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Ýê¤ó¤ò˜ ñì™
Üù¢¹¬ìò¦˜ õíè¢è‹,

ðóï¢¶ õ¤ó¤ï¢î ïñ¢  àôèñ¢ æ£¢ Üø¢¹îñ¢ âù¢«ø Ãøô£ñ¢.  Ü¶ ªõõ¢«õÁ 

ï£´è÷¢, ñè¢è÷¢, õ£ö¢è¢¬è º¬ø, à¬ì, àí¾, èô£ê¢ê£óñ¢, ðöè¢èõöè¢èñ¢ 

âù¢ªøô¢ô£ñ¢ ðø¢ðô ð¤ó¤¾è÷¤ô¢ «õÁðì¢´ è£íô£ñ¢.  Üð¢ð®ð¢ðì¢ì 

«õÁð£ì¢¬ì ñù¤î£¢è÷£è¤ò ï£ñ¢ ñùºõï¢¶ ãø¢Áè¢ ªè£÷¢Àñ¢ 

ñùð¢ð£ù¢¬ñ¬ò ªè£í¢´÷¢«÷£ñ¢. «ñ½ñ¢ ðô ï£ì¢´ ñè¢è÷¤ù¢ à¬ì, 

àí¾, ðöè¢è õöè¢èñ¢ õ£ö¢è¢¬è º¬ø¬ò Ý£¢õî¢¶ìù¢ Üø¤ï¢¶ ªîó¤ï¢¶ 

ÜÂðõ¤î¢¶ ð££¢è¢è Ýõô£è ðô ï£´èÀè¢°  ðòí¤î¢¶ñ¢ ñè¤ö¢è¤ù¢«ø£ñ¢.

ò£¶ñ¢ á«ó ò£õ¼ñ¢ «è÷¤£¢ âù¢ø Ãø¢Áè¢è¤íé¢è àôèî¢î¤ù¢  Ü¬ùî¢¶ ï£´èÀñ¢ 

ïñ¢ ï£´ Ü¬ùî¢¶ ñè¢èÀñ¢ ïñ¢ ñè¢è÷¢ âù¢Á àí£¢ï¢¶ «õø¢Á ï£ì¢´ ñè¢èÀè¢° «ï£¢ï¢î 

Þù¢ùô¢èÀè¢° å¼ ªï£®«òÂñ¢ ïñ¢ ñùî¤ô¢ âé¢«è£ å£¢ Þìî¢î¤ô¢ å¼ è¼¬í ñ¬ö 

ªð£ö¤è¤ø¶ âù¢ð¶ ñÁè¢è º®ò£î àí¢¬ñ âù¢«ø Ãøô£ñ¢.  Þ¶ àôè åø¢Á¬ñò¤ù¢ æ£¢ 

Üñ¢êñ£°ñ¢.

«ð££¢ Åö¢ï¢î Þ¼í¢ì àô¬è Þ¼÷¤ô¤¼ï¢¶ ñ¦ì¢èè¢Ã®ò å«ó êè¢î¤ åø¢Á¬ñ âù¢ø 

ð¤óè£êñ£ù å÷¤ò£ô¢ ñì¢´«ñ ê£î¢î¤òñ£°ñ¢.  õ¤óô¢è÷¢ äï¢¶ñ¢ à¼õî¢î¤½ñ¢ àòóî¢î¤½ñ¢ 

«õÁðì¢´ ï¤ù¢ø£½ñ¢ Ü¬õ Ü¬ùî¢¶ñ¢ åø¢Á¬ñò£è åù¢Áðì¢´ Þòé¢è¤ù£ô¢ ñì¢´«ñ 

ï£ñ¢ ªêò¢ò ºø¢ð´è¤ù¢ø ðí¤¬ò ªêò¢ò Þò½ñ¢.  Ü¶«ð£ù¢Á  ñù¤î£¢è÷¤ù¢  õ¤¼ð¢¹ 

ªõÁð¢¹è÷¢ «õÁðì¢´ ï¤ù¢ø£½ñ¢ ñù¤îù¢ åø¢Á¬ñ âù¢ø áù¢Á«è£ô£ô¢ ñì¢´«ñ å¼ 

°¿õ£è ªêòô¢ðì¢´ îù¢ Þôè¢¬è Ü¬ìò º®»ñ¢.

Üï¢î Ü®ð¢ð¬ìò¤ô¢î£ù¢ ïñ¢ èì¢´ï£¢ êé¢èñ¢ îù¢ àÁð¢ð¤ù£¢è÷¤ù¢  «î¬õè÷¢ ñø¢Áñ¢ 

ªî£ö¤ô¢ ê££¢ï¢î àó¤¬ñè¬÷ àÁî¤ð¢ð´î¢î åù¢Á ðì¢ì£ô¢ àí¢´ õ£ö¢¾ âù¢ø Ãø¢¬ø 

Ü®ð¢ð¬ìò£è ¬õî¢¶ åø¢Á¬ñ¬ò ï¤¬ô ï¤Áî¢î¤ ªõø¢ø¤ªðø «õí¢´ñ¢ âù¢è¤ø ïô¢ô 

«ï£è¢èî¢î¤ø¢è£è«õ ïñ¢ êé¢èñ¢ à¼õ£è¢èð¢ðì¢ì¶ âù¢ð¬î àí£¢ï¢¶ èì¢´ï£¢è÷¤ù¢ ªî£ö¤ô¢ 

ê££¢ï¢î Þù¢ùô¢è÷¢ ñø¢Áñ¢ Þ¬ìÎÁè¬÷ ï¦è¢è¤ì ºù¢ ï¤ù¢Á ªêòô£ø¢ø¤ì «õí¢´ñ¢.

Þ¬îî¢î£ù¢ United We stand ! Divided We fall âù¢ø Ýé¢è¤ô Ãø¢Á åø¢Á¬ñò¤ù¢ ê¤øð¢¬ð 

õ¤÷è¢°è¤ø¶.  «ê£¢ï¢¶ ï¤ù¢ø£ô¢ åø¢Á¬ñ õ÷¼ñ¢.  ¶í¤ï¢¶ ï¤ù¢ø£ô¢ õô¤¬ñ õ÷¼ñ¢.  

Üù¢¬ð ðè¤£¢ï¢î£ô¢ àø¾è÷¢ õ÷¼ñ¢.  õô¤è¬÷ ñøï¢î£ô¢ Ýùï¢îñ¢ ñô¼ñ¢.

Þî¬ù ñùî¤ô¢ ªè£í¢´ èì¢´ï£¢ êé¢è ï¤£¢õ£è¤è÷¢ åù¢Á Ã® ªêòô¢ðì¢´ êé¢è 

àÁð¢ð¤ù£¢è÷¤ù¢  õ£ö¢õ£î£óî¢î¤ø¢è£ù õö¤º¬øè¬÷ ñ¦ì¢ªì´î¢¶ èì¢´ï£¢ êé¢èî¢î¤ù¢ 

õ÷£¢ê¢ê¤è¢° àÁ¶¬íò£ò¢ ï¤ø¢è «õí¢´ñ¢ Þ¶«õ Ü¬ùî¢¶ èì¢´ï£¢ êé¢èî¢î¤ù¢ 

àÁð¢ð¤ù£¢è÷¤ù¢ î¬ôò£ò èì¬ñò£°ñ¢.

  ïù¢ÁÝø¢ø ½÷¢Àñ¢ îõÁàí¢´ Üõóõ£¢

  ðí¢ðø¤ï¢¶ Ýø¢ø£è¢ è¬ì 

âù¢Áñ¢ Üù¢¹ìù¢

S. Üò¢òï£îù¢
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ñŒòˆî¬ôõ˜ ñì™ 
Üù¢¹¬ìò¦˜ õíè¢è‹, 

 ñ£ôî¢î¦õ¤ô¢ IFAWPCA –ù¢ 45õ¶ ñ£ï£´ ïõñ¢ð£¢ 15 ºîô¢ 19 õ¬ó 

ï¬ìªðø¢ø¶. Üè¤ô Þï¢î¤ò£õ¤ø¢°ñ¢ õö¤è£ì¢®è¢ªè£í¢´ èì¢´ï£¢ 

êé¢èî¢î¤ù¢ èôé¢è¬ó õ¤÷è¢èñ£èî¢ î¤è¿ñ¢  ïñ¶ Üù¢ð¤ø¢°ó¤ò  «êõ£óî¢ù£ 

ð¦û¢ñ£ R. Þó£î£è¤¼û¢íù¢ Üõ£¢è÷¢ Þñ¢ñ£ï£ì¢®ô¢ èôï¢¶ ªè£í¢´ 

«ð¼¬óò£ø¢ø¤ù££¢.  Üè¤ô àôèºñ¢ «ð£ø¢Áñ¢ õ¬èò¤ô¢ Üõó¶  à¬ó 

«ññ¢ðì¢ìî£è Þ¼ï¢îîø¢è£è IFAWPCA –ù¢ î¬ôõ£¢ ê¤øï¢î Participant âù¢ø 

õ¤¼î¤¬ù ð¦û¢ñ£ Üõ£¢èÀè¢° õöé¢è¤ è¾óõ¤î¢î££¢è÷¢ Þ¶ ïñ¢ ñò¢òî¢î¤ø¢° ªð¼¬ñ 

«ê£¢è¢°ñ¢ ï¤èö¢õ£°ñ¢.

ñ£ï¤ô Ü÷õ¤ô£ù 3õ¶ «ñô£í¢¬ñ ñø¢Áñ¢ ªð£¶è¢°¿ Ãì¢ìñ¢ èìï¢î 18,19 «îî¤è÷¤ô¢  

ªêù¢¬ùò¤ô¢ à÷¢÷ æì¢ìô¢ Le Royal Meridian –ô¢ ï¬ìªðø¢ø¶.  Þè¢Ãì¢ìî¢î¤ô¢ ñ£í¢¹ñ¤° 

õ¦ì¢´õêî¤î¢¶¬ø Ü¬ñê¢ê£¢ î¤¼. S. ºî¢¶ê£ñ¤ Üõ£¢è÷¢ î¬ô¬ñ õ¤¼ï¢î¤ùó£è èôï¢¶ 

ªè£í¢ì££¢. Ü¬ñê¢ê£¢ Üõ£¢è÷¢ àÁð¢ð¤ù£¢è÷¤ù¢ «è£ó¤è¢¬èèÀè¢°  ðîô÷¤î¢¶ «è£ó¤è¢¬è 

ñÂõ¤¬ù ãø¢Áè¢ ªè£í¢ì££¢.  ïñ¶ ñò¢òî¢î¤ù¢ ê££¢ð¤ô¢ ñò¢ò ï¤£¢õ£è¤è«÷£´ ªð¼õ£ó¤ò£ù 

àÁð¢ð¤ù£¢è÷¢ èôï¢¶ ªè£í¢ìù£¢.

