
Printed and Published by MAYUR C. BHATT on behalf of KALYANI
PUBLIATION PVT. LTD. and Printed at  : Dharti Printers C-3, Shankar
Chember, Nr. Fadia Chamber, Asharam Road, Ahmedabad-Published
From  KALYANI PUBLIATION PVT. LTD. 201,202,208 Nandan complex,
opp mithakhali rly crossing, mithakhali, ahmedabad.
Editior : Mayur C. Bhatt

13-01-2025 Monday
3Deodar, Banaskantha Plus

China has pushed far ahead in railways, it’s time for India to accelerate

China has just cleared a
game-changing 523 km new
railway line through Central
Asia, l inking China,
Kyrgyzstan, and Uzbekistan,
that could eventually be
extended to the Middle East,
South Asia, and Europe. China
has the world’s second-largest
rail network, at 155,000 km.
This includes 42,000 km of
high-speed railway, which is
the largest in the world. The
network supports the
economic development of its
hinterland that is much farther
away from the economic
powerhouse on the east
coast.

China has also used its
railways for connectivity with
its neighbouring countries as
part of the Belt and Road
Initiative (BRI). BRI helps
China to take its surplus
industrial capacity to relatively
poor neighbours and also
spread its geopolitical
influence.

Railways also give huge
logistic support to the People’s
Liberation Army (PLA) to move
troops, military hardware, and
oil and lubricants to border
areas, especially in Tibet and
Xinjiang. Railways move
construction materials for
border infrastructure building.

The proposed new railway
line to Kyrgyzstan and
Uzbekistan will help in
deepening Chinese ties across
Central Asia and beyond. It
will connect Kashgar on
China’s northwestern frontier
with several cities of its two
neighbours. The $4.7 billion

first phase would be
completed by 2030.

Uzbekistan’s route can
stretch to Pakistan via
Afghanistan. Connecting lines
may also be built to extend the
railway to Turkmenistan, Iran,
and Turkey. It will offer China
a faster—and potentially
geopolitically useful—
alternative to Trans-Eurasia
Logistics, a rail route that
connects China to Europe via
Russia. The rail line would
have the advantage of running
“straight” to Europe and
“avoiding conflicts”, and will
reportedly be capable of
transporting goods from China
to Europe seven or eight days
faster than current land
routes. The project will
employ a build-operate-
transfer model and have a total
investment of $8 billion. China
owns 51 per cent of the joint
venture managing the project,
with Kyrgyzstan and
Uzbekistan each taking a 24.5
per cent share. The project
will also stem demographic
decline in China’s western
border regions. It will boost
China’s energy ties with
Turkmenistan.

China eyes closer ties with
Pakistan and Central Asia to
offset US sanctions. Khunjerab
port, the sole border crossing
connecting China and Pakistan
in Xinjiang that used to be
closed in winters due to
adverse weather, started full-
year operations recently.
Meanwhile, China is pushing
forward the development of
the China-Pakistan Economic

Corridor (CPEC), a flagship BRI
project.

China is a member of the
International Union of
Railways (UIC). Chinese
railways have adopted and
begun to implement the GSM-
R wireless rail
communications standard.
China is also a signatory to the
Trans-Asian Railway Network
Agreement, an initiative of the
UN Economic and Social
Commission for Asia and the
Pacific to promote the
integration of railway
networks across Europe and
Asia.

Railway connectivity is a
major focus of the BRI. As of
2024, multiple BRI railway
projects were branded as the
China Railways Express, which
linked approximately 60
Chinese cities to nearly 50
European cities. The bulk of
bilateral freight with Russia
goes by rail. Cross-border
passenger train services go to
destinations in Kazakhstan,
Mongolia, and Russia. Also to
Hong Kong, Laos, and North
Korea. In many cases there
are gauge problems involving
transshipment at the border.
With Vietnam, there is no
break of gauge. China has
been promoting the extension
of its railway network to
neighbouring countries,
including the Russian Far East,
Southeast Asia, South Asia,
Central Asia, and the Middle
East. A high-speed rail link
between Hunchun in China
and Vladivostok in Russia has
been proposed.

China and Nepal are
building a railway link
connecting Kathmandu to
China’s railway network,
taking it to Shigatse, Tibet.
The construction is in
progress.

Since 2007, there has
been a proposal to build the
Khunjerab Railway, which
would cross the Karakoram
Mountains and connect
Kashgar with Havelian in the
Abbottabad District of
northern Pakistan. It could
then go to the Gwadar Port on
the Arabian Sea.

There has been a proposal
to connect Kolkata with
Kunming in China via
Myanmar through a high-
speed rail link. The rail link
could use the under-
construction railway from
Manipur, India, to Myanmar
and the Dali–Ruili railway
under construction in western
Yunnan Province.

Some of the world’s
longest train journeys by
distance travel through China.
The Beijing-Moscow train via
Harbin covers 8,984 km in 144
hours. Russia’s Moscow-
Vladivostok train that covers
9,259 km in 178 hours is
longer. Within China, the
longest passenger train
services are the Guangzhou-
Lhasa (4,980 km, 54 hours),
Shanghai-Yining (4,742 km,
55 hours), Guangzhou-Ürümqi
(4,684 km, 49 hours), and
Harbin-Haikou (4,458 km, 65
hours). The Beijing West–
Kunming South train (2,760
km, approx. 11 hours) is the
longest high-speed rail service
in the world.

