from their set menu and can dish out some specials for you. In any case, carry bottled water, bread etc. Alcoholic beverages are a strict NO inside the sanctuary. 
When to go: 

The sanctuary receives much heavier rains between June and August. The eastern part of the sanctuary receives more rains in October-November. Temperature drops substantially and mist envelops the sanctuary in the morning hours. The best time to visit is from December to March. The sanctuary remains closed for visitors in April.
Eco Development Council:

The forest department has set up a very imaginative & thoughtful project called Eco Development Council for the tribal community. The youth of the community is trained & engaged to work as eco guides & other service providers within the sanctuary. Every group of tourists / visitors has to be compulsorily accompanied by an eco guide, available at the entry check post from Top Slip. The charge for an eco guide per day is Rs. 75, to be paid at the information counter at Anappady. The best guide that we could find who has very good knowledge of the flora & fauna in the area, local contacts and very good common sense is Balan. He is very dedicated, organized, pleasant and takes pride to work as an eco guide. His contact telephone number is ++91 4253 277202 c/o Chandran, a grocery shop owner. We have taught him the history of tramway and carried him along during our research. Hotel Everest is another point where Balan can be contacted. On prior information, Balan can join you at the entry check post near Top Slip. 

The languages widely spoken are Malayalam & Tamil. All boards and communications are in English. 

Transport:

It is ideal to hire a vehicle from Coimbatore. We hired a Toyota Qualis from Mr. Srinivasan (++91 94430 52292). He runs a very dependable fleet service and can provide you with 5 / 8 / 14 / 18 seater vehicles. We were picked up from the Coimbatore by-pass highway at 3.30 in the morning and were delivered at Parambikulam just after sunrise! 
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