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MARCHANT CALCULATING MACHINES

] Aquartgr of a century devoted exclusively to the calcu-
]atmg.machme art assures every Marchant uscr the finest of
material and workmanship. Every known test of stahility, and
mspection - of cfficiency, are expertly applied. The machine
illustrated Model 11:9 will add, subtract, multiply and divide.
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4. Tndependent standard typewriter keyboard.
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OQur Representative will be pleased to demonstrate this
machine or a Model XL on receipt of cnquiries.

Every Marchant machine is designed for continuance
performance throughnut many years. Remington  Service
insures long economical life and satisfactory performance under

. all conditions. N
§ Y
¢ ¥
§ REMINGTON RAND INC 3
3 (INCORPORATED IN U, S. A. WITH LIMITED L!ABILITY) g
RS 3, Council House Street, CALCUTTA. &
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¢ NATIONAL ACCOUNTING MACHINES .
; :
% Have changed accounting into a scientific mechanical
% operation, providing vital up-to-the-minute information
B . .. - .
5’51{' and control with the minimum of effort and expense. ,%
[x I42) 3 i 5 34
o he following five essential features are embodied ¥
% in all National Accounting Machines:— x
i . C ey s . 3
x 1. Complete visibility of work. 2
= 2. Flexibility. The simple removal and replace-
b ment of a bar permits variable column
P arrangement, ¥
»é) . . . . isq]
X 3. Automatic tabulation, and automatic adding, ;
subtraction and balancing. 5
E
’t
%

5. Zero, cyphers and punctuation print automati-
cally without having to depress keys.

Kilburn & Co.

e Invite you to Visit our Showroom at

Park Street, CALCUTTA
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MECHANIZED METHODS OF BOOK-KEEPING AND
ACCOUNTING.

The Accounting prof&ssion, as a whole, is fully aware of
the unmistakable trend from accounting by manual pen methods
to accounting machine methods and is devoting an increasing
amount of attention to the possibilities of the various types of
machines available and the results obtained from each type.
This is evidenced by the amount of space devoted to the subject
in the various accountancy journals, by the number of lectures
bearing on it and by the many personal enquiries heing made of
the machine companies.

[ do not propose in this lecture to discuss in detail the merits
of mechanized accounting as compared with pen and ink methods.
This subject was admirably dealt with in a paper by Mr. W.
Deshborough, published in the Accountant on April 28, 1935;
which most of you have probably read. I will merely cite here
the main advantages claimed for machine methods as summariz-
ed 1in the article mentioned above :—

(1) LElimination of the error factor to a far greater degree
than by hand methods.

(2) Accurate standards of work can be determined.

(3) More regular control and better safeguards can be
secured.

(4) Complete detailed, statistical and accounting informa-
tion is more readily obtained.

(5) Speed of production of work.

(6) The work is far more legible and neater.

(7) Clerical economy.

I helieve that if you carefully analyse each of these claims
in the light of your present and future experience of accountir'
methods, you will begin to wonder why we in India have
so slow to adopt methods which our principal competiz~he con-
heen using for many years to a very much lagget et

26 T
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In order that the changes from one method to another can be
most efhciently carried into effect and give the greatest satisfac-
tion to every one concerned, the accountant should be in the posi-
tion to advise his superiors as to the extent to which their
individual accounting system can be effectively and economically
mechanized and as to the types of machines best suited to their
requirements. The fundamental accounting principles remain
exactly the same under the machine system as under the pen and
ink system, but the methods employed are widely different and
in order to understand clearly the machine methods used, one
requires at least an elcmentary knowledge of the mechanical

devices involved in their specific applications to ‘individual
accounting conditions.

The machine companies welcome the interest which is being
taken by the professional accountant in mechanization because
the active co-operation of the accountant in the preliminary
study of the system requirements assures an approach to the
subject on as scientific a footing as is possible. The officials of
the Company should be satisfied that the results obtained will
include not only the ordinary daily and monthly financial figures
but also the statistical information necessary for the efficient

management of the business presented in the form of current
facts instead of as past history.

The failure of certain Boards to mechanize efficiently the
accounting systems of several concerns in India has, from my
own personal observations, been due not to the fault of the
machines themselves but to the fact that the salesman of the
machine company and the accountant responsible for the instal-
Jation had not given the matter a sufficient amount of thought in
order to plan the work ahead. '

It is essential that the Accountant should know the main
essentials of mechanization and the basic principles of the various
types of machines that can be obtained. I, therfore, propose to
classify my talk on the subject under three main headings:

(a) Fundamentals of constructive Machine A ccouwnting
etems. '
fonasa

a6 O\
~
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(A) FUNDAMENTALS OF CONSTRUCTIVE MACHINE
ACCOUNTING SYSTEMS.

In order that any machine system in factory or office may
produce results at maximum efficiency, four hasic essentials are
necessary i—

1. That there is an intelligent preliminary planning by
the accountant for organization and control in order to obtain @
division of labour whereby all work may be classified and opera-
tions logically grouped for cfficicnt machine performance.

The finest machines built may be purchased and put to work,
but if the system is not carefully designed they will he a hopeless
failure,

The foundations necessary are:—

(@) Efficient organization.
(b) Sound accounting policy.
(¢) Standard practice instructions.

(d) Detailed survey of the system and analysis of the
routine.  All these requirements are present in any system, but
under the machine system they hecome of increased importance.

2. Full Co-operation on the part of evervone concerned.

Once the basic plan has been decided upon and approved by
the Management, the full responsibility for the working out of
the details should be vested in a responsible executive such as the
Chief Accountant or Auditor. The fullest possible co-operation
on the part of every one concerned from the Management to the
machine operators is then of paramount importance and failure
in this respect on the part of any individual may lead to trouble
for the system. )

3. That the machines selected are the best possible for the
work in question and are mechanically sound and properly
serviced .

Machines to-day can be obtained to meet system require-
ments of practically any type of business.  Some manufacturing
companies such as ours build every machine in accordance with
the specific requirements of their clients.

A modern accounting machine of any makg REEMhe con-

sidered without a doubt mechanically soun Ly A S
."‘ . Y
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companies spend enormous sums every year in the technical
departments in the improvement of existing machines and 'in the
designing of new features that will increase their mechanical
efficiency. I have had from the Chief Accountant of a firm
using some 15 of our machines a letter in which he states as
follows: “Over a prolonged period of test there has been no
. single occasion where our percentage of accuracy has fallen helow
99-84 per cent.” The Ledger posting work of this company
involves as many as 60,000 entries in a single day. TPostings
are made at the rate of 250-300 per hour per machine and the
machines are being worked 10-12 hours daily. To obtain
practically 100 per cent. accuracy on such volume of work at such
speed is obvious proof of the mechanical perfection of the
machines.

4. That the svstem is intelligently installed and constanitly
supervised to insurc that the results requived are beimg obtained
to ease the daily flow of work whercver delays ave causing loss
of machine time and to be on the alert for possibilitics of further
wmachine application . o

Assuming that the foundations of the system are sound and
that the equipment selected is the hest obtainable for the results
required, constant supervision by the Accountant is still neces-
sary. One advantage claimed for machine accounting is that
the work can be kept up-to-date. This is no idle claim, for it
can be and is being done. It is, however. of paramount import-
ance that the executive in charge of the machine system sees
constantly that everything is working out as was originally pro-
posed. Without this constant supervision on his part, sooner
or later the system will hegin not to give the results expected
from it.

Once the system is running smoothly, it will often he found
that one or more of the machines may be idle for a part of
every day. There is usually then some other job on hand being
done by the manual system that can be put on to the machine.
Such opportunities must he watched for and used.

(B) THE MAIN CLLASSES OF MECHANICAT. ACCOUNTING
EQUTPMENT AND THETR CHARACTERISTICS.

' The main classes of accounting machines in general use can
be groupedsreauighly into four main headings,
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These are as follows:—-

1. The typewriter or the kevboard machine with kevy
labulated carviage and register accumulation;

Machines in this class are fundamentally typewriters with
vertical adding and subtracting “boxes” or “registers” attached
to the machines and connected mechanically with the typewriter
numeral keys so that the depression of these keys actuates the .
mechanism in the registers. For work requiring cross addition
or halance, these machines are also fitted with additional registers
known as “cross-footers’™ which are connected with the vertical
register so that all amounts added to or subtracted from these
may be transferred into the cross-footers, the resulting total or
halance being shown in a “dial” or window in the cross-footer.
All balances and totals in this type of machine must he manually
iransferred and printed by the operator at the completion of his
work. Machines in this class may be obtained with carriages
varying in width from 12 inches to 36 inches and as many as 40
registers may be placed on one type of machine.

Machines in this class are:—
Remington.
Underwood.
Smith-Premier .

These cannot, however, all be obtained in this country.

2. Multiple kevboard wmachines without typewriter
attachments but with automatic tadating carriages and adding
machine accummlation .

The main difference hbetween the machines in this class and
the typewriter accounting machines described above is the method
of accumulation of the figures and the many automatic features
that make for increased speed of production and greater elimina-
tion of the error factor. Machines in this class have automatic
column selection, automatic dating, automatic printing of ciphers
and punctuation, automatic printing of symbol abbreviations,
automatic totalling and automatic halancing. They have, how-
ever, no typewriters attached and are, therefore, limited in scope
for written narrative as they can only print abbreviations such

as,

GDS-—goods
CSH-—cash
RTS—returns, etc.
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These abbreviations are printed from type wheels within the
machine which are operated by keys on the adding machine
keyboard.

In all of these machines a cylindrical platen is used which
can be mechanically split in order to get two records at the same
time so that hoth records would have the original printing on
them, although the amount of information on one might be
greater than the other.

The number of adding registers on this type of machine may
vary from one to six, subtraction heing usually obtainable in two
registers. In all of these machines simultaneous addition may
be obtained in two registers—one vertical and one cross-footer
(add—subtract counter), bhut in one machine, the “National”
Accounting Machine, addition is possible in all six registers
simultaneously. This increases speed and reduces the possibility
of error in that the amount printed in one column can be repeated
in several by merely clearing registers, thus avoiding the neces-
sity of the operator having to repeat the amount on the keyhoard.

The flexibility of this machine varies considerably and
depends on the basic construction. In some machines, it is
practically a mechanical job to change the machine from one
type of work to another. TIn the “National” machine separate
“Control Bars” can be supplied that are already set up for the
particular types of work required. This feature is of great
importance in that many firms having only a small volume of
different kinds of work to do, can handle them all on one
machine. o

Machines in this class are:

Burrough’s High Keyhoard machine

and
“National”-—Class 3000.

The third machine of this group is not availahle in Rupee
currency.

3. Multiple kevboard machine with typezwriter attachment,
automatic tabulating carriage, adding machine accumulation';
etc. N

The “National” Class 3000 is the only machine that is equip-
ped with the advantages of the machines described under head-
ing “2”, together with the advantages of the machines described
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under heading “17, i.c., being possessed with all the automatic
features that accounting machines should have, plus an independ-
ent typewriter keyboard which will allow for full narrative
description.

4, Punching, sorting and babulaling machines.

In this class come two makes of machines, viz., the Powers
Samas and the Hollerith. These two stand alone and are
entirely different from all other types of machines for accounting
purposes. The equipment consists of three separate units—the
Punching Machine, the Sorting Machine and the Tabulating or
Adding and Printing machine.

The basis of the system is prepared cards divided into
columns and split into “fields” in accordance with the information
required.

The cards are first placed into the Punching machine and

the information is recorded by punching holes in the various
columns in accordance with the previously established code.

In order to check any errors, a Check Punching Machine is
used as a second operation.

The Sorting machine, driven electrically, takes stacks of the
punched cards and having heen set to the horizontal columns
required, sorts them into hoxes corresponding to the vertical
columns of the card at the rate of 24,000 cards per hour. Cards
which are not punched in the selected columns are thrown by the
sorter into the last sorting box.

From the sorter, cards are then put into the Tabulating
machine where punched information is printed on to a roll of
paper or an inserted form at the rate of 5,000 to 9,000 cards an
hour with necessary accumulated totals several in number.
Once the information is punched correctly, it is available for all
time, so that hy various sortings and tabulations: any or all of
the data can be recorded.

(C) When does 1t become necessary to consider or recom-
mend mechavtisation of accounts or statistics?

Many people still think that the “be-all” and “end-all” of
and type of machinery is to replace lahour and save salaries and
for this reason refuse even to discuss the possihilities in other
directions. Others, who are mainly interested in the production
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and selling

sell side of the business, will welcome any mechanical
device for

the more efficient manufacture, selling or statistical
hature of their product, but look upon the offices—their account-
ants and usually their auditors ag just so much “dead weight”
?Vthh is to be berne and without which husiness could vet alone
Just as well, if not bhetter, )

5 Why, is the accountant in ithe office generally looked upon as
a ‘non-producer”? Usuaily hecause he is not sufficiently well
qualified or alert to realise the importance and possibilities of his
job, and was content to remain enclosed by very narrow limits of
a columnar Day Book and a yearly Trial Balance.

Once the accountant shows the Management that he also
can produce, not material products ; hut pléns, comparative cost
figures, sales statistics, stock records, credit information ; budge-

gs a \ ssary er Management, more efficient
production and consequently more profit.

If the man who was offered command of the “Queen Mary”
were told he would have to navigate her without ';he use of a
Hydrometer and with no wireless, he would undoubtedly decline
the offer and put in an emergency call to the nearest as};lum

Would you buy a motor car to-day which
petrol indicator on the dashhoard?
atds to give immediate advice of da

did not have a
These are only mechanical
nger to the person in control.
Why then should many firms still consider it unnecessary to
have such information as will provide some immediate advice of
danger necessary for the efficient control of their own particu]af
undertaking.

The cost of obtaining such statistical information by hand
methods s usually so prohihitive, that the average firm cannot or
will not entertain the idea. Apart from the additional salary

expense, it often means that more office space would he required
and this is sometimes impossible. e

If, however, this information can be obtained at no addi-
tional cost, or even at the cost of one junior clerk, then there i
no excuse for the executive who will not at least investigate th;:
possibilities. ”

T suggest, therefore, that it hecomes necessary to consider
mechanization when the existing accounts and statistics of the
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husiness are not sufficiently detailed or up-to-date to provide the
Management with the necessary comparative information in the
form of current facts instead of as past history to control it.