Íù¢ø£õ¶ Üè¤ô Þï¢î¤ò «ñô£í¢¬ñ ñø¢Áñ¢ ªð£¶è¢°¿ Ãì¢ìñ¢ ñø¢Áñ¢ ê¤øð¢¹  

ªð£¶è¢°¿ Ãì¢ìñ¢ ïõñ¢ð£¢ 27 ñø¢Áñ¢ 28 «îî¤è÷¤ô¢ ªðé¢èÀó¤ô¢ ï¬ìªðø¢ø¶.  Þè¢Ãì¢ìî¢î¤ô¢ 

ªêù¢ø Ýí¢®ø¢è£ù BAI õ¤¼¶è÷¢ õöé¢èð¢ðì¢ìù. Üî¤ô¢ ïñ¶ ñò¢òî¢î¤ø¢° ªî£ì£¢ï¢¶ 

13õ¶ º¬øò£è ê¤øï¢î ñò¢òî¢î¤ø¢è£ù õ¤¼¶ õöé¢èð¢ðì¢ì¶. ïñ¶ êî£¢ù¢ ð¤ô¢ì£¢ Þî¿è¢° 

ªî£ì£¢ï¢¶ âì¢ì£õ¶ º¬øò£è ê¤øï¢î ñ£î Þî¿è¢è£ù õ¤¼¶ õöé¢èð¢ðì¢ì¶.  «ñ½ñ¢ 

ê¤øï¢î Üè¤ô Þï¢î¤ò ñ£ï£ì¢´ °¿î¢î¬ôõ¼è¢è£ù õ¤¼¶ ð¦û¢ñ£ î¤¼. R. Þó£î£è¤¼û¢íù¢ 

Üõ£¢èÀè¢°ñ¢,ê¤øï¢î ñ£ï£ì¢´ å¼é¢è¤¬íð¢ð£÷£ õ¤¼¶ î¤¼. Mu. «ñ£èù¢ Üõ£¢èÀè¢°ñ¢, 

ê¤øï¢î ñ£ï¤ôî¢î¬ôõ¼è¢è£ù õ¤¼¶ î¤¼. R. ê¤õè¢°ñ££¢ Üõ£¢èÀè¢°ñ¢, ê¤øï¢î Üè¤ô  

Þï¢î¤ò ¶¬íî¢î¬ôõ£¢ õ¤¼¶  î¤¼. S. Üò¢òï£îù¢ Üõ£¢èÀè¢°ñ¢, 30õ¶ Üè¤ô Þï¢î¤ò 

ñ£ï£ì¢®¬ù ê¤øð¢ð£è ïìî¢î¤òî¢î¤ø¢è£è ªîù¢ùè ñò¢òî¢î¤ø¢°ñ¢ âù ã¿ õ¤¼¶è÷¢ 

õöé¢èð¢ðì¢ì¶. õ¤¼¶ ªðø¢ø Ü¬ùõ¼è¢°ñ¢ ªîù¢ùè ñò¢òñ¢ îù¶ õ£ö¢î¢¶è¢è¬÷ 

ªîó¤õ¤î¢¶è¢ªè£÷¢è¤ø¶.

èì¢´ï£¢ êé¢è õóô£ø¢ø¤ô¢ Üè¤ô Þï¢î¤ò Ü÷õ¤ô¢  å¼ ñò¢òî¢î¤ø¢° ñì¢´ñ¢ å«ó Ýí¢®ô¢ 

ã¿ õ¤¼¶è÷¢ Þ¶õ¬ó âï¢î ñò¢òî¢î¤ø¢°ñ¢ è¤¬ìî¢îî¤ô¢¬ô. Üï¢î ªð¼¬ñè¢°ó¤ò 

ê£î¬ù¬ò ïñ¶ ªîù¢ùè ñò¢òñ¢ ªêò¢¶÷¢÷¶.  Þ¶ ïñ¶ ñò¢ò àÁð¢ð¤ù£¢è÷¢ Ü¬ùõó¶ 

Ü£¢ð¢ðí¤ð¢«ð£´ Ã®ò ªêòô¢ð£ì¢®ø¢° è¤¬ìî¢î ªõ°ñî¤ò£°ñ¢. Þï¢î ñè¤ö¢êê¤¬ò 

àÁð¢ð¤ù£¢è÷¢ Ü¬ùõ«ó£´ñ¢ ðè¤£¢ï¢¶ ªè£÷¢õî¤ô¢ ï£ù¢ ªð¼ñ¤îñ¢ Ü¬ìè¤«øù¢. Þï¢î 

ªð¼¬ñò¤¬ù îè¢è ¬õî¶è¢ ªè£÷¢Àñ¢ õ¬èò¤ô¢ ï£ñ¢ Ü¬ùõ¼ñ¢ åù¢Áðì¢´ à¬öî¢¶ 

ñò¢òñ¢ àò£¢ï¢î¤ì ð£´ðì «õí¢´ñ£ò¢ Üù¢¹ìù¢ «èì¢´è¢ªè£÷¢è¤«øù¢.
 

Þð¢ð®è¢°,
âù¢Áñ¢ Üù¢¹ìù¢ 

R.R. ÿî£¢



A.R.Santhakumar
Former Emeritus Professor,  

Department of  
Civil Engineering IIT Madras

Southern Builder 06

A major constraint in meeting this demand is the 
spiraling cost of land and other building materials. 
The technological answer to the rising cost of building 
materials is to use cost effective building technology. 
The results of the use of cost effective technology is 
logical and as per proven adoption of technology for 
intended purpose. Buildings using this technology have 
been constructed at costs much below the projections 
and without compromising strength, durability, safety or 
aesthetics.
What is Cost Effective Technology?

Cost effective technology is a collection of strategies 
that use innovative materials and /or techniques without 
compromising the structural and functional requirements 
and produce a holistic design to construct buildings at a 
cost far less than what it would take normally.

The main aim of such technologies is to introduce 
savings without compromising on the strength, durability, 
comfort and elegance. It should be clearly understood 
that these technologies are not low-cost or cheap at the 
expense of quality.

Examples of the Technologies suitable for multi- story 
flats in urban areas
a. Rat trap bond wall (RTB)

In the RTB bricks are placed on edge in 1:6 cement 
mortar leaving gaps within the walls. With this technique 
there is reduction in cost of the wall by 25% as with 
conventional English bond (9’’thk wall) 350 bricks are 
required per cu. m whereas in Rat-trap bond only 280 
bricks are required and also the reduced number of 
joints reduces the mortar consumption. No plastering of 
the outside face is required and the wall usually is quite 
aesthetically pleasing and the air gaps created within 
the wall help make the house thermally comfortable. 
In summer the temperature inside the house is usually 
atleast 5 degrees lower that the outside ambient 
temperature and vice versa in winter.

Thus the main advantages of using Rat trap bond are:
• Reduction in cost of the wall by 25%.
• The reduction in number of joints, reduces mortar. 
• 25% less dead weight, 18% savings in bricks and 54% 

savings in cement mortar
• Thermally comfortable & Aesthetically pleasing

The rat trap bond (RTB) was first introduced by 
eminent architect Laurie Baker in India and was supported 
by HUDCO. Validation full scale tests were conducted at 
Anna University Building Technology Center.

It is also noteworthy to mention that these walls can be 
easily reinforced for seismic safety through the hollows if 

required. These can be elegantly used as filler walls also.
b. Ferrocement Tanks

Ferrocement consists of a cement-rich mortar 
reinforced with layers of wire mesh, sometimes with 
additional plain wire reinforcement for added strength. 
Tanks made of ferrocement are used in many countries 
for the collection and storage of water for drinking, 
washing, for animal use and irrigation.

Ferrocement tanks have several advantages over 
tanks made of concrete or brick:
w They are usually cheaper to build and require less 

skilled labour.
w They are able to withstand shock better, as ferrocement 

is more flexible.
w Smaller ferrocement tanks are portable.

Ferrocement tanks vary in capacity, size, and shape. 
They are built by hand-trowelling layers of cement mortar 
onto a wire frame which is either free-standing or held in 
place by temporary or permanent structures known as 
'formwork'. 
c. Filler slab roofing

Normally in slabs concrete below the neutral axis 
does not carry loads and only adds to the weight of the 
slab. Here, the bottom half of the RCC slab is replaced 
by filler material such as old Mangalore tiles, Old bottles 
etc instead of costly concrete. while laying the roof, such 
filler materials are placed between the reinforcements 
and then concrete is spread over it after ensuring proper 
cover to the rebars. The strength of such slabs is no 
way reduced by the filler material which is a cheaper 
substitute. Full scale tests have demonstrated that 
indeed such slabs are stronger due to reduction in dead 
weight. Interestingly, the use of Mangalore tiles as filler 
material tend to provide insulation against direct radiation 
due to the air trapped between the two tiles, so that such 
filler slab roof buildings are more comfortable to live in. 
In addition the lower dead weight of the filler slab roof 
buildings lead to savings in foundation costs as well. 
There is a common misconception that filler slab can be 
used only in single storey buildings. It can be used in 
mult-storey high rise apartments also.
Conclusion

All the three techniques discussed above can be 
used in high rise apartment flats and all the three 
technologies are environmentally friendly and amenable 
for incorporation of seismic resistant features.

Cost Effective 
Technologies for 
Urban Housing

The basic human need is a decent shelter. A large proportion of our population continues 
to be without a decent shelter. The situation gets aggravated with every passing year as 
the demand for affordable housing grows with increase in population and there are limits 
to the extent to which the society can mobilize funds for its citizens.
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î¤¼. S.D. èí¢íù¢
Taxation Committee

Tax Corner 
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DR. Colonel.  P Nallathambi 
Ph.D (Structural Engg),  
ME, MBA, FIE, FIV)

Eurotunnel Connecting Britain 
and France is an Engineering
Marvel and Fascinating Project

Need of Eurotunnel. For much of its early years, 
crossing the English Channel was never an easy task. 
Traversing through the uneven waves on a boat/ ferry 
in harsh chilly circumstances proved to be the most 
difficult. A bridge between England and France was 
thought off. The Dover Strait is one of the world's busiest 
shipping lanes suggesting that the bridge would need to 
avoid obstructing ships. Not only to be enough distance 
between the supports, the bridge would also need to be 
high enough to allow tall ships from passing underneath. 
The proposals for a smoother journey through the 
channel were ignited as early as 1802. An initial idea of 
constructing a wide channel tunnel beneath the waters 
was first conceived by the French Engineer Albert Mathieu 
Favier. In 1802, he put forward the first-ever design for a 
cross-channel fixed link based on the principle of a bored 
two-level tunnel. In 1984, a joint agreement between the 
French and British governments called for a contest. 
Finally, the Agreement to Build was signed on 29th July 
1987 between French President Francois Mitterrand and 
British PM Margaret Thatcher.
Background of Eurotunnel. 

In an ambitious and most expensive effort to link 
France and England, a 50mm diameter hole was drilled 
from both the respective coasts in hopes of meeting in 
the middle to form the finished tunnel. It would be the 
longest underwater tunnel in the world spanning over 
50km, making it a modern engineering marvel of the 
20th century. The digging of the Channel Tunnel began 
simultaneously from the British and the French coasts, 
with the finished tunnel meeting in the middle. On the 
British side, the digging began near Shakespeare Cliff 
outside of Dover; the French side began near the village 
of Sangatte. The digging was done by huge tunnel boring 
machines, known as TBMs, which cut through the chalk, 
collected the debris, and transported the debris behind it 
using conveyor belts. Then this debris, known as spoil, 
was hauled up to the surface via railroad wagons (British 
side) or mixed with water and pumped out through a 
pipeline (French side). As the TBMs bore through the 

chalk, the sides of the newly dug tunnel had to be lined 
with concrete. This concrete lining was to help the tunnel 
withstand the intense pressure from above as well as to 
help waterproof the tunnel.

The design outlined an underwater tunnel below the 
Strait of Dover consisting of two parallel railway tunnels 
constructed with a smaller, third tunnel in between. This 
was meant for maintenance and operating services 
(drainage). The Channel Tunnel, also known as the 
Chunnel or Eurotunnel takes its course between 
Folkestone, England, and Sangatte, France. Each tunnel 
consists of a single track, a catenary above, and two 
walkways used for evacuation in case of accidents. At 
an interval of every 375 meters, a pair of cross passages 
connect the two tunnels to the central service tunnel 
enabling the train to switch to another track. This ensures 
a smooth stop at the station for maintenance or other 
emergencies in case the train needed a quick escape 
route. This allowed for train travel through both tunnels 
as well as the vehicular passage of cars/trucks reducing 
reliance and traffic on just one route. The train speed 
gets as high as 160 Kilometers per hour with an average 
duration of 35 minutes to cover the full tunnel distance. 

