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SOAME THOUGHTS ABOUT DICPRE’(}IA;TLQ

When your Secretary asked me a few months Eqﬁj‘ﬁ'*()Llld
be prepared to speak to you upon any subject which I cared to
choose, I hesitated.  You are naturally interested in the accounts
of railways more than in those of companies controlled to some
extent by Company Law, and I have had little or no experience
of railway accounts which to those with no experience, appear
to be the product of a machine rather than of a thinking human
being.  The criticism can be levelled at the accounts of Joint
Stock Companies in this country-—the legislature having in effect
by laying down a form of balance-sheet, insisted upon a maxi-
mum of information.

But already 1 am wandering from the subject about which
I undertook to speak. After your Secretary’s visit and after
considerable deliberation I decided that of whatever form of
accounts we have most experience, depreciation must have a cer-
tain amount of mterest. I accordingly undertook to let you have
in a short time “some thoughts about depreciation”

What 1s depreciation?
The Dictionary states that “fo depreciate™ means “to bring
down the price or value of; to cause to be less valuable”

Accountancy text books—-I quote irom one that is well known
—say that “Depreciation is the term employed by Accountants to
indicate the gradual and inherent diminution both in the value
and the usefulness of those assets which by the reason of their
nature and uses, cannot last {for ever”

I cannot argue about the dictionary definition of the word:
that accountancy text books have a somewhat similar definition,
would make one umagine that accountants—hoth those who write
books and those who keep accounts—have never seriously consi-
dered the theory and purpose of depreciation. This, of course,
is not so, but in producing or approving accounts for the pro-
prietors—the shareholders, accountants have to remember that in

*Being a lecture delivered in the Institute on September 22nd. 1939.
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the .()pm.ion of the Law there is no necessity to charge anything
dgamnst mcome as depreciation on lixed assets. In (z;t.hcr words
when s}'larcholdcrs demand dividends, and profits are not sufﬁciex;t"
to provide them and put something aside for the future, the
holders get their dividends and to my mind there is’no reas

why they should not get the dividends protided they appreciag
and the investing public are given an opportunity of realisin

that the payment of a dividend in such circumstances 18 a 1‘e;a %;
ment ot capital. B

share-

Lf the same shareholders decided to provide depreciation and
then wish to take what they might legally have ol (
dividend as a return of capital, an ;1])1)iication would
made to Court and the sanction of Creditors oht
s?ems here to be a conflict between case Jaw and company I
There 1s little doubt that the original framers of thc l’lttIC(I‘ nton
ed that in normal circumstances the capital of a con; a fn']}:e'nd—
b'e lx"ept intact and be available for distribution to sh I'( o ould
Ktntion. 0 shareholders on

ained as a
have to he
amed.  There

Might I for a moment digress—or ap
subject, and remind you of how tf
personal “worked out” asscts.

pear to do so—from my
\}e normal individual replaces
Aftor o
.son.lc?vhat expensive training—at thsca}x;legl(él(ff(;:' ‘]CSS' o and
individual enters the business or pro (cssion\qll . 1; Mot e e
completely clothed. e knows or shot;l(i l;n()\:\'mh' i i
consists of his learning, ability to work vand his’ tl dfl o pital
tion clothes but you will appreciate th,at I illte;3é)tt}fs » }Hen—
cover a]lv‘person‘al assets—Dhe they a house and fumitur: (“fOl‘d t(?
car). Uothe:j‘, wear out and must he replaced .'1111(1 th ?I o
replaced only if the individual seiy astde ouf ()(f hi 'Cr) e
Icizast a SLZIfﬁcicnt sum to meet the cost of repl'{cclvnl\anéICO.”IZE }?t
oes not do so, what happens? No cmployer loo(ke 'ith . 1
upon a badly dressed or naked em Jloyee <o the a Tty o ot
if it still exists (and that is (1()111>t1f11f) is ()fhljod]\)'l'i}fly X Timk’
individual loscs his job.  In other words through o o e
part of his income, he hecome e
and companies.

d, let me say,

' ot conserving
s bankrupi—like manv trad :

g firms
”uc g;thgl((l trom my simple illustration that in

N 01\151()11 tor depreciation should he made in order

) O N

. ; a:ssets and not to produce, by reduction, a
epresent the present value of such assets.
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In speaking of “present value” I refer. of course, to the
value of fixed assets to a going concern and not to the realisable
value in the event of a sale cither Torced ot voluntary.

To a going concern the value of fixed assets cannot appear
in a balance-sheet: it appears in the income account, and cannot
he accurately assessed because to do so would necessitate making
4 caleulation of future carnings——a calculation which no one can
make with anv degree of accuracy.  Ouwe can, however, realise
that the life of most income carning assets is limited and that,
therefore, it will he necessary to have in one form or another at
the end of the life, and. so that income may continue, funds
available so that an assct dead or duc for retirement may be
replaced. These funds will exist only, in normal circumstances,
if profits are put aside at Jeast to the extent necessary, as depre-
ciation or more correctly in my opinion as a “reserve for replace-
ments”.

To provide such a reserve, several methods are followed and
1 shall refer to some of them briefly.

Firstly, there is “The Reducing Balance Method” a method
which really has no redceming feature. It is popular for two
reasons. It has for many years been followed in the United
Kingdom for Income-tax purposcs—and it is very easily operated.
It is a lazy man’s method of depreciating and is next year to be
blindly followed by the Income-tax Departinent in this country.
This is ot a paper upon Income-tax, so I shall not dwell on the
subject apart from stating that the Legislature in arriving at rules
and regulations for assessing the income of a business might
have hesitated about approving of a most unscientific method of
calculating what proportion of the earnings of a husiness should
he allowed to represent what should he a fair annual charge to
he set aside to replace wasting assets.

Next we have “The Straight Line Method”, which probably
is the best known in commercial circles in this country.  So far
it has been followed in Income-tax practice, and although it
should necessitate the keeping of detailed plant registers, ete., if
followed rather unscientifically, it is simple to operate.

My reason for mentioning the word “unscientifically” is this.
Usually if an asset is estimated to have a useful. life” of, say,
ten years, the original cost is written off in ten equal annual
instalments. But the Engineer in assessing the life of a machine
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surely considers working hours—or even smaller
Therefore, when calculating
line” method, points such
certain time, or has it he
taken into account,

periods of time.
annual depreciation on the “straight
as, has a machine heen silent for a
en working to full capacity, should be

Although T think that the g(rg

scientifically, is a good one, I must admit that it. as well as the
“reducing halance method”, ignore the question of interest. It
is a large question and in order to refer tg g third method of pro-
viding for depreciation—the annuity systenr—1i shall he
point out that in correct accounting it woyld
to make a charge for interest on
would have to be paid as intere
Deen hired.

ight line method, followed

re merely
appear to he sound
an owned asset equal to what
St on the same asset if it had

Much has been written ang spoken  about the Annuity
Systetn, but it is unnecessary for me this evening to say more
than a few words about it

The system is, I think, explained most easily by
that all businesses consist of two parts-—a fin !
a production department, the latter dep
former all plaint, ete., in use, For
production department pays a fi Sum, part of which the
finance department credits to

a replacement reserve. and part to
mcome—the income part representing interest

In operating the system, an equal anny
depreciation, and the total of such annual
end of the effective life of the asset equ
interest charged annually at an agr
balance. The result is that,
against income increases.

One disadvantage of the three systems to which 1 have
already referred is that while in the books provision is made for
a replacement reserve, they do not exercise any control over the
cash retained with the result that when an asset h
should be replaced the funds required may not he available. To
obviate such a situation, the “Sinking Fund Method” K
devised. Tt follows, as far as a cha
the annuity systen, and at the sanie ti

ance department and
artment hiring {rom the

the use of the plant, the
xed

al charge is made as
charges should at the
al the original cost Plus
ced rate on the periodical
in effect, the annual net charge

as expired and

as been
rge to revenue is concerned,
me carmarks liquid funds.