[ would like to finish by quoting part of the Lecture on the
“Structure of Business Management” given by Mr. Robert
ashworth, ¥.C. A, he states:  The othice should be the heart of
the business, pulsafing life throughout all the ramifications of the
concern. This will entail the proper planning and installation
of accounting, statistical and costing systems which should clearly
reveal the story of the business as a whole from which may be
readily given an interpretation free from departimental bias.

J. Epcar Mivier.



OFFICE ORGANISATION .

‘ When one pays a visit to a well-organised office or serves
n the subordinate ranks of such an office, he is mipressed by the
methodical movement of work in that office avhich he takes for
a settled fact, but seldom reflects as to what an amount oi
thought and labour should have hbeen hestowed in the process
of bringing that office into existence. The organisation of an
office involves as many technicalities as any other undertaking,
and in addition calls for a successful handling .of the human
element involved in the task, which is hy no means, $o simple as
might appear on the surface. ) '

The organiser of an office starts by estimating approximate-
ly the magnitude of work required to be handled and the staff
and records that will have to be provided for therein. Arrange-
ments should then he made for the erection of a suitable building
to serve as the premises of the oflice, in the designing of whic}(),
adequate consideration should be given to the space required for
the staff and records, good ventilation, lighting, heating and cool-
inggrrangen@nts and, where specially necessary, toilet, and other
sanitary requirements. ‘The furniture and fixtures for the stafj
and records should also be well provided for, as a good deal of
outturn of work depends on a comfortable and attractive setting
of the office equipment. Steel cabinets and racks are preferable
to wooden ones, as they present the smartest

: appearance and
have the longest life of all. I C€ and

The equipment of the office with staff ig by {ar the most
important aspect of its organisation, as it is on this that tﬁe
entire efficiency of the office depends. This side is however not
so easy as the housing and equipment, and as the human element
plays its fullest part here, it is necessary to devote attention to
two distinct aspects of this question, viz., the selection of the
staff and the framing of the most suitable service conditions for
them.

The extent of staff required for an office is normally a

direct proportion of the extent of work involved therein, and the.

1, The Essay awarded the First Prize in the competition arran
var : 1 ged by the A.B.
Railway Local Association, carly in 1939, Y B
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recognised method of ascertaining what staff would be required
is through the application of the principles of job analysis to the
work. This would give roughly an idea of what the initial
strength of the office should be, and any modifications called for
therein could be effected as a result of experience at a subsequent
stage of job analysis.

Having decided on the strength of the office, the various
posts should be graded according to the nature of the duties in-
volved in each and the extent of responsibility required to be
shouldered. An important point to remember when fixing the
range of the grades is that they should be so fixed as to com-
pare favourably with those obtaining for similar services in the
same locality ; otherwise the possibility of attracting the best men
available for those services will he lost and the efficiency of the
office will suffer in consecquence. The range of the grades should
also correspond approximately to the period for which the in-
cumbent is normally expected to stay in that post, so that none
of the staff may get a feeling of having been abnormally stuck
up in a particular place.

The selection of men to fill the various posts in the office
should ordinarily be made in such a manner as to pick up indivi-
duals with just the qualifications required for the discharge of
the duties involved, and nothing more. The employment of
highly qualified men for comparatively poor jobs creates discon-
tent, besides being economically wasteful. While this is the
ordinary rule, it should he remembered that a strict observance
of this principle would result in the lower subordinate stafl not
hecoming ever eligible for higher posts. In order to provide for
a normal flow of such promotions, it would be a better form of
organisation if two divisions of clerical staff were created, one
upper and the other lower, and fairly qualified men were recruit-
ed for the upper division. Care must also be taken to see that
adequate menials are provided for the office, as a shortage of
this class of staff would result in waste of clerical labour by its
being utilised in other directions. The employment of literate
menials to do routine work of filing, etc., is also a step in the
right direction.

The selection of the personnel for the supervisory establish-
ment is such an important factor in the organisation of an office
that it deserves special treatment. This establishment can
roughly be divided into two classes, vis., the superior establish-
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ment and the subordinate supervising staff. That the head of
the entire establishment should he a man of vast resources and
thoroughly competent to shape the policy governing the working
of the office, is obvious. Direct recruitment to the superior
cadre of men specially trained and qualified for the technicalities
involved in the work, is usually productive of good results,
though a suitable proportion of this strength should be reserved
for promotion from subordinate ranks. The official put in imme-
diate charge of the establishment and who is responsible to see
that the work of the office is carried out as outlined by the
authorities, should have several distinctive qualifications. A
thorough knowledge of the last details of the work involved in
the office is however his first qualification. He should, in addi-
tion to this, also possess the capacity to control staff and to
extract work ‘from them, both of which would well-nigh be im-
possible unless he possessed a good element of humanity, great
resourcefulness and capacity to do hard work himself at least
occasionally, and considerable tact. A person who docs not
possess these attaimuents but thinks he can carry on by virtue
of the position he occupies in the office, would only be under an
illusion and 1s also a handicap to the progress of the office; in
fact, failure to deal with staff sympathetically and to secure
their willing co-operation in day-to-day work might almost be put
down as a disqualification for those in responsible positions .

The efficiency of an office rests mostly on the outturn of the
staff, and to get the best out of them, it is only proper that
their conditions of service should be so set ont as 1o give hoth
the employer. and the employee the maximum satisfaction One
of the primary duties of the organiser of an office would there-
fore be to devote all attention to this (uestion, by giving effect
to the few essential service conditions laid down helow .

The question of future prospects is one t which each
employee’s service is closely related, and il it is laid down that
preferment of staft to higher graded places will he made only as
a result of examinations conducted to test their knowledge of
work, and the conditions for qualifying in such examinations arc
made widely known, the stafl would take a keen interest in acquir-
ing more and more knowledge of their own and others’ work, and
this would ultimately benehit hoth themselves and the employer.
Other qualifications such as the capacity to behave well and
shoulder responsibility should also undoubtedly count in prefer-
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ment ; but what is meant is, that the staff should be disillusioned
of the idea that seniority alone would take them up-to the highest
places. It is also but fair that stafl and specially the junior
members thereof should have the necessary training to qualify
themselves on these lines, and here the cfticiency of the head of
the office can play a very useful part. :

Free and unrestricted scope should be afforded for personai
contact between the various grades of the staff, so that the
juniors may not have their initiative to think freely on office
work destroyed and the seniors may henefit by any suggestions
the former may offer. DPersonal contact with the authorities
also gives the stafl a feeling of seaurity about their service, and
not infrequently, helps to redress any injustice done to theni.
Staft should also openly he encouraged to offer new ideas for the
improvement of the working of the office coming to their mind
during their work, and such cases should bhe recorded in the
history sheets of the stalf who advanced them, so as to serve as
an incentive to the others to take interest on similar lines.

Much may be done to make the staff take more than a
passing interest in the business of the office and to cease to look
upon it just as a routine machinery in whose prosperity they are
not interested. The provision of profit-sharing schemes for the
staff is usually recognised as the hest means of encouraging
etficiency and a stake in the business, and contributory provident
fund schemes are also designed for the same purpose. The wel-
fare of the stafl as a whole is reflected on the efficiency of the
office, and, provision of facilities for recreation, etc., of the stafi
after their day’s work in the office would greatly cheer them up
and also reduce absences due to sickness. These schemes may
therefore be considered along with other service conditions in all
offices where the magnitude and resources of the transactions
would justify such a course.

It is common prudence that whatever is done should be done
economically and no wastage of any kind should be tolerated.
An office is no exception to this general rule. Lahour saving
appliances such as accounting, tabulating, listing, calculating,
typewriting and duplicating machinery should freely be employed
in all offices, consistent with the magnitude of work involved, as
they serve a double purpose of keeping expenditure low and
presenting the outturn in an attractive form. Npo partiality for
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unemployed human labour should he allowed to hamper the deve-
lopment of an office on these modern lines.

Questions affecting staff have taken too much space
in this paper, and it is therefore time to make a brief mention
of the remaining features of the organisation of an
office. The working hours of the office should be so regulated
as to allow for the proper outturn of work and adequate rest for
the staff who, unlike labourers, strain their minds and not limbs.
The various items of work to be turned out in the office and the
manner in which they should e finished should be well-defined
and made known, to ali the staff, and to this end, office procedure
orders dealing with all questions of procedure in respect of the
various items of work, disposal of correspondence, and handling
of cash and payment of dues where these are involved, should be
framed and kept corrected up-to-date. Where cash transactions
are involved, it would also be a desirable step to limit cash pay-
ments to a certain figure and to make all payments above that
sum hy cheque only, and also to arrange for an adequate security
deposit from the man deputed to handle cash. The compilation
and issue of office manuals is one of the recognised means o1
putting staff in the way of their duties. A calendar of inwardg
and outward returns due in and from the office should he pre-
pared and made available for staff to refer to, and it should be
the special duty of the head of the office to see that staff under-
stand the implications of adhering to these dates and act up to
the programme of work, and thus make:sure that the work of
the office is kept current.

Besides the outlines of an efhcient organisation of an office
detailed above, many other issues are bound to arise in the course
of the organisation, peculiar to the nature of the Qfﬁce,. and the
tackling of these should necessarily rest with the official in charge
of the organisation.

K. RAMACHANDRAN.

RESEARCH IN ACCOUNTING.

The importance of research in accounting has been emphasis-
ed in these pages from time to time. If Accountancy among all
the professions has taken to research somewhat reluctantly the
conditions under which the practising accountant has to work
and his essential pre-occupation with detail may afford some
extenuation. As an incident of business finance, the function of
accounting is preparation of the financial record. With the trend
towards larger and larger enterprises and consequently more in-
volved transactions, accountancy is hecoming an instrument of
financial control for the executive, an organon to secure increased
efficiency. The besetting sin of large-scale undertakings is the
inevitable inertia resulting from departmentalization of work,
elaborate system of checks and balances, divided control and
supervision. The importance of executive direction is vital in a
lurge organisation. The cxecutive is hampered without a prompt
possession of facts and accountancy thus becomes tts handmaid
In securing efficient and progressive working. The success of
the accountant therefore depends as much on his ability to adapt
himself to the situation as on the adaptation of his craft to the
new demands of the business. This is a continuing problem
and there is a large scope for research in a critical evaluation
of the existing practices, and a co-ordination of accounting techni-
que and economic analysis.

The output of research has been, generally speaking, more a
hy-product of professional eflort in accounting. It is gratifying
to learn that the accounting profession in England has sought to
correct this attitude recently and the formation of the Accounting
Research Association is a move in, the right direction, namely to
look upon research as a pr-ingipal objective by itself. As the
Association attempts a task which is unique among the profession-
al accountants’ institutions, a brief summary of its record of work
since its foundation may he of interest.

The Accounting Research Association was founded in
December, 1936. The objects of this association are as follows \——

(1) To promote rescarch into the history and developmeﬁt of
accounting.
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12y To discover in particular how cconomic, social and legal changes
have affected the development of methods of accounting .
(3) To examine the  present

. position af accounting  theory and
practice.

~ome of the sugygested hines of research are ;—-
(ay The (.n'igin and development of forms aud accounts.
(yh) The mtfluence f”‘ corporation and partnership.
fe) Changes associated with the industrial revolution.
(d) Problems arising out of the defintion of mcome.
ey Changes necessitated by the growth of fixed CcOsts.
tf) The genesis and development of cost accounting.
(g1 Industrial accounting including budgetary control.
(/) To examine the present form of legislation affecting the aceount-
ing practice in this countryv and other countries.

The movement enjoys influental support.  The maugural
meeting which was held at the London School of Ticonomics was
presided over by . R. Freeman, F.C. . and was addressed by
Sir Jostah (now Lord)  Stamp  and Sir William Beveridge,
Director of London School of Economics.  Some very eminent
persons in the profession of accountancy are connected with it.
The Association is also served by a strong committee of pro-
fessional accountants and lectarers in Accounting and Business
Administration connected with  several  universities  of Great
Britain. The Association is working i close touch with the
Research Committee of the Society of Incorporated Accountants
and the American Association of Accountants.

At the Jast Annual Meeting of the Association Mr. Stanley
W, Rowland, the President, examined the role of research in
accounting in his address.  lle said:

“The popular conception of a protessional accountant as a man con-
tined to pettifogging details is tudicrously wrong when applied to a practi-
tioner who has Deen trained (o profit by experience.  He sees commercial
life in all its infinite varicty upheld by accounting; he sees the tuterwoven
pattern of millions of transactions as an equilibrium of debit and eredit,
complicated facts are for him mentalspictures of ledger accounts and all
prganisation is the creation of chaunels of routine wherehy information
flows from the happening of an cvent to its vitimate reflection in a state-
ment of account.”

1 O L s ot . ’ ., )
Dwelling on the larger aspects of the accountant’s work and
the importance of speculation he saud:

““The engincer and the physicst, the economist, the actuary and even
the fawyer are daily seen to enlarge the narrow houndaries set for them
by pure expericnce. The artist and the physician are alike experimenters,
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although sometimes in both these fields the results are disastrous. The
danger which T see is that the caution enjoyed by the training which leads
to the practice of accountancy, and the attention to detail which is necessary
for the successful daily conduct of business may shut out accountants from
the gift which the hest speculation has showered on the rest of the world,
with the result that, if this fear is justified in fact, accounting may be left
stranded by the changing currents of history. That is a possibility, which
I hasten to say, T do not think amounts to a probability.”’

Thus,

“Rescarch stands hetween experience and speculation, combining the
caution of one with the receptiveness of the other. Jt is a method of
canalising the records of experience so that, after due elimination of the
irrelevant, the result may be the soil in which imagination may grow. We
may regard both elements as  equally important  components of the
Researcher's equipment. Tor its own part, rescarch teaches us to appre-
ciate the difference between liberating change and mere truancy into licence.
It is holding of the halance between timid prudence and incautious reck-
lessness. 1t is an assessment of the resulty of experience which ought not
to be undertaken by a man who has not ¢njoyed experience in his own
person; while, on the other hand, it is most suitably undertaken by a man
who has sharpened his speculative faculties in other fields. .. ...........
Accounting is something more than technically expert hook-keeping; it is
one of the most highly fashioned tools in the economic workshop and the
craftsman who uses it most be conscious not only of what it has done in
the hands of our fathers but of what it might do in the practical world
of to-day.............. Accounting is indeed ‘a synthesis of logic and of
life'. TIt.is an instrument depending in part on mechanical law, but T am
more concerned to point out that its effective operation depends on its
adaptability to practical circumstances of which experienced men alone are
aware. We can call for higher standards, we can write many text-books,
we can slaughter one another as reviewers of text-hooks, but all our efforts
will be futile unless we remember that the canons of accounting we create
must ultimately persuade by their reasonableness the men in the office, the
man in the board room, the man in the senior common room, the man in
the stock exchange, and finally the man, and the woman in the third class
carriage, who are the ultimate arbiters of human affairs.”

