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The “ National” sold its first policy some thirty-
one years back. Since then it has issued more than
1,25,000 policies. Its policy-holders have never had
cause to regret their decision. They and their heneficia-
ries have so far received from this time-tried institution
sums aggregating more than Rs. 1,75,00,000 by way of
claims. This apparentiy simple fact speaks volumes for

its claims-paying capacity.

The agents who originally sold these policies have
done yeoman’s service to the cause of Life Assurance in
this country. You can also do the same. There is any
amount of scope for young men with ability and initi-
ative in the ‘ National’ organisation to-day. You will
meet with the minimum of ¢ Sales resistance” because
as a result of 31 years’ patient, sympathetic and above
all-resourceful management, the ‘“ National” has built
up an enviable reputation amongst those who buy

insurance and those who sell it.

Write to us for an agency to-day; it will provide

you with full fifty two weeks employment.

National Insurance Co., Ltd.,
7, Council House Street, Calcutta.

Phone Cal; 5726, 5727 and 5728.
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EAST INDIAN RAILWAY

SERVICE!

ik Fast Express Goods Service—
Daily from HOWRAH ¢o GHAZIABAD for
DELHI with Auxiliary Service between
MOGHAL SARAI and SAHARANPUR,

gk Express Refrigerated Parcels Service—

Every TUESDAY and FRIDAY from HOWRAH
to DELHI.

ik Accelerated Express Service—

Daily between DELHI and DEHRA DUN. Carries
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also Fresh Fruits from D[ []
WALA and DOIWALA to D%i?ﬂii%iﬁiﬁ ]
i Street Delivery Service— g
For Parcels, Luggage and Fresh Produce at annag I
four per maunq from‘ Howrah Station to your ﬁ
residence in Calcutta. ﬁ
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ik Our City Booking Offices—

Issu.e all classes of passenger tickets, furnish infor-
mation to intending travellers, reserve’ berths and
compartments and accept luggage and parcels for
despatch to all stations on the East Indian Railway,
Hours of Business:
From 9 a.a1. to 6 o

Calcutta City Booking Offices

15, BENTINCK STREET. 6, FAIRLIE PLACE.

139-3, Russa Roab. 116-1, Harrison Roap,
ArMY & NAvY SToRrEs, LTD. KARNANI BuiLpixgs, FrREE
98-1, NEw Di1arxonp Har- ScHooL ST.

BOUR Roap, KiDDERPORE, 82-2, CORNWALLIS STREET.
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TRANSPORT DEVELOPMENTS IN AMERICA, il

I
THe FEDERAL CO-ORDINATOR OF TRANSPORTATION.®

Some time ago an attempt was made in these pages by the
present writer to review the developments which led to the
appointment of a Federal Co-ordinator of Transportation in the
United States. In that paper were summarised the circumstances
which led to the passage of the [<mergency Railroad Trans-
portation Act, 1933, and the endeavour made to meet some of the
problems which faced the American railways. The main
purposes of the Act were:

(1) “to encourage and promote or require action on the part of carriers
and of subsidiaries . . . which will (@) avoid unnecessary duplication
of services and facilities of whatsoever nature and permit the joint use of
terminals and trackage incident thereto or requisite to such joint use, (b)
control allowances, accessorial services and the charges therefor and other
practices affecting service or operation; and to end that undue impairment
of net earnings may be prevented, and (¢) avoid other wastes and prevent-
able expense; (ii) to promote financial reorganisation of the carriers, with
due regard to legal rights, so as to reduce fixed charges to the extent
required by the public interest and improve carrier credit; and (iii) provide
for the immediate study of other means of improving conditions surrounding
transportation in all its forms and the preparation of plans thercfor.”

The Act required for its administration the appointment of
a Federal Co-ordinator of Transportation and Mr. Joseph
B. Eastman, Member of the Interstate Commerce Commission
was appointed to this office. The initial activities of
Mpr. [Sastman and his organisation were already dealt with. The
appointment was created in the first instance for a period of one
year only from June 10, 1933.  The office was extended by two
extensions of one year each and it finally expired on June 10,
1936. The cost of the Federal Co-ordinator’s organisation was
obtained under the IEmergency Act by an assessment on the
railways on a mileage basis. During the first year the assess-
ment was made at the rate of $1.50 per mile of road.
During the second and the third years the assessment
was raised to $ 2 per mile. In the first year the cost amonnted

*¢ Railway Finances during Depression” —:1 study in method, page 924,

January, 1934.
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o $393,000.  During the second and the third
amounted to $ 500,000 each year. The total amount*  raised
was about $ 1,350 million or expressed in Rupees 37 lakhs Tllii:
hf)WC\’Ltl‘, represents only the direct expenses incurred .by thé
Co—or(.lmator’s organisation. In addition to this amount the
comphancc with the provisions of the law and the numerouc‘
requirements of the Co-ordinator in connection with his worlz
have cost the railways further substantial expenditure. Th
cost of many investigations of which there were accordin , te
Mr‘. Harry Guy Taylor, Chairman, Western /’\ssociatior% '?
Railway IZxecutives, approximately 2,200 in Wester Terri O
alone, must have heen much more. e sy

An estimate of this addit;
) ] ) é s additiona
expense for the Western Roads up to October, 1934, was qhzggi

$1.5 1.11illi0n.. The total cost during the whole pertod for all th
American railways has been estimated at $ 5 and 6 million ’

Wherefor has all this colossal = [ i
incurr‘ed in the United States?ssfilolr;l:oil(llzg (z)lf% i())(pteﬁldltflre been
magnitude of the work undertaken may be ;athereel wape a‘nd
large number of voluminous reports and bcollect'( e
brought forth by the Federal Co-ordinator’s organisl:i)tr'1 o
Addresses, Questionnaires, Reports and miscellaneolons e
ments of the Federal Co-ordinator and his Officials uSd St‘ate—
fl‘()l].] June 1933 to June 1936, represent an e;:normouan ltaICf
of hte.rature on the different phases of AmericanS il
Working, Management and Administration. Mf East ’
prepared addresses to the different Chambers of Cémn‘:]zll‘ns
Associations of Industries and Fnancial and Traffic Associ ons
numbered more than 30, el gotons

His questionnai i
g stionnaires issued on the
different aspects of transportation were as fo

years the cost

Railway

jt aspect llows:
. ir 1sati
;3 7. Organisation and Mar-
z. gqu.lﬁment, 14. keting Survey, 25.
:1. IITL; 1? Traffic, 46. 8. DPassenger Traffic, 13,
;‘ .abour, 11. 9. Water Lines, §.

Emergency Traffic, 7. 10.

Misce
6. Motor, 9. 1scellaneous, 15,

The reports issued by the Co-ordinator and his

organisation
were as follows: 8

Awr Transportation.—

Mar. 31, 1936

1936, Vol. 100, p. 799,

e

XM\S 8 v 2z
’ BB

MARCH, 1937] TRANSPORT DEVELOPMENTS IN AMERICA

Co-ordination Projects—
Report on Economy Possibilitics  of  Regional

Co-ordination Projects ..
Second Report on Leconomy  Possibilities  of

Regional Co-ordination Projects .-
Consolidation or Joint Use of Railroad Major

Shops

Cost Finding.—
Cost Finding in Railway Freight Service
Equipment.—
Steam Locomotives ..
Summary of Results of Questionnaire on  Box

Cars
Depreciation ..
Results of inspection of Freight Cars and Loco-

motives by Bureaus of Safety and  Locomotive

Inspection of the Interstate Commerce  Com-

mission ..
Freight Train Car and Retirement Program,

Southern District ..
Freight Car Repair & Retirement Program, Las-

tern District
Steam locomotive ..
Freight Train Car & Retirement trogram,

Western District
Repair Costs on Locomotives ..
Freight Car Arch Bar Trucks with Cast Steel Sid

Frames .
Cross-Haul Movement of Empty Cars ..
Freight Car Pooling and Plan for Proposed Box

Car Pool
Movement of Box Cars
Repair & Retirement of Freight Cars
Freight Car Ownership vs. Car Hire
Freight Car Construction Costs ..
Technical Improvement in railroad equipment,

,roadway and structures
Motive Power Equipment Report
(Excerpt from Appendix II, Freight Traffic
Report)

(Entered also under Ireight Traffic Reports) ..
Comparative Costs of Steam Locomotive Repairs ..
Freight Car Supply, Lffects of operation under per

diem Plan
Container Report

Freight Traffic—
Freight Trafthc Report. Vol |
Freight Traffic Report. Vol 11

Teh.
July

June

June

Nov.

Nov.

Dec.

Jan.
Feb.

Apr.
Apr.

May
June

July
Aug.

Oct.
Dec.
Dec.
Teb.
Feb.

June

Sept
Nov.

May

3,

25
22

.20,
27,

14,

1935
1935

1936

1936

1933

1933
1933

. 193

1934

1934
1934

1934
1934

1934
1934

1934
1934
1934
1935
1935

. 1935

1933
1935

1936

Tune - 15,1934
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Freight Traftic Report, Errata

Freight Traftic Report, Vol. 111

Railway Traffic Organization

Motive Power LEquipment Report, Excerpt fl'()l.n‘
Freight Traffic Report, Appendix 11, { Entered
al.so under lquipment Reports )

Freight Trattic Report, Appendix 1

Freight Traffic Report, Appendix [II

Freight Trafhc Report, Appendix 11

Ireight Traffic Report, Appendix 1V

Labor.—

Application of N.R.A. to the Railroads

Cost of Railroad Employee Accidents

Ar;x;gz;l Farnings of Railroad Employees,  1924.

Employment Attrition in the Railroad Industry

I‘I()PI'S, Wages,  and Working  Conditions
Scheduled  Air - Transportation
under Air Reports)

Unemployment Compensation  for
Emplo,\'gcs (Entered also under Legislation)

Exter.lt of Low Wages and Long Hours in h'
Railroad Industry the

l}%{ules S&l’ve)' in Train and Engine Service
ours, Wages and Working Conditione & ;
Water 'I‘%'ansportatim:\mé> Conditions in Pomestic

Hours, Wages and Working Cond
Bus Transportation

Ho‘urs. Wages and Working Conditions in Inter-
city motor Truck, Transportation and considera-
tions common to Bus and Truck

Legislation.—

Regula.ti()n of Railroads, First Report 1o the
President and to the Congress, Senate Document
No. 119, 73rd Congress 2nd Session

Regulation of Transportation Agencies. Secon-d'
I}‘eport to the President and 1o the Congress
Senate Document No. 152, 73rd Congress Zmi
Session ,

Repo.rt of the Federal Co-ordinator of Transpor-
tation, 1934, Third report to the President and
to the Congress, House Document No. 89 74t1;
Congress Ist Session ’

Fourth  Report on  Transportation Legislation,

{iou;e Document No. 394, 74th Congress 2nd
Session )

) in
(Entered alsq

Transportation

1ons in Motor

Un?mpIO)rnlent Compensation for Transportatio'n.
Employees (Entered also under Labour Reports).

[

June
July

Aug.

Sept.

Nov,
Afay
June
Oct.

Sept.
May
May
Jan.

Mar.

Apr,

June
Sept.

Sept.

Jan.

Mar.

Jan,

Jan.
Apr.

JANY. TO
11, 1935

25, 1935
2, 1935

20, 1935
2, 1935
20, 1936
1, 1936

1936

1, 1933
21, 1935

29, 1935
27, 1936

31, 1936

7, 1936

10, 1936
1936

1936

20, 1934

10, 1934

30, 1935

21, 1936

7, 1936
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Merchandise Traffic—

Merchandise Tratfic Report .. Mar. 22, 1934
Conclusions of the Federal Co-ordinator of Trans-

portation on Merchandise Traffic .. May 29, 1936

Passenger Traffic Report—

Pagsenger Trathe Report .. Jano 21, 1935
Passenger Traffic Report, Appendix 1 .. May 3, 1935
Passenger Traffic Report, Appendix 11 .. May 3, 1935
Views of Passenger Trathc Officers on Short haul

Passenger Trathe .. May 1, 1930
Conclusions on Passenger Traffic .. June 12, 1936

Passenyer Service—

Proposed  discontinuance  of through  Passenger
Service over the Chicago and Eastern Himots
Railway in counection with the Louisville and
Nashville R.R. Report and Order, (Entered also
under Passenger Orders)

Oct. 25, 1954

Miscellancous.—

Railroad Owned Grain Elevators .. Aug. 30, 1934
Centralized Scientific Research for Railroads .. Oct. 16, 1934
Clearing House for Railroads .. Nov. 27, 1934
Summary of the work of the Federal Co-ordinator

of Transportation from June, 1933 to June, 1935.  June 12, 1935

Scrap Survey Report .. June 19, 1935
Railroad Fiscal Work .. June 25, 1935
Handling of Railway Stores Material .. Oct. 7,1935
Preservative Treatment of Railroad Ties .. Mar. 27, 1936
Report on Leasing of Railroad Grain Idevators .. May 29, 1936

The reports numbered sixty-eight and if these were not
sufficient there were orders, and several statements of the
Co-ordinator and staff on such matters as Co-ordination, Labour,
Passenger Service, ILquipment, Grade Crossings, Purchases,
Rates Charges and Services, Staff Announcements, ctc.

The list of the reports presented earlier affords clear light as
to the comprehensive character of the Co-ordinator’s enquiry. . An
adequate summary of the facts, analyses and conclusions
contained in these reports would require an independent volume,
and we can only attempt a brief indication of the nature of the
enquiries under the major aspect of railway working and the
important recommendations.

The Federal Co-ordinator’s organisation was divided broadly
into three divisions: Central, Regional and Research. The Central
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stafl was in charge of the work which was not localised but of
nz§t1(m~.\v1<]c importance. The Regional staff undertook th )%1 1
ol possible economies in operation which are localised to ? .btU(ly
pl_accs,' lines or territories such as terminal uniﬁéation P_a(i_t!iular
Ol various facilities, pooling of train services the el-im,ir'lail'1 US‘E
\Yastcn}l routes and the like. To carry ’()n this worll(\'m}(i
(,o—in'flmator had regional directors at New York fg)r the Et“f
a)t Lhzcago‘ f"f’ the West and at Atanta for the South ’?;e’
Research ~tafl was in charge of the study of matters bearing on
1!’16 need for further legislation to improve transportation condi
tions generally.  The Co-ordinator in addition, had hijs ('l—
personal staff which was confined to two Exccu‘tivé Assist O“n'
one a Legal Adviser and the other a Private Secremr‘ »Ji\a?tS»
words may be offered as regards the methods of \;()3;\: 1 od
by the new organisation.  Much of the actual investig on e
t’hcj Central and Research staffs was done by means ;)flﬁatl()!’f o
naires sent to the railways, to other transportatioﬁ ag cien
State Commissions, to Shippers and to the travellibenmes, 0
()nly.the railways were under a legal obligation to ar;g‘ vl)lfbllC-
questionnaires but the others also responded very frg\;el e
generously.  The  Co-ordinator also  enlisted the }f}lf e
Advisory Committees made up of the Carrier Officers whe ’ (?f
selected by the Co-ordinator himself. The principal \\'O-\l:/ele
consq]idating the data and carrying out analyses wére dgtl] t())f
tbc (Ct.ltl‘al Staff and it is proposed to review their work inethy
§<)—()r<1111:1t<)r's organization. The Central Staff were  divid 6;
mto a nu.m})cr of Sections cach of which was devoted to tﬁ(
exammation of a specific field of enquiry indicated. Th .
Sections were ' -

(1) Section on Transportation Service  which undertook  the
merchandise traffic survey, the passenger traffic survey, tlhe

carload traffic survey and the marketing survey.