From the book-keeping point of view the

ng system is simple
to operate.  Assets remain in the books throu

ghout their lives

assuming
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at cest prices, and funds are mvested annually so thzln fxfg}t;h
interest, sufficient 1s accumulated whcn necessary to Tq? Lchc 0C>
assets%assuming‘ prices have not varied. 1\1’1mf;111y :‘1]5'() ac a(rhcl
equal to the sum invested must 1.>§ made against ze\“e?n?i dnl(t
credited to a sinking fund, or if you prefer. a replacemer
reserve.

. . e 1

I have just said in connection with the Sinking Fund me.t}-lo(‘

1 fces : - varied”. This aspect of providing

“assuming prices have not varied”. This roviaing

for replacement  reserves, in my  opinion, 1s very n}mﬂ '

i | view than 1s the con-

important from the Management point ol view than 1 o

3 oes ;

census of opinion about the advantages and disadvantages of any
of the micthods about which 1 have spoken.

ot be
To my mind, as an Accountant, price lu'd.s' should 1.1' e
into termining depreciation. Origina
taken into account when deternuning dej auon. e
' at 1t 1s recover-
cost should he charged to operating expenses .\(1) th utl_t s recove
in expi 1 ife ol cach particular asset.
n ¢ xpiry of the life of cachpa
ed in full at the cexpiry . . L cach particular asset
The result of such a theory is obvious—it price lcvd% 'u; I o
surplus liquid assets may have heen accunmlated% but 1t£t ey (i(m
avai : -efore, of opin
' ’ available. I am, there .
up, funds may not be a etore, ¢ 1_
téit the management of any company should I)ctmlel uconlmlemt
€ ‘ . . [ . 3
1 ' - or s desirable to place to
i ivi o .r whether or not it 1s de:
ing dividends, conside ) $ desirable ‘ 0
a feserve for replacements any sum in addilion to what has bee
charged as depreciation.

Before completing my rcmarlfs, .[ wish to gm!ﬂ]);'lTsc\t}h;ﬁ\i:‘:
that principally because of depreciation, vclry‘ i?f\x~t)dv?:;;£_(‘:f athé
can by themselves show a r "ally true an .u‘n'z c:‘ view of the
state of affairs of the proprlletors, 311.121 ltthébf;lcgleqlnlthz that
more of the investing public do not realise act. j the cas
of unsuccessful Companies which have got to go mfo 11(11}11(. o1 i

ital assets seldom, if ever, rcalise anything approaching theit
;:)z(l)llektd\}/a}flzt with the result that the shareholders Afccvlh"dzat)trh?g
have a grievance against all who have had zTny 1‘)\311t W xd\ e}:f: hrm.
play in the production of the l):llzmcc-'shccfs. A‘l‘)h()mg“\lgi(,.n;d
money to spare should he allowed to invest wntt ]a’ 1 (.\h o
an affidavit to the effect that h‘c appreciates t}jat. )(} ilfu.c:s L |
properly drawn up has definite imitations, that,dAt_-lFSl,)(;St' it %ail
do no more than indicate the position at one particular Illﬁ)l}lcll ,
and that with regard to fixed asscts, the \’f’lIUCS shown give n"o
indication whatever of what would be obtained by sale. Ur.ml
those facts are realised it might be well to follow the suggestion
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m.ade recently by a prominent industrialist and write off imme
diately, when purchased, the cost of fixed assets against capital
subscribed. [ course, if such a suvoest ‘ C 1

M s 1 .()1 course, it such a suggestion were ever followed

¢ necessity for providing replacenient reserves would still exist

' These are a fc.w ().[ my thoughts upon this 1m0
subject.  If yvou think in the same way you will
methods of providing depreciation aflect,
prodaction, the building up of avail

st Important
agree that while
more or less, costs of
| i able funds ag
for replacing wasting assets, is a subject which
the consideration which it deserves.

aInst reserves
does not receive

W. J. YOUNIE.

CONTINGIENT LIABILITY .

The accountant, as other people see him, has an air of finality
about him. He is a stickler for details and formality, and in his
passion for ensuring fdelity of figures to facts, and checking
totals and arithmetical operations, he seems to be hardly human.
His reputation to exasperate other people with the Teast trouble
for himself takes them at a disadvantage and they naturally
prefer to take him at his word "and not worry about pressing
their own ideas. The very character of the routine duties of
the accountant thus imparts an imipression of authority, accuracy,
and certainty. While this is certainly true as regards much of
his work, there are certain transactions regarding which even
the accountant has got a great deal of uncertainty. In respect
of many of these, some approach to facts may be attempted.
There is one group of items which defy all attempts at appraisal,
nanely, contingent assets and liabilities. Recently, however,
professional accountants have heen directing their attention to a
better definition of the items themselves and the methods of tackl-
ing them. It is proposed in this paper to deal briefly with the
subject of contingent liability, as the liability aspect is more im-
portant to a husiness concern {rom the point of view of con-
servative accounting and, therefore, deserves prime constderation,

A contingent liability is a liability which matures into an
ordinary liahility involving payment of a definite amount of money
upon the happening of the contingency. It is the uncertainty
as to the nature and amount of these obligations which distin-
guishes it from an ordinary liability. A simple illustration of a
liability of this nature will be found in a disputed claim on which
a suit has been filed in a court of law. The liability remains
contingent during the pendency of the suit. If the court dis-
allows the claim including the cost of the suit, the claim or any
part thereof, the mist of uncertainty hangs round the question
till the final decision of the court is obtained.

A contingent liability may arise from a claim which has
already been made or may be made in future. The possibility
for such claim is inherent in the nature of transactions which the
business houses have to enter into, to perform the functions for
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which they exist.  The nature of the husiness or the transaction
made chiefly determines the way in which such claims Mmay arise,
But the accountant can contemplate endless possibilities for con-
tingencies arising and in diverse ways.  He is really in the dark
in most instances whether there are any reasonable grounds for
any contingencies arising which may land the owner of the busi-
ness in a liability of a definite amount. Tt is, of course, not
humanely possible to foresce any lability arising from torged
instruments which have been unwittingly and quite innocently
dealt with by the client or out of any unguarded statements made
by the client's servants in the course of business dealings which
are open to pursuit in a court of law. Where the contingency
can be foreseen it is the recognised practice to indicate on the
balance-sheet or any supplementary document the existence of
the liability, though it is not always possible to state the
Thus, the following note was made on the bal
known Sugar Company:

amount.
ance-sheet of 5 well-

““‘Contingent Liabilities” .
The Indian Sugar Syndicate Limited

1. The undertaking to contribute, in the event of t

being wound up in accordance with the provision
of the Memorandum of Association .

he Syndicate
s of Clause 5

2. Liability to contribute, on the sugar
with the provisions of Clause
Association’’,

produced in accordance
32 (d) of the Articles of

A stimulating contribution to this subject has heen recently
made by Mr. F. C. Holgate in The Contingent Liabilities of
English Comunercial Banks. What Mr. Holgate states in
connection with Iinglish banking. is true of the contingent lia-
bility in all types of business. “Certain obligations,” he says,
“are somewhat elusive when it is sought to define them.
Accountants are in the habit of referring to them a5 Contingent
Liabilities but tells us nothing as to what is meant by the phrase.”

The principal characteristics of the contingent liability has thus
been set forth by him:

(@) ‘““That there have heen certain transactions which ma
not lead to a liability or, perhaps a better term,
(b) That such indebtedness is either alre
or if the claim is not yet made, th

y or may
indebtedness,

ady the subject of 5 clain
ere are potential claimants.
gue and uncertain,

(d) The amount of these claims may or may not be ascertainable”

(¢) The outcome of these claims is va
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“What transactions,” he asks himself, “give rise to indeter-
minate issues of this kind?” The hanker, he remarks. is one who
eschews the vague and intangible. Fle is, “a husinessman and
not an ideologist; and he must deal with the world and its uncer-
tainties.  Above all his customers are human, and the uncertain-
ties of the human race are pandemic. In consequence his trans-
actions are perforce affected by the quality of the world he lives

»

m.