The, first year's record of the Accounting Research Associa-
tion has been encouraging. It has undertaken an investigation
of questions relating to the actual valuation of goodwill in the
floatation of public companies during recent years. Two
(uestionnaires were issued, one on the valuation of stock, work
in progress and raw materials for balance-sheet purposes and the
other on the methods of calculating depreciation assets, the object
being to obtain some idea of the extent of differences of practice
relating to these two problems. The Association hrought out
also three publications dealing respectively with “A survey of

28
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French Contributions to the study of cost accounting during the
nineteenth century”.* “Some Suggestions for measuring the re-
]at1ye profitability of competing uses of floor space and fixed
equipment”,® and “Published Balance-sheets as an aid to economic
mvestigation.”  With the wealth of professional experience at
the command of the Association there can be no doubt that the

Reisearoh activities sponsored by it will grow both in value and
volume.

R. P. RAY.

1By R, S, Edwards.
2By C. L. Paine.
3By R. H. Case, R. S, Edwards and R. F. Fowler.

RAILWAY STATISTICS.

That our system of Statistics has room for considerable
improvement has been recognised by those who have had occasion
to examine it. Recently, the Wedgwood Committee drew atten-
tion to certain shortcomings and the Railway Board,
itis reported, are dealing with them in connection with
the proposal to revise the present statistics. Two main
considerations arise in connection with the statistical information
which is prepared for our railways: one relates to the scope
and content of the statistical data; the other to the extent of
accuracy of the statistics.  The first relates to the range of the
statistical information and the second is concerned with the
method of compiling statistics and the extent to which they help
to produce as true an index as possible. It is proposed to offer
a few remarks, in this article as regards our railway statistics
considered from the point of view of the former.

One special feature which may be noticed about our ten-day
or monthly statistics is the detail in which the financial trans-
actions are presented as compared to other aspects. Thus, the
approximate and audited gross earnings and expenses are all
stated railway by railway, period by period, month by month,
but on the other hand the data relating to the goods traffic are
available only under certain broad heads. According to the
current practice, wagon loadings are given under seven heads,
namely, coal and coke, grains and pulses, oil-seeds, cotton; mis-
cellaneous smalls, miscellaneous full wagons, and Home line
Stores and Materials. But even here the figures for each railway
are not given and only the totals for the Class I Railways are
stated. The Controller of Raflway Accounts, of course, pre-
pares a number of statistical abstracts for each railway, month
by month, relating to the different aspects of operation. As
they are not released for public information, obviously they are
utitised only for the use of the different railways themselves.
It, therefore, becomes inevitable that with the great time-lag
which affects all annual reports, the detailed information on the
different aspects of railway working 1s seldom ,ayailable before
ahout a year after the expiry of the period to which they relate,
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In the matter of Railway Statistics as on many other pro-.

blems there is wuch to learn  from the practice on foreign
railways.  Many of the conditions faced by forcign railways
arc met with in this country and their experience is likely to
be of value in dealing with similar conditions in India. We
may first refer to the Canadian Railway Statistics.

Railway Statistics in Canada are published by the Dominion
Bureau of Statistics, which was set up by Statute in 1918 as a
Central Statistical Department for Canada. The Bureau, by
transfer or absorption developed, since 1918 out of many hetero-
geneous units, a unified nation-wide statistical system in which
the correlation of the several subjects and their interpretation
from a comprehensive national viewpoint has heen the primary
objective.

The Dominion Bureau has at present fifteen Branches" and
railway statistics is handled hy the Transportation Branch. .\
general idea of the work done by this hranch may be gathered
from the publications issued by it on transport, communications
and public utilities. They are:—

Aunnual

(a) Railway Statistics;

(b) Llectric Railway Statistics;

(¢) Location of Railway Mileages;

(d) Summary of Monthly Railway Traffic Report ;

(¢) Canadian National Railways—A Survey from 1923 onw

(/) Canadian Pacific Railways—A Survey from 1923 onwa
Monthly

(a) Railway Revenues, Ixpenses, Tncome and Operating Statistics -

(b) Treight Traffic of Railways. '
Weekly:

Car Loadings of Revenue Freight;

Special Report:

Index Numbers of Railway Freight Rates.

ards;
rds. -

Besides these, certain  annual and monthly or periodical
reports are issued by the same branch, on the statistics of the

T
1 (1) Administration; (2) Demography-—Census and Vital Statistics - -
culturall Statistics; (4) Fisheries, Furs, animal and dairy Pde:ltctg:‘l-'cs25,)(3;,[{\5:?
metallurgical and chemical; (6) Forestry and Home Industrics ; (7) éenefal I\{lll S,
factures; (8) External ‘Trade (Imports and Exports); (9) Internal T adl
(10) Transportation and Public Utilities; (11) Financial Statistics 02 ] ;a ‘c,l
Statistics; (13) Education Statistics; (14) Census of fnsﬁtitutionsi,- 2 Gl::n,:rli!
Statistics. is
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Express, Telegraphs, Telephones, Canals, Electrical Stations,
Motor Vehicles and Civil Aviation.

The character of the data supplied in the reports published
by the Dominion Bureau is readily indicated. As the weekly
Car Loadings statistics were described in an carlier issue' and as
the remarks made therein hold good even now, we may turn to
the two monthly reports.

One of them presents the “Operating Revenues, LExpenses
and Statistics of Railways in Canada with annual Operating
Revenues of $500,000 or over.” Following a brief summary, the
report gives a detailed statement of financial and operating
statistics.  The monthly statements for the Indian Railways for
financial Statistics are almost as detailed as the Canadian reports.
But the Dominion Bureau publish the monthly operating statis-
tics also in the same detail. The operating statistics included
in the monthly report are as follows:—-

1. Operating Statistics:
Average miles of road operated.
Number of tons carried (Revenue Freight) .
Number of tons carried one mile (Revenue Freight) .
Number of, tons carried one mile (All Freight) .
Gross ton miles (excl. of locomotive and tender) .
Number of revenue passengers carried.
Number of revenue passengers carried one mile.
Freight Train miles.
Passenger train miles,
Total Train miles (Revenue and Non-Revenue).
Freight Car miles—I.oaded.
Freight Car miles—empty.
Passenger train car miles.
Total amount of pay-roll.
Number of employees.
Pay-roll chargeable to railway operating expenses.

2. Daily Averages per Mile of Road Operated :
Operating Revenues.
Operating Expenses.
Number of tons moved one mile (Revenue Freight).

Number of tons moved one mile (A'll Freight)..
Number of Revenue Passengers carried one mile.

w

Averages per Freight Train Mile:

Freight Revenue. .
Number of tons of freight (Revenue Freight).

LVol. II, pp. 46-48. .
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Graoss ton miles,
Loaded freight cars,
Empty freight cars.

4. Average per Passcnger train mife:
Passenger train revenues.
Passengers carried.
Passenger cars.
Average Operating expenses per train mile,
Average length of hauls, (Revenue Freight) Miles.
Average Passenger Journey-—Miles.
Average tons per loaded freight car miles.
Average freight receipts per revenue ton miles.
Average passenger receipt per passenger per mile.
Ratio of operating pay-roll to operating revenues.
Ratio of operating expenses to revenues.

The monthly figures against ecach of the heads are given
separately for the Canadian National Railways, the Canadian
Pacific Railway and All Railways and for purposes of comparison
the figures for the corresponding month of the previous year aré
also included. ’ )

The Monthly Traffic Report is an even more interesting re-
port. It covers only the freight traffic handied by the railways.
Seventy-six commodities are selected and grouped under five
heads as follows:

Agricultural Products :
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Cement .

Rrick and Artificial Stone.

Lime and Plaster.

Sewer Pipe and Drain Tils.

Agricultural Tmplements and Vehi-
cles other than autos,

Automobiles, Auto Trucks and Auto
Parts,

Household (Goods and  Settlers’
Effects.

Fuerniture.

Heverages.

Fertilizers, all kinds,

Newsprint Paper.

Other Paper.

Paper Board, Pulpboard and Wall
board (Paper).

Wood Pulp.

Fish (fresh, frozen, cured, etc.)}.

Canned Goods (all Canned Food
Products except meats) .

Other Manufactures and Miscella-
neous.

Merchandise (Al L.C.L. Freight).

Aninal Products:

Horses.

Cattle and Calves.

Sheep. ,

Hogs.

Dressed Meats (fresh).

Dressed Meats (cured-salted-can-
ned).

Other Packing House Products
{edible).

Poultry.

Fggs.

Butter.

Cheese.

Waol.

Hides and Leather,

Other Animal Products (Non-edi-
ble) .

Mine Products:

Anthracite Coal.

Bituminous Coal.

Lignmite Coal.

Coke.

Iron Ores.

Copper Ore and Concentrates.
Other Ores and Concentrates.
Base, Bullion, Mette, Pig and Ingot

(Non-ferrous metals).
Sand and Gravel.
Stone (crushed, ground, broken).
Slate, Dimension or Block Stone,
Crude Petroleum Asphalt (Natural,
By-Product Petroleum).
Salt.
QOther Mine Products.

Against each of the commodities detailed figures are given

Wheat. Other Mill Products.

Corn. Hay and Straw.

Oats. Cotton.

Barley. Apples (Fresh).

Rye. Other Fruit (Fresh).
Flaxseed. Potatoes.

Other Grain. Other Fresh Vegetables.
Flour. Other Agricultural Products.

Forest Products:

Logs, Posts, Poles, Piling.
Cordwood and Other Firewaood.
Ties.

Pulpwood.

Lumber, Timber, Box, Crate and
Cooperage Material,
Other Forest Products.

Manufactures and Miscellaneous .

Gasoline,

Petroleum Oils and Other Petroleum
Products (except asphalt and
gasoline}.

Sugar.

Iro'n, pig and bloom. ’

Rails and Fastenings.,

Iron and Steel (Bar-Sheet-Structy-
ral-Pipe).

Castings, Machinery and Bailers,

under the heads: freight loaded in stations, tonnage received
from Foreign connections, the total for the month, the tonnage
for the corresponding month of the previous year, cumulative
totals and the deliveries at stations in Canada and Foreign con-
Besides these statistics, the revenue freight loaded

nections. _the re !
and delivered is also given for each

and received and unloaded

of the nine provinces.
The monthly statistics of goods traffic published by .the
Railway Board are meagre as compared to the ar‘n]ount of detailed
le from the monthly traffic report of the

information availab ‘ O . .
Canadian Railways. Quantity statistics showing movements of

“
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certa; . .\
cer z;m Ii{'lnCpra.l c};)mmodltles over each railway offer quite useful
ormation for the public. D i |

. ata relating to mj i

: rd ! m 1~

cultural products moving from the reoioni o they o 28T

flu,ced and movements of imported 5
ing and those of articles of

centres ot production afford im

in the country. Businessmen

; where they are pro-
ed articles from the port of land-
indigenous manufacture for the
portant indices of business activity
anq chambers of commerce would
available from such ap authentic

source as the Railway B > ¢
y Board.  We commend the matter to the

consideration of the authorities

L.A.N.

REVIEWS.
CANADIAN PACIFIC FOUNDATION LIBRARY,

The Canadian Pacific Railway has always enjoyed a reputa-
tion for efficiency and thoroughness and this is once again horne
out by its recent enterprise in bringing out the Canadian Pacific
Foundation Library. Under this title have been published ten
volumes entitled, Canadian Pacific Facts and Figures; Factors in
Railway and Steam O peratioi; The Dominion of Canada; History
of Canada through Biography; Canada Stngs; Introduction to
Economics; Correspondence and Salesmanship; French Self-
taught; Speaking in Public; and Dictionary of Correct English.
These ten volumes in an attractive book-case in board are pri-
marily intended for the use of the employees of the Railway.

The Canadian Pacific Facts and Figures” contains a number
of articles describing the different aspects of working on the
Canadian Pacific Railway. The volume - opens with a brief
summary of progress of the C. P. Railway, the history of its
construction, the present position, the Presidents, Directorate,
Organisation, the General Officers and the extent of the system.
Then follows a series of short articles dealing with the different
activities of the Railway.

Sir Edward Beatty, Chairman and President, discusses the
relations between the Railway and the Dominion Government.
Mr. R. G. McNeillie, Passenger Traffic Manager, next deals
with the subject of Passenger Traffic on the Railway, Mr. T.
M. McKeown with the use of Dining and Sleeping Cars, and
Mr. C. B. Gordon with the “Romance of the Ticket.” The
Canadian Pacific has been famous for the wide range of amenities
it offers to the passenger. Some idea about them may be had
from Mr. W. E. Allison’s article on “Mail Baggage and Auto-
mobile”, and Mr. I{. F. Mathews’ on the Canadian Pacific
Hotels. Freight Traffic is dealt with by Mr. C. E. Jefferson,
the Freight Traffic Manager. Mr. J. Lummis presents an
account of the auditing procedure in regard to Telegraph and

Telephone Receipts.

(1) Pp. 256 and 1 map.
29
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] A series of shorter articles give an account of the LExpress
bervgces and Traffic of the Railway, by Lake, River and Steamer
Servmgs, the Railway Workshops and the types of Locomotives.
There is an interesting article hy H. P. Bowen, Chief of Motive
Power and Rolling Stock, on the re-conditioning of Locomotives.

| It s not merely as a transport system that the Canadian
Pacific Railway has served the Dominion from its inception: it
was a powerful aid to the pioneering forces in the last centt'lry
and has been one of the instruments for the cxp]()itatibn of the
cconomic resources of that vast country. What the’ Railway
has achieved in this sense is amply indicated in the seven articles
\\rhiFh deal successively with the land grants; the assistance t‘(.)
agriculture; the work of the Department of Internal Resources;
the facilities offered to the wheat trade: the activities in connec:
tion with immigration and colonisation: and the development of
Canada’s resources.

There are over 25 articles more describing the other activi-
ties of the Railway. This volume has been edited by the
General Publicity Department and represents a remarkably well-
produced account of the Railway and its many-sided activities.