4000 workers from the British side and 4000 from 
the French worked for the excavation of the tunnels of 
each country that were to be in the middle of the way not 
distancing by more than 2.5 meters. Both tunnels came 
together in 1990 and remained only 35 cm, which was a 
great success. They used one million tons of concrete to 
reinforce the construction that was formed by 3 galleries 
(2 tunnels for rail transport, one of one and one for return 
and a gallery of services will prepare to circulate with 
electric cars and united by another transverse gallery of 
Help and maintenance.).

Digging under the mammoth-sized channel required 
a careful evaluation of its geologic condition. It was 
concluded that although there was a dense chalk layer 
on the bottom, the lower chalk marl layer was simple 
to cut through and is less susceptible to collapse. The 
laborious excavation was undertaken by 11 large tunnel 

The Eurotunnel or Channel Tunnel is an Engineering marvel and a fascinating example of how major 
engineering infrastructural projects can simultaneously draw nations together and provide an 
important avenue for long-term economic growth. For much of its history, Britain remained physically 

isolated from the European continent by the English Channel. This separation served to protect Britain from 
invasion, but it also hindered trade and tourism with Europe. The completion of the Channel Tunnel signalled 
the realization of Britain's step toward closer ties with its closest neighbour, France, and further integration 
into the European region. The construction of the Eurotunnel was similar to any other underground tunnelling 
work except it was constructed under the sea bed about 45 meters below. At the starting time of tunnel 
construction in 1987, the Tunnel Boring Technology available was different when compared to present TBM 
capabilities. 
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boring machines (TBMs) weighing roughly 450 tonnes. 
Initially, the English side suffered a slight setback; the 
bored chalk layer was leaky, so grout was injected on 
the surface and their TBMs were waterproofed. This 
continued until they arrived at a less leaky part of the 
chalk layer. 

Tunnel Boring Machines (TBMs) with their rotating 
discs were bored into the chalk, the excavated rock 
debris moved along a conveyor belt towards the back. 
The average depth of the tunnel dug was 45m. The 
sides were coated with reinforced concrete to make it 
waterproof and durable to withstand the landlord. The 
lining was specially designed to last for 120 years. The 
French side used neoprene, grout-sealed bolted linings 
made of cast iron or high-strength reinforced concrete 
whereas the English side used cast iron bolted linings for 
areas with weak stratum. Additionally, spheroidal graphite 
cast iron linings were applied in the connecting tunnels. 
This was followed by the application of precast tunnel 
lining segments along with the installation of services 
such as drainage pipes, ventilation ducts, lighting, power, 
etc. 
Over View of Eurotunnel Construction.

For centuries, crossing the English Channel via boat 
or ferry had been considered a miserable task. The often 
inclement weather and choppy water could make even 
the most seasoned traveller seasick. It is perhaps not 
surprising then that as early as 1802 plans were being 
made for an alternate route across the English Channel.
Early Plans. This first plan, made by French engineer 
Albert Mathieu Favier, called for a tunnel to be dug 
under the water of the English Channel. This tunnel was 
to be large enough for horse-drawn carriages to travel 
through. Although Favier was able to get the backing of 
French leader Napoleon Bonaparte, the British rejected 
Favier's plan. (The British feared, perhaps correctly, that 
Napoleon wanted to build the tunnel to invade England.) 
Over the next two centuries, others created plans to 
connect Great Britain with France. Despite progress 
made on a number of these plans, including actual 
drilling, they all eventually fell through. Sometimes the 
reason was political discord, other times was financial 
problems. Still, Britain had a fear of invasion. All of these 
factors had been solved before the Channel was built.

A Contest. In 1984, French President Francois 
Mitterrand and British Prime Minister Margaret Thatcher 
jointly agreed that a link across the English Channel 
would be mutually beneficial. However, both governments 
realized that although the project would create much-
needed jobs, neither country's government could fund 
such a massive project. Thus, they decided to hold a 
contest. This contest invited companies to submit their 
plans to create a link across the English Channel. As part 
of the contest's requirements, the submitting company 
was to provide a plan to raise the needed funds to build 
the project, have the ability to operate the proposed 
Channel link once the project was completed, and the 
proposed link must be able to endure for at least 120 
years. Ten proposals were submitted, including various 

tunnels and bridges. Some of the proposals were so 
outlandish in design that they were easily dismissed; 
others would be so expensive that they were unlikely to 
ever be completed. The proposal was accepted by the 
Balfour Beatty Construction Company submission.
The Design for the Channel Tunnels. The Channel 
Tunnel was to be made up of two parallel railway 
tunnels that would be dug under the English Channel. 
Between these two railway tunnels would run a third, 
smaller tunnel that would be used for maintenance, as 
well as providing a space for drainage pipes, etc. Each 
of the trains that would run 
through the Chunnel would be 
able to hold cars and trucks. 
This would enable personal 
vehicles to go through the 
Channel Tunnel without having 
individual drivers face such a 
long, underground drive. The 
plan was expected to cost $3.6 
billion. Map of Eurotunnel

Tunnel Route Tunnel Segments
Getting Started. Just getting started on the Channel 
Tunnel was a monumental task. Funds had to be raised 
(over 50 large banks gave loans), experienced engineers 
had to be found, 13,000 skilled and unskilled workers 
had to be hired and housed, and special tunnel boring 
machines had to be designed and built. As these things 
were getting done, the designers had to determine 
exactly where the tunnel was to be dug. Specifically, the 
geology of the bottom of the English Channel had to be 
carefully examined. It was determined that although the 
bottom was made of a thick layer of chalk, the Lower 
Chalk layer, made up of chalk marl, would be the easiest 
to bore through. 
Building the Channel Tunnel. The digging of the 
Channel Tunnel began simultaneously from the British 
and the French coasts, with the finished tunnel meeting 
in the middle. On the British side, the digging began near 
Shakespeare Cliff outside of Dover; the French side 
began near the village of Sangatte. The digging was 
done by huge tunnel boring machines, known as TBMs, 
which cut through the chalk, collected the debris, and 
transported the debris behind it using conveyor belts. 
Then this debris, known as spoil, would be hauled up to 
the surface via railroad wagons (British side) or mixed 
with water and pumped out through a pipeline (French 
side). As the TBMs bore through the chalk, the sides 
of the newly dug tunnel had to be lined with concrete. 
This concrete lining was to help the tunnel withstand the 
intense pressure from above as well as to help waterproof 
the tunnel.
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Connecting the Tunnels. One of the most difficult tasks 
on the Channel Tunnel project was making sure that both 
the British side of the tunnel and the French side met up 
in the middle. Special lasers and surveying equipment 
were used; however, with such a large project, no one 
was sure it would work. Since the service tunnel was 
the first to be dug, it was the joining of the two sides of 
this tunnel that caused the most fanfare. On December 
1, 1990, the meeting of the two sides was officially 
celebrated. Hundreds of workers crossed to the other side 
in celebration of this amazing achievement. For the first 
time in history, Great Britain and France were connected. 
On December 10, 1993, the first test run was completed 
through the entire Channel Tunnel. After additional fine-
tuning, the Channel Tunnel officially opened on May 6, 
1994. After six years of construction and $15 billion spent 
(some sources say upwards of $21 billion), the Channel 
Tunnel was finally complete.
Planning and Construction of Eurotunnel (29.07.1987 
- 06.05.1994).
Geology of the Tunnel Strata. Successful tunnelling 
required a sound understanding of topography and 
geology and the selection of the best rock strata through 
which to dig. The geology of this site generally consists 
of northeasterly dipping Cretaceous strata, part of 
the northern limb of the Wealden-Boulonnais dome. 
Characteristics include Continuous chalk on the cliffs on 
either side of the Channel containing no major faulting, as 
observed by Verstegan in 1605. Four geological strata, 
marine sediments laid down 90-100 million years ago; 
previous upper and middle chalk above slightly previous 
lower chalk and finally impermeable Gault Clay. A sandy 
stratum, glauconitic marl, is in between the chalk marl 
and gault clay. A 25-30-metre layer of chalk marl in the 
lower third of the lower chalk appeared to present the 
best tunnelling medium. The chalk has a clay content 
of 30-40% providing impermeability to groundwater yet 
relatively easy excavation with strength allowing minimal 
support. Ideally, the tunnel would be bored in the bottom 
15 metres of the chalk marl, allowing water inflow from 
fractures and joints to be minimised, but above the gault 
clay that would increase stress on the tunnel lining and 
swell and soften when wet. Identified by the 1964-65 
geophysical survey, the Fosse Dangaered is an infilled 
valley system extending 80 metres below the seabed, 
500 metres south of the tunnel route in mid-channel. The 
service tunnel acted as a pilot preceding the main ones, 
so that the geology, areas of crushed rock, and zones of 
high water inflow could be predicted. 
Surveying of the Tunnel Line. Surveying undertaken 
in the 20 years before construction confirmed earlier 
speculations that a tunnel could be bored through a 
chalk marl stratum. Marine soundings and samplings 
by Thomé de Gamond were carried out during 1833-67, 
establishing the seabed depth at a maximum of 55 metres 
and the continuity of geological strata (layers). Surveying 
continued over many years, with 166 marine and 70 
land-deep boreholes being drilled and over 4,000 line 
kilometres of a marine geophysical survey completed. 

Surveys were undertaken in 1958-1959, 1964-1965, 
1972-1974 and 1986-1988. The surveying in 1958-59 
catered for immersed tube and bridge designs as well as 
a bored tunnel, and thus a wide area was investigated. At 
this time, marine geophysics surveying for engineering 
projects was in its infancy, with poor positioning and 
resolution from seismic profiling. The 1964-65 surveys 
concentrated on a northerly route that left the English 
coast at Dover harbour; using 70 boreholes, an area of 
deeply weathered rock with high permeability was located 
just south of Dover harbour. Given the previous survey 
results and access constraints, a more southerly route 
was investigated in the 1972-73 survey, and the route was 
confirmed to be feasible. On the French side at Sangatte, 
a deep shaft with adits was made. On the English side at 
Shakespeare Cliff, the government allowed 250 metres 
of 4.5-metre  diameter tunnel to be driven. The actual 
tunnel alignment, method of excavation and support 
were essentially the same as the 1975 attempt. In the 
1986-87 survey, previous findings were reinforced, and 
the characteristics of the gault clay and the tunnelling 
medium were investigated. Geophysical techniques from 
the oil industry were employed.
The Eurotunnel Layout. The Channel tunnel is the 
longest undersea tunnel in the world and its section under 
the sea is 38km long. It is composed of three tunnels, 
each 50km long, bored at an average of 45m below the 
sea bed. Eurotunnel Shuttles, Eurostar and freight trains 
run on two mono-directional single-track tunnels. They 
are connected every 375 metres by cross-passages to a 
service tunnel, a road tunnel for maintenance operations 
and eventually the evacuation of passengers. The two 
undersea cross-overs bring flexibility to operations as 
trains can pass from one railway tunnel to the other, in 
particular during the maintenance periods which take 
place at night time. The two rail tunnels are 7.6m in 
diameter and 30m apart. Each rail tunnel has a single 
track, overhead power line (catenary) and two walkways 
(one for maintenance purposes and the other on the 
side nearest the service tunnel for use in the event of an 
emergency evacuation). The walkways are also designed 
to maintain a shuttle upright and in a straight line of travel 
in the unlikely event of a derailment. The service tunnel 
is 4.8m in diameter and lies between the two rail tunnels 
15m away from each of them. The service tunnel allows 
access to maintenance and emergency rescue teams 
and permits the evacuation of passengers in the event 
of an incident. It also serves as access to the ventilation 
of the entire infrastructure. It is therefore kept in a state 
of air overpressure and remains safe from fumes in 
case of fire in one of the railway tunnels, for optimum 
safety. A transport system was specifically conceived 
for the service tunnel in which vehicles drive on the left. 
This multi-functional system is used for maintenance 
operations and in case of incidents, to reach the scene 
of an incident in the minimum time. There are two types 
of vehicles used in the service tunnel: some unique 
wire-guided STTS vehicles (service tunnel transport 
system) made of two driving cabins at each end and a 
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central module dedicated either 
to the emergency services or 
maintenance as well as some 
electric and diesel-powered cars 
for maintenance purposes.