We may very well ask ourselves the question: Is there any
possibility of contingent liability arising in connection with
transactions entered into by Imlian Railways, as carriers of goods,

animals and passengers? The answer is, of course, in the
affirmative.

So far as one can see, contingent liability may arise on a

railway as a carrier from the following circumstances attending
the business of transportation :—-

. As a carrier of goods.-—Non-delivery, short delivery, delay in
delivery, wrongful delivery, change of condition of consign-
ment, explosions of goods of a dangerous nature, damage to
goods, theft of goods in transit, etc

2. As a carrier of animals.--Injury or death of animals booked to
be carried.

3. Asa carrier of passengers.—Injuries caused by collision of
trains, leaving a carriage door open, bad lighting, explosion in
a carriage, etc.

4. Otherwise than as a carrier.—Fire caused by spark from engine,
damage to adjoining lands, damage caused by railway works,

wrongful dismissal of servants, unguarded statements made
by railway servants, etc.

This is by no means an exhaustive list of circumstances
from which contingent liabilities may arise on Railways. As
in the case of any other business it is possible to contemplate
endless possibilities for such contingencies arising and in diverse
ways and the railway accountant s in the dark at the time of
preparing his balance-sheet as to what unexpired contingencies
there are on the transactions of his railway on which definite
amounts of liahilities may arise on a future date. It is certainly
not possible to foresee all such contingencies. But does he make
any effort to obey the injunction laid down in Dicksee’s
“Auditing”? “All such liahilities as are known should be noted

on the balance-sheet”. Unless this is done his balance-sheet hag
VIil—2
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not the merit of “completencss and finality”
aimm ot cvery accountant to present this
partiecs n “as informative a manner g 1
concerns the uncertainties end

[t should be the
locument to interested
€T as possible: in so far as it

" ciiie m contingent liahilities,”
raﬂwav(;‘1114())1]11(&\]\0 uxi:]i:ifhe (icc‘murllt'll‘lg practice on fpl'eigll
3 can Railways, the procedure is laid
f}own .l)y the Ipte‘l"?‘tate Comnierce Commission which refers to
C()I_]lmg'Cnt Liabilities” in the following terms in the “C]'L”'
fication of Income, Profit & Loss and -\(}ener;ﬂ Balanc ‘L;SM—
Accounts for Steam Roads™ preseriiyedd under qecti())(n (22)&? ]'Cel
Act to Regulate Commerce (issue of 1914 | ol the
““Contingent assets and liabilities shall nog be included in the

the hal;mcc;shcct statement hut shall be shown in 4 supplement; K

accompanying the halance-sheet statenent Contingent '1:'{%]'-\ ;‘{alCant
withont value to the accounting company untl the l'alﬁlmc;ﬁ“l; ‘(UC .1]‘1030
regarded as uncertain.  Contingent  liabilitics mclude e 'O }QIl(llllOIlS
u{ld@r certain conditions, become obligations of the compan *nllsy hich e
direct nor assumed obligations on the date of the halanée-}ﬁim)eutt o neither

The Street Railways in America provide reserves
amongst other things, damages which come und \CS tO.mcet,
liability. It is stated: “Nearly every street mi]elr' Qv()ntmg‘ent
tion prov%des funds which are known ag rescrve; A ;)V corpora-
the most important one in connection with the ()“§é,. . lefwmably
the business is the reserve {or damages.  This rlw «”.ltmg part of
by charging to operating expenses 2 certain AamL”m Lo 18 created
month crediting a like amount to an appropriate 1‘)11‘?1\{, month hy
At the end of the year a statement should belobtaei;u ;/C Lecount.
claims agent or legal department in charge of acc; le( ‘from the
reserve account adjusted according o ?hc t(;h](efnts and the
liability, at the close of the fiscal year = < O estimated

body of

On the Tnglish Railways, “Compensation
Accounts” is an instance of a provision g,
of contingent liability.  Serious accidentg (\on railw
tunately of rarc occurrence, hut whep they OCC(1 ‘\\ '}l])s are for-
is involved in very heavy claims for compensation ! (t: ¢ company
it is the usual practice, according to Mr. C .H Ousequently
build up a reserve fund to meet exceptional clain'lq -’Iz;lewton, to
Fund is formed by debiting a certain sum al;l'lu IVI e Reserve
pensation (Accidents and Losses) Accotnt Noaf}f),to Com-
contra crediting Accident Reserve Fund. The‘ aCC.uandl per

mulated

1927, Edition.

: for Accident
amst a similar kind

*Street Ratlway Accounting by 1A. May
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amount available in the Reserve Pund for compensation 1s includ-
ed under heading “Reserve Account.”

Turning to the conmmiercial practice in this country, accord-
ing to the Indian Companies Act, 1913, as amended by Act of
1937, the balance-sheet in Form ¥ in the Third Schedule of the
Act provides for contingent liabilities heing shown by a note as
follows:

1. Claims against the company not acknowledged as debts.

2. Moncy for which the company s contingently liable (show-
ing separately the  amount  of any guarantecs  given by the
company on behalf of directors or officers of the company) .

3. Arrears of Cumulative Preference Dividends.

Under the Insurance Act 1938, the halance-sheet in Form A
(in Part of the First Schedule of the Act) provides space for
contingent labilities being shown as indicated in note (¢) which
runs as follows:—

“Such items as amount of hability in respect of bills discounted, un-
called” capital of other investments, etc., must be shown in their several
categories under the heading “Contingent Liabilities” or the appropriate
items on the asset side must be set out in  such detail as will clearly
indicate the amount of uncalled capital.”

There is a difference in the position in the matter of unpaid
calls as regards shares held and those parted with at any time
within one year prior to the date of commencement of the wind-
ing up of the company whose shares have been sold.  The lia-
hility as a B. contributory attaches to the latter.  Mr. Holgate
suggests that in such circumstances the position would be better
indicated if the note is made out as follows:

“There is a contingent lability in respect of unpaid calls on other
mvestments of £.............. of which £............ relates to contn-
gencies expiring shortly, ™’

Generally speaking, the method of indicating the position
with regard to this kind of liability varies according to circum-
stances. Where the contingency is hnown but the amount of
liability is unascertainable, a note on the balance-sheet explain-
ing the nature of the contingency is considered to be adequate.
An example of this kind will be found in the note on ‘the balance-
sheet of the Sugar Company referred to earlier.  \Where the
amount involved in the liability is known, as in case of a dis-
puted claim which is the subject-matter of an arbitration or
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a legal action on the date of a balance-sheet, the amount may be
included in the note.  But there are circumstances where, upon
the happening of the contingency, the liability; though in the first
instance payable by the undertaking, the amount paid can be
recovered from other parties involved in the transaction. An
instance to the point is a banker’s Hability on bills sold or re-
discounited.  The transactions are passed through the accounts
by debit to an account headed “Liability on Customers” Bills
sold, and credit to “Liability on Bills Sold”. These accounts
include the nominal value of the bills.  The total figures appear
on the balance-sheet both as a Hability and as an asset. The
liability of the bank on these Dhills if the contingency matyres
would not exceed these figures. It is not possible to ascertain

the exact amount of the hability on the date of the balance-

sheet. The same remark applies to a banker’s liability on
Acceptances and Credit, Commitments under Guarantees
R. P. RAY,

RAILWAY NATIONALISATION IN FRANCE,

The trend of opinion during the past twenty years on the
subject of railway management has heen towards amalgamation,
unified control and, wherever feasible, assumption by the State
for direct operation.  These tendencies have been evidenced in
varying degrees in the United States, Great Britain and many
Furopean states. In the first two countries where private owner-
ship and managenient have held the field from the heginning of
railways, proposals for state management were hardly raised
outside academic circles.  During the last two decades the atti-
tude even in these two countries has changed and apart from the
positive encouragement of ideas of amalgamation and  state
management in  oflicial or semi-official literature, responsible
authorities have put forward schemes and even seriously discuss-
ed the problems raised. -

The change in the angle of vision will he observed with
interest in India, if only for the reason that the same attitude
for entirely different reasons has heen held in this country for at
least a gencration.  \While public opinion has been unhesitatingly
in favour of fully fledged State management, there has been a
hesitation on the part of Government at least recently to translate
this desire to actual practice. Certain doubts have also been
raised in a memorandum prepared for the Public Accounts Com-
mittee and in the Wedgwood Committee's report regarding the
advisability of further amalgamation of our railways and the
termination of the contracts of the existing companies to bring
the railways affected into Government control.  Fven while
these ideas were being discussed by our railway authorities and
the members of the Committee, the Government of France took a
bold step towards a reorganisation of the French Railways and
embarked on an experiment which will have the closest interest
to every student of railway operation in India. In one respect
the French railway policy was more analogous to that pursued
by the Government of India for over 60 years.  No apology is,
therefore, needed to attempt a brief account of the recent develop-
ments on the French Railways.