The Factors in Railway and Steamship Operation s a more
serious work which discusses in greater detail the economic and
operating aspects. There is first a detailed exposition by Pro-
fessor W.T. Jackman of the physical factors of operation.
The organisation and equipment necessitated by a modern train
service is described next by Mr. E.G. O’Brien. The difficul-
ties of the operation of mountain railways are graphically out-
lined by Mr. H.C. Taylor, in his article “Operating Trains in
the Rockies”. What the passenger feels in an east-hound trans-
continental train from Field to Lake Louise is the theme on
which G.H. Soole, an English writer, dwells. “The Section
Man” by Edna Jaques, the Canadian Poetess, illustrates the
human factor in railway work.

In the succeeding articles, the principal officers of the C.P,
Railway present interesting accounts of the routine activities of
the different departments and their contribution to the economic
life of the nation. The principal articles are: “Winnipeg Ter-
minals” by Mr. R.A. Gamble; “Canadian Pacific Rails” by

« -

(1) Pp. 223. |
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Dr. T.M.R. Fairbairn; “Sixty Million Canadian Pacific Ties”
by Mr. J.H. Reeder; “Preservative Treatment of Poles” by
Mr. W.D. Neil; “Maintenance of Way” by Mr. J.H. Forbes;
“Fuel for the Canadian Pacific” by Mr. T. Britt; “Canadian
Pacific Purchases” by Mr. B. W. Roberts; “Canadian Pacific
Stores” by Mr. T. Sawcett; “Passenger Car Cleaning” by Mr.
(George Whiteley ; “Air-Conditioned Passenger Cars” by Mr. H.
B. Bowen. Mr. T. E. McDonnell deals with the Express
Service and Mr. George I'. Coleman with Fast Freight Trains.
The telephonic and radio communications on the system appear
to have reached a high standard of efficiency and an account of
the communications maintained 1s given by Mr. W. D. Neil.

‘The Canadian Pacific maintains an excellant steamship service
in co-ordination with its rail services. There are three articles
on this subject examining the steamship freight problems, the
cconomics of steamship operation and the Atlantic Liner. The
volume concludes with an able discussion of the principles of rate
making by Professor Jackman. This work, also assembled and
edited by the General Publicity Department, is a remarkably
interesting survey of the activities of the Railway.

The volume entitled Correspondence and Salesmanship,” is
divided into three parts. In the first part under the heading
“Better Letters” consisting of eleven chapters, Mr. A .M. Ken-
nedy, deals with the principles and technique of business corre-
spondence, filing, etc. In the second part, Mr. William F. Gre-
gory discusses the “Personality of the Salesman”. The elements
of personality, the physical,.mental, moral and social qualities are
examined in successive chapters. The writer concludes with a
chapter on the improvement of personality. The third part, on
Salesmanship for Railway Traffic, is addressed to the railway
employee. Mr. Charles, IZ. Parks, who has written the two
chapters on the subject, states in the first, the general principles
of Railway Salesmanship. In the second he deals with Solicit-
ing freight for the railway and the qualifications for the traffic
solicitor .

The Lutroduction to Econontics,” is a revised and enlarged
edition of the beginner’s text-book f{or Canadian readers by

(1) Better Letters, pp. 142, The Personality of the Salesman, pp. 48
Salesmanship for Railway Traffic, pp. 30,

(2) Pp. vii +240.
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D.A. MacGibbon. ©he Dominion of Canade,™is in fact three
books in one. It presents in Part I, IXconomic Geography, by
Mr. Neil F. Morrison in twenty chapters; in Part II, Economic
History, by Mr. Hubert Heaton, in four chapters and in Part
111, the Political Institutions of Canada, by Mr. T.C. Bonar.

The History of Canada through Biography, by Mr. W .]J.
Karr, offers a series of interesting accounts of the explorers,
soldiers and statesnmen who have made the Dominion what it is.
There are fifty biographies beginning from Jacques Cartier and
ending with Mr. Robert Borden. In a supplement is given the
Canadian Pacific history as described by the contributions of
Lord Mount Stephen: Sir William Van Horne; Lord Shaugh-
nessy and Sir Edward Beatty. '

The remaining four hooks are more in the nature of contri-
butions to general education. Speaking tn Public? is an excel-
lent manual on elocution by Frank Home Kirkpatrick and deals
with the principles and practice of public speaking. It contains
besides an outline of studies, a chapter on parliamentary and
debating procedure and five appendices, giving further hints and
some notable speeches. The Dictionary of Correct English,' by
Mr. A. Pink, is a manual of information and advice concerning
grammar, idiom, use of words, points of style, punctuation, pro-
nunciation and other practical matters. Irench Self-taught® is
a special edition of Thimm’s system of the natural imethod with
phonetic pronunciation, on the lines of Hugo’s series, but with
phrases designed for the employees of the Canadian Pacific Rail-
way. Canada Sings,” is a Community Song book edited by
Mr. Hugo Greys.

The volumes have all been admirably planned and produced.
They are calculated not only to improve the intellectual equip-
ment of the average employee: but also to provide ready refer-
ence hooks on a wide range of subjects. The Canadian Pacific
Foundation Library is an appropriate manner of commemorating
the fiftieth anniversary of the Railway.

(1) Pp. vi4-312.
(2) Pp. 397.
(3) Pp. viii 4 207.
(4) Pp. xii4 198,
(5) Pp. 159
(6) Pp. 143.
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A Survey of Railway Development and Practice: By P..
E. Garbutt (London. Messrs. Arthur H. Stockwell, Ltd.,
29, Ludgate Hill, 1938; Pp. 112. Price 3-6 nett.)

This book, according to the publishers’ announcement, con-
tains “a historical sketch of the progess of railways throughout
the world, of general principles governing their adiinistration,
and of their attitude to current transport problems.” The des-
cription is correct and the author has offered a brief, clear sum-
mary of the growth of the railway industry and the economic
problems raised by it.  There is little of any prefatory padding
or attempt to go into details. It has, therefore, been possible
for Mr. Garbutt to go straight into the questions of railway
organisation. After a reference to the carly history of railway
development in Britain, France and Germany; the conditions of
state management, Departmental zersus Divisional systems unifi-
cation, railway construction of locomotives, regulation of road
transport, are briefly iscussed in the opening chapter.
There is next a discussion of railway rates, and the con-
duct of traffic. The financial principles of railway adminis-
tration are examined in the succeeding chapter and the import-
ance of conservative accounting in regard to capital expenditure
and renewals and replacements is emphasized. In Chapter 1V,
railway development in the British Isles is described. The next
three chapters review the railway development in lurope, America
and Asia, Australia and Africa. Short accounts are given of
the principal features of railway developments in the various
countries and the only complaint is that they are in some cases
too short. The treatment of Indian Railways is comparatively
longer, but exception may be taken to the statement: “unlike
those of the purely State Railways, their officers (of the Com-
pany-managed Railways), and, indeed, the whole personnel of
each Company, are paid according to the financial achievements
of their various concerns.” In fact, in matters of salary, other
emoluments and conditions of service, the Company-managed
Railways have, generally followed the practice on the State lines.

After dealing with the advantages and limitations of Electric
and Diesel Traction, Mr. Garbutt concludes that the trend in
modern railway development is towards amalgamation and
centralised control. The future of Railways, accordingato him;:
depends on maintaining a good current financig¥e
creating new traffic. As regards the effect,ﬁg,pwo‘&’

-
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petition, he considers that railways are justified in getting back
the traffic they have lost to the roads owing to rate cuts.

T}}e book provides stimulating reading to the reader inte-
rested in the larger aspects of railway working .

Highway Rescarch Board, Proceedings of the Seventeenth
Annual Meeting: Edited by Roy W. Crump. (Washington D, C. R
Pp. viii, 534). ‘

This volume contains the proceedings of the seventeently
Annual Meeting of the Highway Research Board, Division of
Engineering and Industrial Research of the National Research
council, in December, 1937, The reports of the Departments of
Highway Finance, Highway Transportation Economics, Design,
Materials and Construction, Traffic and Soils investigations are
dealt with and under each of these heads, the papers and dis-
cussions have been reproduced. The problems of financial
administration are examined with special reference to Local
Roads and Streets, Under Highway Transportation Feonomics
the report of the Committee on Uniform Highway Accounting
and Progress Report on the development of a system are repr(;-
duced. In the same section' are also papers on Rural Mail
Carrier, Motor Vehicle operating costs.on various road surfaces,
safety and speed as affecting Highway Design and average speed
and traffic density as a measure of road capacity. In the sec-
tions under Design and Materials and Construction several
technical papers have heen discussed. There can be no doubt
that the volume provides a valuable contribution to the current
technical literature on Road Development.

OFFICIAL PAPERS.
VICTORTAN RAILWAYS IN 1937.38.

The Victorian Railways during the year ended 30t Jane, 193%, report
an improvement in the rcsul‘ts‘ of working. ?he gross revenue {or the
year amounted to £9-735 millions or a reduction of 4 per cent. on that
of the previous year. Passenger revenues amounted jm £3684 millions
or about 3} per cent. less than the previous year, of which suburban traffic
accounted for £2-281 millions, the halance representing the revenue from
country passenger traffic. Th? progress of recovery fmm' the economic
ression of 1036-37 .wag seriously arrested by an epidemic of infantile

e .
ﬁ% 037-38 as a result of which all non-essential travel was

1 A e .
131 u.,“"“‘f‘ :gperiod of nine months.

A traffic was greater in 1937-38 than in the pre-
LY. et was due mainly to better economic condi-
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tions, a record live-stock business and a satisfactory wheat yield. The
yield per acre was just under 18 bushels which was the highest for 68 years.
But revenue was lower, it is stated, as a result of the cessation of the
Government recoup in respect of certain freight rate concessions following on
the reduction of the capital account. The total revenue was £4-945
millions an increase of £345775. The Government recoup in the pre-
vious year was £429,775 which raised the total for the previous year to
aver £5 millions.

In spite of the withdrawal of the recoup, the total receipts for the year
under review have come up to just under the same figure. 1t should be
explained that the recoup mentioned refers to the payments by the Treasury
in respect of losses incurred in operating certain non-paying lines and
reductions in freight charges on agricultural produce, wool and live-stock
in accordance with the Railways (Tinances Adjustment} Act, 1936,
No. 4429. The total amount of these recoups amounted in 1936-37 to
£668926. The revenue from other services such as, carriage of parcels,
horse carriages and dogs, mails, dining cars, relreshments, advertising and
hook-stalls, sale of electrical energy, rentals, etc., amounted to £671,319,

Working expenses  exclusive of  electric tramways and road motor
public services during the year amounted to £7 830 millions.  The increase
of £573,213 in working expenses is attributed to the increased cost of
salaries and ;wages as a result of awards of various tribunals and the
higher price of materials including coal. Compared with the previous
year, the additional expenditure in 1937-38 under awards covering salaties
and wages was £571,000 while higher cost of materials accounted fQr a
further expenditure of £127,250. The full effect of these increases in
expenditure has not apparently been felt as they were on many cases appli-
cable for only a part of the financial year.

The total annual expenditure involved for increases which have come
into effect since July 1, 1936, is, it is stated, no less than £1.1 millions,
The net revenue on the results of, working was £1.905 millions. A
reduction in interest charges and exchange to the extent of £1,288,616
was brought about by the transfer as from 1st July, 1937 of £30 millions
of Railway Loan Liability to the State’s General Account in accordance
with the provisions of the Railways (Finances Adjustment) Act, 1936.
The saving in interest was largely offset not only by the discontinuance
of the Treasury recoups but also by the statutory obligation to include in
the railway accounts the Departinent’s annual contribution to the National
Debt Sinking Fund, Prior to July 1937, this contribution had been met
by the Treasury. The net bencfit to railway finance as a result of the
reduction in the loan lability was, therefore, approximately £ 500,000,
The net revenue was short of meeting the total interest, exchange and
other charges by £241,953 which constitutes the deficit for the year.

LI

It is interesting to note that the Act prescriges a minds
£200,000 to be appropriated annually for the
Renewals and Replacements Fund. Further con
by Parliament and under this provision an argf
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mto the I'und.  In spite of the comparatively larger provision made during
the year under review, the Railways Commissioners state :

“It still represents less than one half of the

) rep amount needed to provide fully
for the depreciation which actually

acerues cach year i providing transportation
service.  We would again emphasize that  this loss i value is an inescapahle com-
mitment.  Failure to make proper provision for it in the years in which it accrues
cannot have only one result—a steady and continnous drift back to over-capitali-
zation and vecurrence of the hurden of accrued depreciation which the Railways
{Finances Adjustment) Act 1936, was intended to remedy, 7’

The Railway Commissioners invite attention 1o the report of a Special
Committee in 1933 which investigated the capstal indeltedness of the Depart-
ment and recommended an annual provision of £650,000 for depreciation
of assets and for reserve.  That  Committee’s view  was that after the
railway loan liability had been reduced, full provision should be made cach
year for depreciation by contributions from the working account to a
depreciation fund so that all replacements  could be met § rom that fund
except to the extent that they increased the net carning capacity of the under-
taking. The Commissioners observe that “failure to make adequate pro-
vision for replacements and remewals must result in a lowering of the
quality of service through our inability to maintain the property at the
standard demanded by modem conditions.” A serious situation appears
to have developed in recent years in relation to the various sections of the
rolling stock and other property because of the “iability through lack of
funds to undertake the amount of betterment snd replacement work impera-
tively necessary for the continued maintenance of efficient railway service. ”’

Jt is also emphasized that additional funds are required for overtaking
the large amount of maintenance and renewal work which, owing to finan-
cial stringency had to be deferred during the depression years. Those
works, it is mentioned, include maintenance and replacement of bridges,
renewal of points and crossings, and the venovation and general repair
of departmental buildings and other property.  Some works which could
1o longer be deferred if the ratlways department were to continue to operate
efficiently and provide the standard of service demanded by the public were
financed by a sum of £ 300,000 supplied under the Public Account Advances
Act, 1937, As the works concerned represent an accumulation  over g
number of years, repayments of the advances has heen arranged to be
spread over a period of the next 6 years.