Between the portals at Beussingue and Castle Hill, the 
tunnel is 50.5 kilometres long, with 3.3 kilometres under 
land on the French side and 9.3 kilometres on the UK 
side, and 37.9 kilometres undersea. It is the third-longest 
rail tunnel in the world, behind the Gotthard Base Tunnel 
in Switzerland and the Seikan Tunnel in Japan, but 
with the longest under-sea section. The average depth 
is 45 metres below the seabed. On the UK side, of the 
expected, 5 million cubic metres of spoil approximately 1 
million cubic metres was used for fill at the terminal site, 
and the remainder was deposited at Lower Shakespeare 
Cliff behind a seawall, reclaiming 74 acres of land. This 
land was then made into the Samphire Hoe Country Park. 
Environmental impact assessment did not identify any 
major risks, and further studies into safety, noise, and air 
pollution were overall positive. However, environmental 
objections were raised over a high-speed link to London.
High-Tech and Fully-Connected Equipment in the 
Tunnel. Fully connected from its construction, the 
Channel Tunnel comprises more than 36,000 state-of-
the-art and other systems installed in the three tunnels 
and linked to many pieces of equipment. The track in 
each rail tunnel has two continuously welded rails laid on 
precast concrete supports (sleeper blocks) embedded 
in the concrete track bed. Cooling pipes, fire mains, 
signalling equipment and cables are fixed to the sides 
of the tunnels. The cooling system is fed by the cooling 
plants at Shakespeare Cliff in the UK and Sangatte in 
France. The 25,000 Volts overhead catenary supplies 
traction power to the shuttles as well as to other trains 
using the Tunnel, e.g. Eurostar and rail freight trains. The 
catenary is divided into sections, so that maintenance 
work can be carried out in stages. The electrical power 
supplying the tunnels, drainage pumps, lighting and 
trains, is provided by substations on each side of the 
Channel. In the event of a loss of power from one side, 
the entire system can be supplied from the other side. 
Some fixed equipment, such as the lighting system or 
the opening of the cross-passage doors between the rail 
tunnels and the service tunnel can be switched on from 
the control Rail Control Centre (RCC) or manually in the 
tunnels. Various fire-protection systems, including the 
four Safe stations in the rail tunnels, and other detection 
systems are installed at points along the length of the 
tunnels and in the technical rooms of the Tunnel.
General Information on Eurotunnel.
(a) Wall thickness of Eurotunnel - The twin-bore tunnel 
runs for most of its length through a 15m to 30m thick 
band of blue chalk marl maintained during the tunnelling 
process. 
(b) Tunnel depth below the water-  It is relatively 
shallow, with an average depth of about 120 m  at its 
widest part, reducing to a depth of about 45 m  between 
Dover and Calais. 
(c) Tunnels meet in the middle- The alignment of 

Cross-section of the tunnel

Inside tunnel view

Tunnel Construction. A serious health and safety risk 
with building tunnels underwater is major water inflow 
due to the high hydrostatic pressure from the sea above, 
under weak ground conditions. The tunnel also had 
the challenge of time: being privately funded, the early 
financial return was paramount. There was plenty of 
experience with excavating through chalk in the mining 
industry, while the undersea crossover caverns were a 
complex engineering problem. The French one was based 
on the Mount Baker Ridge freeway tunnel in Seattle; the 
UK cavern was dug from the service tunnel ahead of the 
main ones, to avoid delay. Precast segmental linings 
in the main TBM drives were used, but two different 
solutions were used. On the French side, neoprene and 
grout-sealed bolted linings made of cast iron or high-
strength reinforced concrete were used; on the English 
side, the main requirement was for speed so bolting of 
cast-iron lining segments was only carried out in areas of 
poor geology. On the French side, owing to the greater 
permeability to water, earth pressure balance TBMs with 
open and closed modes were used. The TBMs were of 
a closed nature during the initial 5 kilometres but then 
operated as open, boring through the chalk marl stratum. 
This minimised the impact on the ground, allowed high 
water pressures to be withstood and it also alleviated the 
need to grout ahead of the tunnel.  
Engineering Aspects of Tunnel Construction. The 
chalk marl is conducive to tunnelling, with impermeability, 
ease of excavation and strength. The chalk marl runs 
along the entire length of the English side of the tunnel, 
but on the French side, a length of 5 kilometres has 
variable and difficult geology. The tunnel consists of 
three bores: two 7.6-metre diameter rail tunnels, 30 
metres apart, 50 kilometres in length with a 4.8-metre 
diameter service tunnel in between. The three bores are 
connected by cross-passages and piston relief ducts. The 
service tunnel was used as a pilot tunnel, boring ahead 
of the main tunnels to determine the conditions. English 
access was provided at Shakespeare Cliff and French 
access from a shaft at Sangatte. The French side used 
five tunnel boring machines (TBMs), and the English side 
six. The service tunnel uses Service Tunnel Transport 
System (STTS) and Light Service Tunnel Vehicles 
(LADOGS). Fire safety was a critical design issue. 
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a tunnel constructed from two ends and meeting 
somewhere in the middle is achieved via old-fashioned 
surveying methods. If the tunnel breaks through to 
the surface, surveying stations are established on the 
surface of the Earth at each end of the tunnel. 
(d) Open windows on Eurotunnel. A member of staff will 
place chocks against the wheels to aid immobilisation. 
Open all doors, windows, air vents and skylights. This will 
allow all announcements to be heard and the automatic 
fire extinguishing system will be effective in case of fire 
on board your coach.
(e) Stability of tunnels from collapsing. In larger 
tunnels, the engineers add supports to make the tunnel 
more stable. For instance, they use steel rock bolts to 
secure tunnels in the rock. These drill into the rock to 
prevent collapse and protect the tunnel. Some types of 
rock need less support than others, so the supports vary 
by location.
(e) Duration of travel underwater on the Eurotunnel. 
The passenger trains slow down on approach to 160kph 
when they enter the tunnel so they only spend about 
13 minutes under the sea section(37.9Kms) of the 
tunnel. Although the shuttles have a standing start from 
the terminals on each side, Eurotunnel services leave 
Folkestone in the UK and take just 35 minutes to reach 
Calais in France.
Passenger Traffic Volumes. Total cross-tunnel 
passenger traffic volumes peaked at 18.4 million in 1998 
then dropped to 14.9 million in 2003, from then rising 
again to 17.0 million in 2010. At the time of the decision 
about building the tunnel, 15.9 million passengers were 
predicted for Eurostar trains in the opening year. In 1995, 
the first full year, actual numbers were a little over 2.9 
million, growing to 7.1 million in 2000, and then dropping 
again to 6.3 million in 2003. However, Eurostar was 
also limited by the lack of a high-speed connection on 
the British side. After the completion of High Speed to 
London in two stages in 2003 and 2007, traffic increased. 
In 2008, Eurostar carried 9.1 million passengers in cross-
Channel- Tunnel traffic, a 10% increase over the previous 
year, despite traffic limitations due to the 2008 Channel 
Tunnel fire. Eurostar passenger numbers continued to 
increase over the years.
Freight Traffic Volumes. Cross-tunnel freight traffic 
volumes have been erratic, with a decrease in 1997 due 
to a closure caused by a fire in a freight shuttle. The total 
freight crossings increased over the period, indicating the 
substitutability of the tunnel by sea crossings. For freight 
transported on through freight trains, the first-year freight 
prediction was 7.2 million gross Tonnes; however, the 
actual 1995 figure was 1.3 million gross tonnes. Through 
freight, volumes peaked in 1998 at 3.1 million tonnes. 
However, with continuing problems, this figure fell back 
to 1.21 million tonnes in 2007, increasing again slightly to 

1.24 million tonnes in 2008. Together with that carried on 
freight shuttles, freight traffic growth has occurred since 
opening, with 6.4 million tonnes carried in 1995, 18.4 
million tonnes recorded in 2003 and 19.6 million tonnes 
in 2007. In September 2006 EWS, the UK's largest rail 
freight operator announced that owing to the cessation 
of UK- French government subsidies of £52 million per 
annum to cover the Channel Tunnel "Minimum User 
Charge".
Lessons Learned from Tunnel Construction. Overall, 
the key lessons learned from the Chunnel project 
include: (a) Large international projects like the Chunnel 
need to be carefully planned, leveraging proven project 
management tools and techniques. (b) Functional 
requirements and technical specifications need to be 
defined and validated as early as possible to strengthen 
cost and time estimates. (c) A strong change management 
plan needs to be established and maintained throughout 
the project life. (d) Providing an objective method for 
evaluation and approval. (e) Project team roles and 
responsibilities should be defined and validated up 
front to maximize efforts to control and minimize risk. 
(f)  Project contracts and financing agreements should 
not be rushed and should provide for sharing of risk and 
contingency plans. (g) The project management team 
must be given enough authority to act in the best interest 
of the project, and not be subject to undue influence from 
outside parties that are not qualified to make decisions in 
the best interest of the project. (h) Politics and successful 
projects do not mix very well. (i) Fast-tracking projects 
when the technical problems are unknown compounds 
the risk factors. (j) Using contracting methods that 
are inappropriate to the scope defined is a recipe for 
difficulties and challenges. (k) The objectives of a project 
need to be made clear from the outset, and the rewards 
of all stakeholders need to be linked directly to achieving 
those rewards.
Summary

The tunnel extends beneath the English Channel at 
the Strait of Dover. It is the only fixed link between the 
island of Great Britain and the European mainland. It 
allows the city of London to be directly connected by train 
to Paris, Lille, Brussels, Amsterdam and Cologne, thanks 
to the Eurostar and Thalys train lines. The tunnel carries 
high-speed Eurostar passenger trains, the Eurotunnel 
Shuttle for road vehicles and international freight trains. 
It connects end-to-end with the high-speed railway lines 
of the LGV Nord in France and High Speed 1 in England.

"A good example of the modern world is the 
Eurotunnel and mobile phones - I like them."

 ~  Jools Holland, OBE (English pianist). 
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Þù¢¬øò è£ôê¢Åöô¢ âù¢ð¶ ñù¤î 
°ôî¢î¤ø¢° Üð£ò Üø¤°ø¤ò£è Þ¼è¢è¤ù¢ø¶ 
è¦ö¢ èí¢ì¬î ð££¢è¢°ñ¢«ð£¶
Ìñ¤ ªõð¢ðñ¢ ï£Àè¢° ï£÷¢ Üî¤èó¤î¢¶è¢ 
ªè£í¢«ì à÷¢÷¶
 ²ø¢Áè¢Åöô¢   ªõ°õ£è ð£î¤è¢èð¢ðì¢´ 

õ¼è¤ø¶.
 Þòø¢¬è õ÷é¢è÷¤ù¢ ðø¢ø£è¢°¬ø 

Üî¤èó¤î¢¶ õ¼è¤ø¶.
 ð£óñ¢ðó¤òñ£ù õ£ö¢è¢¬è º¬ø «î£¬ê¬ò 

î¤¼ð¢ð¤ð¢ «ð£ì¢ì ñ£î¤ó¤ êñ¢ñï¢îñ¤ô¢ô£î 
å¼ õ£ö¢õ¤òô¢ º¬ø õ÷£¢ï¢¶ õ¼è¤ø¶.