14 RAILWAY ACCOUNTS AND FINANCE [voL. wvir
Ioxcluding the colonic SSeSsions
. ixc g al bossessions and mandated territories
in Adrica, Asia and certain islands, France has an arca of
2 3¢ 117 1 lea . " e L
212,659 square miles and a population (1931) of 42 millions
The Ifrench Railways had ¢ al mi ) v )
s nad a tot tleage i
fhe French ways had al nnlcra‘gn ol 26,434 which were
stributed amongst seven systems. Two of them were owned
and worked by the State while the other five were operated by
Companics.  The mileage rate is gl
e , e nitleage operated by them is given helow .

Railways. Miteage
1. Stute. ‘
i1y State Svstem. 5.674
(2 Alsaee Lorraine, 1’443 2117
1. Compaiics.
(2) N()l'fL 2?38(}
(3) Alidi. 2666
(4) aris-Lyvons-Mediterranean 6:182
(5) Paris-Orleans. 4893 19.317
3¢ N " /
Total: B 26,434

I re.nc.h Railways have alwayvs heen looked upon as a remark-
able achievement.  Summarising the situation in France
Sir William Acworth said: ' France, the late

“The ratlway history of France stands Ly itsol i T .
p;lsﬁon for logic and the love of .»;_\'mmcttif{j‘?\'lll){\cllllzl?Li:.1 (‘-Nf;\\'hcl'c > the
genius better exemplified than in the history of the !"ran]; 1{:1“]\ %’tllc‘lwcuch
_lhe ground ]»)hm and  the poliey which, hroad|v q),,;_(}] way Systems.
{ollowed ever smiee was laid down in o law 1):1(1-1{\ ,l;l L]d\nﬂg' I'rance has
Th?rc_\\'crc mmportant developments,  after the '\'\:,,,1(1(. ;T:Q 450 ai 184,2'
again in 1878._ And on Ist January, 1909, the GOchnicn‘t"\i ,m,iéﬂ and
one ‘ot the six great svstems—the \\’cslchr—unsct the sy » ta-\mg.r over
or}g}nal plan.  Dut with this exception, 1111'()u'ih()ul‘ {1 -S}-mmdl'y of the
original plan has stood firm.” shout the whole history the

A§ in many other countrics, the State took a e ticular i
terest in railway detelopment from the very m;tgét(u 1%‘[}}1&1. IP_
18.33. the French Parliament voted half a mil]im{ fl:' : }15» lm
Ministry E)f Public Works to study the technical and d‘I(llLS m‘t'l(i
aspects of railways.  Michael Chevalier was sc(nt t)}‘;11?.1C131
and the United States to study railways and in\ 11938 hc0< {llg"?tll(l
a 1‘9p01‘t l‘cc'(nmncn(ling SIX main Iincsyrztdiatin()‘ fr(m; P;‘i mtn tlcl(
main frontiers. On account of unfzwourah?e econ‘oncxicsc:))mlie—

tions the State could not, as originally expected, huild the rail-
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ways which was estimated to cost a thousand million francs.
Private enterprise was, therefore, induced to undertake railway
construction but Government retained authority to supervise
construction and technical aspects of working, control of rates,
measures to climinate discrimination, and to enforce meagures of
safety. The terms of the concessions to private companies laid
down that Government would furnish the rights ol way and pre-
pare the road bed while the companies would lay down the tracks,
supply the equipment and operate the Jines. The original con-
cessions had a tenure of 40 years, but in 1832 the Govermment
undertook a process of fusion.  The intention was to concentrate
concessions so as to build up a few major systems which, by
means of their large financial resources, were expected to develop
the country in a systematic manner. The companies were, by a
series of decrees between 1832 and 1837, given the concessions
for a period of 99 years at the expiration of which Government
may take over the operation of the properties after compensating
them for their own investment.

An important feature in the concessions was the undertaking
offered by Government to guarantee the payment of interest and
principal of all securities of the private companies. Although
the French Parliament approved the guarantee of interest as
carly as 1840 the general adoption of the practice, however, did
not come until 1839 when the private companies found them-
selves, as a result of a policy of expansion, on the verge of bank-
ruptcy necessitating Government support. The new set of
agreements under the Convention of 1883, defined the relations
hetween the State and the private undertakings. Up to this year
the right of the State to purchase the railways was written into
the charters of the companies on a uniform hasts, namely, through
an annuity extending to the termination of the concesgion of the
undertaking which should be equal to the average ecarnings of
such company for the best five of the seven years preccdi'ng‘ the
purchase and a principal sum based on the expert valuation for
rolling stotk, equipment, etc. But according to the Convention
of 1883, the State agreed to value railways which had operated
for less than 13 vears on the hasis of carnings if the companies
so preferred. The State also undertook to compensate the
companies on request for their so-called “Sm)plc.mcntary' F,x-
penditure”, not including rolling stock, on the basis of m:xgmal
cost instead of expert valuation. This was, however, subject to
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the proviso that = should be written off each year at the end
of the first year in which the expenses were incurred

The cffect of these changes was to increase the sums which
the companies would receive.  The six private systems under-
took the completion and working of the new mileao il
State had undertaken to instal.  The companieslxc\?et‘z ;\(I)h;iclil EEE
money and bear themselves a portion of the expenses which
varied from [ to 5 of the whole. The rest of the outla
was ultimately to be repaid to the companies by the (jovernmenty
Again, under the system of guarantees approved in 1883 eacﬁ
railway subject to them was allowed to charge its gross r ’
with the operating expenses, interest, amortisation
charges for capital expenses and besides a minimum dividend
which varied according to the individual undertaking concerned
If the net revenues proved insufficient to meet the minimum divi:
dend, the State advanced the difference.  The State advances
were, however, looked upon as loans bearing 4 per cent. interest
and repayable on the expiry of the concessions. Anvy surplus
over the minimum dividend was to be applied to the 1:epa‘vment
of the State advances during the earlier years after which only
could the dividends be increased up to a specified lngit When
this limit was reached, excess earnings were to he divided he-
tween the State and the Companies in the proportion of 2 and
2 respectively. 3

evenues
and accessory

The period of the guarantee differed from r
way. Thus, that of the Northern and P
ranean railways terminated in 1914, that of the Ifastern in 1934
and that of the Western in 1933, Although no dates weré
mentioned in the case of the Orleans and the Mid; the dates
were fixed by the Council of State to the end of 1956’—60

] ailway to rail-
aris-Lyons-Mediter-

) The
total advances made by the State on account of the guarantee of
interest at the end of 1913 was over 630 million francs By the

end of 1919, the advances to all the pr

: ivate undertakines durin
the war totalled 1,596 million francs. ° &

In the following year as a consequence of the
financial situation, certain proposals for reorganisation were
made and a new system was introduced to regulzte £he relations
between the Government and the private railwavs The French
ratlway finance during the period 1921-1937 can };e really appre-
ciated only in the light of the new arrangements inaugura)t’ edp\ffith
effect from 1921, The reorganisation scheme under the Con-

unfavourable
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vention of 1921 dealt with the subject of the liquidation of obli-
gations to the government which the private undertakings had
incurred during the previous years. [t also proposed a new
organisation for the operation and fimancing of railways.