{11) Sccti('m on Car Pooling which constituted amongst other
things the empty car mileage, fireight car repair and retire-
ment, private cars, check of the condition of store

) equipment and express refrigerator car pool.

(111) Secti({n on Purchases which dealt with problems of standardi-
sation and simplification, improvement in purchsing methods,

o Investigation of new materials, devices and methods.

(w) Section on Labour Relations.

(v) Section on Cost Finding,

(7{1_) Section on Scientific Research and Enquiry.,
(v1i) Section on Regional Operations, '
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The most valuable of all these studies to foreign students
of transportation are those instituted on passenger, merchandise
and freight traffic by the Section on Transportation Service.
Ilaborate  questionnaires  were distributed to the railways,
shippers, travellers, the express companies, the Pullman Company,
car forwarders, truck operators, water carriers, pipe lines and
cquipment manufacturers. The objectives in the answers
sought were more economic operation, better service and rates
adapted to present-day needs.

The Report on Passenger Traffic was issued in January,
1935, In view of the steady and severe decline since 1921 in the
volume of passenger trafhe on the American railways and the
operation of the service at a loss, estimated at $ 200 millions in
1932, the report emphasised the necessity of clarifying  the
principles to he adopted as regards the operation of the service,
particularly m the light of the effects of the automobile compe-
tition. It was shown how the automobile itsell has contributed
towards an enormous mcrease in the travel habit, A\ great reser-
voir of passenger traffic has been created which the railways can
utilise if they can meet the service and the rate requirements of the
public. The report indicates what those requirements are,
and especially the maximum limits which are set for fares by the
present ability of people to use their own automobiles for travel.
The passenger ballot—an elaborate and detailed questionnaire
dealing with every phase of transportation from the viewpoint of
the traveller—elicited most interesting replies from travellers
from every station in life and every part of the country, and the
analyses showed the following general specifications of a
successful travel service:

“[. Safe, clean, convenient. comfortable, speedy, complete and
hospitable carriage, specifically designed to meet the needs of cach travel

s

class;

2. Diversified charges, designed to attract the great mass of people
who of necessity are thrifty, as well as the few who can afford luxury, and
each other special type or group of travellers; _

3. A development and sales campaign, intelligent, informative.
motivating, courteous and impelling.

To arouse dormant travel desire, passenger carriers—ratlway, highway
and airway alike—must not merely meet what the private automobile now
offers, they must offer something substantially more attractive and distine-
tive in service and price; and by an intelligent and aggressive, sales campaign
must convince the public of that fact.

The programme which should be followed 15 one well-known w athicer
industries.  First, present scrvice demands of the market are thonoughiy
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explored and classificd and future  demarn anticipated,
which & customer who ‘does not have to buy is willing to pay are carefully
ascertained, then a type of service filling each demand and within the price
fmitation is designed ; and finally, and by no means least, this service is sold

through an intelligent and planned method of sales promotion. *’

next, the prices

The Report examined each of the recommendations at
considerable length and recommended as to what should be doﬁe.
Thus on the subject of hospitality, it is stated that “q well-nigh
universal eriticism of rail passenger transportation is the absence
(_)J’ personal hclpfuh_lcss. Co Instcabd .of‘ being dumped out
into the vast area of bustle and confusion without sign, compass
or direction, the distance traveller should find readily avajlalje a
courteous employee who will ascertain his wishes, take care of his
luggage and intelligently direct—if necessary escort—him to g
nearby location from which he can conveniently hoard the train.”
Again on the subject of “tipping.” apart from the petty annoyance
and unnecessary expense it causes, the report indicates how 1t
substitutes the incentive of personal gain to render rea] service,
resulting in the extravagant treatment of one passenger and
discourteous treatment of another.  “A trip on the rail reveals
open palms extended at every step—taxi, ‘red cap’, porter
waiter. In addition to the quite sizeable amounts which these’
gratuities aggregate, there is always the worry—particularly on
the part of the inexperienced traveller—of inciting an insglent
stare or remark, if the recipient feels he has been ‘chiselled’ ”
The instances mentioned show with what thoroughness an(
out of reach of most people and as being in many instances more
freshness the entire problem of passenger traffic has heen dealt
with.  The present high fares are criticised as putting rail travye]
than the cost of travel by private automobile. This has heep
largely responsible for making rail operation unprofitable. A
new and largely unexplored market is indicated b‘y periodic cheayp
excursions, quantity discounts for families, parties and habitual
travellers and by All Expense Trips and Train Cruises.

The Passenger Report favours the consolidation of the
functions of the duplicate and competitive traffic departments of
the different railway administrations into a single joint organi-
sation—such as the Association of American Railroads. As
measures eliminating present waste, the abolition of complex
multifarious and unnecessary tariffs, unification of stations and
terminal consolidation of duplicate train services and reserved
accommodations services and substitution of highway for Local
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and Limited services are suggested. Towards a closer adap-
tation of the supply to service is recommended a better confor-
mity of size and appointments of trains, power and vehicles to the
partioular service in which they are used.  Mention should also
be made of the illuminating analysis of the operating revenues
and expenses of each branch of passenger service, the scope
indicated for the use of new types of motive power and equip-
ment, and the suggestions as to changes in operating practices.
MIERCHANDISIEE TRAFFIC.

The Transportation Section studied goods trathe under two
heads: Merchandise and Freight.  Merchandise traffic is taken
to include less than carload freight hereinafter referred to as
e 1., express and the traffic handled by car forwarders. The
Report on Merchandise Traffic was completed and published in
May, 1934.

The survey of the present conditions with which the Report
started showed that in 1932, rail I.c.1. and express tonnage was
less than 37 per cent. of the average handled in 1923-25, a
decrease much greater than was suffered in carload freight
traffic and greater than warranted by depressed business
conditions. About two-thirds of the rail l.c.l. and express
traffic lost was found to have gone to other transportation
agencies, including motor vehicles, freight forwarders and water
carriers. The merchandise handled by highway in 1932, was
over twice that carried in rail 1.¢.1. service. The motor vehicle
was found to he superior in speed to the freight train and faster
than rail express service for distances under 150 miles. Collection
and delivery service was also an important factor in the growth
of highway transportation. The principal causes which
explained the diversion of merchandise trafhc from the rails to
the road were stated to have been complex rail classifications and
tariffs, burdensome packing requirements, inconplete transpor-
tation, higher rates and the rigidity as well as the structure of the
rail rate systems. The level of the rail J.c.l. charges, as
indicated by third-class rates, was higher than the cost to the
shipper for highway transportation over distances ranging from
280 miles in the IZast to 950 miles in the South-West.,

While the highway freight carriers were operating at a
small but inadequate margin of profit, the freight forwarders
were found to operate at a profit to themselves and the ratlway

they patronized, but the section reached the conclusion that their
2
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operations were detrimental to competing railways and c Tuci
10 rdtc demoralization. The railways earne( fx\'om th()‘n(]u?lve
trathe i 1932 only $ 107 millions in excess of the so-c He‘l "‘L-I.
of-pocket” cost of providing the service hut failed by $ §Oe( A'IIS)Ut—
to earn the full proportion of the tota] operating}ex enm1 o
taxes.' The Report found that “while at present highl\)zva Sets and
portation of merchandise is relatively more economical t})lra;a-ns"i
t1'a11§1>(>1‘tati<)11 for all distances, possible Improvements in 1afl
service and methods could make rajl transportation (fenérall 1‘6}111
more cconomical for distances over 15() miles, Thz indic \tlf e
were, however, that highway transportation would contila A
hold its advantage for distances less than 75 miles.” e to
The conditions requiring correction Were practices causi
preventable wastes, the handling by one agency of traffic ulsql'n}%
Fould be more efhciently handled by another, and competiti o
indirect rate-making which threatens rate demora]imtionve ’211‘1}11(1
causes which brought ahout this situation were f-oun‘d to l;e ] li
9f mFeg:ration of trafhe, organization, facilities and serv'ac
mfer‘lox.'lty of rail services in speed, completeness convenienc lCCS(i
protectl(?n of lading, and higher total rajl charc\;es due in )'frili
complexn_\' of- classification and tariffs, hur‘(lens‘ome pla:ckin0
requirements, incomplete transportation, multiple rate scales ratg
rigidity and rate levels. The Section on Transportation S vice
proposed four recommendations - Seriee
1. That rail I.c.1., express and forwarder (r
and that all fail merchandise service he pooled in the hands of
t\\'(? competing rail-wa_v-owned merchandise agencies esagltl
.natu)na] m scope, of comparable strength  and opera{e(l b
independent managements. Y

affics be consolidated

2. That merchandise he collected and delivered at the patrons’ doors
and transported by the railways in shock-proof equip;nent ';
over-all speeds of at least 200 miles per hour. ‘

3. That a simplified classification. with reasonable packing require-
ments be established and the express system of charges adapted
tor application to all merchandise traffic with rate scales based
upon ‘cost plus a fair profit. The proposed classification
would contain the standard class and two limited classes or
groups of exceptions.

4. That rail and highway transportation he co-ordinated, to provide
concentration and distribution by truck and movement hetween
concentration points by rail. This plan secures for the public
the.beneﬁt of the natural advantages of each type and would,
besu?es,‘ secure large economies through elimination of
duplication and reduction of stations.
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As some of these proposals were deemed too drastic, they
were examined in a Report by a Joint National Committee
appointed by the Railroad Regional Co-ordinating Committees
and this was again reviewed by a Special Committee of Railroad
Officers. The Special Committee’s Report left the accomplish-
ment -of many of the suggestions to the efforts of railways
themselves individually, acting in groups or regionally.

FREIGHT TRAFFIC.

Under the head Freight Trathe, the Section on Transpor-
tation Service examined the handling of freight (excluding
merchandise) on railways, waterways and highways and in pipe
lines. The Report on Freight Traffic was completed and released
in June, 1935.  In the main reports and appendices is contained
a, tremendous amount of detailed information which has not been
hitherto available, particularly with respect to the operating costs
of each form of transportation. The costs of every phase of
operation are shown so that comparisons can he made all down
the line.

The Report examines the principal elements of {reight
transportation service and finds from the views of the shippers
that they are, in order of importance, speed, completeness,
schedule correlation and adaptness. The present speed of
movement of freight between the consignor and the consignee
works out at the rate of 5 miles per hour on rail, 3 to 10 miles
per hour on water, and 1 to 5 miles per hour by pipe lines.
Compared to this the motor vehicle is found to provide the
speediest over all land transportation, averaging on the whole
over 15 miles per hour. No wonder the shippers r:eplied that‘a
tonnage equal to nearly one-sixth of the entire rail tonnage in
1933 moved by highway because of speedier service. Complete-
ness of service means that the shipment will be received from the
consignor at his door and delivered to the consignee at his door.
The rail transportation under present conditions is not offering
stich complete service as the motor vehicle which renders practic-
ally universal collection and delivery service. Schedule corre-
lation indicates the degree to which the movement schedules
of the carrier are correlated to the patrons’ production or business
needs. This correlation is important and depends on the
frequency of the schedules, the time or times of day they are
operated and their dependability. Correlation of schedules is
vital to industries where transportation functions as part of their
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I)L1§1ne.§s, such as mines, paper mills, packing plants, textile mills
rehn_erlcs and handlers of iron and steel articles, The fourt};
requisite 1s adaptness, which is taken to signify the ability of the
trf"m_sport agency to move freigcht safely and securely, with a
ml.nm)um expenditure of time and money and to protect it duringe
shll‘)ment. Thus adaptness refers to the use of better e’quipmentz
which reduces the .need for packing and crating by being shock-
proof, protects against temperatures by having cooling or heating
devices, and eliminates undue expense in Joading and unloadiné
by being designed to facilitate mechanization of those operation(‘s
in every possible way.  The need is found to be most keenly felt
by the packers, bakers, grocers, iron and steel handlers and
automobile dealers, shippers who find trucks permitting more
cconomical packing and crating preferring the highway to the
rail.

The Report contains a remarkably able and penetrating
examination of the freight rates structure in connection with th:
costs of railway operation and the comparative costs of
competitive forms of transport.

As regards Classification, the Report suggests that all cost
elements be eliminated and the value of service element alone
taken in a revised classification. “All commodities first he
classified into primary groups upon the basis of utility in order
to prevent discrimination between commodities having a similar
use, and to eflect reasonable opportunity to mill homogenous
things, and then their primary groups be collected into a limited
number of general rating groups, substantially in accordance
with the stage of processing reached in the transition from rough
materials to luxuries or accessories.”  Such groups are to he
rated solely with respect to their potentialities to produce the
maximum volume of profitable traffic.  There is a remarkably
good discussion of the rate levels and the price structures, as
revealed by the data adduced, indicate different carrier rate
structures in different territories, which are no longer warranted
by the present conditions. The present commaodity structures
are found to be basically unsuited to present conditions and the
rate structure 1s suggested to he re-adjusted to evaluate the
distinctive cost characteristics of shipments.

As the improvement of the freight service on more

economical and efficient lines implies the utilization of adequate
equipment, the Report discusses the problems of operating the
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service. Thus by means of containers service can be given to
fractional carload units at carload rates and with a general
increase of revenue per car. A careful study of the use of
containers in other countries suggests that these containers
standardized in two sizes and made interchangeable between all
carriers can accommodate practically every kind of {reight and
permit ready transfer between the rail car to the chassis of a lorry
and thus provide store-door service.

The cost to the railways themselves in the handling of {reight
traffic is found to be capable of reduction. The analysis of
railway costs shows the tremendous expense and delay entailed
by yard and terminal service at origin and destination and
en route. The Report suggests means of reducing this expense
by the unification of terminal operations, by the use of trucks, in
terminal service, by the use in certain instances of shorter and
more flexible trains and by the movement ot trainjoad quantities
at cargo rates. The existing situation with reference to inter-
railway operations is also considered gravely defective. The
present policy of wide open routing has atforded scope for
preferential treatment of shippers, unduc prolixity and com-
plexity in tariffs, circuitous routing, unnecessary interchanges,
excessive terminal delays, and thus burdening industry as well
as the railways themselves with great avoidable waste. In
conclusion, a complete co-ordination of transport agencies 1is
recommended. Wherever necessary for serviceable, efficient, or
economical operations, all carrier equipment, terminals, and

facilities are recommended to be used jointly and interchangeably

by carriers of all types, under appropriate and fair user arrange-
ments.

So brief a summary hardly affords even a bare indication of
the scope and comprehensiveness of the discussion of every phase
of railway passenger, merchandise and freight transportation.
The Reports themselves are a model for clarity, presentation and
able discussion. After a brief summary of the principal contents
of each section, follows the general Report. The Report is
accompanied by succeeding volumes of reports and, as on freight,
appendices. They contain a further amplification of the Report
itself and the Statistical analyses, factual data, and the detailed
figures for each region and railway. The reader is likely to
stagger at the sight of the enormous volume of statistical data.
The labour of assembling all this detailed information,
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marshalling them in proper form and order, compiling the factual
summaries and preparing analyses even on one subject alone, such
as the Passenger Traffic or Freight may be imagined. Ther’e can
be hardly any doubt that the Federal Co-ordinator’s Reports on
passenger and goods traffic will long remain a valuable quarry
for students of Transportation in other countries, besides Unifed
States, as well to dig with confidence.