 «ï£ò¢ âî¤£¢ð¢¹ êè¢î¤ Þô¢ô£î¶ âù¢Áñ¢ 
Þô¢ô£îð® Þù¢Á âé¢°ñ¢ «ð²ñ¢ 
ªð£¼÷£è¤õ¤ì¢ì¶.

 ªð£¼÷£î£ó ªï¼è¢è® ï£Àè¢° ï£÷¢ 
Üî¤èó¤î¢¶ õ¼è¤ø¶.

 Üî¢î¤ò£õê¤ò «î¬õè¢è£è Ãì Üî¤èñ¢ 
«ð£ó£ì «õí¢®»÷¢÷¶.

 ñù Ü¿î¢îñ¢ âé¢°ñ¢ å¼ «ï£ò£è ðóõ¤ 
õ¼è¤ø¶. 
Þð¢ð® ðô ñ£ø¢øé¢è÷¢ ñù¤î¬ù 

è¿î¢¬î ªïø¤è¢°ñ¢ Ü÷õ¤ø¢°  ñù¤î«ù 
è£óíñ£è¤õ¤ì¢ì£ù¢ âù¢ð¶Éù¢ è£ôè¢ 
ªè£´¬ñ. 

ñù¤îù¢ ²òïôî¢î¤ø¢è£è Þòø¢¬è¬ò 
Üö¤ð¢ð¶ Þù¢¬øè¢° ê£¢õê£î£óíñ£ 
è¤õ¤ì¢ì¶.  Þòø¢¬è Þô¢¬ô âù¢ø£ô¢ 
ñù¤îÂè¢° Þé¢° «õ¬ô Þô¢¬ô.  Üõù¢ 
àò¤¼è¢°ñ¢ Þé¢° àî¢î¤óõ£îñ¢ Þô¢¬ô 
âù¢ð¬î ¹ó¤ï¢¶ õ¤ì¢ìî£ù£ô¢, Þòø¢¬è 
ªêòô¢ð´ñ¢ º¬øè÷¤ô¢ Þ¼ï¢¶ Þòè¢èî¢¬îè¢ 
èø¢Áè¢ ªè£í¢´ ïñè¢° ºù¢ù¤¼è¢°ñ¢ 
êõ£ô¢èÀè¢° õ¤¬ì «î´õ¶ «ð£ù¢øªî£¼ 
Ýî¤è£ô ë£ù¤ò£¢è÷¤ù¢ èø¢øô¢ º¬ø«ò 
Þù¢¬øè¢° ð«ò£ñ¤ñ¤è¢ó¤ èì¢´ñ£ùñ¢ âù¢ø 
î¬ôð¢ð¤ô¢ Üø¤òð¢ðì¢´÷¢÷¶. 

å¼ è£ôî¢î¤ô âù¢ù Þ¶ å¼ 
ºì¢ì£÷¢îùñ£è «è÷¢õ¤ âù¢Á «è÷¢õ¤ 
«èì¢ìõ¬ù õ¤ñ£¢ê¤î¢î àôèñ¢, Üï¢ 
«è£÷¢õ¤è¢° ðî¤¬ô èí¢´ð¤®î¢î ð¤ø° 
Üõ¬ùè¢ ªè£í¢ì£®î¢ î¦£¢î¢î¶.  
Ý¬èò¤ù£ô¢ ¹î¤òî£è  «ò£ê¤ð¢ðõ£¢è«÷ 

ï¦é¢è÷¢ «èì¢°ñ¢ «è÷¢õ¤ àé¢èÀè¢° ñù 
ï¤¬ø¬õ ªè£´è¢°ñ¢ âù¢ø£ô¢, ñø¢øõ£¢è¬÷ð¢ 
ðø¢ø¤ ï¦é¢è÷¢ èõ¬ôð¢ðì «õí¢®òî¤ô¢¬ô.  
àé¢è÷¢ õö¤ò¤ô¢ ï¦é¢è÷¢ ªêô¢½é¢è÷¢.  àé¢è¬÷ 
å¼ ï£÷¢ Þï¢î àôèî¢î¤ô¢ àò£¢î¢î¤ ð¤®è¢èñ¢.  
¬ðî¢î¤ò£è¢è£óî¢îùñ£ù «è£ñ£÷¤î¢îùñ£è 
âî¢î¬ù«ò£ Üêì¢´ «è÷¢õ¤èÀè¢° è¤¬ìî¢î 
õ¤¬ìò£«ô èì¢ì¬ñè¢èð¢ðì¢ì¶î£ù¢ Þï¢î 
àôèñ¢. 

èì¢´ñ£ùî¢¶¬øò¤ô¢ Þòø¢¬è¬ò 
ð£¶è£è¢°ñ¢ º¬øò¤ô¢ èì¢´ñ£ùé¢è¬÷ 
âð¢ð® Ü¬ñð¢ð¶ àî£óíî¢î¤ø¢° ð²¬ñè¢ 
èì¢´ñ£ù º¬øè¢° ñ£ø «õí¢´ñ¢.  
«ñ½ñ¢ àò¤ó¤òô¢ ê£ð¢¹ èì¢´ñ£ùé¢è÷¢ 
(BIOMIMICRY CONSTRUCTION)  õ÷ó «õí¢´ñ¢.  
Þòø¢¬èò¤ô¢ Þ¼è¢°ñ¢ õ®õé¢èÀè¢°ñ¢, 
ªî£ö¤ô¢ ¸ì¢ðî¢î¤ø¢°ñ¢¢  Ü÷«õ è¤¬ìò£¶.  
Ü¬õè¬÷ èí¢´ð¤®î¢¶ èì¢´ñ£ù ¶¬øò¤ô¢ 
ð¤ù¢ðø¢ø «õí¢®ò èì¢ì£ò è£ôî¢î¤ô¢ 
ï£ñ¢ õ£ö¢è¤ù¢«ø£ñ¢.  ñÁ ðòù¢ð£ì¢´è¢° 
Ýð¢ì£î â¬î»ñ¢ Þù¤ èì¢´ñ£ùî¢î¤ô¢ 
ðòù¢ð´î¢îè¢Ãì£¶ âù¢ø êðîñ¢ ãø¢è 
«õí¢´ñ¢. è¬óò£ù¢è÷¢ èì¢´ñ¢ ¹ø¢¬ø, 
ðø¬õè÷¢, õ¤ôé¢°è÷¢ Þ¼è¢°ñ¢ õ£ö¤ìî¢¬î 
àø¢Á «ï£è¢è¤ Üîù¢ ªî£ö¤ô¢ ¸ì¢ðî¢¬î»ñ¢ 
èì¢´ñ£ù º¬ø¬ò»ñ¢, ðòù¢ð´î¢î 
«õí¢´ñ¢.  â´î¢¶è¢è£ì¢ì£è è¤öè¢° ðè¢èñ£è 
õ¦²è¤ù¢ø è£ø¢Á, Üî¤è «õèî¢î¤ô¢ õ¦ê¤ù£ô¢ 
ªõì¢´è¢è¤÷¤è÷¢ ãó£÷ñ£è ¸¬öï¢¶ 
ðò¤£¢è¬÷ âô¢ô£ñ¢ «êîð¢ð´î¢î¤õ¤´ñ¢ âù¢Á 
¬ðð¤÷¤ô¢ ªê£ô¢ôð¢ðì¢´÷¢÷¶.  

Åó¤ò¬ù ñòð¢ð´î¢î¤  ðù¢ù¤¼ 
ñ£îé¢è¬÷»ñ¢ ÝÁ ð¼õé¢è¬÷»ñ¢, ã¿ 
ï£ì¢è¬÷»ñ¢, õ¬èð¢ð´î¢î¤ ¬õî¢¶÷¢÷ù£¢.  
ñ£îñ¢ ºîô¢ 15 ï£÷¢ å÷¤»¬ìò¶ 15 ï£÷¢ 
å÷¤òø¢ø¶ âù¾ñ¢ Üî£õ¶ õ÷£¢ð¤¬ø 
«îò¢ð¤¬ø âù¢Á õ¬óòÁî¢¶÷¢÷ù£¢.  
«ñ½ñ¢ è¤º 600ô¢ ð¤î£èóú¢ èí¢´ð¤®î¢î 
ºè¢«è£í õ¤î¤è¬÷ ïñ¢ ºù¢«ù££¢è÷¢ 
2000 õ¼ìî¢î¤ø¢° ºù¢ð¤¼ï¢«î ðòù¢ð´î¢î¤ 
à÷¢÷ù£¢ âù¢ðîø¢° ê£ù¢ø£è  å¼ ð£ìô¢ 
õó¤è÷¢ à÷¢÷ù.  

Er.A.G.Marimuthuraj

ð«ò£ñ¤ñ¤è¢ó¤ èì¢´ñ£ùñ¢ 
(BIO MIMICRY CONSTRUCTION)
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å¼ ªêé¢«è£í ºè¢«è£íî¢î¤ô¢ 
Þ¼ðè¢èé¢è÷¤ù¢ ñ¦¶ õ¬óòð¢ð´ñ¢ 
ê¶óé¢è÷¤ù¢ ªñ£î¢îð¢ ðóð¢ð÷¾ 

è£¢íî¢î¤ô¢  ñ¦¶ õ¬óòð¢ð´ñ¢ ê¶óî¢î¤ù¢ 
ðóð¢ð÷¾è¢° êññ¢ âù¢ð¶ ð¤î£¢«è£óú¢ (î¤òóñ¢) 
«îø¢øñ¢.

Þî¬ù«ò ð¤î¢î«è£óú¢è¢° ºù¢ Üî£õ¶ 1000 
õ¼ìñ¢ Þ¼è¢°ñ¢, ïñ¢ ðöï¢îñ¤ö¢ ð£ìô¢ åù¢Á.  
Þð¢ð® °ø¤ð¢ð¤´è¤ø¶.
æ®ò ï¦÷ï¢îù¢¬ù ã¿ªóì¢´è¢ Ãø£è¢è¤
Ãøî¤ô¢ åù¢¬øî¢ î÷¢÷¤ 
°ù¢øî¢î¤ô¢ ð£î¤ «ê£¢î¢î£ô¢ 
ï¦®ò è£¢íñ¢ î£«ù

ï¦  x 7/8 + °/2  =  è£¢íñ¢
4 x  7/8 + 3/2  =  è£¢íñ¢
3.5 + 1.5= 5

«ñ½ñ¢ è¤.ð¤ 1200ô¢î£ù¢ ê¦ù£¢è÷¢ îø¢«ð£¶÷¢÷ 
compass è¼õ¤ ªè£í¢´ î¤¬êè¬÷ 
ï¤£¢íò¤î¢îù£¢.  Þ¬î»ñ¢ ïñ¢ ºù¢«ù££¢è÷¢ 
èì¢´ñ£ù èì¢®ìî¢î¤ù¢ ¬ñòî¢î¤ô¢ å¼ «è£¬ô 
áù¢ø¤ Üîù¢ ï¤ùö¢è¬÷ Þ¬íî¢¶ î¤¬ê 
Üø¤ï¢îù£¢.  è¤.ð¤ ð1657ô¢ î£ù¢ ï¦Îì¢ìù¢ 
¹õ¤ò¦£¢ð¢¹ õ¤¬ê¬ò èí¢´ð¤®î¢î££¢.  Üõ¼è¢° 
ºù¢«ð ïñ¢ ºù¢«ù££¢è÷¢ èì¢ìì èì¢´ñ£ù 
¹õ¤ò¦£¢ð¢¹ õ¤¬êò¤ù¢ ¶¬í ªè£í¢´ Éè¢°í¢´ 
Íôñ¢ èì¢´ñ£ùî¢î¤ù¢ ªêé¢°î¢î¤¬ù êó¤ò£è 
èì¢ì¬ñî¢îù£¢.