Two co-ordinating bodies, the Consetl Supericur des Chemins
de Fer and the Comite de Directione were created.  The former,
was constituted of 21 members representing the railways execu-
tive board, 14 representatives of the employees and 35 members
nominated by the Ministry of Public Works from the trade and
mdustrial interests.  This body considered only those matters
referred to it by the Ministry on questions of common interest on
which its advice was required. The Comite de Direction, con-
sisting of three delegates from cach railway, dealt with all im-
portant matters concerning railways and subject to the approval
of the Conseil Superiewr and the Ministry, its decisions are
binding on all railways. Thus by the Constitution of these two

co-ordinating bodies the State retained control of transport policy
in its hands.

On the financial side the Convention attempted to secure
financial solidarity, so that an equilibrium between interest and
other charges on the one hand and the traffic receipts on the
other might be obtained. The means to attain this end was
found in the institution of a Common Fund. Fach Company
was to take from its total gross earnings the operating expenses,
interest, amortisation and miscellaneous charges and pay into this
Common Fund the excess.  From the balances thus paid into the
Fund was to be met the deficits of the other railways.

The Convention also changed the basis for financing new
railway construction as settled hy the earlier Convention of 1883.
In view of the increasing costs of railway construction the State
agreed to assume responsibility for 4|3 of the total actual ex-
penditure the balance heing borne by the railway companies. But
the assistance rendered by the State assumed the shape of under-
taking the service (interest and amortisation) in connection with
loans floated by the railways to meet this expenditure.

Although the State hoped that as a result of the Convention
it would be able to relieve itself of all liability for making good
the deficiency of the railways, the expectations were only horne
out in part. In interpreting the actual working of the Conven-
tion it should not be forgotten that there were certain extraneous

VI3
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influences which militated against a rapid recovery. These
were, to mention the main factors, the increase in the cogt of
operation, higher wages, higher cost of fuel and the devaluation
of the franc.

Although the revenues increased, working expenses appear
to have increased faster. It was, however, expected that the
Common Fund would be in deficit during 1921-26 after which it
was hoped that the balances would be adequate to meet the de-
mands in full.  The deficits of the first five years amounting tg
283 million {rancs were met by borrowimg.  In 1926 a profit
22560 milion francs went to the Common FFund, but the deficit
0. the succceding vear exceeded the amount in the Fund hy 134
117;:]1i<m francs.  In 1928 the Fund showed a net profit, and ip the
Miceeding year there was again a deficit.  Under such condi-
SUGs it was impossible to meet the entire annuity of 87 million
‘rancs on account of the money borrowed to meet the deficits of
the first five years. IFrom 1930 onwards the depression com-
menced and the railways began to show heavy deficits which had
to be met by borrowing on State account. These deficit loans
naturally implied increasing annuities undertaken by the State
which touched 1,500 million {francs in 1937. The net deficits
during 1930-37, totalled 23.319 million {rancs apart from the
payments made Dby the Treasury amounting to 2.919 million
francs on account of the annuities for the 1921-25 deficits, apd
a further amount of 3,430 million francs paid for illtcre.st on
current deficits.  The total deficiency at the end of 1937‘th11§
stood at the colossal figure of 37.000 million francs. '

It was obvious that such a state of things could not conting
long and the economy measures during the depression al1(e1
under the Laval Decree Laws in 1935 were not adequate tq m ]
the emergency. Various solutions were discussed incl cet

. . . udi
proposal for the complete nationalisation of the railwg Ysmg a
their administration as a Government department . Out}ofat?ld
e

fiscussions emerged a scheme according to which raj
(0 be handed over to a national company in which the
the shares would be held by the State. Between the
concerned, namely, the State and the railway companies an
agreement was reached and a Convention was COnClﬁded on
August 31, 1937 which was appr'oved on the same day by decree-
law passed by the French Parliament.

Iways were
maJ‘OI‘ity of
two parties
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NATIONAL RAILWAY COMPANY.

The new arrangements came into effect on 1st January, 1938.
A company was formed under the Convention on a limited lia-
hility bastis, known as La Socictie Nalionale des Clemins de Fer
Francaise. 1t has absorbed for unified operation all the systems
hitherto worked by the five main line companies and the two
State Ratlways.  All the assets of these railways have heen
transferred to the new company with the exception of their pri-
vate yesoygees and reserves built up out of the profits of carlier
years. “ agreement is to hold good till 1982 after which the
National Company with all its assets and equipment reverts to
the State.  The capital of the company was fixed at 2,838,824
shares of the value of 500 francs each. The State retained in
its hands 51 per cent. of the total shares known as “B” shares
while the balance, namely, “A™ shares have heen 1ssued to the
five main line private companies in full settlement for the stock-
holders’ interest in the assets due. Both “A” and “B” shares
are to receive inferest at the rate of 6 per cent. payable annually
on December 31 beginning from 1938 onwards.

ORGANISATION AND MANAGEMENT.

According to the Convention, the Board of Directors
(Conseil d' Administration) of the National Company will con-
sist of 33 members until December 31, 1953, after which date the
number will be reduced to 27.  The constitution of the Board
is as follows:

1. Three ex-officio members, who are the Vice-President of the
State Council, the Governor of the Bank of France; and the
Director-General of the Caisse des Depots et Consignations;

2. Twelve Directors, namely four from the Cabinet Secretariat,
four from the Ministry of Finance and four from the
Ministry of Tublic Works;

3. Twelve Directors nominated by the boards of = railway com-
panies (a specified number for each)' until December 31,
1955 and thereafter, six Directors representing the A and
J* shareholders;

1. According to the Cotvention, as the “A’" shaves are redeemed,, the holders
of such sharcs receive at the same time a class of share called “actions de Jouissance ™
and referred to by the letter J. in the Convention. Tl the whole of the ordinary
chares arc paid off and the concessions of the company cxpires, the Jouissance
sharcholders are entitled to any excess af dividend over the statutory guaranteed
rates.
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4. Two Dircctors, persons who h
railways, to be nominated 1
and

ave done eminent service to the
v the Ministry of Public Works ;

5. PFour Dircctors. representing the st

| ff 10 be noming
Munster of Public Waorks. mated by the

It 1s also provided that no Senator

or Deputy is elioi
. v 18 eligible
become a Director. = to

The Directors, other than those ex-officio, hold their office
for six years. IFive per cent. of the appointments expires each
3 years and the next expiry date is  January 1, 1941, The
retiring Directors arc cligible for re-appointment .

The Chairman of the Board of Directors is nomin
the .M'.mster ‘oi Pul)h’g W <j1‘l<s 'fr()m' among the Directorg repre-
senting the State,  The first Chairman is Monsieyr Guinand
There are two Vice-Chairmen, chosen respectively )
the Directors representing the public departments
companies. The Iixecutive Committee of the Board consigts I
the Chairman, the two Vice-Chairmen, four Directors elcct;:(l fl‘ ;
the ex-officio members, directors representing the public d o
ments and the railway companies. ‘ epart-

ated by

from among
and the railway

In addition to the direct representation of the State on th
Board, there is a Government Commissioner, who is Direot 'e
General of Railways and  Transportation in the Min'i'strb 01;
Public Works.  He is assisted by a Deputy ('()nnllissi()ncf W}}; ©
Chief Financial Controller of the Railwavs.  Besides exere: Olg
the right of sitting with the Board of Directors and (;f :{CCUSlng
the Executive Committec, the Commissioner has al%b ;uqiss‘_to
to call meetings of the Board or the Committee :m;l to r e
consideration of any measure which he constders necessar equire
he is also at. the head of an  organisation which ‘r(e )\; As
go\:emment mterest in the two State lines, hig opinion 1 pPresents
weight with the Board. nust carry

'T'he Board of Dircectors is  granted wide  powers j
administration of he National Railwav Company Ths (ljr;] the
man of the Board of Directors appoiﬁts the (}en‘cml I\CI o
and Assistant General Manager and the .\'ecretzu;y of t(he Nalt]‘ager
Company, on the recommendation of the Board subie& at 10“}?1
approval of the Minister of Public Works. Byt the first a int
ments have been made hy decree. These officers cz{n I)plomt_
relieved of their duties by the Chairman after corxsi,lltqti(())rrl1 zfvi}t)}?
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the Board and in the event of any disagreement the Minister
intervenes and decides.  While the principal officers are appoint-
ed by the Chairman of the Board on the recommendation of the
General Manager and in consultation with the Executive Com-
mittee, the General Manager is specifically invested with the res-
ponsibility for all statl appointments and promotions subject to
the general control of the Board.