L. A. NATESA&.

RECONCILIATION OF JOB TIMIZ AND WAGLEES WITH
MUSTER ROLL TIME AND WAGES 1IN RAILWAY
WORKSHOPS.

Every Workshop Accountant is aware of the necessity of
maintaining the accounts of the cost of labour m two ways, one,
for the purpose of dishursement of wages, and the other for the
distribution of the cost of labour among jobs. The latter serve
to determine the correct cost of jobs of which labour cost forms
an important part, and therefore the importance of ensuring the
correct apportionment of labour cost to the works on the one hand
and of correct payments on the other can hardly be belittled. The
two sets of records whereby this end is achieved are called Muster
Rolls and Time-Sheets respectively. The former record the
attendance of the labour stafl on the basis of tickets issued and
returned by the workmen on entering or leaving the shops and the
latter account for the time as spent on the various jobs on which
worknien are employed from day to day.

In order to serve the interests of an employer of labour on a
Jarge scale it should be the duty of the Management to see that
satisfactory arrangements exist in respect of the following:

(1) That labour are paid the correct amount due to them for the
work performed:

(2) That labour have been systematically distributed to the jobs and
a proper record of their empoyment on different works is
maintained.

(3) That the correct proportion of wages has been allocated to the
respective jobs.

(4) That the time of labour is usefully spent and waste of lalour
avoided.

The fulfilment of the above conditions can be successiully
watched by enforcing a proper reconciliation of time and wages
hooked in the Muster Rolls and Time-Sheets respectively. The
modus operandi of effecting the above as a test of the accuracy of
wages paid and distributed varies considerably in detail in
different Railway Workshops in India.  Thus some shops restrict
the reconciliation to a mere gonqmrison of the gross wages paid
through the Muster Rolls with the wages apportioned to jobs
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(a) By arriving at for i
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dividing the momhly rate by the equivalent number of
working days arrived at as above. Obviously Sunday pay
being included in the rate would be automatically charged to
the jobs.

() By adopting the same rate per day as applicable to Muster
Rolls and apportioning the wages for Saturdays just like
other working days at the same rate per hour.

(¢) Same as (b) with the difference that Saturday short working
hours are evaluated just as the greater number of hours on
other working days, 1.c., by adopting an cenhanced hourly rate
for Saturdays.

(d) By introducing a uniform rate per working hour, hoth for the
purpose of time-sheets and for the sake of disbursement of
wages  to  employees: The  system would  require  the
refixation of the present monthly wages standardised in terms
of a certain number of working hours per month depending
upon the average monthly working hours in the respective

shops.

The various Railway Workshops in India have adopted one
or the other of the above-mentioned principles of calculation of
time-sheet wages, and as previously stated owing to monthl_y
rates of salary being in vogue the first procedure or the second 1s

generally followed in a number of shops.
i of the main features of the hrst

A proper appreciatic .
e would be possible from the following

system commonly in vogu
illustration:—

Let us suppose
number of holidays, S the
and M the period of leave availed of by an ¢
per month is R.

Also let P be the number of Sat
the number of Saturdays during the
Saturdays on which the employee was present.

Tt is easy to see that N—X'=P+P’
The number of working hours excluding Sundays=8 (X H)—3N,
assuming a working day of 8 hours and a Saturday of 5 hours.

X to be the number of working days in a month, H the
aumber of Sundays, N the number of Saturdays
mployec whose rate of salary

urdays on which holiday occurs, 1
Jeave period, and X’ the number of

And the number of working days=(X--1I)— -8~

R

Therefore, Daily rate of pay== v
(X—f’H)"’”é

The working days that would be acconned for in time-sheets,
’

3X
—(X=M) ==
8



18 RAILWAY ACCOUNTS AND FINANCE
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The total amount of tume-sheet wages would he equal 1o
P _3a7)
[ (X—=M)— A J
| 8
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3N |
(X )= 22
L Q)

Difference between the amount paid through Muyster Roll
s 01 -
Fime wages. I and

. R—R i(X—,\l)_‘%.’}

SN

NopH="2
8
THA M= (N—X/
=R |- r :\j(‘ ) N—X’e=Py 7
INA- -7
. 8
) ; ar’
-2 Lo
! 8 | | 8 |
L —- L y 2 ———
— | 3N | +R | 3N !
| XHH—= | X H-N

The difference is made up of two expressions, the first one
represents Holiday pay and the sccond ‘Sick or leave pay’
caleulated in terms of the rate arrived at for computation of
time-sheet wages.

holidilt)' \;(1?(11](183'81.8111(]\?l?s Sﬁilt] i:i};?iiic‘g;f\' (flilﬁ*.e]:ence S hrosentng
hida : € pay 1s v the same as the wages
paid for this period through the musters which are equivalent to
RH
X+H+S,
case by multiplying the number of holidays with the rate of
salary per day applied to time-sheets. It would be interesting
to note that the difference in leave or holiday pay worked out in
the manner explained above in the case of an employee on
Rs. 32, per mensem, availing of holiday or leave for one day only
would exceed the amount paid for by 4 annas, approximately.
This difference would vary with the rate ot pay and number of
holidays or leave availed of.

and will have to be worked out in each individual

The difference thus allocated to shop General Charges would
appreciably differ from the amount paid for the same period.
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A resumé of the essential features of the process explained
above may be given as follows:—

(1) A monthly rate 1s arrived at on the basis of actual number of
working hours and a reckoner different from the pay-shect
reckoner is to be employed to determine the cost chargeable
to the respective work orders.

(2) A comprehensive list is compiled from the pay-sheets showing
the rates of pay and the number of days for which holidays
or leave were availed of by the various workmen in all the
shops.

13) Aggregate holiday and leave pay is then arrived at by caleulating
for each mdividual employee with the help of the time-sheet
reckoners.

(4) Sunday pay is charged through the time-sheet to the jobs.

(5) Any overtime worked has to he calculated at the monthly rates
of salary with the help of the pay-sheet reckoners:

(6) The calculated holiday pay allocated to General Charges by this
method is different {rom that paid for through the musters.

The inconvenience of maintaining and constantly referring
to two sets of reckoners is in itself open to objection. Besides, the
tremendous amount of labour involved in calculating the holiday
and leave pay on the basis of the time-sheet reckoners is a clear
disadvantage which seriously militates against the usefulness of
this process of reconciliation.

Exactly working on the above lines it can be deduced that

the difference in the second case would be equal to

3X’
RH , RS Lo RM 8
X+ H+S X+HA+S XLH+S X 1148

The above four expressions denote respectively the holiday
pay, the Sunday pay, the leave pay and a difference due to
Saturday’s short working hours.

The holiday, leave and Sunday pay appear to he identical
with those drawn in the pay-sheets.

The difference on account of short working hours on
Saturday can be similarly allocated to the General Charges of the
shops by working out the number of Saturdays worked by each
employee. The fractional difference from the above expression
could be eliminated if the amount charged to jobs for Natuvdays
in spite of the short working hours is the same as {or other
working davs. In this procedure Sinday pay 1+ not alorated G
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the work orders but appears as a difference chargeal)]
On-cost,

The above method while having the merit of sim
adopting a single rate leaves a margin of diff
correctly chargeable to jobs, has to be elal
allocated separately or, in the alterna
portionate debits to works for short time working on Saturdays.

The last, but not the least important, is the System in which
the wages are actually paid fgl‘ .thc time worked and he monthly
wages are fixed for a dehnite number of hours per month.
Without much consideration the method appears to have the
following merits:

¢ to shop

plicity in
erence, which, though
orately calculated ang
tive, leads to dispro-

(1) It applies a wniform rate for payment as well as allocation of

Time wages to jobs.

(2) Provides for payment for the time actually  worked and
dispenses with Saturday short working, the Causq gine (111;1

Hon of complication in the other systems,

{3) Sunday pay can be treated as merged in the hour]y rate alloe

to jobs. ated

(-h) Tt ensures a better control over Labour Cost b

y enabling the
management to regulate the shop working

hours,

The application of the above principle might be a matter for
serious consideration by the Railway Administrationg where
monthly rates of pay are in force. It might be argued that such
a change would involve a reconsideration or r
the employees on an hourly basis which although heing the sane
as the monthly rate of pay may yet result in shorter payments in
some months than in others, but i{ the fixation is made with due
regard to the average number of working hours on al] days
excluding Sundays, the apprehensions of the labour organisation
as representative of workmen on this score may easily be set aside,

ehxation of pay of

The change would warrant some minor modifications in the
overtime and leave rules in the event of this scheme being adopted.
Railways on which it is the practice to allow overtinie {or extra
work with reference to the number of working hours on a parti-
cular day will have cither to continue the practice of allowing
overtime irrespective of the total number of hours worked during
a month or make due allowance for the same in determining the
rate of salary.

The inclusion of Sunday pay in the hourly rate would appa-
rently be a change in favour of the employees who conld avail of
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rest on hoth Saturdays and Sundays without losing pay for
Sundays or having the same debited to the leave at their credit ;
or, in the event of leave not due, loss of wages on Saturdays would

be for 5 hours only against one day’s wage under the monthly
rate.

In actual practice when reconciliation by shops is cffected,
the other causes which vitiate the comparison of tine-sheet
wages with pay-shects wages may be enumierated as follows :—

(a) The staff of Indian Railways are on incremental scales of pav,
and the failure to apply the same rates of pay, owing to
ncreases or decreases heing taken into account in one case
and not the other, frequently causes differences which could
not he conveniently traced without a check of the individual
cases,

() Discrepancies caused by more or less time hooked in the time.
sheets.

(¢) Errors due to pay of certain employees not being drawn
through regular pay-sheets.

(d) Discrepancies caused by arrears of pay drawn in ‘the regular

pay-sheets.

(¢) Ineffective check  over the absentee  statements  with

the time-sheets may also allow discrepancies to creep in.

(1) LErrors due to rounding off pies in calculation.

The above causes are no mean factors in affecting the
usefulness of reconciliation and unless they can he properly
analysed the fractional difference, small or large, would not
afford positive proof of a satisfactory state of affairs or otherwise.

We therefore, come to the conclusion that a really suitable
systent of reconciliation both from an administrative and sound
financial point of view should ensure:

(1) That reconciliation is effected in the simplest manner and the
shortest space of time.

(2) That wages are paid for the actual time worked so that the
uncqual working days cause no discrepancy i the money
paid and that charged to the cost of jobs.

(3) That a reconciliation is made of the time hooked in the time-
sheets with that shown in the musters for cach employee.

(4) That a reconciliation is made of the wages allocated 10 jobs
through time-sheets with those paid through the musters {o
cach employee.

(5) That reconciliation is cffected hefore payment of w

ages  1s
made-
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.I he system involving the determination of pay as far a
definite number of working hours per month would, in my
o N . - ’
opimon, commend itself to every one as being capable of satis-
fying the above conditions and can be confidently recommended
for adoption uniformly on all Indian Railways.

A successful operation of the system might perhaps
necessitate the revision of the existing forms for time-sheets
or even pay-sheets besides the use of calculating machines say
Comptometers, to enable the Workshop Accounting Sections to,
produce the desired results which any successful and efficient
administration would normally look for.

D. P. MaTHUR,

REVIEWS.

Economics of Transporiation: By D. Pmiip LockLin,
(Chicago: Business Publications, Inc. Pp. xi1 4+ 788, Price,
$4.)

Prof. Locklin has made an important and valuable contri-
bution to the study of transportation. In this book he has
attempted “a study of the economic aspects of transportation” and
has dealt with not only the internal characteristics of the industry,
but also 1ts broader relationship to the cconomic hife of present day
society.

In the opening chapter the author starts with a clear discus-
sion of the “Iiconomic significance of Improved Transportation”.
In the next two chapters are given a sumnmary of transport condi-
tions in the pre-Railway Age and the situation during the era of
railway building in the United States. Chapter IV describes
the Railway system of the United States. There is next a
description of the Railway systems of the United States.

Prof. Locklin next proceeds to the principal subject of the
work, namely, freight rates, the discussion of which in all their
different aspects has taken 21 chapters, almost 450 pages. He has
approached his subject by taking first of all the relation of freight
rates to prices. The problem has heen viewed and discussed from
the standpoint of the economist. It is refreshing to note the
application of the economic theory of value and the resort to
concepts, such as the elasticity of demand and supply, long ?md
short period effects, not usually found in books on transportation.
Equally interesting is Chapter VI for the economic empha:ms he
has given to the examination of the effect of freight rates in the
location of industries and market centres. The influence of
location where the aggregate transportation charges tend to be
least, the case of the weight-losing materials, the relation of rates
on raw materials and finished products, the proximity of markets,
importance of freight-rate structure and railway pohcies arce all
carefully discussed. The theory of railway rates 1s next
developed and the principles of value and service stated. Thivis
followed by a description of the rate-making practice i e
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United States—classification  territorices, freight  classification,
freight, the class, commodity and distance rates, ctc.

The author next turns to the subject of railway regulation,

a hield in which he has already distinguished himself.  After
dealing with the Charter regulation in the States in Chapter IX,
he (]cm.tcs three Chapters, N-XI1I, to the history of Federal
Regulation.  The circumstances which led to the passing of the
lntgrstatc Commerce Act, the subsequent refinements and amplifi-

cations contained in the series of amendments to sections, the
Pransportation Act, 1920, cte., are all clearly stated and the

account 1s brought down to the [Emergency Legislation of 1933
and the recent Railway Labour Act. How the controlling
agencies have exerted their influence in public interest, in
regulating railways is dealt with in Chapter XIII. There is an
excellent summary of the work accomplished by the State Com-
missions, and Interstate Commerce Commission and its Bureats.
The foreign student of the problem of public regulation is always
interested in the American device of Commissions and it is
interesting to observe that the Interstate Commerce Commission
has not succumbed to the two dangers they are apt to fall in—
weakness of personnel and political interference. The danger of
arbitrariness is provided against hy the right of judicial review.
There have been instances of legislative interference with the

Commission such as the legislative attempt to abolish the Pullman

Surcharges, to sell interchangeable mileage scrips and  the

Hoch-Smith Resolution. On the whole the record of the

Interstate Commerce Commission has heen exemplary and unique

as an mpartial regulatory authority. Prof. Locklin next turns

his attention to the subject of railroad competition and its control

by means of regulatory checks. Recently, however, the

movement towards railway consolidation, as specifically referred

to in the Transportation Act of 1920, has heen gaining strength,

and the Commission has had the rather difficult problem of

reconciling the effort to consolidate with the legislative intent to

preserve competition.  The problem of rate level is next discussed

in the light of ensuring an adequate return sufticient to attract

capital to the industry. The importance of the subject is

indicated i the emergence of the concepts of fair-value and fair
‘return. - The logjcal-result of the attemypt to ascertain it has been
a clarification and uniformity of the accounting system. The
attempt at Railroad‘\/‘aluation has been the result of the desire
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to ascertain the fair value of railroad property and in two
chapters (X\'I and XV1I) the theory underlying it and the
procedure followed are discussed.  Valuation raises problems
of fundamental principles of depreciation, ete., and the reader in
India, where railway depreciation accounting has been recently
simplitied, will read with interest the procedure folowed, and
stmplified, will read with interest the procedure followed. and
attempt recently completed has involved considerable expenditure
and it has shown that the American railways are not as a whole
over-capitalized. But during recent vears on account of the
endless interminable controversies which have followed the
attempt to define fair value, the American railways are getting
away from the fair-value standards in the determination of the
rate level, which has rendered the results of the valuation of less
importance. Even the carriers themselves to whom the fair-
value rule is a protection from confiscatory rates have seldom
invoked this. Somewhat different has heen the concept of fair
return which has not received as much attention at the hands of
Courts and Commissions as that of fair value. In 1920 the
Congress laid down 5% per cent. as a fair return which was
raised to 5% by the Commission in 1922, The manner in which
the implications of fair return and the legislative enactment
differed in its attitude towards the railways as compared to that
of the public utilities is brought out.