The world’s longest freight
rail service runs from Yiwu,
Zhejiang, in eastern China, to
Madrid, Spain, a journey of
13,000 km (8,100 mi) over
three weeks. The Qinghai-
Tibet Railway is the world’s
highest train line. The so-
called “Sky Train” climbs to an
elevation of 5,702 m at the
“roof of the world”. It stretches
across the Himalayan table-
top plateau for almost 2,000
km, from Xining in central
China to Lhasa, in Tibet. Over
960 km of track is more than
4,000 m (13,123 ft) above sea
level.

Construction began on the
815 km section between

Xining and Golmud in 1958
and was completed in 1984.
The remaining 1,142 km from
Golmud to Lhasa construction
started in 2001, and the line
opened in 2006. Lhasa is
3,700 km from Beijing and just
284 km from the nearest
foreign capital, Thimphu,
Bhutan. One-seventh of the
line’s roughly 2,000 km route
is built on bridges.

Construction was an
engineering marvel,
considering it has the largest
permafrost after the Arctic,
and it freezes in the winter but
becomes boggy swampland in
the summer. The Tanggula
Pass, at 5,702 m (16,640 ft),
marks the highest rail point in
the world. Tanggula railway
station, at 5,068 m (16,627
ft), is the world’s highest
railway station. The 1,338 m
(4,390 ft) long Fenghuoshan
tunnel is the highest rail tunnel
in the world at 4,905 m
(16,093 ft) above sea level.
The temperature often drops
to -20 degrees Celsius at
night.

Six rail lines connect to the
Qinghai–Tibet railway,
including from Lhasa to
Nyingchi and from Lhasa to
Shigatse, both in Tibet. Three
lines will originate from
Golmud in Qinghai province
and run to Chengdu in Sichuan
province, Dunhuang in Gansu
province, and Korla of
Xinjiang. The sixth will link
Xining, the capital of Qinghai,
with Zhangye in Gansu. A
further extension is planned to
link Shigatse with Yadong near
the China-India border. The
Dunhuang–Golmud railway
establishes a direct connection
between Xinjiang and Tibet.
China and Nepal signed an
agreement for the
construction of Shigatse-
Kathmandu. Construction of
the railway from Shigatse to
Gyirong, which is on the way
towards Kathmandu, is
expected to start in 2025.
Bombardier Transportation
built 361 high-altitude
passenger carriages with
special enriched-oxygen and
UV-protection systems. Fifty-
three are luxury sleeper
carriages for tourist services.

The PLA uses the railway
system to transport personnel,

supplies, and conventional and
strategic arms. The military
also used to play a more
prominent role in railway
development and
management. The PLA’s
Railway Construction Corps,
in the 1950s-1970s, built
many of the railroads in the
Southwest. It became a
civilian company in 1984 and
is now China Railway
Construction Corporation. For
a time during the Cultural
Revolution, the entire Railway
Ministry was placed under the
PLA’s command. The rail links
to Xinjiang and Tibet are
meant to boost hinterland
connectivity, support military
infrastructure, and improve
supply chains and energy
security. The railway networks
are part of the ‘major national
strategies’. Connectivity to the
western regions also serves
as a gateway for Central
Asian and European trade.
Those in Tibet are crucial for
securing the border with India.
China’s high-speed rail (HSR)
network covers over 45,000
kilometres, linking all of its
major megacity clusters. It is
the world’s largest and most
actively used, offering
affordable fares and reduced
travel times. China has two-
thirds of the world’s total HSR
infrastructure, achieved in just
over a decade.

HSR trains require
specialised technology and
infrastructure designed

specifically to support high-
speed operations. The trains
travel at speeds between 200
and 350 km/hr and require
four to six locomotives instead
of the normal one. HSR
connects 33 out of the 34
provinces. Though facing
financial challenges, the HSR
system continues to expand
and improve, leveraging
advanced technology. The HSR
idea was first driven by then
Vice Premier Deng Xiaoping.
Train speeds were increased
in six phases, beginning with
track upgrades. China
leveraged technology transfer
agreements with foreign
companies like Kawasaki of
Japan and Siemens of
Germany to begin its HSR
program. Siemens also
supported building initial rail
lines and a large number of
trains. Thereafter, localised
production facilitated the rapid

expansion of China’s HSR
manufacturing sector. The first
HSR line, the Beijing-Tianjin
route, became operational in
August 2008. The introduction
of the Fuxing series of trains
in 2017 took the speed to 350
km/h. The cost of HSR track
is estimated to be around $16
million (Rs 135 crore) per
kilometre, requiring significant
investment to build more lines.
Interestingly, it costs Rs 20
crore per km to lay a six-lane
expressway in India, not
including the cost of acquiring
land, etc.