è¤.ð¤ 1700ô¢ ºîô¢ ªð£ø¤ò¤òô¢ èô¢Öó¤ 
«î£ù¢ø¤ ªð£ø¤ò£÷£¢è÷¢ à¼õ£è¤ù£¢.  Üõ£¢è÷¢ 
«ñø¢èî¢î¤ò Ýê¤ó¤ò£¢è÷¢ â¿î¤ò ¹î¢îèé¢è¬÷ 
ñì¢´«ñ ð®î¢¶ ªð£ø¤ò£÷£¢ ðì¢ìñ¢ ªðø¢Á 
èì¢´ñ£ùé¢è¬÷ èì¢ì¬ñî¢îù£¢.  Ýù£ô¢ 
Üîø¢° ºù¢ 2000 õ¼é¢è÷£è Þòø¢¬è¬ò 
ð££¢î¢¶, Þòø¢¬è»ìù¢ Þóí¢ìóè¢ èôï¢¶ 
èì¢´ñ£ù º¬øò¤¬ù õ£ú¢¶ ê£ú¢î¢î¤óî¢î¤ù¢ 
Íôñ¢ èì¢®»÷¢÷ù£¢.

Þ¶«ð£ù¢ø âí¢íø¢ø õ¤ûòé¢è¬÷ 
ªê£ô¢ô¤è¢ªè£í¢«ì «ð£èô£ñ¢.  Þù¢¬øè¢°ñ¢ 
Þòø¢¬è¬ò àø¢Áð¢ð£î¢¶ à¼õ£è¢è¤ò  ðô 
ªð£¼ì¢è¬÷ ðø¢ø¤ ð££¢ð¢«ð£ñ¢.

Þòø¢¬è¬ò àø¢Á èõù¤î¢î ñù¤î«ù îùè¢°î¢ 
«î¬õò£ù Ü¬ùî¢¶ñ¢ Üî¤ô¤¼ï¢¶ Üù¢Á ºîô¢ 
Þù¢Áõ¬ó èí¢´ð¤®î¢¶ ðòù¢ð´î¢î¤ù££¢.  
àî£óíî¢î¤ø¢° Þù¢Á

è¤ò£ è£ó¤ù¢ è¤ó¤ô¢-ä èõù¤»é¢è÷¢.  ¹ô¤ò¤ù¢ 
Íè¢°  «ð£ô«õ Þ¼è¢°ñ¢.  Üð¢ð£ê¢ê¤ ¬ðè¢¬è 
ì£ð¢ Ýé¢è¤÷¤ô¢  ð££¢î¢î£ô¢ ²ø£ ñ¦¬ùð¢ «ð£ô 
Þ¼è¢°ñ¢ ì£ì£ ªïè¢ú£ù¢ è£ó¤ù¢ ðñ¢ð£¢ å¼ 
ñù¤îù¢ ê¤ó¤ð¢ð¶ «ð£ô Þ¼è¢°ñ¢, ý§í¢ì£ò¢ 
è£ó¤ù¢ ºù¢ ðè¢èñ¢ «îù¢ Ãì¢®ô¢ Þ¼ï¢¶ 
â´è¢èð¢ðì¢ì ®¬êù¢, ç«ð££¢´ è££¢è÷¤ù¢ 
«ìû¢«ð££¢´ æ£¢ Ü¼õ¤¬òð¢ «ð£ù¢«ø 
Þ¼è¢°ñ¢. ý§í¢ì£ò¢ è£ó¤ù¢ «ì ¬ìñ¢ óù¢ù¤é¢ 
¬ôì¢ì£ð¢, Ìñó£é¢ Ý»îñ¢ «ð£ù¢Á Þ¼è¢°ñ¢.  
Üì Þõ¢õ÷¾ ãù¢ ï£ù¢ å¼ è£ó¤ù¢ Þù¢¯ó¤ò£¢ 
®¬êù¢ ªêò¢ò Þì¢ô¤î¢ îì¢® Þù¢ú¢ð¤«óûù£è 
â´î¢¶è¢ ªè£í¢«ìù¢ âù¢ð££¢ ®¬êù£¢ 
êî¢î¤òê¦ôù¢.  

ð¤î£èóú¢ è£ôñ¢ (è¤ ð¤ 600)

1
3

4

5 5

4

3

2

3

Þ«î«ð£ô¢ è¤º 287ô¤ô¢  î£ù¢ Ü£¢è¢è¤ªñ®ú¢ 
ªïñ¢¹«è£ô¢ îî¢¶õî¢¬î»ñ¢, ó£ì¢®ù ðÀÉè¢è¤¬ 
»ñ¢ èí¢´ð¤®î¢î££¢. êé¢è è£ôî¢î¤ô¢ âè¤ð¢î¤ò£¢è÷¢ 
ð¤óñ¦´ èì¢´ñ£ù º¬øò¤ô¢ «ñø¢èí¢ì Þóí¢´ 
àî¢î¤è¬÷»ñ¢ ðòù¢ð´î¢î¤ à÷¢÷ù£¢ âù¢ð¶ 
Þé¢«è °ø¤ð¢ð¤ìî¢îè¢èî£°ñ¢.  
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PIPES
Square Pipe, 

Rectangle Pipe, Round Pipe

D. DHANUSHKODI - Managing Director
Res. Add. No.249K, APK Main Road, Villapuram, Madurai - 625 012

No.428, Varadharajapuram, Nazarethpet, Poonamallee, Chennai - 600 123
E: nippondhanushkodi2016@gmail.com | spl@sunpressing.com 

M: 8973 555 555

NIPPON STEEL
Wholesale & Retail

COIL & SHEET
HR, CR, GP, GA
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ªðé¢èÀó¤ô¢ ï¬ìªðø¢ø Special AGM–ô¢  
ªîù¢ùè ñò¢òî¢î¤ø¢° ã¿ õ¤¼¶è÷¢ õöé¢èð¢ðì¢ì¶
ê¤øï¢î ñò¢òî¢î¤ø¢è£ù õ¤¼¶ ªîù¢ùè ñò¢òî¢î¤ø¢° õöé¢èð¢ðì¢ì¶

Üè¤ô Þï¢î¤ò ñ£ï£ì¢´ ê¤øï¢î °¿î¢î¬ôõ¼è¢è£ù õ¤¼¶ 
ð¦û¢ñ£ î¤¼. R. Þó£î£è¤¼û¢íù¢ Üõ£¢èÀè¢° õöé¢èð¢ðì¢ì¶ 
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ê¤øï¢î å¼é¢è¤¬íð¢ð£÷£¢ õ¤¼¶ î¤¼. Mu. «ñ£èù¢ Üõ£¢èÀè¢° 
õöé¢èð¢ðì¢ì¶

30õ¶ Üè¤ô Þï¢î¤ò ñ£ï£ì¢®¬ù ê¤øð¢ð£è ïìî¢î¤òîø¢è£ù  
ªîù¢ùè ñò¢òî¢î¤ø¢° õ¤¼¶ õöé¢èð¢ðì¢ì¶

ê¤øï¢î Üè¤ô Þï¢î¤ò ¶¬íî¢î¬ôõ¼è¢è£ù õ¤¼¶ î¤¼. S. Üò¢òï£îù¢ 
Üõ£¢èÀè¢° õöé¢èð¢ðì¢ì¶
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ê¤øï¢î ñ£ï¤ôî¢î¬ôõ¼è¢è£ù õ¤¼¶ î¤¼. R. ê¤õè¢°ñ££¢ Üõ£¢èÀè¢° 
õöé¢èð¢ðì¢ì¶

17.11.2022- - 45õ¶ IFAWPCA ñ£ï£´ ð¦û¢ñ£ î¤¼. R. Þó£î£è¤¼ì¢®íù¢ 
Üõ£¢èÀ‚° IFAWPCA î¬ôõ£¢ ê¤øï¢î Participant õ¤¼î¤¬ù õöé¢è¤ù££¢ 



19.11.2022 Íù¢ø£õ¶ ñ£ï¤ô Ü÷õ¤ô£ù MC/GC Ãì¢ìî¢î¤ô¢  
ñ£í¢¹ñ¤° Ü¬ñê¢ê£¢ î¤¼. R. ºî¢¶ê£ñ¤ Üõ£¢è÷¢ î¬ô¬ñ  

õ¤¼ï¢î¤ùó£è èôï¢¶ ªè£í¢ì££¢
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KEERTI FURNITURE
#18, Ganesh Nagar, 2nd street, GK Industrial Estate, Alapakkam, Porur, Chennai – 600 095. 

Ct: M Murugan – 98408 79654

Interior and Tenkey Projects
What we do.
 Supply And Fixing Factory Made Furnitures     
    Finish
 Main Door & Frames
 Door’s – Lead Door, Hermed Meditech  
     Hospital Door’s
 Pooja Door’s
 All Type Teak Wood Furniture’s
 Flush Door-Veneer / Lamianted Door’s
 Wpc Frame & Door
 Kitchen / Wardrobe / Cot / Sofa / Etc…
 Wallpapper / Glass Paritiion Slim Line
 Front Elevation – Sculptor Work

KEERTI FURNITURES
COMMERCIAL - RESIDENTIAL - HOTELS - OFFICE

Þôõê ê¤è¤ê¢¬ê ñò¢ò ºèõó¤

Üè¤ô Þï¢î¤ò èì¢´ï£¢ êé¢èñ¢
ð¤÷£ì¢ âí¢ A1, ºîô¢ ð¤óî£ù ê£¬ô, (AIEMA) âî¤ó¤ô¢

Üñ¢ðî¢É£¢ ªî£ö¤ø¢«ðì¢¬ì, Üñ¢ðî¢É£¢, ªêù¢¬ù – 600 058.

Þôõê ê¤è¤ê¢¬ê ñò¢òñ¢

ªîù¢ùè èì¢´ï£¢ Üøè¢èì¢ì¬÷  

ªñó¤®òù¢ ñ¼î¢¶õñ¬ù«ò£´ Þ¬íï¢¶  

Þôõê ñ¼î¢¶õ ñò¢òî¢¬î ¶õè¢è¤»÷¢÷¶.   

Þî¤ô¢ î¤ùêó¤ (ë£ò¤Á îõ¤ó)  

è£¬ô 10.00 ñí¤ ºîô¢ 6.00 ñí¤ õ¬ó Ü¬ùî¢¶ 

ªî£ö¤ô£÷£¢èÀè¢°ñ¢ Þôõê ê¤è¤ê¢¬ê Ü÷¤è¢èð¢ð´ñ¢.

Estd1941



P.K.P. NARAYANAN
Advisor
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The Southern Construction Research and Development Service society-ù¢ Íôñ¢  

ªî£ö¤ô£÷£¢èÀè¢è£ù î¤øù¢ õ÷£¢ð¢¹ð¢ ðò¤ø¢ê¤, Üó² ªî£ö¤ø¢ ðò¤ø¢ê¤ Ãìé¢è÷¤ô¢ 

ðò¤½ñ¢  ñ£íõ£¢èÀè¢°  AUTO CADD and Architectural  Draughtsman –Revit âù 

ðô¢«õÁ ðò¤ø¢ê¤è¬÷  Þôõêñ£è õöé¢è¤ õ¼è¤ù¢ø¶.