Professor Locklin next discusses in successive chapters
the weak-and-strong-road problem, reasonableness of rates
between commodities and points, personal discrimination,
discrimination hetween commodities and places, and long-and-
short-haul. We need only state that the topics have been dealt
with exhaustively bringing the information down to 1935. There
are two chapters on railway accounts and finance in which the
existing system prescribed by the Interstate Commerce Commis-
sion is described. There is also a summary of the recent attempt
to introduce depreciation accounting. On the subject of railway
finance and financial regulation reference is made to the railway
capitalisation and the regulation of railroad securities. The
latter is specially important in view of the priy VTICT? <
the American railways and the abuses { ’WCE::Z\J. .“ilt‘.ug‘ﬂ\%w
railway finance had suffered almost froff/t® heginning of the
railway era, N

4

'

(61 Nes
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Regulation in America is not confined merely to that of rates
or of finance. It has also been extended to railway service. The
attempts in regulation i service are described fully. There is a
chapter on common carrier lability and one on government
ownership and tariff of ratlway rates.  Although the American
ratlways have been a conspicuous example of private ownership
and operation there have been occasionally a movement towards
the demand for nationalisation. A\ fter a review of the experience
of the different countries of the world in deciding on government
vs. private ownership and the principal reasons which have
influenced them in their choice the question is posed as to whether
Government ownership will ultimately come in the United States.
The author refers to two conditions which might bring Govern-
ment ownership.  The first is the failure of regulation to protect
the public from exploitation or from serious discrimination. The
second is the inability of the railways to attract sufficient capital
to their industry. In view “of the rapid development of
competing forms of transportation and the failure of the railroads
to meet the situation” he states, “the possibility of Government
ownership, via this route is not remote.””  The Government hegan
loaning money to the railways after the collapse of 1929, and if
the Government continues to advance funds and thus increases
its financial interest, the transition to Government ownership
would only he a logical and necessary step. The concludine
chapters of the book are devoted to water and highw; -

. ( : . v trans-
portation and their regulation and air transportation.

[t is impossible to summarise adequately a voluminous
treatise of this size and scope.  We have already referred to
some of the attractive features of the hook such as the emphasis
on the economic aspects of railway problems. The most mterest-
ing chapters of the book are those which deal with the work of the
Interstate. Commerce Conumission and the principles they have
helped to develop.  On the various topics dealt with, Professor
Locklin: has not avoided controversial questions - which are
awaiting scttlement.  He has discussed the different aspects of
the questions without bias and with judgment. Ina work of this
magnitude the omission of passenger traffic is to be regretted,
in view of the fact that the subject received very detailed attention
of late by the Federal Co-ordinator’s Organization.  Selected
references are appended at the end of each chapter and there is
a satisfactory index. Students of transportation economics in

MARCH, 1937] REVIEWS 27

India will, in view of the analogous features and the interest they
have always shown in the transportation history of the United
States, will find this book of great value. It is an indispensable
work to every reader taking an intelligent interest in our railway
problems,

The Long and Shoert Haul Principle of Rate Regulation: By
Ralph L. Dewey. (The Ohio State University, Pp.ix 4+ 287
Price, $ 2.50.)

[n this work Prof. Ralph L. Dewey has made a remarkably
able study of the Long-and-Short-Haul problem in the United
States. The phrase devotes a practice which was widely pre-
valent in the United States of charging more for shorter than
for longer distances, when passengers or freight are
transported over the same route in the same direction,
the shorter heing included in the longer. Although at
first sight the practice appears to he unfair and discriminatory,
under certain conditions it secems to he necessary, indeed
unavoidable. The prohibition of this type of rates was written
into the Interstate Commerce Act and it has presented a difficult
question in America for many years. After stating this problem
Prof. Dewey describes the forms and causes of the discrimination
and examines the proper basis for the long-and-short-haul discri-
mination and the restrictions to be imposed on the extent of such
discrimination. In successive chapters he takes up the attempts
at regulation before 1910, the Mann-Iilkins Amendment in that
year, the history of the Fourth Section till 1920, and the modifi-
cations introduced in the Transportation Act of 1920. 1In the
Transportation Act, the Congress turned down a rigid long-and-
short-haul-clause of the earlier law, but there were not any signi-
ficant changes in the regulation of that form of discrimination,
cither in the original Act to Regulate Commerce of 1887 or the
Mann-Elkins Amendment of 1910. Yet the provisions of the
Transportation Act, observes the author, were of greater import-
ance than was thought to be the case by students and even by the
Commission itself in 1920. The author, therefore, examines
each modification introduced such as the Reasonably Compen-
satory clause, the fair rate of return, Section 15-A, the equidistant
clause and circuity. The Fourth Section received frequent apph
cation to the American rate structures since 1920, and important
rate structures have been altered by a Fourth Seetion orio

T
h
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most cases further Hmitations on the amount and ext i
were ordered by the Commission and in a few inst : CI‘” of rC’?Cf
has .bocn liheralised. One  whole chapter ig \(laelvcetsx tlhe boltcy
cwnsxdcratign of sonte of the important cases on this ;)ulu' : - ’thc
Interstate Commission, it is stated, hag generally L‘Iin R
defensible  long-and-short-haul discrim(inati\on 'fmm]mtr:rllt?d ‘the
structure  of the United States. Only the C()mmo(l‘itL IAate
structure of the South need sonie overhauling. 7 yorate

.’I‘urning toother significant  developments since 1920
Pmtcssl(‘n-‘ Dcwcar reviews the Fourth Section cases invo}ving,;
commaodities such as lumber, fertiliser, sz ; ‘oal. ete
the technical problems resulting fr();]\’ tglt’ 81\1(1;:1‘2((:)&], o a‘nd

: ! _ { anges m classifi-
cation.  The administration of the TFourth Section is next
exammed and Commission’s policies summarised. In the ]a‘gt
Chawer he sums up his own conclusions emerging  from h;’s
enquiry. - According to him whatever praise or blame which
attaches to the present state of long-and-short-haul regulation in
ghe United States may be attributed largely to the Cg111111issi011
hin_cc 1910, it has enjoyed unlimited authority to grant or den ‘
relief under that section, an authority which it hag frequent]ii
used.  The extent of discrimination has been closely regulated
and most obnoxious cases have heen  deleted from t;hc rate
structure.  The Commission’s policies have heen flexible in order
to treat cach case on its merits and on the whole the federal
regu_latinn has been less stringent than the Canadian or the British
ﬂ(}m}n‘i?tl‘ati()n_ In spite of these elements of strength in tﬂe
/\rpcrrca]] regulation, some serious shortcomings are also
1)(_)mtcd out by Professor Dewey. The Commission, according to
!mn, has heen at times unduly inconsistent in regard to the lal('wcr
Issues. Thus in a few instances it has departed from its (IV()\:C(I
prn?ciples. There is also sonie evidence that the Commission
yac:l]ates from case to case. [Its treatment of market competition
15 characterised as confusing, and the interpretation of the
reasonably compensatory clause has heen illogical and otherwise
unsound.  The proposals which the author would offer are to
e]upmatc market competition as a justification of Fourth Section
relief: the Commission should further clarify the distinction
'::Ct::s:ll izoslilr:)dabout .rou.tes.which zu‘c.aﬂ'ordcd relief under that

: uld revise its interpretation of the reasonably com-

Dens I .
]t atory clause and finally miprove the procedure in regard
0 Cases coming thereunder.
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The book is well-written and offers a clearly reasoned
examination of the history and present position of the long-and-
short-haul problem in the United States. It is a stimulating
contribution to the literature on the economics of rate making.
There are a number of appendices, a bibliography and an index.

Annals of the American Academy of Political and Social Scicnce

—September, 1930.

The Annals for September, 1930, contains 27 articles of
various aspects of railway economics. The articles are broadly
arranged under four heads, namely, Railroad services and their
mportance; Railroad Problems in the United States; Govern-
ment or Private Ownership and Operation and  Railroad
Problems in some Foreign countries.

The symposium is well timed as the complex problenis
intensified by seven or eight years of worldwide depression, inter-
national uncertainty and subsidised competition require to be
carefully studied and clarified for a proper understanding—a
pre-requisite for attempting an adequate solution of the problem.
As the editor of the issue, Dr. G. Lloyd Wilson, Professor of
Transportation and Public Utilities, University of Pennsylvania,
observes:  “There is no railroad problem but a number of
operating, trafhc, financial and public relations problems in
varying stages of consideration and solution.”

The purpose of the volume is to present for general con-
sideration some of the most important and most controversial
aspects of these problems. Under the title of “Railroad
services” William Mather Lewis explains the significance of
transportation to civilisation. Charles L. Raper of the Syracuse
University (N.Y.) deals with “Transportation and IEconomic
Planning.” ‘““The weight, speed and streamlining of Railroad
equipment” are examined by Lewis K. Sillcox. The other articles
deal with “Price of Open Gateways” by John R. Turney; “The
Freight Container as a Contribution to efficiency in Transpor-
tation” by R. C. King, George M. Adams and Dr. Lloyd Wilson
and “Marketing Ratlroad Passenger Services” hy £, M,
Johnson.

The next group which deals with American railway problems
contains “Simplification of Railroad Regulation” by IT. (i, Taylor;
“The Regulation of Transportation Rates” by Harry L. Purdy:

“The Problems of the Short Lines” by Clarence A, Miller:
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“Highway Taxation” by Roy F. Britton; “Stake of Railroad
Labour in the Transportation Problem” by D. D, Robertson and
“Unemployment Compensation in the Transportation Indus
by Otto 5. Beyer. The subject of Government ownership is
a topical one in the States and here we have the view
the notable American transportation authorities.

try”
quite
s of some of

Joseph B. Iiastman who was until recently the Federal
Co-ordinator, discusses “Public Ownership and Operation of
Railroads*”. Lxamining the customary arguments for and
against he finds the difficulties in regard to efficient administration
more serious under public management. “If public ownership
and operation were established overnight there would probably
be a comparatively long period of control and adjustment before
the hest form of organisation would be devised and made effective.
Competition would of course be eliminated but, this might
probably be more than oflset by less initiative and enterprise. Asg
regards labour relations from the experience of the Government
service in that country Mr. Eastman does not think that the
Government would be unduly liberal. “On wages” the Govern-
ment has been on the whole liberal, but has never gone to
extremes; on salaries it has been less generous particularly
“in the higher” than private employers. The civil service
regulations and congressional pressure may make it somewhat
difficult to dismiss or demote employees for inefficiency but it
would not be necessary to carry these regulations into railroad
operations.” The strongest objection, Mr. Eastman says, “will
be on account of the strain imposed by the national finances by the
cost of acquisition.” In conclusion he referred to the Fe('leral
Co-ordinator’s alternative plan to Government ownership and
operation as one of three alternatives. “The case for Private
Ownership” is argued by Mr. J. J. Pelley, the President of the
Association of American Railroads, an eminently fitting choice to
represent in this symposium the views of the private railroads
themselves. According to him “the true policy for sound tran-
sportation—this is what we seek—is not Government ownership
and political operation, it is public ownership through wide
distribution of securities, with bhusiness operation, under an
enlightened Government policy which will allow the roads
in good times to earn surplus earnings as other indusiries do;

* Excerpts from 1st and 3rd Reports of the Federal Co-ordmator of
Transportation,
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which would stop the uneconomic diversion of traffic through
subsidies to other means of transport and which will call a halt on
legislation to increase the operating cost of railroads or to reduce
their revenues for the supposed benefit of other elements of the
community. “The Shippers’ Point of View” is ventilated by
Reinhard F. Bohman who apprehends that “there seems to be no
end to the deficits that would he piled up under Government
ownership which would have to be met by the taxpayers. e
views with alarm the state socialism which it might involve.

Dr. Lloyd Wilson deals with the proposals of the Wheeleft"
Railroad Bill which is followed up by Senator Wheeler himself.
Senator Burton K. Wheeler, the author of the bill associated with
his name in the American Senate towards Government Acquisition
and Operation of American Railroads states his case ably and
finds no reason why public ownership cannot result in greater
efficiency, in a greater sense of public responsibility and in an
impressive step towards a more abundant life.

Finally, Henry A. Palmer criticises the \Wheeler-IZastman
Government Ownership plan. In the last section the Railroad
Problems of Canada are dealt with by Messrs. Leslie T. Fournier
and S. J. Hungerford. Sir I<. W. Beatty examines the question
of “Railway Unification”. “The Railway Situation in Great
Britain” is reviewed by Sir Josiah Stamp and Dr. Wilson himself
contributes an article on the “Use of Freight Containers on the
‘Railway Rates in France’ and Alfredo B. Cuéllar on the
British Railways and their Distribution Services”.

The concluding two articles are by Pierre Lévy on the
“Railroad Problems in Mexico.”

THE YEAR-BOOK OF RAILROAD INFORMATION.

The Committee on Public Relations of the [fastern Railroads,
New York have issued again the “Year-book of Railroad Infor-
mation” marshalling all facts regarding the American and
Foreign Railways. The presentation is largely graphic and
statistical. The different aspects of railway service and working
show, in spite of depression and increased competition an almost
unbroken record of rapid efhiciency and economy in operation the
results of an eloquent testimony to the inventive genius on the
railways and allied industries, the research conducted into
every phase of railway working, the developmient and consirue-
tion of new types of equipiment, light weight cars, streambined
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trains and locomotives, the inaugt‘lruti‘on of pick-up and delivery
service, the 1:c1nzukab1 "ad\zmces mn air-conditioning, the equally
remarkable increases in the speed of passenger trains, the
certainty of reliability of railway service as proved in the
blizzards of the last winter and the floods of last spring and most
important of all the matchless speed record of the steam ratlways.
There is also an index which facilitates ready reference to the
different branches of railway administration and management.
QUFICIAL PAPERS.

The Report of the Ruilway Board on Indian Railways for 1935-36.

Although for the greater part of 1935-36 railway earnings were steadily
less than during the previous year the improvement which took place in the
last five or six weeks brought up the receipts for the vear to a slightly higher
Jevel than 1934-35.  The total traffic receipts in 1935-36 amounted Rs. 9065
crores or Rs. 45 lakhs more than the previous year.  The increase of Rs. 45
lakhs is largely due to the extra day i February on account of 1936 having
been a leap year. Ordinary Working Iixpenses excluding  depreciation
amounted to Rs. 50.87 crores or Rs. 60 lakhs more than in the previous
year. The withdrawal of the salary cut with effect from April 1935 raised
the Working Expenses by one crore so that there was a decrease of nearly
Rs. 40 lakhs in Working Expenses. The depreciation charges were Rs, 47
lakhs less. Under the new method of caleulating the  contribution to
depreciation with effect from that year the amount set apart was Rs. 13}
crores.  Including depreciation the total working expenses amounted to
Rs. 04-12 crores or Rs. 13 lakhs more than in 1934-35. After making
allowance for miscellancous transactions the net revenue available was
Rs. 27-40 crores which was insufficient by Rs. 399 crores to meet the
interest charges of Rs. 3139 eroves. This deficit was again met by a loan
from the Railway Depreciation Fund.