The Victorian Railways have not heen deterred by the pressure of in-
adequate finance from embarking on improving service facilities. “The
Spirit of Progress” train offering air-conditioned service set a new standard
of cleanliness, quietness and smoothness in rumming, comfortable seating,
ilumimation (including individual lighting for each

seat) and wsthetic
colour scheme and proved a remarkable success.  The account of the tourist

activities, the endeavour to assist the primary producer, and the National
_Resounggs. J evelopmental Tours all indicate a determination to serve the
L U8 seuse ..
BRI, S X . - .. )

The TCPOMEMNr the, Railway Commissioners refers at length to the
effects of unregu?at’&gl,_:t@@port conditions and endorse rationalization as
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an urgent necessity'. [hey state: . 1 I
inevi ionatized system defining the econonuc spi
“Necessarily and juevitably a ;aumiahzcd ");:dtic\‘;‘mual im%reut o o nated
5 ati st some 1 st .
¢ agency of transportation would cos ' vidual e N o he
jl‘)'dt‘hc&gcn}("ml Community intevest. The direct national g.un,ldlu);\:mt,fmm e
© ’ . . . . . O\ N
substautial and immediate. VFurther 'mdn-cct 1\f1\va\1{a%cie;1:);‘:mm e o ]
stability in transport conditions essentinl to the sound dey
industry.
. service, af reasonable rates, not
Users could he assured of permasent, cmc:ﬁnt service, :ztulcf:x::(\l\.xrl\ul I.‘t'ﬂ)')’]iscd
o f ) i c ns, but fixed a sta
i 1 3 dolent competitive fluctuations, < ‘
suhject to freguent, and often viole \ e fluctuatic t fixed A e
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‘ n s in 1 X ans HEN
with confidenice on a known and common hasis in regard to transg

i 1 spects of warking is given below .
Spatistical information on important aspects of working ts given be

STATISTICS OF OPERATION ON THE \~’I‘(§:l‘01\‘11\1\" RATLAWAYS
‘ FOR THE YEAR ENDED TUNE 30, 198,

For the year ended 30th June

1937 1938
21 4,721
Average mileage vperated ‘ ¢ 5‘8:? 0 £5116
Capital cost of constructiou (thousands)™*. £10i135 29735
Gross Earnings, (thousands) .. £6.917 £7.701
Working Expenses " .. £2.876 £1.905
Net Fevenﬁe ) ” . 7162 80‘4%
Operating Ratio . J 141,34
Ngj;:belr (g){ Passenger Journeys (thousands) 13£7;{829332 €119
Passenger, clc., Earnings (thousands). 72’58 6813
Goods (Inc. Live-stock) in thousand tons. )
Goods, Etc., Earnings (Inc. Live-stock) £5.029 £4,045
(thousands) . £875 £071
Other Services (thousands)
Passenger thousand Train Miles:— 3,314 3392
s Countr R74
. C?)untr);r Rail Motors 7%212 7,453
” Suburban . 3131 31
" Suburban Rail Motors . 752 678
Mixed B Live. . 4,049 5,490
Goods thousand train miles (Inc. Live .
stock) .

NEW SOUTH WALES RAILWAYS IN 1937-38.

The New South Wales Railways 11%1\/(‘, reported satisfa.ctt')'ry reisult:é 1f(())i
the year ended 30th June, 1938. Eammgs aggregale a[;pn (imnﬁxte y eeﬁnz
millions and working expenses £1334 ‘m_ﬂhons. The b.':l ance a erfm oﬁf’;
working expenses was £5°73 mnl‘hon, T_he 'pexcentage.:v (;)1' ptr '
to the c‘apital invested was £3'92. After meeting the statut'm.y1 0l 1gva u)n;1
and adding the contributions from the Government té)goaol&s)o oilses ,;)et
the working of the developmentgl‘lmes amounting tohf 300,000, nxecdion
revenue receipts stood at £6°53 millions. The revenue charges in con

.
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with the State’s Loan Liability, the interest on Loan Capital, LExchange
on interest remitted Overseas and the Sinking Fund contributions totalled
£647 millions. The surplus after providing for all statutory debits was

£51,469.  Thus the results for the year were on the whole better than
those for 1936-37.

Revenue earnings showed improvement under almost all heads. The
passenger journeys numbered more than 189 million, an increase of 111
millions over the previous year. The total tonnage was over 163} millions
and the ton mileage about 1,855 millions.

There were certain direct losses of revenue on account of the gran(
of reduced rates for starving stock, travelling for food, free return to
their original pastures of a large number of stock, in the carriage of fodder
and water to drought stricken districts and concessions in fare to returned
soldiers. In the aggregate the total of concessions allowed was £423,747 .
Working expenses showed an increase of £1,405,000 over the previous year.
Expenditure on betterments and renewals was £1,164,000. The cost of
the increases in the Federal Basic wage, the State living wage, the various
award provisions and the operation of the Public Services Salaries Act
was a little over £800,000.

The year under review was memorable for the 150th Anniversary
Celebrations in which the Department of Railways took a prominent part.
the Government Tourist Bureau received a new status with effect from the 1s¢
January, 1938, having been transferred to the Department of Railways. The
Railway Commissioner’s report refers to the acceleration of the services
carried out during the year, the remarkable success of the Diesel train services
and various other amenities to the public such as the new De Luxe sleep-
ing cars, liberalised week-end cxcursions, the introduction of anywhere-to-
anywhere excursion fares.

STATISTICS OF WORKING ON THE NEW SOUTH WALES
RAILWAYS, FOR THE YEAR, 1937-38.

For the year ended 30th June

1937 1938
Average Mile operated . 6,124 6,113
Capita% cost of construction (thousands). £145,257 £146,808
Gross Earnings " . £17816 £10.486
Working Expenses 7 . . £12,355 £13,760
Net Revenue 1 .. £5 461 £5.726
Operating Ratio ) .. 09.35 70.61
Percentage of Net Revenue to Capital .. 378 3.02
Number of Passenger Journeys . 177837 189,349
(thousands)
Passenger Earnings (Inc. Mails) , .. £5.623 £5,995
Other Coaching Earnings g £810 9
Goods in tons, (Inc. Live-stock) ,, .. 14,685 16,420
Goods Earnings ) ) e £0,705 £10.831
Passenger (thousand Train Miles) :— ..
” ys Ve ,» Suburban. 8,870 9,260
» P o . Country. 8,644 0,183
Mixed ,, Train Miles .. 1,133 1,072
Goods ,, Train Miles .. 0,900 10,687
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WESTERN AUSTRALIAN GOVERNMENT RAILWAYS
IN 1937-38.

The Annual Report of the Western Australian Government Railways
for the year ended 30th June, 1938 and a summary of the Government
Metropolitan and Suburban Tramways, Ferries and Electricity Supply for
the same period reveals a profit which is the first to be recorded in the
last 10 years. The total railway earnings received during the year amount-
ed to £3-678 millions which is £215,813 more than last year. Working
expenses increased by approximately £90,000 to £ 710 millions. The
net revenue amounted to £967936 which, after meeting the interest
charges of £987,887 left a deficit of £19,951. There was, however, a
small surplus on the Working of the Tramways and a substantial surplus
from the Electricity Supply which after meeting the losses on Railways and
Ferries produced a profit of £31,810.

The passenger journeys decreased and the receipts totalled £532,652
a slight decrease as compared with the previous year. Earnings from goods
and minerals recorded an appreciable increase to £2-632 millions. The
increase in tonnage and ton miles is a satisfactory feature of the year's
working, the larger volume of wheat, timber and superphosphate handled
being mainly responsible for the improvement.

Working expenses showed an increase of 3.43 per cent. as compared
to the year 1936-37. The Railway Commissioner explains that nearly
50 per cent. of the increase was due to causes over which the administra-
tion has no control, such as basic wage increases, the new arbitration award
and ‘the cost of mative coal. Tn the expenditure provision was also made
from working expenses for £100,000 as a repayment to the Treasury for
maintenance of railways which was postponed in the depression period
1931-1933.  But for these liabilities the year under review would have
shown a profit of £80,000. The net return on Capital was 3.70 per cent.

The Railway Commissioner’s report also affords a survey of other
features of interest during the year. In furtherance of the policy of in-
creasing travel amenities, many improvements were carried out. The first
of the diesel electric-rail cars was allotted a regular service on the Perth-
Merredin Section. FEach of the vehicles has been named atter previous
Governors of the State. A considerable saving over the previous running
schedules is reported, the average improvement being over 40 per cent. in
this service. During recent years great attention has been bestowed on the
acceleration of services both as regards passenger and goods traffic.

The Western Australian Railways have also been suffering acutely
from road motor competition and an officer was deputed to canvass firms
whose traffic had drifted from the railways and in other ways to bring the
services under the notice of prospective clients. The response is stated to
have been so encouraging as to justify the arrangement on a permanent
basis. The Railway Commissioner says that the officer has been engaged
in following up contacts, calling on customers and discussing their transport
problems with them and generally promoting the Department’s interest.
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STATISTICS OF RAILWAY OPERATION, WESTERN AUSTRALIAN
RAILWAYS, FOR THE YEAR ENDED JUNE 30, 1938.

Ifor the year ended; 30th Junc

1937 1938
Average Mileage operated . 4,357 4,373
Capital cost of construction (thousands) . £25,'99() £2(,"2g(,
Gross Earnings ” . £3462 £3,678
Working Expenses Y .. £2;62() £2.710
Net Revenue v .. £842 £'9()8
Operating Ratio .. 75.68 73.68
Percentage of Net Revenue to Capital .. 3.25 ";‘70
Number ol Passenger Journeys - .
(thousands) . [ ‘
Coaching Earnings (inc. Mails) w o e ]25;1{2) 125(7)};
Goods in tons (inc. Live-stock) wooee 3,448 3.606
Goods ton miles (thousands) .. 346,777 '39()'913
Goods Earnings 1 .. £2:541 ‘£ZI769
QOther Services ” .. £179 £192
Passenger Train Miles. ]
Goods train miles, ) 6,236 6,535

JAPANESE GOVERNMENT RATLWAYS,

The Annual Report of the Department of Raihways of the Government
of Japan for the year ended March 31lst, 1937, shows a large increase in
profits as compared with the two previous years.  Working revenue for the
year amounted to 598 million Yen against 545 million Yen of the previous
year. Working expenses have also increased, from 330 million Yen to
354 million Yen. The profit on the results of working during the year
amounted to 244 million Yen. Under the accounting system of the State
Railways the additional work expenses and control of the local Railways,
tramways and survey expenses together with a few other items of expenses
not directly connected with operation of Railways are debited to the revenue
account. Making allowance for these items and interest charges and sub-
sidies to local Ratlways the surplus amounted to 145 million Yen.

The traffic hoom which commenced during the previous year in all
spheres of railway operation showed greater activity during the year; the
total traffic carnings coming up to 586 million Yen, the highest on record.
The principal causes of this expansion on which emphasis 1s laid in the
report are: the financial activities led by swell of Government expenditure,
the opening up of new lines, encouragement of travel, the heavy industrial
hoom due to the Government policy after the incident, the effects of the
promulgation of the military budget. The coaching receipts and trafhc
showed an increase of over 7 per cent. The volume of goods handled
totalled approximately 47 million metric tons and goods receipts 136 million
Yen, a gain respectively of about 12 and 4 per cent.

The Japanese Railways have consistently with their past record, dealt
with the problem of a steady improvement of facilities to the public and a

number of new features, vis., further attractions to the holiday makers,

special navigation trips, new ferries services, fare reductions and revisions
were introduced during this year. Travel was stimulated by means of
literature, motion pictures, shows and exhibitions and other measures.
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Goods traffic also received similar attention and reductions of rates
were offered for encouraging shipping of goods by rail.  The Investigation
Commission of Forwarding Business consisting of some members of the
Diet, high officials of Government, representatives of business, men of
experience and  some railway officials was organised. The outcome of
their labours has been an agreement proposing the regulation of forwarding
agency and the organisation of an {Zxpress Company under the title of Japan
Forwarding Company. More wagons and containers were provided during
the year.

The year has heen on the whole a period of uninterrupted progress for
the Japanese Government Railways as will be seen from the statistics ve-
produced below .

The Report is as usual a model for clarity and contains all the
important data relating to the working of the Railways.
STATISTICS OF OPERATION ON THE JAPANESE GOVERNMENT
RAILWAYS FOR THE YEAR ENDING MARCH 31, 1937.

For the year ending 31st March

1935-36 1936-37
Length of lines worked (kilometre) .. 17,030 17,422
Capital )C()St of Construction  (thousand 3,938,263 4,089,625
yen) .
Gross Earnings (thousand yen) . 544,534 598,171
Working Expenses (thousand yen) . 329,537 354,240
Net Revenue (thousand yen) .. 214,99 243,751
Operating Ratio .. 605 59-3
Percentage of profit to Capital .. 5-7 62
Number of Passengers carried (thousands). OR5,041 1,058,631
Number of DPassengers carried (thousand
per 1 kilometre) .. 24,173,052 26,216,155
Passenger Karnings (thousand yen) .. 253,043 274,423
Volume of goods hauled (thousand metric , 81,039 89,342
ton.)
Volume of goods hauled (thousand Ton 14,011,712 15,656,580
kilometre) .
Goods Earnings (thousand yen) .. 225,343 750,962
Passenger Train Kilometreage (thou- 172,254 180,096
sands) .
Goods Kilometreage (thousand kilometres). 68,545 75,317



NOTES AND MEMORANDA.,
ACTION TAKEN ON WEDGWOOD REPORT.

The Railway Board issued to the members of the Central Assembly
a second statement showing the action taken on the recommendations in the
Indian Railway Enquiry Committce’s Report 1937, Matters not dealt with
in the first statement have been discussed in the statement and a wide
range of subjects has been covered. Tt is not possible to refer to all of
them but the most important recommendations are summarised below. As
regards Capital Expenditure it is stated:

It is accepted that during the bLoom period following the war, considerable
capital expenditure was undertaken (with the approval of the legislature) which has
subsequently not prioved to be financially justified. In recent years, however, this
expenditure has been on a greatly reduced scale, and every endeavour has heenn made
to ‘avoid waste.” The return of 10 per cent. suggested by the Committee in regard
to schemes, the financial justification of which rests on the savings to be effected,
will be kept prominently in view, but neither in regard to such schemes nor in regard
to schemes calculated to earn additional revenue can any percentage figure of return
be rigidly adopted as the sole criterion for sanction. Each scheme must receive
careful examination on its merits, and with a view to rendering this scrutiny more
efficient, the procedure for obtaining the Board's sanction to schemes of over Rg, 1
lakh is being reviewed and the importance of the function of the Chief Accounts
Officer as financial adviser to the General Manager in regard to all schemes is being
emphasized.