A great deal of attention has been bestowed on the financial
organisation of the National Company. The Board is expected
to prepare before 1st November a budget for the succeeding
year. The income must be suflicient to cover working expenses,
interest and capital charges, with the exception of certain lia-
bilities on certain lines contracted hy them prior to 1938, If the
receipts prove insufficient, it is directed that rates and fares must
be adjusted.  The charges in rates and fares proposed by the
Board must be referred to the Conseil Superienr des Transports
which has replaced the old Consetl Supericur des Chemins de Fer.

The Board of Directors were required to prepare by June
30, 1938, a programme of re-organisation and simplification of
working with a view to securing economv in expenditure. As
1t is not expected that the re-organisation will succeed in removing
the deficits immediately, detailed provisions are made for finan-
cial assistance by the Treasury till 1943 o assist the railways,
if necessary, with long-term interest-free advances to meet the
liabilities not taken into the accounts.  But it is hoped that the
National Company will eventually balance the hudget.

Under Article 23, the National Company is required to esta-
blish a Renewals Fund by charging working expenditure with
a sum equal to 20 per cent. of the amount by which the value
of current renewals exceeds the original value of the assets
replaced. If there is a  balance of net income  after meeting
ordinary working expenditure, 20 per cent. of such net income
is credited to the Renewals Fund. Buat it is provided that the
total charge on the net income, namely, the two cash contributions
to the Fund mentioned above plus write-offs representing the
original cost of material and equipment replaced during the year,
should not exceed 3 per cent. of the investments m plant and
equipment. The Reserve is to be drawn upon by the Board of
Directors for such renewals as they may consider necessary .

Out of such profits which remain for repaviment of the short-
term Treasury advances and credits to the Renewals Fund is to
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he built up a Reserve Fund until it represents a sum equivalent
to 10 per cent. of the operating revenues.  The Reserve Fund
is to meet future deficits before the Treasury is called upon to
provide advances.

To sammarise.  The net income after meeting all statutory
and operating deductions of the National Company is to be dealt
with as follows:

(a) 80 per cent. of the net mcome to reimburse the outstanding
Treasury short-term advances towards meeting the deficits O‘f
the previots one or two years:

(h) 20 per cent. of the net income to be credited to the Renewals
FFund according to the formula stated:

iy After the obhgatons mentioned in (@) have heen paid off any

3 1
surplus along with the balance remaining aiter the credits to
the Renewals F'und are paid mto the Reserve Fund until it
reaches the maximum fixed;

(d) Next mnoorder follows the lability on account of the Treasury
advances made between 1929 and 1937 and the long-term
Aoy ~ O * I 3 N }2Q o b
advances proposed to be made during 193842 if required.

r h_crc is no reterence in the Convention as regards the dis-
posal of any profits remaining after the charges referred to above
have l)cc.n ?ully met. ()l‘)vmusly the profits will be distributed to
the public in the shape of reduced fares and freight rates.

Along with the railway re-organisation has also heen announ-

sgccording to a decree, measures for the co-ordination of
hsport agencies dealing in detail with pascenger traffic, freight
" ffic and general arrangements in regard to railway and highway
and water transport.

Sources:-

Sir William Acworth, State Railieay Ozorersiip, Murray, 19200 W,
M. W. Splawn, Govermment  Ownrership and O peration (;j' 1\’(1i!r'/mds.
Macmillan, 1928 Stewart Daggett, Principles of [nland ]'ra.nsforz‘ation;
}Izlr;)er§, 1934; Paul Wohl and A. Albitreccia, Road and Rail in Forty
Countrics, 1935, TForeign Railway News, Special number on - French
Railways. 1937 Railway Research Service Bulletin, 1938

REVIEWS.

Organisation aind Traffic of the Hliiois Central System:
Compiled and edited By the Research and Development Bureau
(Chicago: the Illinois Central Railroad Co., 1938).

This work, it is stated in the foreword, is a “brief com-
pilation of lectures prepared and delivered as part of the traming
course by fifty Illinois Central men depicting in their own langu-
age their several functions and the activitics of their several
departments and additionally a vesume of the history, the organi-
sation aud the trafiic of the Company.”

The volume is divided into six parts. In Part I, entitled,
History and Property of the Ilinois Central System, Mr. C.
J. Corliss has given a brief history of the railway system. Mr.
0. J. Williford describes the geography of railway. The pro-
perty and operations of the Illinois Central in Chicago are des-
cribed by Mr. C. H. Mollier at some length. Mr. F. R. Short
gives an account of the Chicago produce terminal.

li Part I1, there are ten lecturces dealing with the adminis-
trative organisation of the Illinois Central System.  The func-
tions of the Operating Dcepartment, Transportation, Accounting,
Purchasing and Supply Departments are discussed separately by
different writers.  Other topics dealt with in this part are
perishable protection services, trackage and car haul arrange-
ments, track cars and peddler cars, relation of traffic and ()perilt—
ing departments and regulation under the Interstate Commerce
Act.

In the third part the functions and the procedure of the
traffic department are examined in counsiderable detail. The
lectures in this part deal individually with the General Freight
Agent’s  Offices; Classification and Association Territories:
Railroad Freight Associations; the Consolidated IFreight Classi-
fication, the official railway equipment register, Agent Dunn’s
Tariff, the official list of open and pre-pay stations and Agent
jones’ demurrage tariff; tarifl posting rules of the Interstate
Commerce Commission; procedure before the Interstate Com-
merce Commission; divisions of freight rates: Chicago switch-
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ing district, leases and  side tracks: relation of the Service
Burcau to the Tratlic Department, files and fling systews; agri-
cultural development; inclustrial development: statistics and their
use; and Research and Development. Bureau.

Part I\ deals with the passenger trathic of the railway.
Besides a general lecture on the subject there are four others
dealing with passenger rates and associations, passenger train
make-up at Chicago, head-end traffic and suburban passenger
operations in traffic.

Grouped in the succeeding part are descriptive lectures on the
different kinds of tralhe handled by the railway, namely, coal,
lumber, 1>et1‘olcm11, rates and transit on gmin, cotton and cotton
transits, livestock and packing-house products traffic, fruit and
vegetabie traltic, sugar, coffee and banana traffic, automobile and
parts trafhe, merchandise export and import trafic. There is.
besides, a brief exposition of the functions of the industrial traffic
manager. The last part presents a briel account of the ten
arcas into which the Illinois Central System is divided .

It is not easy to indicate the nature of about sixty lectures
on diverse specialised subjects given by the officers of the railway
From the list of the chapters dealt with under cach one of thé
parts rcfcr‘r.cd to .abmfc may be gathered the wealth of information
an.(l tbc alnhty wltb which the wide range of the activities of the
IMinots Central System has been  described Many of the
chapters, such as those referring to the Accountino Department
will he found to be of considerable valie to In<1ianbrailwaymen h

The Railweay: By [idgar B. Schieldrop, [London: Messrs.

Hutchinson & Co. (publishers), Ltd., 1939, Pp. 256, Price 3]-
net]. o )

Dr. Schieldrop has given a fascinating survey of the story
of the development of the railway. A distiﬁguished sc‘ientis:c and
engineer, the author has a reputation beyond the hounds of
Norway. Sir Ronald Mathews, Chairman of the London and
North Iastern Railway, has contributed a foreword,

After a brief introduction on the achicvements effected by
the locomotive and other mechanical inventions in the world
of transport the author says that the last word as regards speed
has not yet been said. In successive chapters the author
describes the different aspects of railway construction and work-

ing, namely, the importance of gradients, signalling, construc-
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tion of tunnels, spanning rivers and chasms, conflict with the
elements, the different kinds of locomotives passenger, comfort,
safety devices, electric locomotives and underground railways.