The total works expenditure during the year was Rs. 1174 crores of
which Rs. 2-38 crores was charged to capital and the balance to the
depreciation fund. The stores balances at the end of the year stood at
Rs. 9-40 crores and was the same as at the end of the previous year. The
labilities in accordance with the Separation Convention to be met from the
surpluses of subsequent vears were Rs: 574 crores of which Rs. 31§ crores
is amount borrowed from the Depreciation Tund.

Turning now to the detailed aspects of working dealt with in the Report
it is found that the Operating ratio including depreciation was 70 per cent.
The details of the Traffic Receipts show that whereas goods earnings
responded to the progress of recovery since 1932-33 the earnings from the
passenger traffic were found to be even lower tha.n the figure for 1932-33.
The stagnation in receipts from the  passengers is indicated  for all the
classes. As the full details and statistics and the working expenses on the
individual railways and their losses and gains have heen examined elsewhere
in our review of the Railway Budget we shall content ourselves with merely
referring 1o the other features of working 1 the vear under review,
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As regards New Construction and Fngineering Works there have not
been any farge schemes and only as much as 63 miles on the Meter Gauge
were under construction.  The mportant hnes opened  were  the JThudo-
Pithoro Railway in connection with the Llovd Barrage irrigation scheme
and three other smaller Times. The new Fngineering Works were mostly
the Meghna Bridge on the AL DL Railway the Nerbudda Dridge and o
Himited number of apen hne improvements.

The examination of transportation working indicates that the passenger
and the goods train miles show an inerease.  Engine miles also show an
improvement.  The speed on goods trains was the same as m the previous
vear. The Report records the summary of measures adopted to deal with
road motor competition, illicit travelling and the work ot the Technical
Committees.

Standing Finance Commitice for Railways. s

The Standing Finance Committee for Railways met on January 22 and
30, 1937, and discussed the Demands for Grants for 1937-38 At the second
meeting the Committee also discussed  the memoranda on the 1937-38
Programme for Expenditure on Works Capital and Depreciation Fund,
and on the construction of the Sind Right Bank Feeders Railway.  The
rolling stock programme anticipated the necessity for at least 2,000 additional
wagons costing approximately Rs. 85 lakhs (of which Rs. 15 lakhs will be
Capital) for the husy season of 1937-38.  Provision was also made for the
reconditioning of about 1,000 wagons on the Indian Railwavs which it is
impossible to use in their present condition, hut which can with a certain
amount of initial expenditure be useful for the next ten years or more.
Certain other changes have also been made in the original rolling stock
programme approved by the Committee in July 1936. The net effect of
these changes amounts to an increase of Rs. 62 lakhs due chiefly to more
throw-forwards from the current vear’s programme. The total expenditure
on the rolling stock is Rs. 3-53 crores including Rs. 85 lakhs for wagons
against an estimate of Rs. 318 crores (including Rs. 25 lakhs for .\\:ngon_s)
during the current year. Lxcluding wagons, therefore, the provision for
1937-38 is Rs. 25 lakhs less than the provision in the current year.

Two new projects costing Rs. 13 lakhs (h‘n'ing 1937-38 were 'il]SU pro-
posed namely, the Sind Right Dank FFeeders Ra_ll\\'ay to handle the mcrcn'sul
volume of agricultural produce on account ot the Lloyd l’;;frragc. project
and t(he Pithoro Tando Mithakhan project, still under consideration, and
considered likely to be a profitable project.  The open line \\'ork§ arc
expected to cost Rs. 823 crores ( Capital Rs. 2:96 crores and Depreciation
Fund Rs. 5:27 crores).

As the existing railway communications in Sind would be found
inadequate to handle the inereased volume of agricultural produce, in the

*Proceedings of the meeting of the Standing Finance Committee for
Railways, 22nd January, 1937, Vol. NI No. 37 20t Tanwary, 1237,
Vol. XTIT, No. 4. 12th February, 19370 Vol X, Na, 3
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interest of adequate railway communications the Sind Right I
Railway has been proposed on a broad gauge {rom
Civ Sharad Kote, Garhi, Khairo, Ushda and Mouladad.  The area is fully
developed and s likely 1o be very prosperous.  This, in addition (o the fact
that no roads are proposed to be built, is assumed to promise a good return
on the investment.  The proposed railway is to be 85 miles in length. The
scheme involves the purchase of the existing narrow gauge line from
Larkana to Dodapur belonging o the Sind Light Railways Co., Ltd., at
a cost of 25 times the average yearly net ¢arnings during the three years
immediately preceding the actuat date of purchase which will he at the
present tme Rs. 35-40 lakhs.  Taking into account the credit on account
of railway materials {ollowing dismantlement of the line, the net purchase
price is c_ipcctc(l to be Rs. 30 lakhs,  The total cost of construction including
interest  during  construction and the purchase price is estimated to he
Rs. 91 lakhs.  The total return on the outlay is expected 10 work out to
Rs. 5,000 short of a 4 per cent. return- The proposal was approved subjeet
to the condition that a definite undertaking should be obtained  from the
Sind Government that they will not construet roads parallel to the projected
railway line and that they will draw up a scheme of feeder

ank I'eeders
Larkana-Jacobabad,

roads to the
projected ratlway and will construct these roads within a reasonable time.

South African Railways and fiarbours, 1935-36.

The year 1935-36 for the South African Railways and Harbours,
according to the report of the General Manager of Railwavs and Harbours
for the year ended 31st March, 1936, has heen one of the most prosperous
years ever experienced by the Stale transport services of the Union of
South Africa.

During the year railway traffic increased on an unprecedented seale
and fresh records were established.  The additional traffic was reflected
m all directions: passengers, goods, coal, livestock, 1
tonnage, all showed substantial increases over the §i
vear and the extra !

rarhour and shipping
_ gures for the previous
ousiness shown by subsidiary branches of the service
such as the catering department, road motor, publ

icity and tourist services,
cte., reached equally high levels.

The total railway carnings increased from £ 27 millions to £ 30 millions
an increase of over 11 per cent. which was distributed in increased
passenger journeys and increased tonnage of gonds.  The total railway and
Larbour revenues exceeded £ 35 millions and expenditure just under £ 30
millions.  The increased traffie, of course, wnvolved additional expenditure
but the percentage increase  was only one half of the percentage
increase in revenue.  The gratifying financial results of working the
railways and harbours services during the year was due in a large measure
to the generally satisfactory state of commerce and industry throughout
South Africa and particularly in the economic recovery of agriculture. The
continued expansion of the gold mining industry on Witwatersand was
also responsible for the high levels of prosperity as well here as in many
other spheres of business activity. The operating ratio including
depreciation dropped from 68 per cent. (o 65 per cent.
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The surplus revenue during the vear amounted o £10-39 I]l.i“i()lln
which was an increase to £ 1193 millions after :,ulding %nlcrcsl on invest-
ments, miscellancous receipts the net profit of suhsAldun'_v services, ete.
Making the deductions on account of interest on Cllpltljll, supcrantuation,
and other funds charges in respect of liues lcasuvl and miscellaneous expen-
diture, the Net Surplus on railways carried to Net Rcvcm.lc Appruprmt}on
Account amounted to £3 62 millions.  The surplus revenue from the working
of the harbours amounted to a little over half ;1‘11_11]11011 P()un(ls and stt:nn.-
ships about £4,000.  After allowmg tor 'lhc.(l(‘ilc‘ll on airways the ‘C()Illl‘l—
hution to Betterment Fund, Rates Iqualisation I'um!, ete., 11'1c‘ net surplus
jor the vear on railways and harbours amounted to £3-25 millons.

The report also deals with certain other u_utstamli}ng c.\"cm‘s flt{l'illg
the current financial year, 1936-37.  An c¢vent ‘_” great ”“‘?‘_’.’1““5?_,“”_ 111}5
transport industry in South Africa was the ..\,()uthcrn Africa }11(1:15{1()11
Conference as the result of which two C(nnmltlec:s“\\'crc‘ :11)_1)()1311&”()11} ()11
surface transport and the other on air\r\'n’\'.f. The Surt‘ncc .‘lll(n‘]spnw
Commiittee made such important recommendations as the .(fm‘l?l.\s Wlufxt{;)t‘
a permanent Secretariat on matiers arising out ()f. ?he '(115;111155)1()\115“;1)-01 1¥
Committee, the uniform gauge, tounst 1r21fh§, 1)11])]1c1ty. dil{ ‘ k;o o o
competitive transport.  The Airways Committee Sllhll]lltL'( .ls'.pug l.(, 1l (.01]’11-
mendations on the subject of acroplane routes an(.l 11?(11 \lllgﬁ ‘1’();1 es ))f
heacons, arrows and other suitable gf()und mark’mglsj‘ 1}()11]1 etjel(({n“.i(t)h
arrival and departure and various other important matters connec
air transport. e

The South African railways interest th_emsc]vcs on a nunlbm.”(')t‘t‘)‘l el
usciul activities one of which is the cslahhflnncn? of m()(lq .Vl.d,gfi\ )111
Northern Natal. In the model villages SL‘]{-C(')I.]l.zullL‘.(‘ cottages }.\d‘\lx_1 1).(,511
provided for the families settled th‘cm. .1%1(1']111(:5 for schf)().ln‘l.;?* ]k 1? (huln,
for religious worship, water supply. free libraries and other soctal welfare
cfforts have been fostered-

. C Co-ordination o] various forus of Transport
Report on the Problems of ¢0 ordin o) o f
in Kenva, Uganda and Tanganyika.

H. Oshborne Mance has recently completed his

Wrigadier-General SIt ! ! ! : S
Briga co-ordination of various torms ot (ransport m

i\fgr(:;: ()Gglzl]rfdgl:sl;I}an;;)]'anyil\'a. Tl‘w superiority of)rai'l tlrzullspor‘tt :ug;s
to havé been established on a’ccgum of the 1()Iylg" ;wl'emg’{L Plldttx ()17;1(:1“(‘1: i:
amounting to 388 miles in. l\t.‘n_\,'a zm(.l L ;t(fui( ‘(l), lull( 1 u”l:” ‘,‘00(»]\. "
Tanganyika. As a result of }hls the 'zul\\a)rvs. (n(‘ ab L 0 .'u ih o kbs
rates which even in the least favourable um(]llmn? of Iang‘m')lt(.l "1](1) ] i
than 60 per cent. of the minimum average cost likely to .lfc ‘(llmm‘a )]L >?
road lorry transport under favourable con(htmns.. ()'n ﬂn:s‘grlutm( ..(1 ()llLi
it is argued, the railways generally must be 'n‘mmlamcd- d; “(., 1)1\;11;}1{)(1‘
means of transport in these three territories. Ihe case of 110.‘1)1.'&11'( 1.111165‘
is not, of course, so easy and the rcpm‘t_st;ucs 'lhul the nu.l_lmll). .nf .l“u‘
branch lines probably offer the cheapest form ol t'a_nspm't mn 111'011 areas
and even if their retention results ina loss to lh_c railway nwcrs%ﬂzumg. m
a subsidy from the Government to compensate for such loss this subsidy
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would he less than the corresponding subsidy to the road.
General Mance argues the branch lines should
possible against the loss of high rate traffic,
branch lines account only for a very sm
manifestly be cheaper to the Governmen

In such cases
be protected as far as
Where on the other hand the
all amount of tonnage it would
t to dismantle them.

Turning to road and rail competition, General Mance considers that
passenger competition may be neglected, as passengers form so small a
percentage of the railway traffic.  Of the Kenya and Uganda goods traffic,
85 per cent. is imports or exports, and to compete in world markets the
latter have to be carried at unremunerative rates, for which compensation
is secured by raising the rates on imports-  With a monopoly such practice
1s inevitable and advantageous to all, and if it came (o an end the subsidy
would have to De collected in some other way, which might he Jess satis-
factory. General Mance proceeds to discuss the effect of unrestricted
competition, which could result only in temporary gain to the road haulie,
until such time as he, too, was ruined by cut-throat comptition for the
diminishing traffic, a state of affairs generally agreed to he disastrons, Nor
18 the existing system of protection for higher-rated  traffic  {rom
competition practicable as it lacks flexibiiity
something more suitable.  Division of function on the basis of cost to the
community should be primarily determined by out-of-pocket costs of
working, and an automatic division of traffic could be secured by a combined
monopoly of rail and road transport, but the difficulty of this system arises
from the treatment of the ancillary road user. So, though it would
maintain the present rate structure, this solution of the problem is quite

unsuited to East African conditions, Another solution, tolls, has alreacdy
been found impracticable in Tanganyika.

road
and should he replaced by

The solution recommended is, therefore, a continuation of the present
policy of safeguarding the railway’s monopoly

other suggested solutions to mmpart flexibility and allow 4
adaptation to changing  conditions. General Mance
appointment of a Transport Commission of fiv
cach territory made up of a lawyer,
Indian interests, one official mem
member with the ge

modified by clements from

gradual
recommends  the
¢ independent members for
4 representative cach of Furopean and
ber to watch the n

ative nterest and one
neral economic outlool such as a banker,

NOTIES AND MEMORANDA.

THE RAILWAY DUDGIT.

1 3 v v P . - v Y - 03 S Q

The principal features of the Ratlway Budget adopted 110\71\ ards the 1.nd
of February were the anticipated surplus for the current anc E}e sqigt.ee( ng
financial years and the proposal to amend the ,.\cp(uall{m]- unvcnf mnl.oi‘
‘ ¥ . ons ¢ e teelhngs of rele
1924 Judging  from the congratulations and th(‘ ;(Lj.n}f )l(‘ L,t
expressed in the Central legislature and the daily press the ra way Dudge
otim ( ] Thev are of course m a sense
Iistimates must be deemed  successful. - They are ot cou m o s
'f"( 1 ; the anticipated deficit of Rs. 34 crores was according to the
ustified as the ¢ { ' i i Re 15 Takhe thanke
Jx‘cvi%(l estimates transformed into a small mnplns}nt l\s‘)llu‘g ;h\mﬂd anks

) . ¥ : . sOQUT S & a
to the sudden upturn in goods traffic receipts. The s)u;]rvﬂive 1 have

s, VIS 3 for the more conservative ha

heen greater, iz, Rs. 30 ]dl\h&“)ul for 1l T e e e
allocation adopted last year. The Budget Iistimates o memorable
‘ . - - Ny N FUN I TAvs S N
for the fact that 1936-37 is the first vear for the State ;)\\tm(cxt res;i(mq "
1931-32 to earn a surplus—a fact which has led to express s of

fac ] dimates for 1937-38 are more conser-
satisfaction in the Legislature. The estimates for e e oot
. . M - 16> 3 R
vative and do not allow for the increase cxpelltﬁcg( h( en-Tier venrs wil
‘ ' : . - ‘he er a
Snancial vear.  The detailed estimates compared with the e
he found in Table I »
TABLE I

: i i s of rupees),
Commercial and Strategic lines together (Figures in lakh pees)
‘ ' 1 192030, ( 193435, | 1935.36. | 1936-37 | 1937.38.
1924 25. |1 ’ ‘ ' Revised | Budget
‘Estimate Esti-
L ! mate*

31,732 29,724

State-owned 30,878 ‘ A9 LT3
ate-own ‘

4634 1 4578 | 4397 | 4,084

Mileage
Worlced lines

Py R FINE R 9630 | 9065 9500 | 907
Gross traffic {(State-owned ,

{
1
| | | o
ceipts \ v ! 328 I 337 | S,ﬂ.ﬁ | ,3
receip (Worked lines l‘ 571%‘; ; Sg’,‘;(/) 50,27 5087 5075 | 42‘2?
Operating { (Stat&own'ed ! ‘1‘76 b 3v30 2.66 268 2,6;1 12'59
expenses | (Worked lines 033 12:59 1372 1325 13015 ‘ 259
Depreciation Ful{:i ! lines ! 3’6‘4 * 37 262 2.69 2.1 l .
: ents to worked [INes . |
Net “Tyaffe  veceipts (State 3803 | 3352 | 2621 | 2653 1 310§ 2941
S
N(l,ltne I)\Iiscellaneous receipts ‘ ‘
after deducting miscellane- \ 1 I ; 0
ous charges and b | —107 | —2 53 o120
flepayable (o COMPANES ) T30 | 3450 | 2074 | 2740 | 3008 | 2.51
Toerest cha L2350 | 3046 | 3180 | 3130 5 3083 29,36
Interest charges .. 13‘16 | 404 2506 23199 | 15 \
Surplas . .. \ ! “ |
Paid as contribution to gene o8 ‘. 612 t . ‘ s
ral revenues. | ()’1“% \ RO l :
Transferred to r"“_l“_'ﬂf‘?fﬂ’i_} O3 -2, K

* Excluding Burma railways. ‘ ‘
Note 1.—The balance of the loss m 193132 and e ol b
following years have been. or will Tl na o
borrowings from the Deprocinnog bt
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The results for 193530 were better than
twehve months ago. The wotal receipts  amounted
actual amount spent meluding depreciation w

the revised estimates
Lo 90:65 crores, the
. : as Rs, 6949 crores. The Net
Trathe receipts of the State lines amounted 1o Rg, 2653 crores, adding net
miscellancous reeeipts of Rs. 87 Jakhs, the Net Railway Revenue amounted
to Rs. 2740 crores leaving a deficit of Rs. 399 crores to be met out of a
further loan from the Depreciation Fund. The revised Fstimates of the
State fines placed Gross Traffic Receipts at 3% croves more than (he |
Listimates, wic, Rso 93 croves. The Warking  Expenses
depreciation shows a sheht reduction 1o Rs. 6390 Crores,
Receipts are expected to he Rs. 31-10
R 3008 crores.