Capital expenditure is incurred mot only on new works but also on renewals,
involving improvements. To keep such expenditure to the minimum, railway
administrators have been, asked to examine in all cases of proposed renewals whether
a reconditioning of the assets, which would he chargeable mainly to revenue, would
not be more cconomical. A formula has been preseribed for measuring the com-
parative annual cost of replaced and reconditioned assets, and ‘it has been decided
that renewals will ordinarily be resorted to only if reconditioning is found to he
more expensive,

The question of Railway Contributions to General Revenues has come
up more than once during the recent months and the statement presents
the views of Government on the desirability of a Railway Reserve and the
future of the Depreciation Reserve Fund and the Contributions in the
following terms:

As recommended by the assembly in October 1937, the question of writing off
the arrear of labilities of contributions to general revenues and ‘the loans taken from
the Depreciation Fund to meet losses, has lieen postponed till 1st April, 1940 or
until the fixation of the amount of the railway capital .which the Federal Railway
Authority will owe to the federation unded Section 187 () of the Government of
India Act has been settled, whichever is earlicr. The payment of contributions to
the general revenues has accordingly been resumed from 1937-38,

Government accept the need for an adequate Depreciation Fund 'and in the light
of past conditions agree that a normal balance of Rs. 30 crores would not be exces-
sive. They also agree with the committee’s conclusion that it has not heen esta~
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blished that contributions to the fund in the past have been unduly high, They are
impressed with the necessity for a general reserve fund from which any deficit on
working expenses and interest could be met in years of depression, and so obviate
railways hecoming a burden on general revenues at these critical times. The
figure of 50 crores suggested by the committec ag the amount to which revenue
halances, after provision for depreciation, should be appropriated to such
a fund is possibly a counsel of perfection, but Government are inclined provisionally
to the view that this sum should ~ be borne in mind as a suitable maximum fod a
combined reserve fund (including the Depreciation Fund). The railway reserve
funds at the end of 1937-38 amounted, however, to only 1934 crores, and the need
of the railway contribution to general revenues in present ciréumstances precludes
any decision or action in regard to these matters or to amortization of capital at
present, beyond the existing basig of the annual contribution to Depreciation Fund.

It seems that the Wedgwood Committee's recommendations as regards
strengthening the present organisation for traffic development and encourag-
ing research have already been adopted and certain additional posts have
already been sanctioned on the E.B., B.N.,, B.B. & C.I., IL.1., and
G.I.P. Railways.

On the subject of rates and fares, simplification of the Class and
Schedule Rates without unnecessary sacrifice of revenue is said to be under
consideration.  As regards the Risk Rates the Railway Board on the re-
commendation of the I.R.C.A., have asked railways to give note to the
following recommendations: (1) that wherever possible railways should
quote schedule rates on railway risk for those commodities on which the
risk is insignificant; (2) that wherever possible railways should in future
apply the Railway Risk condition to new special rates that may be intro-
duced, and that, if circumstances permit, they should apply risk condition
to the existing special rates which are at present quoted at owner’s risk.
Special steps are being taken to expedite quotation of rates and the pro-
posal of the introduction of rate registers at stations is now under con-
sideration. The procedural reform of the Railway Rates Advisory Com-
mittee has been undertaken and Government have accepted the principal
recommendations of the Committee. :

Other recommendations on which Government have already acted are
the renewed efforts to root out incivility and dishonesty of staff, the
organisation of the Accounts Department, closing of branch lines and the
New York Publicity Bureau and other technical recommendations. Several
rail®ays have already abolished the first ctass in branch lines but “in the
opinion of the Railway Board it will not be possible to combine the principal
classes entirely and it will be necessary to continue providing first class
accommodation on important main-line and certain other trains”.

The Wedgwood Committee emphasize the necessity of providing for
the training and education of staff. The statement referring to the Com-
mittee’s remarks says that:

The Railway Enquiry Committee’s views have been accepted by the Railway
Board and railway administrations have been addressed in the matter. Several
administrations have area schools for the training of subordinate supervisory istaff
which provide courses) of training for probationers in the subordinate grades, refresher
courses and promotion courses. Substantial progress has been made in this respect
on the N.W. Ry., at Walton Training School, Lahore, and a note detailing the
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J.}:c Railway Board are in gencral agreement  with
committee arding advanc : for i
th]:][ tefc reg mlmr% advanced courses for subordinate grades and the manner and
ommittec regar ! cour; _ . 2 $ a H :
e giving cffect to them are under discussion with the general managers of

raibways, srtain raibways : av ;
: ]‘.) Cugm railways alrcady have a system of examination and seleetion more
or less on the lines recommended hy the committee “

the views of the enquiry

The Railway Board generally

Lhe ] accept the enquiry ittee 's s ¥
examinations, special commercial tr ury  committee ' suggestrons on

aining, and courses for officers

Replies from Railway Administrats indicati ‘
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lwae e e v e g s tontamned moparas. 105-113 indicate that
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pcnlcl:al Managers of railways have heen asked to give this matter their
consideration and report in what respects they have Dheen able (o introduce
measures to give cffect to the recommendations made in this paragraph
ailwave are work: N - 11\ N ) )
I\all\\'.d)s are working gencrally on the lines suggested by the enquiry
committee and have either adopted or are considering the adoption of the
following among other measurcs ---

(i) Lecture and Dgbating Societies.
(11) Mutual improvement classes.

(11) Issue of periodical bulletins to inculcate a spirit of more active
business outlook

'(w) (.)mccrs taking opportunitics to speak to employees about the
necessity of improved relations with the public.

}ns AT 1111 et 1w 1 - Yy 1
Railway administrations have taken further steps in the directions
noted below to stimulate the interest of siaff:—

(1) Formation of suggestion and invention committees.

(i1) Collection and distribution to staff concerned of data regarding
topographical and commercial features of the locality within tradi‘ng dis-
tance of their sphere of work. ' '

(1i7) Publication of magazines for railway employees.

(iz) Quota system.

PRODUCTIVITY OF CAPITAL EXPENDITURE.

A question was asked in the Budget Session of the Assembly as regards
the reason why Railway Board have come to the conclusion t-h'lt‘with
regard to the capital expenditure on new schemes, they cannot‘ fceep in
mind auy.deﬁnite percentage of return as a sound criterion for sanction;
the functions, in respect of the sanction in such schemes of the Chieti
Accounts Officer, as Financial Adviser to the General Manager; and the
principles which the Railway Board have accepted with refrardb to’expendi—
ture on renewals. The Honourable Sir Thomas Stewart i?wited the atten-
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tion, of the member to the exact wording of the remarks against paragraph
74 of the Second Statement showing the action taken on recommendations
in the I[ndian Railway Enquiry Committee’s report, and placed on the table
the copy of the Railway Board’s letter No. 0453—T dated the 22nd
February. The letter reads as follows:—

To
The Agent,
ILast Indian Railway,
Eastern Bengal Railway,
Great Indian Peninsula Railway,
North Western Railway.

Dear Sir,
P'ropucTivity orF CAPITAL IEXPENDITURE.

1 am directed to invite your attention to paragraph 74 of the report of
the Indian Railway Enquiry Committee regarding capital expenditure in
which they expressed the opinion that capital expenditure had been incurred
on too lavish a scale in the past and suggested that in future no scheme
whose justification rests on the savings to be effected should be passed
unless the annual saving is equal to at least 10 per cent. on the capital
cost involved.

With a view to closer control over capital gxpenditure the Railway
Yoard are reviewing the procedure for according approval to works costing
over a lakh of rupees which, at present, come before them for consideration
in the Works Programmes. So far as works within your financial powers
are concerned, they desire that in considering schemes the financial justifi-
cation of which rests on the savings to be effected you should keep the
return of 10 per cent. suggested by the committee prominently in view.
They recognise, however, that neither in regard to such schemes nor in
regard to schemes expected to earn additional revenues can any percentage
figure of return be rigidly adopted as the sole criterion for sanction. Each
scheme should receive careful examination on its merits, and the Board do
not wish to fetter your discretion in the exercise of the powers delegated
to you. Certain schemes, though essential or very desirable, cannot from
their inherent nature show a direct return on the outlay. Where, however,
this return is the predominant consideration in determining whether a
scheme should be proceeded with or not, you should remember, that a work
is expected to yield only a small margin of profit over and above the pre-
sent rate .of Government horrowing should not necessarily be regarded as
remunerative. In the first place, although the present rate of Government
borrowing is low, the rate at which the Railway Department has to pay
interest to General Revenues on the Capital expenditure is an average rate
worked out on borrowings since 1916-17. (It amounts approximately at
present to 475 per cent. though the effect of the reduction in the rate of
Government borrowing in recent years will operate gradually to reduce it.)
Secondly, there is the contingent liability to pay a contribution from rail-
ways surplus to general revenues which under the existing convention is

3
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assessed at one per cent. of the capital al charee
capital, therefore, increases this contingent Ha??iiit.'y
has shown that partly owing to the optimism. of the ;i
the schemes and pastly to unforeseen causes the res I'e
falls substantially short of the estimated return e
{ttt%e doubt that the last cousideration carsied «s
Raitway Enquiry Committee, when they 1
per cent.

Any addition to this
Thirdly, experience
partments submitting
sation not frequently

The Railway Board have
ubstantial weight with the
made their recommendation of ten

".I'he Radway Board also desire in this
posmc?u Of. the Chief Accounts Officer, as your Financi : :
W.O!'k i this capacity is, ueedless to say, not the r(,uﬁich“.}* ;;\(iva‘s u HL\:
:,; e’;,“mate: nor the examination of the propriety of the ;:;iﬁ::g: ax},(:;.h f;:;
g;jizﬂt}: 3 tfhe du.th()flg f‘ompctcnl to convey financial s:mtti(;n {these
oints have, o course, also to be examined by him) hut the careful ser
h«x;iy of ght yustthication for the expenditure proposed [f\,zim iu q;:u;
;:enfzrc t ; retuml 'fm the fsutlay 13 1ot the determining factor, it Esniﬂ;u;;;
sent on him to examine and offer his advice on the sener ;}’ Arite it
spirit of a prudent individual spending his own mrmc& Li?h m‘“" s m."hc
m thx_s para. should be held o apply not on my'; . o Ooservations
financial competence hut also to those which e e
authority.

congiection to emphasize the

d s within your
require the sanction of higher

Yours faithiully,
y T. S, Sanxara,
Director of Finance, Railway Board .

INDIA'S STERLING LIABIHITIES.

In reply to a question in th ; > Fi
that a repatriation C(I)f Rs. @ Crn:esA(?‘?e:tfgi}i;}gﬂgei;l}?::lcz;\kl\{ltm?cr e
the date of the institution of the Reserve Bank, 1st of Ap;*il }‘;?Sp o il
end of Novemb@; 1938, The explanation of the apparc;xt di;c?c? nil‘ th‘e
?hat fm‘the' period 1930-1935 there was an increase of £“19 mi‘llimi)amy ;S
w our sterling debt followed by a repatriation of £27 miltion durinml\g;?
36 and 1936':37 and further reduction in our sterling debt of £18 rﬁmi&;
smee Ist Aprit, 1937, Statement placed on the table is reproduced below -:

(b)) The repap';amm of Rs. 60 crores of sterfimg debt has taken
place fmm the date of the institution of the Reserve Bank,
that is to say the lst April, 1933, up till the end of
N(yve@bex', 1935. The explanation of the apparent discre-
pancy 1s that for the periad from 1930 to 1935 there was an
merease u{about £19 million in our sterling debts followed
by a repatriation of £27 millions during 1935-36 and 1936-37
3{1(1 a further reduction in our sterling debt of £18 millions
since Ist April, 1937,

(¢) The reduction is an actual reduction in the total amount of our
sterling  debt and no question of the domicile of holders
arises.,

PART 1V] NOTES AND MEMORANDA.. 237

(In Millions of £).
(Up to the end of November.)

1935-36  1936-37 1937-38 1938-39  Total.

Railway Annuities . 1.83 1.90 1.96 1.47 7.16
Railway Sinking Funds .. .17 A7 .18 .18 .70
Railway Debentures .. 3.50 .B8 1.47 3.06 8.91
Sterling Loans .. 1.95 16.86 2.90 . 21.80

Trausfer of Funds to
Family Pension IFund
Commissioners . . .. 3.70 2.84 6.60

7.45 19.81 10.36 7.55 45.17

or
60.23 Crores of Rupees,

AIR-CONDITIONED COACHLS.

The use of the air-conditioned coaches between Bombay and Howrah
has, it appears, been financially successful. During the six months,
January to June, 1938, the number of passengers were 2,379 of whom
1,697 were through and 682 intermediate passengers. The surcharge levied
for the use of the air-conditioned coaches brought in Rs. 42,995. The
charges of interest, depreciation, maintenance and operation of the equip-
ment for the period have been estimated at Rs. 25,600. According to this
figure, therefore, there has been a profit of Rs. 17,395 on this service,
The detailed figures are given below for comparison -~

Bombay to Howrah No. Amount of Surcharge
Rs.
Through passengers 609 16,470
Intermediate 352 3,265
Howrah to Bombay
Through passengers 1,088 ' 29,376
Intermediate - 330 3,384
Total 2,379 42,995

RAILWAY CONCESSIONS FOR TRANSIT OF GRAINS AND
FODDER.

In answer to a question in the Assembly as to the concessions offered
in the course of the financial year for transit of grains and fodder on
account of famine the Railway Member presented the following statement
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showing the concessions to the Consignor on the Broad, Metre and Narrow
vauges \—

Broad. Metre aArrow
Four-Wheclers Per Mile I’c{:llx\t’l.ile II:IedrnlsI‘:le
As. Ps. As. Ps. As. Ps.
Special Rates .30 2 4 ] 9
Concession Rate (to be paid by
Traders) .. 1 0 a 9 0 6
Difference (to be paid by Govern-
ment) .. 2 6 1 7 1 3
Six-Wheelers.
Special Rates .5 3 3 6 2 7}
Concession Rate (to Dhe paid by i
Traders) o106 1 14 0 9
Difference (to be paid by Govern-
ment) .39 2 4 1104
Bogies., )
Special Rates 70 4 1 36
Concesstons (1o be pad Ly Traders). 2 () 1 o T 0

Difference (to be paid by Govern-

ment) o050 3 2 2 6
REMARKS.
_ The minimum charge is Rs. 10 The minimum charge is Rs. §
for four-wheelers, Rs. 7-8 for six- for four-wheelers, Rs. 15 for six-
wheelers and Rs. 20 for bogies. wheelers and Rs. 10 for bogies.