 

ðò¤ø¢ê¤ ªðø¢ø  100 ñ£íõ£¢è÷¤ô¢ ²ñ££¢ 40 ñ£íõ£¢è÷¢  ïô¢ô ï¤Áõùé¢è÷¤ô¢ 

ðí¤ò¤ô¢ Þ¬íï¢¶÷¢÷ù£¢. «ñ½ñ¢ ðô£¢ «ñø¢ð®ð¢¹è÷¤½ñ¢ Þ¬íï¢¶÷¢÷ù£¢.  

Þõ¢õ£Á ê¤øð¢¹ ðò¤ø¢ê¤ õöé¢°õ¶ «ð£ù¢ø àù¢ùî ðí¤è÷¤ô¢  ß´ðì¢´õ¼ñ¢ ïñ¶ 

ªîù¢ùè ñò¢ò àÁð¢ð¤ù£¢è÷¢ Ü¬ùõ¼ñ¢ Society-ô¢ àÁð¢ð¤ùó£è «õí¢´è¤«ø£ñ¢.

Society -ô¢  Þ¶õ¬ó àÁð¢ð¤ùó£è£î ïñ¶ ªîù¢ùè ñò¢ò àÁð¢ð¤ù£¢è÷¢ Ü¬ùõ¼ñ¢  

Society -ô¢ àÁð¢ð¤ùó£è Üù¢«ð£´ Ü¬öè¢è¤«ø£ñ¢.

Estd1941

The Southern Construction Research and 
Development Service society

ï¤óï¢îó àÁð¢ð¤ù¼è¢è£ù êï¢î£î¢ªî£¬è  Rs.10,000/- 

Account  Name :  The Southern Construction Research &  
                                Development Service  Society
Bank/Branch     :   Indian Bank, South Usman Road
Account No       :   CA 455122578
IFS CODE          :   IDIB000T115
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àôè¤«ô«ò Þóí¢ì£õ¶ ªðó¤ò èìø¢è¬óò£ù  ªñó¤ù£ èìø¢è¬óè¢° î¤ùêó¤ ²ñ££¢ 30,000  
ñè¢èÀñ¢  õ¤´º¬ø ï£ì¢è÷¤ô¢ ²ñ££¢ 50,000 ñè¢èÀè¢° õ¼è¤ù¢øù£¢.  Þè¢èìø¢è¬óè¢° õ¼ñ¢ ñ£ø¢Áî¢ 
î¤øù£÷¤è÷¢ èìô¢ ï¦¼è¢° Ü¼è¤ô¢ ªêô¢ô º®ò£ñô¢  Þ¼ï¢î ï¤¬ô¬ò ñ£ø¢ø îñ¤öè Üó² ïìõ®è¢¬è 

«ñø¢ªè£í¢´÷¢÷¶.  Üîù®ð¢ð¬ìò¤ô¢ Þï¢î¤ò£õ¤«ô«ò ºîô¢ º¬øò£è 263 ñ¦ì¢ì£¢ ï¦÷ºñ¢, 3 ñ¦ Üèôºñ¢ 
à÷¢÷ ñóî¢î£ô£ù îù¤ ï¬ìð£¬î õ¤«õè£ùï¢î£¢ Þô¢ôî¢î¤ø¢° âî¤ó¤ô¢ Ü¬ñè¢èð¢ðì¢´÷¢÷¶. 

ê¤é¢è£óê¢ªêù¢¬ù 2.0 î¤ì¢ìî¢î¤ù¢ è¦ö¢ ` 1.14 «è£® ñî¤ð¢ð¦ì¢®ô¢ ¬èð¢ð¤®«ò£´ Ü¬ñè¢èð¢ðì¢´÷¢÷ 
Þð¢ð£¬îò¤ô¢ êè¢èó ï£ø¢è£ô¤¬ò ðòù¢ð´î¢¶ðõ£¢è÷¢ Ãì â÷¤î¤ô¢ Þð¢ð£¬îò¤ô¢ ªêô¢ô õêî¤ò£è  

ñóð¢ð£¬îò¤ù¢ Þ¼¹øºñ¢ ¬èð¢ð¤®è÷¢ 
Ü¬ñè¢èð¢ðì¢´÷¢÷¶. êºè õ¬ôî÷ñ¢ 
åù¢ø¤ô¢ ñ£í¢¹ñ¤°  îñ¤öè ºîô¢õ£¢ Üõ£¢è÷¢ 
°ø¤ð¢ð¤ì¢ì¶ «ð£ô¢ ñ£ø¢Áî¢ î¤øù£÷¤è÷¤ù¢ 
èù¾ Þîù£ô¢ ïùõ£è¤ø¶.  

Þï¢î ï¬ìð£¬î¬ò èìï¢î 27.11.2022 
Üù¢Á «êð¢ð£è¢èñ¢ î¤¼õô¢ô¤è¢«èí¤ 
êì¢ìñù¢ø àÁð¢ð¤ù£¢ î¤¼. àîòï¤î¤ ú¢ì£ô¤ù¢ 
Üõ£¢è÷¢ î¤øï¢¶ ¬õî¢î££¢. ïè£¢ð¢¹ø õ÷£¢ê¢ê¤ 
ñø¢Áñ¢ °®ï¦£¢ õöé¢èô¢  ¶¬ø Ü¬ñê¢ê£¢ 
ñ£í¢¹ñ¤° î¤¼. K.N. «ï¼,  ²è£î£óî¢¶¬ø 
Ü¬ñê¢ê£¢ î¤¼. ñ£. ²ð¢ð¤óñí¤òñ¢,  Þï¢¶ êñò 
Üøï¤¬ôòî¢¶¬ø Ü¬ñê¢ê£¢ î¤¼. P.K. «êè£¢ 
ð£¹, ñî¢î¤ò ªêù¢¬ù ð£ó£Àñù¢ø àÁð¢ð¤ù£¢ 
î¤¼. îò£ï¤î¤ ñ£øù¢, õíè¢èî¢î¤ø¢°ó¤ò 
ªêù¢¬ù ªð¼ïèó «ñò£¢ î¤¼ñî¤ ð¤ó¤ò£ 
ó£üù¢, ¶¬í «ñò£¢ î¤¼. ñ«èû¢ °ñ££¢, 
ñø¢Áñ¢ ñ£ïèó£ì¢ê¤ Ý¬íò£¢ î¤¼. èèù¢ 
î¦ð¢ê¤é¢«ð® Ýè¤«ò££¢ èôï¢¶ ªè£í¢ìù£¢.  

ñî¢î¤ò ªêù¢¬ù ð£ó£Àñù¢ø àÁð¢ð¤ù£¢ î¤¼. îò£ï¤î¤ ñ£øù¢ Üõ£¢è÷¶ ªî£°î¤  «ññ¢ð£ì¢´ ï¤î¤ò¤ô¤¼ï¢¶ 
4.12 Þôì¢êñ¢ ñî¤ð¢ð¦ì¢®ô¢ õ£é¢èð¢ðì¢ì ñ£ø¢Á î¤øù£÷¤è÷¤ù¢ ðòù¢ð£ì¢®ø¢è£ù ÝÁ õ£èùé¢è¬÷  
êì¢ìñù¢ø àÁð¢ð¤ù£¢ î¤¼. àîòï¤î¤ ú¢ì£ô¤ù¢ Üõ£¢è÷¢ ï¬ìº¬øè¢° ªè£í¢´ õï¢î££¢.  

ñ£ø¢Á î¤øù£÷¤è÷¢ ðòù¢ð£ì¢®ø¢è£è Ü¬ñè¢èð¢ðì¢´÷¢÷ Þï¢î ï¬ìð£¬îò¤¬ù Ü¬ùõ¼ñ¢ ð£ó£ì¢ìî¢îè¢è 
õ¬èò¤ô¢ Ü¬ñî¢¶îï¢î ïñ¶ ñò¢ò ¶¬íî¢î¬ôõ£¢ î¤¼. A.N. ð£ô£ü¤ Üõ£¢è¬÷ ªîù¢ùè ñò¢òñ¢ õ£ö¢î¢î¤ 
ñè¤ö¢è¤ø¶.

ªñó¤ù£ èìø¢è¬óò¤ô¢ àôè¤ù¢ ñ¤è ï¦÷ñ£ù 
ñ£ø¢Áî¢ î¤øù£÷¤èÀè¢è£ù ñóð¢ð£¬î

ªñó¤ù£ èìø¢è¬óò¤ô¢ àôè¤ù¢ ñ¤è ï¦÷ñ£ù 
ñ£ø¢Áî¢ î¤øù£÷¤èÀè¢è£ù ñóð¢ð£¬î



Mr. D. Karl Marx
M/s. Lavanya  
Engineering Services  
Builder
No. 69, 1st Street,   
Amman Nagar
Thiruverkadu,  
Chennai - 600 077
Mobile No. 7550016399

Mr. R. Gopinath
M/s. Priyankaa 
Constructions  
Builder
Plot No.15, Padmavathi Street,  
Santhosh Nagar,
Mugalivakkam,  
Chennai-600 125
Mobile No. 9884369988  
9840169988

Mr. Vivek Arunachalam
Contractor/Civil & Railway
No. 17/C, Kannakar Lane
Thiruvottiyur,  
Chennai - 600 019
Mobile No. 9840294440  
904267171

Mr. M. Shanthakumar
Contractor/Civil & Railway
No. 38, Pole Naidu Street,  
Palanipet Arakkonam,  
Vellore Dt. - 631 002
Mobile No. 9444793028  

Mr. V. Sivanandam
Architect
No. 22/8, Balaguruswamy 
Street,  Gandhi Nagar
Chrompet , Chennai - 600 044
Mobile No. 9940363932

Mr. Dr.K. Subba Reddy
M/S. Pallava Granite 
Industries India Pvt. Ltd.
Granite Manufactureres / 
Suppliers
No. 56 (Old no. 68),  
Cathedral Road, Gopalapuram,  
Chennai - 600 086
Mobile No. 9840070979  

Mr. M.Krishnan
M/s. M.K. Construction
Civil Contractor
No.10, Durgai Amman Koil 
Street,  M.G.R. Nagar
K.K. Nagar,  
Chennai - 600 078
Mobile No. 8939669993 

Mr. S. Ramesh
M/s. P.S. Constructions
Flat Promoter
No. 2, 3rd Street,  
Kalaimagal Nagar
Near. Teachers Colony EB 
Office, Kolathur,  
Chennai - 600 099
Mobile No. 9841446553  

Mr. P.M. Manjith
M/s. Right choice Associates 
Pvt. Ltd. Flat and Land 
Promotion and Sale
No. 31/12, Gopal Street,   
Near. Hotel Aruna
T. Nagar, Chennai - 600 017
Mobile No. 9841045588  
8190977777

Mr. Chandrasekar 
Velmurugan
M/s. Subhashree Solutions
Manufacturer/Supplier
No. 31/2, Ram Naga,   
First Main road
Peravallur, Chennai - 600 082
Mobile No. 9841233766  
9840655892

NEW PATRON MEMBERS
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Mr. Dr. B. Narayana Rao
M/s. Shakthi Stone House
Stone Trader
No. 192, T.H. Road,  
M.R.Nagar
Near. SIDCO Bus Stopm,  
Opp. S.M. Mahal
Kodungaiyur,  
Chennai - 600 118
Mobile No. 9841095098  