In the last chapter Dr. Schieldrop discusses the future pros-
pects for railways. As regards the nature of the innovations,
mention is made of welded rails, rubber wheels, rail zeppelins
and suspended railways. But whatever developments and
adaptations may happen, the railway, he considers, will retain
its characteristics feature, namely, the steel track.

The volume has been issued as the first of a series on ““Ihe
Conquest of Space and Time”. Further volumes on the High-
way, the High Seas and Air are expected to follow.

Main Strect—Not Wall Street: Brotherhood of Ratlroad
Trainmen (Cleveland, Ohio: 1938, Pp. 482).

The purpose “of this volume is clearly indicated by the sub-
title “A Reply to the Railroads’ Demands for Wage Reduction—-
1938.” It presents a counterblast to the case presented by the
American railways for a reduction of the wages of railway
workers to meet the financial deterioration of 1938. How the
controversy raged on this question and how the workers won in
the arbitration proceedings instituted at the instance of President
F. D. Roosevelt was described in an earlier issue of the
Journal.

The present work not only vindicates the attitude of
American Railway labour but goes very much more.  The hook
presents, to quote from the foreword of Mr. A. F. Whitney,
the President of the Brotherhood, “not only the view point of the
railroad workers, but the facts which will convince any impartial
person that the condition of the railroads of this nation is not
due to the wages they pay to their workers, but is due to the
mismanagement, to fraud, to gambling, and to the abject
surrender Dy the railroad management to Wall Street bankers,
who to-day control our railroads, not for the public welfare hut
for their own selfish ends.”

The book is divided into three parts.  In Part I, the reader
is eiven a detailed account of the raillway wage movements since
1932 and of the wage-cut demands of 1938, A large amount of
valuable material is presented on the subject of  the rates and
hases of pay and productivity of the employees.

4
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In Part 11, the Brotherhood tries to rebut the argument that
“railways cannot afford to pay the existing scales of wages.”
“The extravagant and wasteful practices” of the railways are
exposed. — There is first an account of the propaganda attempted
by the railways during 1934-33, which was indeed partly question-
able aiud adversely commented upon in the Senate Commiittee in
one of their investigations. The depletion of the revenues of
rathways through “illegal practices and unwarrante concessions
to Shippers tantamount to rebates tostering of competing form.s
of transportation” is next discussed in considerable detail. The
cumulative effects of under-depreciation and of the strong'r 1'()21‘({
milking the weak provide interesting reading. [t ig 1)()i1;te(1 S
that despite the alleged decline of revenues, fabulous (l-i\}i(l ()(LllcL
continue to be paid and salaries of the higher grade ﬁn s
increased during the depression. S have
In the last part, the book presents a scries of cases, on th
lines of Myers’ treatment, illustrating “the looting of A,m n the
Railroads”. The conclusion, of course, is that there is rherman
for a wage-cut. In the appendices are given the docym e
which the labour unions rest their case. There is a good ents on
index besides a table of charts. §00d general
History of the East Indian Railway (Par
Huddleston, ¢.1.E., v.pn, (Bristol: St. Steph
Ltd., 1939, Pp. 95).
The History of the East [ndian Ratlzog v which
1906 has always been referred to as 2 work full of inter
the student of Indian Railway history with personal touchelest o
one who had something to do with the administrat; ¢ from
system. Mr. Huddleston has now offered, after the lOn of the
third of a century, ’art 11 of the work surveying the hista.pse of a
railway from 1906 to 1924, the date on which the Stat o Of_ the
the railway for direct operation. e acquired
'D.cspitc the I(.mg interval, My, Huddleston,
reminiscent mood mparts an unusual interest and lj
ditions and personalities on the Fast Indian,
Dring, Dr. Saise, Fred Palmer and the Youn
donc much to make the I.1., what it js
again in the pages of the hook under
expect @ bare impersonal record of const
expenditure of the Railway will be disapp
wrang to judge this book on that standard .

t1I): By George

’ . .
en's Bristo] Pregg

appeared in

Writing in g
fe to the con-
Thus, Sir William
g8, men who have
to—flay, come to life
review.  Those who
ruction, receipts and
omted. It would he
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The remarks the author has to offer on the passenger
classes, staff discipline, etc., are well worth considering to-day.
No one can rise from a perusal of the hook without regretting
that the author should have made it so short.

OFFICIAL PAPIERS.
THE PUBLIC ACCOUNTS COMMITTEE’S REPORT.,

The report of the Public Accounts Committec on the railway accounts
of 1937-38 presents its usual survey of the accuracy of budgeting and
the standard of financial administration on railways.  The Committee
found that the accuracy ol budgcting of revenue expenditure was hetter
than that during last vear. A remarkable improvement was noticed in con-
nection with the Capital Grauts in which the variation from the estimates
during the year was the lowest since 1932-1933. The Committee had express-
ed themselves in favour of the grant of a Development Fund for dealing
with railway capital expenditure, but in view of the considerations urged by
the Auditor-General and the Financial Commissioner, they were convinced
that no change in the existing arrangements was called for.  Reference is
made in the report to the experiment of placing the Railway Accounts
Department under the General Manager on the two State-managed railways,
to which reference is made elsewhere in this issue. The report expressed
the satisfaction of the Committce on the work done by the Central Stand-
ards Office which gave an impetus to Indian industry and thereby helped
to reduce the stores balances.

A ruling has been given as regards the principle laid down by the
Committee namely, that the accounts classification should follow the budget
and that the rectification of important errors should not be left over until
the next year. The classification referred to are as regards adjustments
between revenue, capital and depreciation fund transactions which affect
the revenue surplus payable to gencral revenues and transactions regulated
by contracts with railway companies. As regards the question of recti-
fication of errors—whether these should be restricted to the transactions of
the year in which the error was detecied or it should cover the transactions
of earlier years also-—the Committee expressed the opmion that each case
should be judged on its own merits hut that ordinarily there should be no
general reopening of past accounts. On the question of allocation hetween
revenue and depreciation fund, or expenditure written back from capital on
account of abandonment of projects, a re-examination of the existing
practice in the light of correct accounting principles was suggested.

APPROPRTATION ACCOUNTS OF RATLWAYS TN
INDIA FOR 1937-38.1

The Review of the Appropriation Accounts of Railways in Tndia pre-
sents a survey as during past vears of railway finance during 1937-38.

1 Appropriation Accounts of Railways in India for 1937-38. TPart T: Review.
Part I11: Detailed Appropriation Accounts isspned by the Chief Commissioner of

Railways,
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The main object of the review is a comparison of the actual expenditure
of the year with the grants and appropriations under the various heads of
grants voted by the Legislative  Assembly or sanctioned by the Governor-
General in Council. The variations from the original and final figures of
ordinary working expenses have heen a little over 1 per cent. and it is
explained that there were two disturbing factors for which in framing the
revised estimate inadequate allowance was made, namely, the increased cost
of materials and the difficulties in regard to coal supplies for railways.
Examining the detailed abstracts. 6-B Grant showed 2 considerable increase
a large part of which is attributable to the increase in the consumption and’
stocking of coal and other fuel and freight on coal. Grant 6-C has also
recorded a rise on account of the additional cost of repairs to the rolling-
stock, the higher prices of stores and the heavier repairs to wagons. The
remarkably close budgeting as regards works expenditure not charged to
revenue, rightly elicited the appreciation of the Public Accounts Committee

The review refers in detail to the cases of excesses or surpluses with
appropriate explanations under the different heads of railway budget;zrantq
The stores balances are slightly higher during 1937-38 byt expressed as;
proportion of the issues there was an improvement namely to 41 ~pe,r a
against 44 per cent. in the previous year.  There is an int \

. . eresting reference
to the return on the capital outlay on residential buildings. g

Part TI of the Appropriation Accounts presents th

: . e detailed accoun
for the year, on the same lines as during the recent ve :

ars,

ANNUAL REPORT ON THE WORKING OF THE
HOURS OF EMPLLOYMENT REGULATIONS DURING 1937.38

All State-managed Railways, together with three ;
managed systems, are now complying with the provisions of the Hours ¢
Regulations, savs the Supervisor of Railway T °