RAILWAY BOARD MELET RAULLWAYMEN.

The sixteenth half-yearly mecting between the Railway Doard and the
All-India Railwaymen’s Federation was held in New Delhi on January 9
and 10, 1939.  The deputation from the Iederation included Mr. Jamna-
das Mehta, the President, Mr. Guruswami, the Acting General Secretary
of the Federation, and eleven other delegates {rom certain Unions affiliated
to the Federation.

The subject for discussion was the draft rules prepared by the All-
India Railwaymen’s Tederation to serve as a model for adoption by Rail-
way Unions seeking recognition by railway administrations concerned.
The draft rules as they emerged after discussion will be considered by
(;overnment hefore they are finally promulgated.,

Reference was also made informally to certain other matters which
have been under the Railway Board’s consideration, ¢.g., running parcel
clerks on the Eastern Dengal Railway in regard to which the deputation
was told that the orders of the Railway Board would issue as early as
possible.

The Railway Board agreed to the request of the Federation that the
next half-yearly meeting should be held at an early date and the 19th and
20th May, 1939, were accordingly fixed. —
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BRITISH RAILWAY POLICY.

‘Lord Monkswell in the House of Lords on February 15th called at-
tention to alleged defects in the policy followed by British Railways in the
past and asked Iis Majesty’s Government for an assurance that before
granting any new power to the Railways, they were at the same time
giving attention to the importance of ensuring that the mistakes of the past
were not repeated.  According to the Railzeay Gazette, the noble Lord said:

The finances of the Dritish Railways were in a serfous condition, Exactly
what ought to Le done was not clear, but it was important to ensure that remedies
were not applied that were worse than the disease. THe went on to summarise the
history of railways, and said that by 1830 the position of the railways
was secure. There had by that time grown up a large professional class of ratlway
officials who saw that all they needed to secure for themselves a quiet life was to
agree with one another to do as little as possible in the way of technical develop-
ment or improved service. Such improvements as took place were usually made in
spite of the opposition of the rajlway officials.  The adoption of block signals and
continuous brakes were classic instances. One result of the inertia and Jack of
foresight of that period was that a system of working the goods and mineral traffic
was allowed to grow up which had led to some of the worst troubles from which
the railways were suffering to-day. Vehicles were not big enough, and colliery sidings
and terminale in industrial works were not adapted to dealing with big vehicles.
The prime advantage of raitways—that of being able to carry very large loads with
a small amount of man power—was not utilised as it should have heen.

Congratulating the .. N.E.R., upon the improvement that had been
effected from the last decade, Lord Monkswell referred to the improvements
in service, punctuality, quicker movement and similar development on a
smaller scale on the other three groups:

One very wnsatisfactory feature of recent railway activity was the stunt of
zlectrification on surface railways. He meant a spectacular move that involved the
spending of a great deal of money and wag useless when completed. The usefulness
»f electrification, was confined to underground lines. It was enormously expensive to
mstal, and an electric motor cost roughly twice the price of a steam locomotive of
equal power.  Owing to dilficulties of springing, the heavy motors of electric engines
knocked the road to pieces, and the vibration thus sct up caused lacute discomfort
to passengers, Neither was there any reason to suppose that electrification paid.
The Southern Railways always flatly refused to give particulars of the finance of
electrification.  They merely went on repeating that the traffic had largely increased
on the electrificd systems. Of course it had. The number of residents in the
suburban districts served by the Southern Railway had largely increased and traffic
must have grown whatever system of traction was used. The railway’s claim was
a mere subterfuge to conceal awkward facts. The proposed electrification of the
Great Western Railway main line west of Taunton would be no advantage for the
shareholders or the public. Who was it that hencfitted? That was a most interest-
ing question, and one that might very properly engage the attention of the Govern-
ment. It was the Government who, in their intense anxiety to snatch at any colour-
able excuse for spending, agreed to lend the railways millions of tax-payer’s money
Lelow the economic rate of interest, and took no proper steps to ensure that the
money should he usefully employed.

The noble Lord also criticised the recent attempts for a ““ Square Deal”’.
e said: | ‘

“When the railways asked to Le relicved from their present obligations the
principal reasons which they alleged for the request was the pressure of the competi-
tion: of road vehicles. . Railways were specially suited for moving very large loads.
They were never likely to lose three immense sources of traffic: first, heavy goods
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and mineral traffic; secondly, intensive passenger traffic into and' round the big
towns; and thirdly, long distance passenger traffic. The traffic they had lost was
that where their immense carrying power was least felt; that was to say, for which
they were least suited. The trouble was that railway goods rates had never heen
fixed upon an economic hasis—the golicy of favouring one kind of traffic against
another had broken down.

It was noticeable that the railways were extremely reticent about what they
proposed to do if granted the new powers for which they asked. The immediate
cause of all the trouble was that the wages of the railway servants had been forced
up by political action to a point too high to allow the railways shareholders to receive
a suitable return on  their holdings. 'The capitalisation of the railways, could not
seriously le regarded as too high liecause it was much less than the sum that wonld
he required to replace the railways,  Subsidies always tended to prevent proper provi-
sion heing made for the future.  The railway servants were receiving not only that
proportion of the railway receipts which they earned, but also a supplement, which
was earned hy the thriit of the sharcholders but taken from the shareholders and
handed over to the ratlway servants.  He criticised also the weakness of the boards
of directors which were hardly more than a body for registering the decrees of their
professional advisers, One of their dulies should be to organise the shareholders
effectively for such action as might be necessary, and another was to ensure that the’
railway managers and officials should at least continue the activity ‘which they had
receutly displayed.”’

INDEX NUMBERS OF RAILWAY FREIGHT RATES
FROM 1913-36.

The Dominion Bureau of Statistics, Canada, has issued a second report
on the subject of index numbers of freight rates. 1t brings the index up
to December, 31,-1936.

There is first an account of the rating system in the Dominion.  Ac-
cording to the Railway Act of 1919 the taritf which the Canadian Railways
are authorised to issue for the carriage of goods between pownts on the
Railway are divided into three classes (@) the standard freight tariffs, (b)
special frefght tariffs, and (¢) competitive tariffs.  The standard freight
tariffs are merely tariffs of maximum mileage rates heyond which the rail-
ways may not charge. These are not liable to changes unless there is a
very material advance or decrease in the cost of transportation. Tt 1is
stated that the standard tariffs of the Dominion Raitways have not changed
since 1922 except in the territory covered by the Maritime Freight Rates
Act with effect from July 1, 1927. The standard rates are not uniform
throughout the country and there are six different schedules or scales n
effect. Those in the division between the Sudbury and the Fort William
the rates are the highest of all the Fastern Rates; the “Prairie” Standard
is higher than those of the two most Easterly divistons but lower than th.e
Sudbury and the Fort William division. The Pacific or Mountain Scal.c 15
the highest of all western rates. It is stated that the bulk of the fx.‘e.lgh’t’
traffic, probably 90 per cent. of it, moves under “Special’’ or “Competitive
tariffs governed by sections 328-332 of the Railway Act. Whereas the
Standard rates require the specific approval of the Board of Railway Com-
missioners, the special tariffs come into effect on three days’ notice in the
case of reduction and 30 days’ notice in the case of advances. The “com-
petitive” rates are for the purpose of permitting the carrier to publish rates
lower than the “standard” and will come into effect between two points
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where there is competition of two or more transportation lines for the
movement of traffic or to mecet the exigencies of competition of other
carriers by land or water hetween the specifically affected points. The
competitive tariff may be brought into immediate effect without previous
notice to the Board.

There is next a brief sketch of the history of the important orders of
the Board of Railway Commissioners and the special Acts of Parliament
affecting rates. TImproved rate changes beginning from Crow’s Nest Pass
Agreement of 1897 down to the General Freight Investigation and Reduc-
tion on Basic Commodities of 1922 and the Maritime Freight Rates Act of
1927 have all been briefly summarised.

There are undoubtedly serious difficulties in compiling an index of
freight rates., The average revenue per ton mile which is sometimes used
as an index is considered’ not a very good index of rates where the relative
volumes of low class and high class freight rates fluctuate widely from
year to year. The method adopted by the Bureau in computing a series
of freight rate index numbers for its first report issued in 1936 is as
stated below :

The method was: (1) to select a list of commodities representative of 76
commodity classes in which the Railways report the tonnages carried each year; (2
to select hauls for each of these commodities; and (3) to compile the freight rates
for the selected hauls for these commodities for a series of years from the tariffs
filed with the Board of Railway Commissioners. On the assumption that the list of
commodities was a fair sample of all freight carvied by railways, that the selected
hauls were representative of the actual movement of these commodities, and that
the changes in rates on these would be fairly representalive of the chauges in rates
of all freight, weights were given cach series and index numbers computed. The
selections of commoditics and hauls were made with the aid of various return:
collected by the Bureau, railway officials having first-hand knowledge of freight
movements, and any other source available. Carload commodity rates were used
wherever such were in effect.  [n a number of cases as a result of commodity rates not
being in effect in the earlier years it was necessary to use the class rates until such time
as a lower commodity rate was established. Further, quite frequently typical com-
modity routes and rates have been cancelled and class mates restored as a result of
insufficient volume moving to command a lower rate. The raising of a rate as a
result of the change from a commodity to a class rate does not, broadly speaking;
indicate that the rate level has been generally increased on that particular commodity.
[t usually indicates that economic conditions have changed and that new routes have
been established; it has been guite difficult over a twenty-year period to establish a
change of class or commodity routes and rates. )

The rates for the various selected hauls for each commodity were combined
hy taking a gecometric mean of these rates. The geometric mean is the “nth’’ root
of the product of “n” factors and ig less than the arithmetic mean of the same
factors. The next step was to combine these geometric means representing the
freight rates for each commodity. This was done by taking the weighted arithmetic
mean. The weights used were the tonnages reported by the railways for 1926 and
index numbers for the five commodity groups, Agricultural Products, Animal Products,
Mine Products, Forest Products, Manufactures and Miscellaneous and for the total of
all freight were computed using the 1926 data as equal to 100 as a base.

In the present report the data have been brought up to the end of
1936 but certain improvements have been made. The number of commo-
dities has been increased to 48, a better distribution has been attempted
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meiclo - covitaatolv we ¢ more
and the indices have been computed to coincide approximately with tl ore
( i rat rate che i mportant improven
- tional and general rate changes.  An !
improved sectional and g ! An importa pr o
| ;bccn the weighting of the selected hauls  for grain ‘u.ul tl()dl m| ¢
]a T N B N 3 ey v Y )C(ﬁ
igricultural and mine products groups.  Thus not all thglrn(l.lu..]x :(wl( "
: o 1 - 1l < . Jhe r(
acy by we s the haul. The idea is that ¢ hang
- ser aceuracy by weighting the hae !
brought to closer accu n _ The ide at s
in r'ie% for hauls with heavy traffic would have a greater 1‘1‘111uul(.( on
: . M . . ox .y .
group index than changes in rates for hauls with light traftic.
) ‘ 7 mny : X bers
imitati space preclude our repr mg all the mdex num
Limitations of space preclude our 1(p1()d_u( O onex ampers
for the 20 years, ziz., 1916-36.  Figures for selected years are g
or the 20 years, viz., (
below —

CANADA REVISED FREIGHT RATE INDIX NUMDBERS.

[ Manu-
Agricul- nimal | Mine Forest |facturesand |p .
tudraclts pﬁ;:fglcis products. | products. Mnsg:ell;ane-
products. .
9 4 16 48
Commodities .. 1}(2) 92 88 49 159 500
Rates . i
. : : 6783
January l'litj 84-89 6541 64+02 68°85 6043 .
; : : 11548 -
” 15523 14367 116°31 111'90 117'53 i
. : 10000 | 100°
December 3% A B A 4 989 | 9811
Dec. 3lst 19301 ofon | ey | 958 | 0% 9423 | 9531
"19%| oics 9822 9527 9511 9369 | 9479
v ] ;

RAILWAY BUDGET SEPARATION IN EGY T

The Council of Ministers in Fgypt are 1‘C])<31‘tc<l_'tn}l;a.\ienillggcﬁi!c‘t
inciple to the separation of the Budget of the 1}&’)’1)11‘“{ avways A
N 1 Telephone Administrations from the General btatc_ >9<1gd- ‘
graphs_all( 1 reléehtly discloses the new basis on which the !{zlll\\’a)’s arc
report Irssuﬁj(\ scording to the proposals the ilgyptian State Railways, Tele-
to work ’IE lephone Administrations relating to the Government should
graphs andl eze([)) to 25 per cent. and all Government (lepartmcnl_s sh(’)uld
be reduced f}, nt instead of the present system of hook credit. I‘h‘tf
make cash 'Il)dv)-nr]elﬁoar(l is also to be re-constituted with only six members
bresent Jta ‘It/fl'} isters of Communications, Finance and 'ublic Works, the
n?mely,_‘th? t Hlefor‘}*‘inQnCC, the General Manager of the Egyptian Rail-
Un\d:::(elcii'sr(y)thers to be appointed by the Council of Ministers.
ways 4

A STUDY OF FOREIGN RATLWAYS.

'The Bureau of traffic and operation of the Department of, Railway 51 of

G mrnment of Japan undertakes a continuous rescarch on Fhe devc}opé
e 10(\),::1 foreign railways, and the results are reported from time to tim
ments
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mn a monthly bulletin which js distributed to raily
connected with communication, scholars,  express
magazinge publishers, libraries and others interested
the problems  denlt with by the Bureay may be
of the principal subjects dealt with in (he bulle
March 31, 1937,

ay officials, associations
agencies, newspapers,

The wide range of
appreciated from the list
tins during the Year ended
(@) On Ruailaay ierprise i gotieral -

(1) Study on narrow gange railways,

(2) Railways and national defence.,

(3) On the defence or railways at he time of air rai,

(4) On the activities displayed by German Railways.

(5) On the Germary Railways at Olympiad.

(6) Geography and Communication of Siberia,

(7) On the Russian Railways.