Mr.D. Hariprasad
Builder / Contractor
S/o. B. Dhanasekaran
No. 6/35, Ponniamman Koil 
Street, 230, Village High Road
Sholinganallur,  
Chennai – 600 119
Mobile No. 9790970077

Mr. K. Sathish Kumar
No. 121/10, Vannier Street,
Narayanapuram,
Choolaimedu, 
Chennai - 600 094
Mobile No. 9176404216  

Mr. S. Mohit
M/s. J.P. Constructions
Construction
No.86/102, Kamdhar Nagar III 
street,  Mahalingapuram,
Nungambakkam,  
Chennai - 600 034
Mobile No. 6381802108  

Mr. K. Hemnath
No. 121/10, Vannier Street
Narayanapuram
Choolaimedu 
Chennai - 600 094
Mobile No. 9710847979  

Mr.T.M. Thiagarajan
M/s. Ayvar Builder and 
Promoter
No.15, 2nd Floor,  
Bujangar Street
Alandur Road, Sidapet
Chennai- 600 015
Mobile No. 9841045996

ºù¢ù£÷¢ è£ð¢ð£÷£¢ ì£è¢ì£¢ D. ¶è¢è£ó£ñ¢ Üõ£¢è÷¤ù¢ 
¶¬íõ¤ î¤¼ñî¤ î¤ô¢¬ô ¶è¢è£ó£ñ¢ Üõ£¢è÷¢  

20.11.2022 Üù¢Á Þ¬øõù® «ê£¢ï¢î££¢.   
Üù¢ù£ó¶ ñ¬øõ¤ø¢° ªîù¢ùè ñò¢òñ¢ îù¶  

Ýö¢ï¢î Þóé¢è¬ô ªîó¤õ¤î¢¶è¢ªè£÷¢è¤ø¶
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Meaningful Questions
 
w Why is the place in a stadium where you SIT, called a STAND? 
w Why is that everyone wants to go to HEAVEN, but nobody wants to DIE!! 
w Shall I say that there is racial discrimination even in chess, As the WHITE always moved FIRST. 
w We have FREEDOM of SPEECH, Then why do we have TELEPHONE BILLS? 
w If money doesn't grow on TREES, then why do banks have BRANCHES? 
w Why doesn't GLUE stick to its BOTTLE? 
w Why do you still call it BUILDING, when its already BUILT? 
w If its true that we all are here to HELP others, What are others HERE for? 
w If you aren't supposed to DRINK and DRIVE, Why do bars have PARKING lots? 
w If All The Nations In The World Are In Debt, Where Did All The Money Go..? 
w When Dog Food is 'New With Improved Taste', Who Tests It? 
w If The "Black Box" Flight Recorder Is Never Damaged During A Plane Crash,  
   Why Isn't The Whole Airplane Made Out Of That Stuff? 
w Who Copyrighted The Copyright Symbol? 
w Can You Cry Under Water? 
w Why Do People Say "You've Been Working Like A Dog", When Dogs Just Sit Around All Day?? 
w We all are Living in a Seriously Funny World.  So, Laugh Often!!
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SOUTHERN CENTRE ACTIVITIES
11.11.2022
ñ¦ù£ì¢ê¤ ²ï¢îóó£üù¢ ªð£ø¤ò¤ô¢ èô¢Öó¤ò¤ô¢  ºîô£ñ¢ Ýí¢´  Civil Engineering ñ£íõ£¢èÀè¢è£è ïìî¢îð¢ðì¢ì 
YOU IGNITE WE EXCEL  èôï¢î£ò¢¾ ï¤èö¢ê¢ê¤ò¤ô¢ ¶¬íî¢î¬ôõ£¢ î¤¼. A.N. ð£ô£ü¤ Üõ£¢è÷¢ èôï¢¶ ªè£í¢ì££¢.

17.11.2022
45õ¶ IFAWPCA ñ£ï£´ ñ£ôî¢î¦õ¤ô¢ ïõñ¢ð£¢ 15 ºîô¢ 19õ¬ó  ï¬ìªðø¢ø¶. ð¦û¢ñ£ î¤¼. R. Þó£î£è¤¼ì¢®íù¢ 
Üõ£¢è¬÷ ê¤øð¢¹ «ðê¢ê£÷ó£è Ü¬öî¢¶ Üè¤ô àôèºñ¢ «ð£ø¢Áñ¢ õ¬èò¤ô¢ Üõó¶ «ðê¢² «ññ¢ðì¢ìî£è 
Þ¼ï¢îîø¢è£è  IFAWPCA î¬ôõ£¢ ê¤øï¢î Participant âù¢ø õ¤¼î¤¬ù õöé¢è¤ù££¢. 

18.11.2022 ñø¢Áñ¢ 19.11.2022
ïñ¶ ñò¢òî¢î¤ù¢ ê££¢ð¤ô¢ ñò¢ò ï¤£¢õ£è¤è«÷£´ ªð¼õ£ó¤ò£ù ªð£¶è¢°¿ ñø¢Áñ¢ «ñô£í¢¬ñè¢°¿ 
àÁð¢ð¤ù£¢è÷¢ ªêù¢¬ùò¤ô¢ à÷¢÷ Hotel  Le Meridian-ô¢ Ìï¢îñô¢ô¤ ñò¢òî¢î¤ù¢ àðêó¤ð¢ð¤ô¢ ï¬ìªðø¢ø ñ£ï¤ô 
Ü÷õ¤ô£ù Íù¢ø£õ¶ «ñô£í¢¬ñ ñø¢Áñ¢ ªð£¶è¢°¿ Ãì¢ìî¢î¤ô¢ èôï¢¶ ªè£í¢ìù£¢. ñ£í¢¹ñ¤° 
Ü¬ñê¢ê£¢ î¤¼. S.ºî¢¶ê£ñ¤ Üõ£¢è÷¢ î¬ô¬ñ õ¤¼ï¢î¤ùó£è èôï¢¶ ªè£í¢´ Ãì¢ìî¢¬î ¶õè¢è¤ ¬õî¢î££¢. 
«ñ½ñ¢ ïñ¶ àÁð¢ð¤ù£¢è÷¤ù¢ «è£ó¤è¢¬èèÀè¢°ñ¢ ðî¤ô÷¤î¢¶ ïñ¶ «è£ó¤è¢¬è ñÂõ¤¬ù ãø¢Áè¢ªè£í¢ì££¢.  

23.11.2022
ñ¦ù£ì¢ê¤ ²ï¢îóó£üù¢ ªð£ø¤ò¤ô¢ èô¢Öó¤ò¤ô¢  ÞÁî¤ Ýí¢´  Civil Engineering ñ£íõ£¢èÀè¢è£è ïìî¢îð¢ðì¢ì 
YOU IGNITE WE EXCEL  èôï¢î£ò¢¾ ï¤èö¢ê¢ê¤ò¤ô¢ ð¦û¢ñ£ R. Þó£î£è¤¼ì¢®íù¢ Üõ£¢è÷¢ î¬ô¬ñ õ¤¼ï¢î¤ùó£è 
èôï¢¶ ªè£í¢´ ê¤øð¢ð¤î¢î££¢.  ¶¬íî¢î¬ôõ£¢ î¤¼. A.N. ð£ô£ü¤ Üõ£¢è÷¢ ñ£íõ£¢èÀìù£ù «ï¼è¢° «ï£¢ 
ï¤èö¢ê¢ê¤ò¤ô¢ èôï¢¶ ªè£í¢ì££¢. 

28.11.2022
Íù¢ø£õ¶  Üè¤ô Þï¢î¤ò «ñô£í¢¬ñ ñø¢Áñ¢ ªð£¶è¢°¿ Ãì¢ìñ¢ ê¤øð¢¹ ªð£¶è¢°¿ Ãì¢ìñ¢ ïõñ¢ð£¢ 
27 ñø¢Áñ¢ 28 «îî¤è÷¤ô¢ ªðé¢èÀó¤ô¢ ï¬ìªðø¢ø¶.  Þè¢Ãì¢ìî¢î¤ô¢ ªêù¢ø Ýí¢®ø¢è£ù BAI õ¤¼¶è÷¢ 
õöé¢èð¢ðì¢ìù. Üî¤ô¢ ïñ¶ ñò¢òî¢î¤ø¢° ªî£ì£¢ï¢¶ 13õ¶ º¬øò£è ê¤øï¢î ñò¢òî¢î¤ø¢è£ù õ¤¼¶  
õöé¢èð¢ðì¢ì¶.  ïñ¶ êî£¢ù¢ ð¤ô¢ì£¢ Þî¿è¢° ªî£ì£¢ï¢¶ âì¢ì£õ¶ º¬øò£è ê¤øï¢î ñ£î Þî¿è¢è£ù õ¤¼¶ 
õöé¢èð¢ðì¢ì¶.  ê¤øï¢î Üè¤ô Þï¢î¤ò ñ£ï£ì¢´ °¿î¢î¬ôõ¼è¢è£ù õ¤¼¶ ð¦û¢ñ£ î¤¼. R. Þó£î£è¤¼û¢íù¢ 
Üõ£¢èÀè¢°ñ¢,ê¤øï¢î ñ£ï£ì¢´ å¼é¢è¤¬íð¢ð£÷£¢ õ¤¼¶ î¤¼. Mu. «ñ£èù¢ Üõ£¢èÀè¢°ñ¢, ê¤øï¢î Üè¤ô 
Þï¢î¤ò ¶¬íî¢î¬ôõ£¢ õ¤¼¶ î¤¼. S. Üò¢òï£îù¢ Üõ£¢èÀè¢°ñ¢, ê¤øï¢î ñ£ï¤ôî¢î¬ôõ¼è¢è£ù õ¤¼¶  
î¤¼. R. ê¤õè¢°ñ££¢ Üõ£¢èÀè¢°ñ¢, 30õ¶ Üè¤ô Þï¢î¤ò ñ£ï£ì¢®¬ù ê¤øð¢ð£è ïìî¢î¤òî¢î¤ø¢° ªîù¢ùè 
ñò¢òî¢î¤ø¢°ñ¢ âù ã¿ õ¤¼¶è÷¢ õöé¢èð¢ðì¢ì¶. õ¤¼¶ ªðø¢ø Ü¬ùõ¼è¢°ñ¢ ªîù¢ùè ñò¢òñ¢ îù¶ 
õ£ö¢î¢¶è¢è¬÷ ªîó¤õ¤î¢¶è¢ªè£÷¢è¤ø¶. Ü¬îî¢ ªî£ì£¢ï¢¶ ï¬ìªðø¢ø Special AGM-ô¢ Constitution °¿î¢î¬ôõ£¢ 
î¤¼. O.K. ªêô¢õó£ü¢ Üõ£¢è÷¢ ðó¤ï¢¶¬óî¢î BAI êì¢ì î¤¼î¢îé¢è÷¢  ï¤¬ø«õø¢øð¢ðì¢ìù.

30.11.2022
8õ¶ ªêòø¢°¿ ñø¢Áñ¢ ªð£¶è¢°¿ Ãì¢ìñ¢ Cosmopolitan Club –ô¢ î¤¼. A. êî¢î¤òï£ó£òí£ ñø¢Áñ¢ B. ó«ñû¢ 
Üõ£¢è÷¤ù¢ àðêó¤ð¢ð¤ô¢  ï¬ìªðø¢ø¶.  Þè¢Ãì¢ìî¢î¤ô¢ ªîù¢ùè ñò¢òî¢î¤ù¢ 2023ñ¢ Ýí¢®ø¢è£ù ¬ìó¤ 
ªõ÷¤ò¤ìð¢ðì¢ì¶.  
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