Judget

inc]uding

The Net Traffie

crores and net railway revenue

The tigures of the Working Expenses are z'iffcctc(] by

certain changes in accounts as already referred 1o, The total Net Revenue

would have been Rs. 31-3F crores but for the change. There hag been a

further fall in interest and the amount required is Rs- 3083 Crore

half a crove less than 1933-36.  Afer meeting interest charges a residue

of Rs. 15 lakhs is left as the surplus: for the vear.  The estimates for

1937-38 excluding those for the Burma railways which under (he Separation

hecomes a separate entity the Gross Traffie Receipts are placed an 5 conser-

vative basis at Rs, 90735 ¢rores or hali a4 crore less than the Revised

Iistimates for 1936-37. Operating Fxpenses including Depreciation ;lre

decreased to Rs. 61:34 crores. The contribution  tg  the

FFund 1s slightly Jower and is estimated at 12-39 cyore

for the payments to Worked lines and net miscellaneous receipts, the Net

Traffic Revenue is expected to he R, 2931 croves. Interest ehar )

a further fall and arce expeeted to stand at R, 29:36 crores

Rs. 15 lakhs is expected to be produced which will [,

to the General Revenues, The Works Expenditure for 1936.37 is placed

at Rs. 104 crores of which Rg. 31 was to be in addition to Capital"n]H{ th(\
balance of Rs- 7 crores to he found from the Depreciation Fund (F()r th(‘
year 1937-38 the programme provides for a total expenditure (;f Rs 12j
crores of which the net actual expenditure anticipated is Rs. 81 C]‘();‘.Qg ()?
which Rs. 6 crores will he met from the Depreciation Fund, Theré is
pr_nvision for the construction of two new lines in Sind namely the Sin(i

.nghl-l’»;mk Feeders Tine from Larkana to Jacobabad dealt ity d%(‘\\“ilerc

m this issuc and the Pithoro 1o Tando Mitha Khan, both of “'};ich are

Note 2—Credits for material released from works not CER\
were taken in reduction of operating expenses up to 1931-32
From 1932-33 onwards they have heen added to receipts and arej
mcluded in net miscellaneous receipts. From 1936-37 they are
taken in reduction of expenditure met from the enpociaco.
Fund.  The amounts involved are as follows: i; llifﬁ)zmztzlaz,?g
193334 119 lakhs each: in 193435 00 fipe. ooy
1935-36, 110 lakhs. ‘

Note 3.—Working expenses were reduced in 193031 by 166 Takhs by a
credit from the Depreciation Fund for correction of I;ast
accounting adjustments; and in 1924.25 by 179 lakhs by certain
abnormal refunds of expenditure in previous vears.

S Or over

Depreciation
s making allowance

ges show

. a surplus of
¢ paid as a contribution

arged to revenye

in
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required for making fuller use of the increasing produce hkely to result
from the Lloyd Barvage project.  Provision is also made for the restoration
of damages caused by the Bihar Earthquake anq far the protection erks
to the Hardinge Bridge. Track renewals are given Rs. 4! erores, bridge
works Rs. § crore, other structural works Rs. 24 crores and rolling stock
Rs- 3§ crores,

1L

The Operating ratio including and excluding Depreciation are given in
Table TI.

Excluding the Burma Ratlways, the State-managed Railways effected
a slight reduction i the ratios in 1935-36 and a further reduction in the
suceeeding vears,  The Companyv-managed Railwayvs indicate A worsening
in 193536, and a shght improvement in the next two years. CUH)])(H}‘,(I to
1929-30° and the average for the succeeding quiuqt_wnnmm‘, thc..\tat(‘-
managed group shows an improvement in the Operating R;ttm) while the
Company-managed  Railwavs betrav o regression. The B.B. & C.T.

TABLE II. ‘
. - . Y
Statement of Operating Ratios on Indian Railways Including
Depreciation,
[ 20 | 1930, | 5. 11954, | 1935 | 1936- | 1937
929- | 1930. | 1931. {1932- | 1933 (1934 |19 :
Railways. ! 1%%209. { 1931. 32. 33 34. 35, 36. ;A 38,
‘ —————
o W?—_“‘ ol 5 ’ 771 | 750 E
j . 73 ’ 785 7 75 . .. ..
Burma o 6?? \ ﬁéi | Zi’? l 433 836 | 799 | w8 | 805 | 808
b U 2;3 éy-l 655 | 632 | 639 | 621 | o031 | 612 016
Gl 000 | 784 1700 | 734 | 729 LT 72 L eso | ez
v e e g0 g1 |86 | 798 1776 [ 750 | exe | 680
N Come 350 | 827 | 835 | 800 | 920 | sgd | 803
BN o (7)821 iy 1853 | w03 84S 813 L 7ER )RS | E20
B. N ! ! . | . . . -0 577 579
o ~ o Lese o0 | 623 617 |60 577 7
N B&‘z Ln}l' | 213 z ggg | S0 | 609 ; 606 | 637 | 671 637 | 640
I\WI Tl l 544 | 615 1 037 | o4 | 670 Loy | 708 | 692 | 69
Excluding Depreciation.
e, I - | i 3 034. 1935 19306- i 1937
929- | 1930~ [193i- | 1932- {1933- /1n_ k 36- | 195
Railways, 1 320' ‘, 31 @ 12 33 | 34, | 33. r 36. { 37 ) 38
| { i : i
| ‘ \ 632 e (oo \ | \
Cs2w a0 623 1632 | 620 O .. .. .
purma ey L 3s ey | 643 1 640 | 26 0056 | 68
e R 545 1500 L5181 507 | 403 {5003 | 486 | 489
& Tv UU57a [ 642 | 397 | 595 1577 | 550 | 555 510 | 522
(-3' [ L6341 656 |23 | o8 60 | 60 L 508 | 543 | Saw
AB. 352 1369.1 500 | 639 652 | 635 | 698 | 658 | 665
BN 1397 Lseo fees 1 6o3 Lac2 | 681 639 | es7 | 670
BR&C L .| 527 1563 | 532 | 535 's0r | 500 | 402 | 478 479
M. &S M. ..l 339 3w |an6 | ags 489 1510 544 518 | 820
.1 s { 431 & w5 |05 | 507 | 527 | 526 1564 | 550 | 556
o | ‘, ,

!
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Railway shows the best record of all the lines with a ratio declining {rom
o0 p01"c011t. in 1935-36 to 58 per cent. in the next two years. The 1.1,
Ratlway comes next with a ratio of 63 per cent. in the year under review
and a tendency to decrease in the last and the current years- Whereas all
the State-managed Railways show a declining trend, some of the Company-
managed Railways, particularly the B.N. and the A.B. disclose serious
deterioration.  The ratios on the former increased from 79 per cent. in
1935-30 to about 83 per cent. during 1936-38.  On the A.B. the ratio stood
at the level of 93 per cent. in 1935-36, the highest figure t()u‘chcd on any
raillway during the entire period since 1930, The  slight improvement
noticcable 1w the estimates for 1936-37 siill leaves it much  higher than
during the carlier yvears of the Depression.

The Operating Ratio sums up only the velationship between the Gross
Trafttie Receipts and Working Fxpenses. In order to appraise the financial
prospecets of cach railway it is necessary to examine the detailed figures of
the Gross Tratfic Receipts and the Working Fxpenses.  The estimates for
1936-37 and 1937-38 compared to the actual figures for sclect carlier years
were distributed among the different systems as shown in Table T11- Tt
will e noticed from the percentage variations in the same table that there
has Deen a perceptible improvement in the estimates of most of the
lines.  Only tworrailways, viz., the North Western (Commercial) and the
Assam Bengal Railways expect receipts above the levels of 1924-25. The
others show an improvement which, as compared to the actuals of 1935-36,
varies from 2 per cent. to 6 per cent. The 1N, Railway alone expects a
slight decrease on its own earnings of 19353-30. 1t will he found that some
recovery will have to take place hefore the railways can be said to have
attained the 1924-25 levels of income.

TABLE III,
Gross Traffic Receipts (Excluding Worked Lines.)

In lakhs of rupees,

' i 7 T
[ 193111932 | (033,

1

1'1934. | 1935. 11936- 1930-
| 320 | 33 . 34 |
i |

3
5. | 36 | a7 | 38

\

19
3

State-managed.

Burma 429 1 428 | 374 3,33 372 3,61 1 3,75

E.B. 592 | 58 @ 5,05 4,91 507 { 543 | 525 | 5.65 | 5,60
EL 12060 [1821 11736 11727 1763 | 1871 18,63 | 19.40 | 19,40
G.IP . '15,16 11333 11192 11195 112721 1217 {1241 | 1320 | 13,10
N.W. Com. [15.13 11498 11334 11273 1323 | 13.87 1416 | 1545 | 15,30
Str. | 160 | 148 | 1,32 | 1,23 \ 123 | 1,23 | 126 | 145 | 145

Company-managed
AL, : 60 | 180 | 1,60 | 1,65 | 1,65

: , 1
B.N. .| 838 | 817 | 72 6,91 | 739 | 795 | 804 | 820 | 8,18
EB&&SC'I' 1233 11090 11030 | 1047 {1061 | 1107 | 1108 |11.80 | 11.74
M. & SM. CiZ9L 1798 s 666 | 684 | 672 | 6,54 | 678 | 670
. ! S.05 | 580 | 530 | 5,51 | 514 | 524 | 499 | 510 | 5,08

Administrative expenditure, the Comy
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[ Percentage Variations 1924-25=100.

97 I 99

Raitways. 1 one. | 1030, lml. E1932. 1933. | 1934- | 1035 '1936- 1937-
25, 31. 32, | 33, 4. 135 | 36 i 37. | 38
| [ i ! i o i
State-managed. | ] . ’ P ) ; 8 r o i
Burma. | 100 | 998 | 872 | 776 | 832 | 867 4 | 7
E.B. | 100 | 990 | 853 | 824 | 556 | 917 ’ 89 9 95
E.1. | 100 | 885, 842 1 ¥38 | &S5 | 008 90 9 04
G.LP. 1100 | $7°9 | 786 | 788 | 805 | 803 ’ 82 87 86
N.W.Com. .| 100 .] 990 | 882 } 84'1 | 874 | 917 | 94 . 302 | 10t
» Str. ;100 | 925 | 825 | 769 | 769 | 769 | 99 | o1 | ‘o1
i | ! I I
Company managed [ 1 ‘ / \ . ! I
A.B. <o 1 100 11361 §127°8 | 1083 111 1250 boat 4o
B.N. 1100 1975 | 8ea | s25 | ss2 | ooa9 | o10g 98 | 97
BB &CL .. [ 100 © 884 | 835 | 825 | 861 | 898 | 90 96 95
M. & SM. .. 100 [1009 | 904 | 832 | K05 | 850 82 86 85
S.L o100 125 1029 11070 | 998 1018 ‘ 99
| ; ;

We may now turn to consider the Working Expenses on the State-
owned railways.  The total Working xpenses in each railway admini-
stration and their percentage variations as compared to 192‘4-25 are given
in Table IV. 1t is found from a glance at the percentage figures that the
State-managed railways as a group record a substantially low.er level than
Company-managed railways. As compared (o the standard of 1924-25 the
Working Expenses during the year 1935-36 on the five thatc-_mzmage(l
railways, the Burma, E.B., the E. 1., the G.T.P. and the N.W. including
the strategic lines were only 102 per cent. During .the same year the
Working Expenses on the five Company-managed Tmlways the AR, the
B.B., the BB, & C.1. the M. & S.M. and 1he'b.l. stood at 115 per
cent. During the succeeding year 1930-37 the estimates shgw that expen-
diture would increase to 106 per cent. on the Statc-mapagcd lines and ‘woul(l
amount to 114 per cent. on the Compzmy-m:myage(_l hn6§. In . the Budget
year the State-managed railways record a W orl\'lilg l‘:xpcmlnnure Qf 101
'pcr cent. and the Company-managed railways that of 115 per cente On t1.1e
whole it would appear that the Statc-managed _rzulwr%ys have succeeded in
keeping down Working lixpenses atvahn.ost their basic level. [t would be
interesting to analyse further the .\/\/01‘k1ng_hxpcnses }111(1@1‘ the four 5}11)—
heads namely, General Administrat;o.n, Repairs and Maintenance, Operation
excluding Fuel, and Fuel. The estimates under these heads compared to
the figures for some earlier years and the percentage relations 1o 1924.23
are given in Table V. Examining the averages for the State-managed and
the Company-managed railways, the cost of Generyl Ad
a relatively higher degree of increase on the |
Even in 1929-30 itself against an increase

ministration shows
atter than on the former,
of 16 per cent. in General
any-managed railways had incurred
More or less the same

<

27 per cent. more of expenditure,

been kept up during the entire

the figure was almost the

the Company-manage(] line
0

: ‘ ifference hag
peniod of the Depression,  Thys m 1935.36
same on the State-managed raihways but that of
s had gone up to 130 per cent. The Revised and
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all the Chambers of Commerce commented upon the high standards of
vailway expenditure which was out of all proportion 1o the increased
carning capacity.  Most of them recommended re-amalgamation of depart-
ments, imposition of salary cut, reduction in the railway  =xponditure,
amalgamation of railways, reduction in the workshops and stoves purchascs,
a more economic working of the ratlway collieries and a re-adjustment
of the railway contributions to the revenues on a more equitable basis.
Lvery chamber criticised the rate structure. The Southern India wanted
a reduction in the classes to a more manageable and less perplexing number,
and the mtroduction of telescopic rates without regard to change of adminis-
tration.  According to the Bengal Chamber public opinion was genuinely
disturbed on the one hand by the tendency to raise freights and on the other
hand by the apprehension that the ratlways have not yet made the maximum
effort 1o meet the occasion.  The feeling is widespread that the whole
business of the railways proceeds m too leisurely a fashion that improve-
ment for speeding up exists throughout the system from the time taken by
an individual clerk to issue a ticket to the time taken by a train load of
goods 1o reach its destination and that cconomies of a more drastic nature
than have been effected will be necessary if the railways are to be put, on
a sound basis. The Dengal Chamber instituted an interesting comparison
between the rate of mcrease in the cost of railway staff and the vate of
increase in certain representative industry as against an increase of 251
per cent. compared to 1913-14 on the railways the jute and the paper
industries showed an increase respectively to 112 per cent. and 145 per
cent.  For these reasons the Committee of the Chamber believe that
the railways have still to tackle the problem of administrative and operative
expenses in a more thorough manner than has as vet heen done and they
suggest that unless these broad facts are examined mitially it 1s unlikely that
any manner of cconomies which may he effected will have the desired result.