China has much lower
HSR construct ion costs
compared to the West.
Standardisation of design,
lower labour costs, and the
scale of the network reduced
the overall costs. Yet HSR is
facing significant financial
burdens in the form of
limited profitabi

Beyond Facebook
Socia l  media has

transformed act iv ism,
prov id ing margina l ised
communities with platforms
to amplify their voices. For
Indian Musl ims fac ing
escalating discrimination,
platforms like WhatsApp, X
(formerly known as Twitter),
and Facebook have become
essential tools for raising
awareness about issues
such as communal violence,
police brutality, and State-
sponsored demol i t ions.
However, the stark gap
between online visibility and
real-world change remains
glaring.

Influencers frequently
share posts about anti-
Muslim violence, eliciting
emotional responses from
fol lowers.  Yet ,  th is
engagement se ldom
translates into organised
action or concrete policy
reform. The cycle of online
awareness often fails to
d ismant le the deeply
entrenched systems of
margina l isat ion that
perpetuate suffering. This
phenomenon highlights a
broader issue regarding
social media activism. While
p lat forms reward
emotionally-charged content
with likes and shares,

they do little to foster
meaningfu l  outcomes.
Prominent Indian Muslim
inf luencers,  despi te
extensive followings, often
f ind that  the i r  posts
generate s ign i f icant
attention without leading to
coord inated ef forts  or
grassroots mobilisation.

The barrage of
distressing content can, in
fact ,  lead to ‘act iv ism

fat igue ’  where in the
audience becomes so
inundated with information
that it struggles to engage
meaningfully. Consequently,
online engagement risks
becoming a hollow gesture,
creating a cycle of solidarity
that lacks substance. Social
media has transformed
act iv ism, prov id ing
marginalised communities
with platforms to amplify
their voices. For Indian
Muslims facing escalating
discrimination, platforms
like WhatsApp, X (formerly
known as Twitter), and
Facebook have become
essential tools for raising
awareness about issues
such as communal violence,
police brutality, and State-
sponsored demol i t ions.
However, the stark gap
between online visibility and
real-world change remains
glaring.

Influencers frequently
share posts about anti-
Muslim violence, eliciting
emotional responses from
fol lowers.  Yet ,  th is
engagement se ldom
translates into organised
action or concrete policy
reform. The cycle of online
awareness often fails to
d ismant le the deeply
entrenched systems of
margina l isat ion that
perpetuate suffering.

This  phenomenon
highlights a broader issue
regarding socia l  media
activism. While platforms
reward emotionally-charged
content wi th l ikes and
shares,

they do little to foster
meaningfu l  outcomes.
Prominent Indian Muslim

inf luencers,  despi te
extensive followings, often
f ind that  the i r  posts
generate s ign i f icant
attention without leading to
coord inated ef forts  or
grassroots mobilisation. The
barrage of  d is t ress ing
content can, in fact, lead to
‘activism fatigue’ wherein
the audience becomes so
inundated with information
that it struggles to engage
meaningfully. Consequently,
online engagement risks
becoming a hollow gesture,
creating a cycle of solidarity
that lacks substance.

This cycle underscores
the t roubl ing
commodif icat ion of the
struggles of  the
marginalised in the digital
sphere. Social media thrives
on user engagement and
emotionally-charged posts
drive interaction. Capitalism
further explo i ts  th is
dynamic,  t ransforming
genuine sentiments into
profit by selling engagement
metrics to advertisers. The
challenges faced by, say,
Indian Muslims become
mere content for
consumption rather than
genuine cata lysts  for
change. This
commodification affects how
activism is executed, with
influencers often prioritising
visibility over substance,
opt ing for  sensat ional
content rather than effective
solutions. Moreover, the
focus on outrage-driven
engagement can
dehumanise those posts
they aim to support. Each
incident of violence thus
becomes just  another
opportunity for collective
shock. This reduces the lived
experiences of individuals to
mere trending topics that
quickly fade from public
consciousness.

The consequences of

performative social media
activism extend beyond
political efficacy; they also
affect the mental well-being
of c i t i zens who are
discr iminated against .
Constant exposure to
graphic images and
narrat ives of  v io lence
against  a minor i ty
community can lead to
heightened anxiety, despair,
and a pervasive sense of
hopelessness. As young
Muslims navigate a stream
of posts chronicling their
marginalisation, they may
find their agency eroded,
seeking validation through
likes rather than engaging in
authentic activism. This
creates a perilous cycle:
while young Muslims feel
empowered to voice their
struggles online, they often
remain trapped in an echo
chamber, perpetually
confronted with their
vulnerabilities without being
offered pathways toward
meaningful action. To break
free from this cycle, Indian
Muslims must re-evaluate
their engagement with social
media. While Facebook, X
and WhatsApp can raise
awareness, they cannot
serve as the sole avenues for
activism. Offline initiatives,
such as grassroots
organising, educational
campaigns, voter registration
drives, and protests, are
crucial for effecting real,
lasting change. Building
coalit ions with other
marginalised communities
can amplify these efforts,
creating a broader,
intersectional fight for justice.
A long-term perspective on
activism is essential.
Underprivileged communities
must invest in institutions,
networks, and movements and
take activism beyond the
confines of social media to
facilitate meaningful transition.