(8) Economic aspects of railways in China,

(9 Coustruction of railways angd railway policy in China.
(10) Construction of railways and agrarian Anance in China,
(b)Y Research oy transpartatipn -

(1) On the train operation in Furapean railyw

(2) Comparatiye study of (rain speed effected on western railways,
(3) On the construction of gasoline s i Farope.

(4) Operation of gasoline cars iy England,

(3) On the high speed altained hy g streamlined locomotive in U.S.A.

(6) Study on Cxpenses involved in the construction, maintenancc, operation,
and overhauly of a streamiined locomative ip U.5.A.

(7) Study on signal apparatus within 4 carriage in U.S. A

(8) Study on the diesel engine.

(9) Rationa} opetation of wagons.,

() Study on the Tran SPove of passengers und goods.
(1) Prominent features of shipping
(2) Business transactions on the
(3) Latest problems in the trans

railways,
(4) Railway regolation on USSR,
(5) Transaction of C.0.n,

() Ou the Tariy -

(1) Report of the [nterst;
raflway {ariff,

(2) On simplification of ¢l

(3) Regulation of passeng

(4) Study on the tariff of

(3) On the increase of §
in Germany.

(6) On railway tariffs with

ays.

piece loads in railways in England. -
national railways in Germany,
port of passeugers and goods on German

railways,
#oods on Cangdian Raitways

ite Commeree Commission ag regards reduction o
asstfication of goods in U.S. A,

er traffic on the French R
luggage and piece loads o
ariff for goods

ailways,

n French Railways.

ansport in the National Railways

a special referencey ta aprarian ecotiomy,

(¢) On Motor-car trafic,

(1) Motor-car routes in Germany.

(2) Control of motor-car traffic in Europe and America.

(3) On the connection of rail transport and motor-car trathic on the
Railway, U.S.A. and its actual performance.

(4) Co-operation and competition of railway transport and motor-car traffic
in Europe,

Southern

(fy Air transport -

(1) Activities in ajy transport of the world.

(2) Joint traffic of goods hy rail and planes in Gcrmany

and its Regulation,
32
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Booklets or i
i cts or; pamphlets published in ¢ i
tics of World’s Raijlw 1ed n conmection’ with the trathe Stati
» . i - n ‘ e traffic were: ati1g-
World; (3) Express JSQ’I, {?‘334’ (2). The Business Depression l:l(;“llt (l)‘ i
ss and archousing  Business in USSR ‘(4) ’ldlllw;ly5 n the
58 soSR; "he Report on

Passenger ¢ ; s Traffic in U7
Rail; (g(; 18:;“(11(;(:(11:1 E’r}?i?::-”;”bls’f\'; (5). On Encouraging shipping of s by
These ain a; (7) Map showing marine (‘mmnm;icntli(mt :l)l l%:()\dlz "
SC d les are, ol course, in additi o
Research Office helonging s¢, i addition 1o those of the Railway
of Railways, (he I:ll:l)ill]l.g;l)]l(:’sill() the Minister’s Sceretariat of l‘ltct}lil)l;:tltl:c?l}l
standardisation of dc<i<rni '16.\; of which is to attend to technical research
and the maintenance i{)? 1?1 \LUK measures, Investigation of Railway :\’t()x'cqy
namely, the Chemical De )'ILI‘t axllwa); M%mcum' It has seven (Mphl'lnmnl:
ment, Department of Hri&l(nfmm‘ Physical Departent, Electrical |)cpal‘.l-‘
appliances, Department f}s;;N ]‘”"ml other structures, Departments of safety
Liven a hare enumcratio;) ( f\(t)]I”m_St-UCk and General Affairs DCl’f“'“}]c“t'-
than cight closely printed b the main subjects of researeh takes up more
¥y printed pages of the Annual Report for 1937

RAILWAY ENSIGN.

The Japane e G
; se Govermment Railw .
on OCtObcrll4th lgggul;llrltll'lt Railways have introduced a Railwayv Ensien
first Railway in,TaD‘a‘n’ )LT; - 10f tll;c Amniversary of cons’tructi(jx of.ttc
% / . 1¢ wdea behind it s )
called as *“Stat : .. chind 1t 1s to devel Tt
ate Railwav BT velop what has e
each member of th:ls‘: af)f :\[)111t", tl.lc standard of mm';\lcl alwa .s.]}::,](l;t{)r:
design on a white clot}a1 as a criterion of hehaviour.  The Cll%ig:} hears i
the axle in red. The fcf’ml:‘t‘lllg of ten black bars to rcprcsc:nt 1.,1”5( ';n((l
fortitude while the latteroétl:lt\l . flald‘ ;0 symbolisc the virtues of th;'ift ;nd
being hoisted eys the ideas of loyalty and s ) ;
ont 1 . . V ana smcer Yag
sions as the Ra““}}‘e’ r;)ot -va the Central Building it is used 0‘;)’-. h»esxd‘es
ot ay Anmiversary, athletic meetings, colohpnt; such occa-
c. gs. celebrations, funerals,

TOURIST ACTIVITIES ,
N £ . LS ()N \/'[L,TOI N, -
RAILWAYS RIAN GOVERNMENT

‘ In the last Annual Report of : i

Victorian Government Raillx\'z:ys‘manth'L VR‘?H]\_\'ily onnissioniers of - the
?ttemlptsmto e o l;y puliﬁtc(;;;stm;{;\' account s given of the
'ravel, officers of the I v D e ‘ agi

stated, has been higilpfu(;zsul g0 out seeking business. Thizfa;]ic?tmdgm'g
T e e e ryan' _eoped.‘ The Schools and Colleges ‘f‘ Yr.f.t is
and wherever large gr&ou 12":)% pcaton tour parties; incoming l)o;tl~c Yl,blted.
and wherever larg P,u,-ep .people mee.t m conferences, ete l‘h; al% {net
supply visiting delegat 1u z;xe magle available to arrange,tour.s, ete and o
SnpY gThx g;c (._]5..\’\/111 f‘ull information concerning placés Lt; ,'m-]d -
addition 1(; .lhc Btjre;:i(;)‘\mg. OI accommodation, a comparatiy (1) m‘lcreSt
: to th s activities, 1s an increasingly popular vive e
ciated by both the public and the hotel, guest-house prg;r?ét(ferwcc ppre

rs.

The Victorian Railways have als ici

. ‘ i ys have also participated with other tr :

sat‘t?ns in the “Save to Travel’’ scheme. This innovation ]c}rllagli‘s/e:horgam.

Eef 1v§ travellers.tq save for holiday journeys by buying stamps in depros--
ations of onc shll’lmg ani five shillings, which are accepted in e

part payment for journeys by road, sea or air. payment or

INSTITUTE NEWS.

NEW PRESIDENT.

S, Sankara Aiyer, Financial Commissioner of
President of the Institute in succes-
The new President entered office on

Mr. T.
Railways, has been elected
sion to Mr. K. V. Iyer.
May 13, 1939.

BirTHDAY HONOURS.

At the last Birthday Homours Mr. K. 5. Mitra, an
Associate of the Institute, was the recipient of the distinction of
M.B.E. We believe that Mr. Mitra is the Arst Incorporated
Accountant to be thus honoured. We offer our hearty con-

gratulations to My, Mitra.

CONCESSION TO MEMBERS.

Mr. H. A. Outhwaite’s Lectures on Railway Statistics
enjoys reputation of the best introduction to the study of the
statistical procedure on our railways. Our thanks are due to The
2. B. Railway Administration who have agreed to give copies
of this book to members at reduced price of 0-12-0 per copy

instead the list price of Rs. 1-8-0. Those who want copies of

the hook may write to the Secretary.
RETIREMENT oF HONORARY MEMBERS.

Within the last few months the Institute has lost through
retirement three Honorary Members of the Institute, Messrs.
J. C. Highet, A. F. Harvey and J. A. Bell. Mr. Highet
participated at the Fourth Annual Conference held at Delhi.
Mr. Harvey opened the Conference held last year at Calcutta.
They have all left India after a period of active service on
Indian Railways and have earned a well merited retirement.
The Institute is indebted to them for all the encouragement and

sympathy they have extended to its activities.
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[voL. vI
NEW MEMBERS
The following .
g gentlemen have bheen admi j
class of mcmbcmhi}) indicattld.] we heen Admitted to the Institute to the

/’e/lumﬂzij; .

*\h‘ T N vV 5 i
L . . VLo Narmi ; 1 ‘
i arma, thef /\Udll()r, G | P v’\)uil\V'lV 0 ]b’”’
ay, Bon Car A
/’J\Y(')('l(lh’ Al(r'llébt"'&n'iib .

Mr. \ﬁ S. I’Hn(lurangam.

M. V., G. Varadaraj.
Application for Membership -

Mr. M. R. Swaminathan,

Accounts  Officer. 15 : 9.0
Calevtta Mficer, Tast Indian Railway,

RAILWAY STATISTICS.

Tasre [.—TeN Davs ApPROXIMATE GROSS [CARNINGS OF ALL
STATE-0WNED RAILWAYS.

1937 1938

Period. (In lakhs  (In lakhs

of rupecs) of rupecs)
Ten days ending 10th October e 2,53 2,31
Ten days ending 20th October . 246 2,53
Eleven days ending 31st October .. 2,20 2,62
Ten days ending 10th November . 2,37 2,56
Ten days ending 20th November . 2,63 2,50
Ten days ending 30th November .. 2,61 2,53
Ten days ending 10th December . 2,60 2,63
Ten days ending 20th December . 272 2,06
FEleven days ending 3tst December S 313 3,14
1933 1939
Ten days ending 10th January .. 2,68 2,67
Ten davs ending 20th January . 2,71 2,67
Ideven days ending 31st January . 3,08 294
Ten days ending 10th February . 2,80 2,70
Ten days ending 20th February .. 2,78 2,70
Eight days ending 28th February .. 2,87 2,24
Ten days ending 10th March . 3,06 2,59
Ten days ending 20th March . 2,74 2,70
Fleven days ending 31st March .. 3,35 315

Taprr 11, ~MoNTHLY ProGRESs 0F WORKING JEXPENSES 0F THE
PRINCIPAL STATE-OWNED RAILWAYS.
(In lakhs of Rupees.)

Up to October. ‘ Up to November. Up to December.
Railways.

1937 1938 ’ 1937 1938 1937 1938
A.B. .. 67 70 75 79 85 90
B. N, . 319 332 356 374 392 4,7
B.B.&C.1 321 335 364 380 409 430
E.B. 215 229 246 263 278 293
E. T . 573 621 655 706 743 790
G.L P. . 384 405 437 459 495 517
M. &S. M. Ll 25 221 241 252 278 276
N. W, . 540 535 616 611 695 684
S, 1. Ve 156 167 189 191 202 215
Tirhoot & Lucknow Bareilly .. 49 47 s5 51 62 58
Other Railways .. 14 14 15 16 19 20

Total  ..) 2853 ) 2976 | 3200 | 3382 1 3655 ) 3790
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Council for 1938-39

The Annals of tie American  Academy of Polilical and President

Social Science, 1 . .
The C N _VOI' 201, Jamary, 1939 T, S. SANKARA AIYER, i
7]" Qlas‘f’ for Private .Owlm'&lzip and Operation of Street Past Presidents
vatlways, Thomas Fitzgerald and C. D. Palmer, p. 111; S FPNE/%'Thgj' I}IQA\(I)I\IGAN' O-BF.
London Passenger Trausho N e r ERNES URDON, k.Cs1, C.LT, 1.0,
tation T gev 1 rausport Board—A Public Trans- B. N. MITRA
5’1‘ 07 ‘;’g’“_’[” rust, G. Lloyd Wilson, p. 118; Problems of V'K. V. IYER
[’I:‘ »;m,mgds, John J. Pelley, p. 124; The Case for }ce}-IPlx;is\xfc:;nts
aoate FC1-hy py oo ) . . . R
_{cl\;;l ¢ % llf(épmse i rouds in the United States A E, W. JERVIS
“4/1?./7 > and 'Of)rwfl’. p. 1295 Government  Owner- Fellows of Council
o " peration  of Rail Roads, R. H. C. S AYYAR . T. K. RAJAGOPALAN
i\lontgomery p.  137: Transportatio o ; . A\. C. BADENOCH . T. R. V. SARMA
Raviard I° ’ y Transportation—The  Hybrid, R. W. F, BUTTERFIELD B. M. STAIG
Raynar d I. Boahman, p. 146; Rail Road Regulation. by 1';) g Sﬁ‘gﬂ) BELL V. S. SUNDARAM
the Interstate Commerce Comnission, Walter / O GUPTA
Spl 152 AP ussiont, Walter M. W. Members of Council
Splaw, p. 1= (;03;01 wment  Regulation of railroads in E. CAMERON KER J, G. MUSTAPHY
the U nited States, Emory R. Johnson, p. 165; Proposal g-llf-g{}}l}]%ow IY Ké PILLAI
0 1f ByYeiyd . 81 oy . ,: : ~ N . oy A
of Gowermment Quwnership and Operation of Railways in o JoLLY M. RAMACHANDRA IYER
Canada, W. 'T. Jackman, p. 175: Statc control of Trans- - D. LAURIE g’lg'sRAl}zYKAR
ort Services and roads v Greal Britai 5 , . | B ’
/7\' -[‘h““ 1Ces an;d roads i Great })I{/cltll-, Clyde B. Associate Members of Council
Al 1504, P 185 Recent devclopuents w Hhe regudation J. . BATLIWAILA L.V.GOPALAN
§ - . . . .} rl > P -
of Raikways in Greal  Britein, C. 15, R. Sherington K PILLAL K. RAMACHANDRAN
p. 203; Public und  Privale  opcration, of Railways ill" Commi;\t.ees of Council
Fraice, Hubert 15, Dougall, p. 211: Nati S . nance
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EAST INDIAN RAILWAY.

———

FAST EXPRESS GOODS
SERVICE

between
HOWRAH

&
GHAZIABAD

(for Delhi)

Via GRAND CHORD
with Auxiliary Service
between
MOGHALSERAI
&
SAHARANPUR

Special advantages:

Train arrival at schedule time.
Special consideration to nature
of goods. Priority for long
distance consignments.
MAKE USE
OF YOUR RAILWAY

FOR QUICK & REGULAR
GOODS SERVICE.

Purrisuen ny L. A. NATESAN, M.A, B.L. .
FRINTED AT THE MADRAS LAW JOURNAL PRESS, MYLAPORE, MADRAS.
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