The Bengal National Chamber referred to the railway problems almost
i a similar manner and offered in addition its suggestions as regards
scaling down the ratlway interest charges and a reduction of rates on raw
materials.  The Indian Chamber wanted that the transport system of the
country should he related to the wider cconomic policy of the nation and
referred 1o the unjustihed  difference between  the  risk rates, the
improvement of amenities for passenger traffic and the subjects already
referred to above. Almost every one of the Chambers referred to the
desirability of transforming the existing Rates Advisory Committee
into a Rates Tribunal.  On the subjeet of road-motor competition the views
of the Chambers are chietly to the effect that the case worked out by the
railways is somewhat exaggerated and that the hest remedy for the railways
1o re-cstablish themselves will be to improve facilities and make a better
effort 1o serve the public.

THI INDIAN RAILWAYS AND THE REFORMS.

Outside India, Whitchall, and India House there appears to be some
uncertainty as to the effect of the great day of changes for India,
April 1, upon the railways of that Empire. 1t is true that thig “milestone
in history” marks the coming into being of the Provincial Ministers and
Councils and the initiation of Provincial antonomy. The Governor-General
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B ‘
has also assumed his new powers, and Burma and Aden have been scpa;lul
from India, so that great changes have already taken place. But in the
nature of their composition the Federal Government, Federal Court, Public
Services Commission and Raifway Authority cannot materialise until the
Provinces have settled down and elected representatives to the former, ad
until the thorny question of IFederation for the Indian States is settled.
The Railway Authority may come into being before the latter setticment,
but as four-sevenths of its members have to be appomted by the Federal
CGovernment—the other three-sevenths bemng appointed hy the Governor-
General in his discretion—its mauguration must await the formaton of a
Federal Government. So far as railwavs are concerned  therefore, the
great event of immediate import is the establishment of an autonomous
Burma Railways’ administration.
LEDUCATION OF THIE CHILDREN OFF ANGLO-INDJIAN
AND INDIAN EMPLOYEES OF RAILWAYS.

In reply to a question as to the cost of education of the children of
rattway employces, it was stated i the Assembly during the last session:

“On Class T Railways, excepting Nizam’s State and Jodhpur, the
Assam Bengal and Rohilkund and Kumaon Railways do not maintain any
schools for Anglo-Indians; on the Eastern Bengall East Indian, Great
Indian Peninsula, North Western, Bombay DBaroda and Central India,
Dengal and North Western and Bengal Nagpur Railways, Indian students
are admitted to the Railway Schools maintained for Anglo-Indian children ;
on the Madras and Southern Mahratta and South Indian Railways, Indian
students are admitted provided there are no other educational facilities for
Indian children available at that station. The numbers of Indian children
that can be admitted are regulated by the Educational Code of the Provinces
in which the schools are located.”

The sums spent on certain Class I Railways on the education of the
children of railway employecs during 1935-36. were stated, in reply to
another question, as follows:

Statentent showing the sums of money spent by certain Class |

Railways in India on the education of the children
of Railway employees during, 1935-36.

Total amount spent. | Cost per student.
Railway, aropean and | . European and .
Fangondin. | i | K .| Indian.
. ilw Lo 15,401 115,774 * | *
fi. fr;dRI:'I.l W, Railway .. | 5469 | 3477 | ) L ase
B. N. Railway | 54,690 I 62,303 472 b oas
B. B, and C. I, Railway.- L 51,600 [ 39,970 128°6 100
E. B. Railway ‘ 70,268 | 20,597 1657 904
E. L. Railway [ 4,97 907 . 1,73,704 3362 | 160
G. L. P. Railway o 1,04,2301 ! 26,5124 7074 ‘, 15°9+
M, & S. M. Railway .. l 59,249 » 16,868 57-8* ; 100
N. W. Railway .. 1.89,275 | 29.411 1347 198
S. I, Railway ‘ 33.289 v 12,780 509 10°5

* Information not available.
T These figures relate to the year 1934-33. Figures for the vear
1935-36 are not readily available. )
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SIXCHOUR DAY,

There was a proposal before the American Congress (o institute a
basic six-hour day requiring that the railways pay the present eight-hour
wage for the 6 hours of work. The Association of American Railroads
examining the bill to carry out the proposal estimate that for the year 1936
the increased cost for the Class | Railways alone will amount to a hundred
million dollars.  In view of the already unsatisfactory condition of
railways’ revenues the burden is expected to be too heavy. The {urther
emasculation of the railroads, it is argued, will affect a wide range of other
imdustries as the rallways are among the largest purchasers of many
commodities, particularly the products of the heavy industries. Apart
from the effect of employvment in the industries concerned there would he
fewer railway jobs and not more.  The Association of American Railroads
also looked upon the proposal as a species of unwanted  discrimination
against railroads as the proposal is not meant to be applied to all industries.
The opinion of Mr. Joseph B. Eastman is also quoted to the effect that
“Whatever the merits of the proposal the present is no time to add to
railway expense.’”’

ECONOMILES FROM RECLAIMED MATERIAL.

Mr. I.. A. Downs, President of the Illinois Central System, Chicago,
recently described reclamation of material as one of the most remarkable
modern development in ratlway shop practice. Al worn and defective
parts of locomotives and rolling-stock which were formerly used to be
scrapped have now been reclaimed through the development of welding
processes for iron and steel parts and later the use of alloys to match any
parent metal. - By such renewal of worn out parts instead of buying new
ones an average saving of £3 19s. 5d. is effected on cach coupler, some
30,000 of which have to be renewed every year on the Illinois Central
whilst £3 7s 11d. is saved on 6,000 side frames in each vear.

WHERE FREIGHT RATES AND PASSENGER FARES GO.

The Committee on Public Relations of the Eastern Railroads in their
twelfth Annual Railroad Calendar have made an interesting study of the
manner in which the railway income was atilised in 1936. For instance,
it s worked out as to how wages, fuel, materials and supplies and other
expenses, taxes and interest absorbed respectively 164, 21, 53, 34, 25 and 66
davs of revenues.

The taxes paid by the Class 1 Railways in the United States in 1931,
amounted to 6-68 per cent- of Gross Operating Revenues.  In other words,
out of each dollar of operating revenues, almost seven cents were paid to
local, state, and national Governments. The amount for 1935, although
lower than in the four preceding years was higher than any figure reached
prior to 1931, The statistics showing the amount of each dollar
revenue required to pay taxes for the American railways is given below:
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Year, Cents, ‘ Year. Cents,
1916 i 437 ' 1928 637
1920 | 440 { 1929 6'32
1921 | 500 1930 6°60
1922 : 542 i 1931 7°25
1923 | 528 ! 1932 880
1924 i 575 " 1933 806
1925 i 5'80 ; 1934 7-32
1926 i (-0Y i 1935 686
1927 013 J . .

SAVE TO TRAVICL.

Reference was made in an ecarliecr number to the “Save to Travel”
scheme introduced by the London Midland and Scottish Railway- It is
now reported that no fewer than 277,640 stamps have been sold for the
cight months ended August, 1936, cnabling the public to pay for their
holidays by purchasing one shilling stamps cvery ten of which being
exchangeable for vouchers which are accepted in payment of railway
tickets.

113

THE MOBILE FILM THEATRE.

The T.ondon Midland and Scottish Railway has introduced an
innovation in its endeavour to stimulate the interest of its employees in
mcreasing their efficiency. It has recently completed a cinematograph van
designed for the purpose of giving their employees in various parts of the
country both visual and aural instructions in the correct and modern
methods of railway working. This van is claimed to be the first railway
vehicle of its kind in the world to be equipped with a standard (35 mm.)
film projector. Under the scheme films have been prepared to demonstrate
to the staff correct methods of working in the various branches of railway
operations and this would be shown to the staff at railway stations and
goods depots throughout the country. As an example it may be mentioned
that the subject of station platform working showing the problems
connected with the handling of t(rains at various types of stations is
developed with the object of showing in a simple and straightforward way
compared to the wrong methods of working. Other films in the series deal
with salesmanship work at depots. goods yards, etc. The theatre is
absolutely self-contained and has seating accommodation for 52. The unit
is 65 feet long and 35 tons unloaded. It is reported by the Modcrn
Transport that the film theatre which has already commenced its tour will
visit 68 stations and depots and give 572 performances by the middle of
June this year.

ITALTAN TOURIST INDUSTRY.

In an article contributed by Gr. Uff Michele Oro, General Manager,
the Compagnia Ttaliana Tourismo, to the Modern  Transport a Drief
account of the tounist industry in modern Taly is attempied.

7
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‘ The tourist industry has become a very orga
1L()Llllll(l)ﬁ: :jl;isilvic]l)x 5:;(1'1"111;-_},)»qltcm_pls' lf)ﬂcn’cuuragg the largest number of
by engaging in widespread and vigorous propaganda abroad
through the medium of radio programmes, the cinema and tllmb)rcqs as well
as the issue of publications and preparation of lectures. J&s‘t 45 it is
important  to attvact visitors it is also necessary  to i;uluce then;
to remain in the country as long as they could be persuaded.  The Public
Hospitality Corporation with its Syndicates and Federations has heen
organised in ltaly and it works under the control of the Minis\tr' of
Q)rp()ration& Air, sca, road travel and railway services are dircctl) or
mdirc.ctly controlled by the State, and consequently it is enabled to maixi]tain
51‘ P(fhgy of turiffs which are much appreciated by foreign visitors. The
(/lf_ or the ‘(‘,u.mpagma‘ Italiana Tourismo is known to every visitor to
Htaly for the efficient services offered and the hetpful advice 1o the foreign
visitors.  This organisation is a joint-stock company working on a regular
business footing but all the shares are held by the State and the Board of
Management is composed of manufacturers, tourist experts and politicians.
All of them are nominated by the Government. The CLUT has now over
120 travel oftices and 600 agents in all parts of the world linking the traveller
with Italy. ) ° |

msed enterprise in modern

PROPOSED SOUTH AFRICAN TOURIST ORGANIZATION.

According to a statement by the Minister of Railways and Harbours
the Government was in favour of the establishment of a Public Utilit)"
COI.“npally for the control of the tourist industry.  There could he specific
legislation or a corporation could he l'cgistcré(l as a non-profit m

egislation « ‘ . aking
coneern. The Government would require only moderate

concenn. 5 L representation on
tht ,)0%1(1 but it would however instst that the annual budget of such a body
be subjected to the approval of a responsible minister.,

‘ ‘Deahx.xg with the financing of the scheme, the Minister said that
originally it was suggested that the railways would find a sum up to £50,000
on the pound for pound basis, but if (he interested parties could nnt.iim,l 50
per cent. of the necessary amount, he suggested that the railway udmhis-
tration should be responsible for 50 per cent., the central Government 25 per
cent. and the interested parties 25 per cent. ‘
‘ The Minister considered that it would he reasonable to hegin with an
income of £50,000 per annum. This amount could be increased until the
bf)ard would eventually control an income of £100,000 per annum. The
(Jo.vc‘rmncm was not, however, prepared to put up the money unless it was
satisfied that the other interested parties would find their sh(:m', and it was
therefore necessary lo insist upon a guarantee from these pdrtics. The
guarantee should extend over g period of not less than five vears o ensure
the success of the scheme, '

As far as the railways were concerned the scheme would come into

effec i ' 1
t as soon as possible, and there was no reason why the proposed pubhc

utili s : s
1ty company should not function within the next few months,
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DEVALUATION AND RAILWAY TRAFFIC.

The Ecomomisi writes:

The foreign tourist traffic, which is of such great economic importance
to the Alpine countries, has heen markedly affected this winter by the various
devaluations of three months ago. Though detailed figures are not yet
available, it is certain that the winter sports season as a whole has been
good. France has benefited somewhat from an increase in transit traffic, and
Switzerland has gained substantially at the expense of Austria.  Swiss
prices had alrcady been cut in the deflation pertod ; and the further reduction
implied in devaluation consequently attracted to Switzerland many of the
Enghish tourists who had gone to Austria in the previous two years, when
the shilling was depreciated and the Swiss franc still at par. At the same
time, the devaluation of the Czech crown has  diminished the number of
Czechs going to Austria; and the German-Austrian agreement of last July
has not yet heen followed—owing to exchange difficulties—Dby any marked
increase in the number of Germans going to Austria.  Though Austria still
remains popular with English tourists, therefore, there can be no doubt that
the Austrian resorts must suffer from the loss of the currency advantage
which they held in the last two years. One may hope that~this loss will
sootl be made up by the steady growth, now apparent, in the traffic as a whole.

TRANSPORTATION COMMISSION FOR CANADA.

The Board of Railway Commissioners of Canada will in the next.fg'v
weeks, become the Transportation Commission with its rgsponmbxlb
tics enlarged to cover all transport facilities under the jurisdiction of the
Government- For many years the Board has had jurisdiction over the rail-
ways, the Dell and British Columbia Telephone Companies and lhe.()ttz'n\'a
Street Railway on the question of rates, and has decided questions of fl'exght
and passenger rates, investigated railway accidents and .l'evel-c.rossmg
questions. In future, to these duties will be added the supervision of coast-
wise and inland shipping rates. 1t is expected that the entire reorgani-
sation will be the subject of legislation in the coming session.

LEGISLATIVE CHANGLES IN NEW ZEALAND.

Consequent on the advent of Labour Government i1_1 New Zea]an(l' in
1935 considerable changes are reported in the admimstration and regulation
of transport in that country. A Transport Licensing Amendment; Act, 19'36
has been passed which amends the earlier Act of 1931 and the (,ommerc}al
Aireraft Services Act of 1934 According to this Act the Transport Co-
ordination Board is abolished and the powers dealing with appeals from
the licensing authoritics proposing co-ordination and dcvcloPment of trans-
port and licensing commercial air services are now vested w1_th the Minister
of Transport. A Government Railways Amendment :/\cl of 1936 was .:1]_50
passed to carry out the government’s policy regarding 1‘a1!way adminis-
tration and development. This act has terminated the existence of the
Railways Board and the responsibility for administration of the 1‘z}ilwu)'s
is placed in the hands of the Minister of Railwavs through the medium of
the General Manager.
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THE GERMAN STATE RATLWAY,

{24 J\ilsl-f.XT),]I-IZ.‘:-\»::(A:‘“)l,lf 'l<i(lj]\\':l}"ﬁ, the lfvirhslmhn under the Dawes pl_im Qf
the fteme L‘lmu_m)c jl\‘ /;n’]?;‘)(my fv.‘.”,l\-(d as 1 commerctal undertaking m

Jnte R Chey subjeet to certain obligations as to the payment of
(T)(;p(\l\lld‘lul)ns.‘ I'he ((I)mp;my was administered by a Managing Doard of i3

‘eh nme members were mte “the Germi : niment

German members hy the \;\'t:;)vuI‘lell)il:))(x)ll:n'(ifz'ui)l)c ‘“’]l(ll 1(21:'“([-1‘1' »-(”NCTHIIH:T’l);S’
the Reparations Trusece. A German ‘l\’l ang ; (.- ;)‘(-n .m'\'\;'s)') .m(.m " ‘t‘(i
Under the Young plan of 1930 1 ) “\1;\.”“‘\ ,”.u“” was ‘”M.) ,q)]_)o_lll (.‘"
ments were made 1-11;<] . ..‘~] fu. (#m~ “"‘ngc,\ m the financial Arrangs:

| i an-exclusively German managenient was effected.
With the suspension of (he ceparations payment i 1932 Dr. Julius Dorp
M uller was at first Deputy General Director of the Reichshahn and later its
General Manager and Chaivman. e has now heen appointed Minister of
Tm.nsi)‘n*( but he will also continue to act as General Manager of the railways
until a new form of rallway organisation has heen scttlc‘(\l. flere Uitler’s
Slal'cn.lcnt~ towards the end of January foreshadowed some kind of re-
orgamisation of the German State Ratlway in the direction of placing the
Reichshahn again unconditionally under (he sovereigniy of the German
Reich. o

INSTITUTIEE NEWS.
Dernor Freperick Woobs,

(1882-1936).

Members of the Institute and the numerous friends of the
late Mr. D. F. Woods would have learnt the news of his death
with profound regret.

Dermot Frederick Woods joined the Barsi Light Railway as
its Chief Auditor and Accountant on April 1, 1912, 1n 1919, he
jomed the G.1.P. Railway as Deputy Chief Auditor and
Accountant.  In 1920, he officiated as Chief Auditor. Three
years later his services were permanently placed at the disposal
of the Financial Commissioner, Railways, and he was appointed
Dy. Chief Accounts Officer on the G.I.P. and later on the N.-W.
Railway. He bhecame Chief Accounts Officer on the N.-W.
Railway in 1930. In 1931, he joined the E.B. Railway as its
Chief Accounts Officer, and was at Calcutta for two years. In
1933 he was transferred again to the N.-W. Railway as the
Chief Accounts Officer, a post which he held till his demise in
December last.

Those who have had the pleasure of Mr. Wood’s acquain-
tance know him as a man of stmple habits, frank and outspoken
temperament and a religious bent of mind.  He was one of the
Foundation Fellows of the Institute and took a great deal of
interest in its work and activities as a Fellow of the Council. The
present Journal owes its existence a great deal to his valuable
coilaboration during his stay at Calcutta as Chief Accounts
Officer on the 1£.B. Railway when he gave his time, advice and
help to the affairs of the Institute in a generous measure.  The
regret at the loss of so valuable a colleague to us in the Tnstitute
and to others outside is heightened by the fact that he was cut
off while still in service with the prospect of some more years of
useful work on the Indian Railways.

The Council at its meeting held on February 4, 1937, with
President B. N. Mitra in the Chair, passed, while standing, that
the following resolution be entered in the records of the Institnte:
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"' The Institute of Railway Accountants and Auditors, having learnt
with deep sorrow and regret of the death of Mr. D. F. Woods, the
Council record their sense of the valuable services rendered by him to’
the Indian Railways and particularly to the Institute since its foundation,
and request the Secretary to communicate to his family the expression

of the sympathy and appreciation of his former associates and friends
in the Institute.”

The A8 Railway Local Association.

The Members of the Institute on the Assam Sengal Railway have
formed a Local Association of the Institute at Chittagong.  Larly this year
the Council granted them permission o form a Local Association on that
vailway. Thanks to the initiative and work of Mr. J. V1. Bavin, Fellow of
the Council, the Association bas already started its existence,

At a meeting held on May 1, 1937, the following Office bearers have
heen clected for the current year:

Chairman .. Mr. J. H. Bavin, F. I R. A.
Vice-Chairman .. w S.R. Guha, M. 1. k. AL

Secretary .

Tyeasmer .. » X, Ramachandran, A, M. I R A
Librarian . o

Mr. B. M. Dutta Gupta, A, M. 1. R. A.

{ di ‘

R P Gho Ordinary Member.
3

!

Other membe:s of Committee . 5, A. XK. Shome

., Hrishikesh— } Affiliated Member,
L Bhattacharijee }

The inaugural meeting of the Local Associ
May, 1937, in the Indian Institute Hall. Chittagong, at 4-30 p.ar., at which
the Chairman entertained the members with tea and ad(]resse(l' th’e tmectian
Mr. G. . Cuffe, the Agent of the Assam Bengal Railway was vrcqcnt bg
invitation and also addressed the meeting. Already 45 afﬁliatedp mémberi
have been admitted to the Local Association so far, )

ation was held on the 16th

ot Mr. B;iwin{l \\'clcr)'m}ing; 1§1c‘gu§stsham’,l the members expressed the hope
at some day they might help in furthering the knowledoe

by cunscnlin;' to (-lclivir :\d(h‘issesl (ml s»c\jl]:jlgcttiit‘rizlnnoe\zt];((l{g\(vi(l)lf th? members
. 5 e . : 1 accountancy,
Hc. next detailed the constitution, aims and scope of the Institute of
.T.\’;ul\\'ay f'\c.,coux.llanls and Auditors in India, and emphasised the necessity
for promoting its growth. He could not say how anybody on earth can
achieve success in his  avocations unless he  possesses ambition to
l'iF:C i status and knowledge and works his way up accordingly- An
efficient Accountant or Aunditor would carefully study the principles of
audit and accounts and of finance and statistics, strive to improve his
knowledge of accounts from day to-day, stumulate in himself a higher sense
of the importance of correct accounts and costs and of efficiency in
compiling them, and assist and impart knowledge to those interested or
engaged in the profession.  The urge to secure these objeets, a sort of
feeling within, to strive to achieve something, is seldom realised
if there is not that amount of interest in oneself which creates that urge
and keeps it going. The primary object of the Local Association would be

to promote that interest among its members which would help them to

realise their ambition in equipping themselves as efficient members of
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their profession, by arranging lectures and discussions at the  quarterly
mecetings, by encouraging the production of original literature by members
on subjects concerning thetr profession, and organising cssay competitions
and similar means.  After making a personal reference to the unavoidable
circumstances of his being the only Fellow of the Institute in t(hat avea
cligible to be the Chatrman of the Local Association and mentioning that
mn the meetings of the Association, he would be with the other members as
a member and not in his official capacity, the Chatrman concluded by
thanking the Agent for his having accepted Honorary Membership of the
Assoctation and giving the members the pleasure of his company at the
Function.

Mr. (. 12, Cutfe, Agent of the A D, Railway then addressed the
members. He sad he was very glad to be able to attend the mecting but
he had not conie prepared for a speech. This was the only mecting at
which members were ikely to hear him speak at all, since. though as Agent,
he had some knowledge in most branches of railway work, he knew very
htile of the science of Ratlway Accounts and Finance, and for that reason
had the greatest of respect Tor those cmploved in the Audit and Accounts
Department.  Tie was quite sure that what Mr. Bavin had said of the value
of discussions at guarterly mectings, could not be over-estimated.  In the
course of his tour he came across many people, cach with some ideas to
communicate to him- Though much of what he heard was cither stale or
impracticable, now and then, he heard something he did not know which
was of use to him or provided the key to some solution. In the same way
in the discussions at the meetings, members would benefit by the new ideas
now and then put forth by their friends. Mr. Cuffe went on to say that
the importance of possessing ambition which Mr. Bavin stressed parti-
cularly, was great. And he hoped that before long, through the work of
that branch Association, the members will not he compelled to have
Mr. Davin as Chairman ( Laughter) as there would he many other Fellows
of the Tnstitute at the locality Srom which to make a selection.



RAILWAY STATISTICS

TABLE L—TEN DAYS APPRONTMATE Gross I8

CLARNINGS OF ALL

STATE-OWNED Ratrwaysg

treriod.

Ten days ending 10th Octoher

Ten days ending 20th October
Eleven days ending 31st Octoher

Ten days ending 10th November

Ten days ending 20th November

Ten days ending 30th November

Ten days ending 10th December

Ten days ending 20th December
Eleven days ending 31st December
Ten days ending 10th January, 1937
Ten days ending 20th January, 1937
Eleven days ending 31st January, 1937
Ten days ending 10th February, 1937
Ten days ending 20th February, 1937
Light days ending 281l February, 1937
Ten days ending 10th March, 1937
Ten days ending 200 March, 1937
Ten days ending 30th March, 1937

1935 1936

(In lakhs (In lakhs
of Rupees) of Rupees)

2,44 2,39
2,51 2,50
2,67 276
2,45 2,52
2R 245
2,61 2,71
243 2,80
2,63 2,81
2,88 331
2,72 2,86
2,63 2,98
3,01 3,30
2,78 3,01
2,91 290
2,34 2.33
2,74 3.06
292 3,07
2,78 2,84

; RINCIP STATE-OWNED RAILWAYS,
TasLe II.—MoxTHLY PROGRESS 0F WORKING EXPENSES OF THE PRINCIPAL STATE-OWNED R

(In Lakhs of Rupees).
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TaBLE IV.—~COMPARATIVE STATEMENT SHOWING TIHE PROGRESS OF UP-TO-DATE WAGON LOADINGS

oN Crass I Ramwways—(Contd.)
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Miscellaneous full wagons . {

CURRENT PERIODICALS.

Modern Transport, 1936—

October, 10.—Financial Practice of Brilish Railweays, W. V.
Wood, p. 7.

October, 24.—Road Transport Stutistics, A, 1. Kirkus, p. 0;
Transport and lael, Sir Phillip Dawson, p. 11.

October, 31.—"Transport Control und Organisation, (}c‘f)rgc
Cadbury, p. 3. The Working 1\’v.s‘1111s. (.)f f'lz’c‘ “Silver
Jubilee”, Sir Nigel Gresley, p. 7: The Origun of I'ransport
Charges, G. 1. Bilbrough, p. 12.

December, 5.—Adzantages of Streamlining, p. 25 London
Passenger Transport Past and Preseit, Frank Pick, p. 3.

December, 12.—Gozernment Control in New Zealand, p. 2;
London Transport Fifty Years Hence, Frank Pick, p. 4.

December, 19.—Transport and the User: Freedom  of
Choice for the Trader, W. H. Gaunt, p. 3.

Modern Transport, 1937—
January, 2.—1ransport and the User, Mr. W. V. Wood,

p. 7. ] o ‘
January, 9.—FProgress of Transport Co-ordination, Gleeson
" 5. Robinson, p. 7. -

1 Co-ordination—an International

anuary, 16.—Road-Rail C0-01 dination— an .

! S?vaycy Louis Delanney, p. 7; Argentine Transport Bill,
p. 10; Transport and Industry, p. 10.

January, 23.—High-Speed Train  Operation, Sir Nigel
Gresley, p. 3; New Mcthods in Trailer Mamtfacture,
p. 12. )

February, 6.—Reduced Expenditure on U.S.A. Railroads,

'

p. 7. |
February, 13.—Transport and Distribution of.Co('lI, CILR.
Sherrington, p. 3: New Methods in Tickct-issuing, p. 8.
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Railwa

ACCOUNTS AND FINANCE fJANY. TO

v Age, Vol. 101.

Management’s Four-fold task, N. \W. Clement, p. 517 Profit

and loss in Scrap Handling Operations charge is
reasonable, p. 503; Water Supply: A large factor in
Economical Train Operation, 15, P. Turner, p. 586; Rail-
roads and Recovery, p. 613; ;S‘\ales'nw.nship and its bearing
on Railroad Transportation, T. W Lvans, p. 640; The
Best Jobs which Modern Industry affords, p. O51; Wh
Business opinion is moulded, Fity Gerald Hall, p. 055;
FEssentials of the Service of supply, A. L. Sorensen, p.753;

- Railway Purchasing: A problem i co-operation, V. K.
 Hall, p. 787; Personal-Suggestion Department, H. T.

Doughty, p. 7945-Average per Diewm Plan Saves 12 million
per year, p. 7977 Rgilway Ownership of Motor Transport
Companies, p. 7995 Renaissance of Railroad, Samutel
O., Dunn, p. 8145 What are the lowest Railway Wages,
p. 833; Means used to boost cfficiency, L. A. Dov;rns,

RO R

Vol 102027

A

Review of Railway Operations in 1936, Dr. Julius H.
Parmelee, p. 4; The Outlook for 1937, E. T. Howson,
p. 125 1936—A Year of Outstanding Traffic Develop-
ments, R. A. Doster, p. 10; The Second Year of the
AAR., H. F. Lane, p. 21; Financial Outlook s
Improving, J. G. Lynn, p. 38; Equipment Prices, p. 44 ;
Conunerce Body Hits “Make Work” Bills, p. 112; I
Truck Regulation @ Failure?, S, W. Fairweather, p. 122;
Air Conditioning of Railroad Passenger Cars, p. 146;
Railroads Ask Rate Decisions by Commodity Groups,
p. 153; Freight Car Loading, p. 154; See Yowrself as Your
Passenger Sees You, Clarke A. Richards, p. 217; How
Strong Should Track Be? A. N. Reece, p. 223 s Reorgani-
zatton. Plan Arouses Opposition, p. 226, Transportation
Industry in State of Siege, p. 230); Scrap Handling and
Reclamation Big Business on Peuusylxva,,,‘a) p. 254;
Performance of High-Speed Trains on the Burlington,
p. 259; Siv-Hour Law Would Mean Confiscation, p. 260;
Average Freight Transportation Cost, p. 297; Research
Results in Steam Railway Transport, L. W Wallace,
p. 325; How Higher Farm Income Boost [I'ndystiial
Traffic, p. 394,

- . T D "ALS 63
MARCH, 1937 CURRENT PERTODICA

Towrnal [ustitute of Transport. - L /,
November, p. 21.—Some Aspects of Railway I'inance, W. V.
Wood. _ ]
The National Geographic Magazine, Vol LXX, No.’S‘. .
November. 1936.—Trains of To-day—and To-morrow,
J. R. Hildebrand, p. 535.
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% SAXBY & PARMER axpiy LIMITED

% RAILWAY SIGNALLING AND BRAKE ENGINEER

S

¥ RAILWAY SIGNALLING
% POWER—Pneumatic and All Electric.

» BLOCK INSTRUMENTS—Style L and Neales.

e MECHANICAL INTERLOCKING——cher Frames and
3 Signal Fittings.

A RECTIFIERS (Westinghouse Type).

3 BATTERIES—A. D. Celis.

% VACUUM BRAKES

ALL TYPES USED ON INDIAN RAILWAYS MANU-

5
% FACTURED IN OUR SHOP AT ENTALLY.
: | AY
2 CALCUTTA y . BOMB
>3
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