. -abour in his annual re
for 1937-38, on the working of the Hours of Employment Regulation ' ")I(‘)}:t
majority of railway servants in Tndia are now protected by the two.Tntere

national Labour Conventions. The total number of non-

on all Class I, Railways on March 31, 1937, was 649,07;12?‘:5&:}?%%)’;;;
were employed in the seven railways on which the regulat,iom were in f ,

Tn other words 77 per cent. of the total staff are now enjo ‘in ¢ n:) orce.
of the legislation. Joying the benefits

mportant Comp:my-

Although the regulations have now been in force for
the four State-managed Railways and the injtial
cation have mostly becn overcome, there is stil] room for im
partlcfuhrl.‘_' in classﬁcatwm. The position on the East Tndian arlplmgement
Bengal Railways, which was not so encouraging in the previ ( aSt}elm
| 0t $ . ( lous y
improved. 'The ge.neral application of the Regulations .on the )(?31'5» v
managed Railways is considered satisfactory, e

' several years on
difficulties in their appli-
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It is too carly yet to comment on conditions prevailing on the Bengal
and North Western Railway where the Regulations were brought into
force only on October 1, 1937, but it is observed that the number of staff
excluded from the scope of the Regulations is high.

The number of those who occasionally or habitually work beyond their
rostered hours, is limited to certain well-defined categories of staff such
as goods clerks and the inferior staff of the Transportation Department,
who are called upon to do the loading and unloading of ‘smalls’ in addition
to their normal duties. The factors that arc responsible for keeping the
goods clerks beyond. their rostered hours, and their habit of not keeping
their work wp-to-date, the inadequacy of staff particularly during heavy
seasonal traffic, the unsuitability of rosters and perhaps to a certain extent
the desire to avoid complaints from customers.

Efforts made from time to time to arrange for the periodic rest to
coincide with the calendar day have not been in vain. Except on the
M. & S. M. Railway, where the percentage of staff enjoying a calendar
day’s rest on the total staff has slightly decreased, the position on all other
Railways has improved. The goods clerks are sometimes found working
during their weekly rest periods. The delivery of perishables on Sundays
often leads to infringement. The Supervisor suggests that other staff should
be deputed or special arrangements made to deal with this work.

A large number of employees who until recently were classed as “inter-
mittent” staff are now classified as “continuous”. Whereas in 193637 the
percentage of continuous on the total staff (excluding those under the Factory
Act) ranged from 55 to 71 and last year from 548 to 71.6. The posi-
tion has improved on the B.B. & CI, G.I.P., and N. W Railways and
remained stationary on the E.B. Railway. The B & N.W. Railway
which has only recently come under the scope of the Regulations shows a
low percentage of 56:2, which, though better, than that of the M. & S.M.
does not compare favourably with the other systems.

As regards intermittent staff there is a slight change for the better on
the N.W. and G.T.P. Railways, practically no change on the E.I.,E.B.,
and M. & S.M. Railways, but on the B.B. & C.I. the percentage came
down from 27.6 to 23 and there was an increase in the percentage of the
continuous staff.

Occasionally it came to light that records of overtime work had not
been kept. In order to facilitate the control, the Supervisor suggests that
a separate register for this purpose should be maintained. Sometimes pay-
ment for overtime was delayed.  The Payment of Wages Act, it 1s hoped,
however, will put a stop to these delays, for its provision makes it obligatory
on the Administrations to pay overtime within the stipulated period.

Rarely have intermittent employces been found exceeding the limita-
tion of 12 hours’ daily duty. There is no justification for giving the
employees more than 12 hours’ duty at a stretch except at the time of
changing shifts. The allowances to all employces of eight consecutive hours
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break in every 24 hours, has improvec
S, ha ; on o H
VLA p almost all the Railways except
As the duties of the running F i
. es g staff present peculiar dj i hi
category of staff has heen excluded from the pr(p " fodes, this

. ’ stection affor
Regulations.  Mostly it has been found, however, that th(lzdf(()lstgy the
’ TS on

which these employees generally work, conform to the principles of th
8 e

Regulations, .l.t 1s hoped in due course to bring this cateeory 1
statutory provisions of the Regulations. gory ander the

In November 1937, following the res i
ments of the Government of Indi;’, thg (ff(tfcuftmticoi;?gm ‘Of th‘e Dtjpart—
Labour was transferred from the administrative (zonltmlw:(f)r lm Ra}
Board to that of the newly created T.abour Department t]) ‘UC Rallway
Labour Tnspectorate independent of the Railway [)epz‘lrtyrne:tl5 making the

lway

CEYLON GOVERNMENT RATLWAYS

The Report of the Acting Gener

ways, for 1938, discloses a gccreasealo?/[élln;égir’ceiiw?n t(}zlovemment R.ail—
as compared to the.previous year. The total reccipts :;mr(:untedgmss receipts
m}]lgons. Expepdlture has gone up from Rs. 18-7£ZO milli R a2
millions. The increase is attributed to increased maint;):asntc(; Rsf. e
;esa\g.lrﬁ):lglslizﬁg a]?.m}?rlmal‘ Tise in coal prices. The resultant d()eﬁcviioxrz\fs,
cha.n .es e, slightly higher than the figure for last year. The interest
ges Tor the year amounted to Rs. 6:596 millions which 1d N
met on account of the heavy losses in working. The tot lCOu not be
govzzfrg:gt 1.r;;:.luswe of the interest due for t}.le year S\oaw Sa:lr?oudlie o
o:the. b_)ml lfons. _It is reporte(l'that the observations made las:1 ear
stibject of road-motor competition still hold good and that untily:}?:i

: ¢ ' sSary power ¢ i :
(’)rv}ferlgidml%q ;t \ér]l not. be pgssri)ble tg Onrfei;:i(; Ortlhet:heplr)(e)sllzcnet thbaVOId
o wh\evn thz.toirs da; O_rt(i{llélﬁlce 15 expected to be brought into {orce ezf-fsf
el Whe 5 one, 1t 1s hoped that the railway will regain much of s
st business. hg retrenchment measures recommended hy th o Cons
1.m'ttee of the Advisory Committee mentioned in the rév' ) o Sub-Com
it 1s stated, been mostly carried out. At the request I:)f tll:)uerepOrt rave
Commission appointed by the Governor in August ‘]agt = e. Ct'l‘cnchfnent
and report on the ppssibility of reducing public\ expen‘dit} ar }to investigate
organisation, operation, staff cadres and salaries standard ur? I;y C.hanges ;n
ments. The Railway Department minutely examined tlieo it Ub!lc Depart
Government Railways and has proposed further retren hs1 waton on the
ca]gulateq to effect substantial reduction in workin 'C oo Trosures
Railway is making a genuine effort at a recapture ogf: lekgenses. .ThaF (he
from a reference to the additional facilities and new fea(;S trﬁ}fﬁc . ev1C!ent
r§n(]cred by the (}overnment Railways, such as low paqqeures ltfl fhe services
d\st.ances exceeding 20 to 25 miles in certain sectir;r;sngerd ares on short
ra.rdmary return and week-end excursion fares introduct] pution on the
tickets at substantially reduced rates from Ccy)lorr.xbo an(llon Ef C}']eap o
ceitres on certain days of the week, acceleration of the se(r)\tri:ers 1r:£ortant

PART I] OFFICIAL PAPERS. 31

Certain important statistics of working are given below:

STATISTICS OF WORKING ON THE CEYLON GOVERNMENT
RAILWAYS FOR THE YEAR, 1935,

For the year ended 30th Scptember

1937 1938

Awcrage Mileage Operated .. 1,063 1,063
Capital cost of coustruction (In thousands) .. Rs. 228016  Rs. 228123
Gross Earnings " .. Rs. 16305 Rs. 16,129
Working Expenses " .. Rs. 20,355 Rs. 20,268
Net Revenue " .. Rs. 4,050 Rs. 4,140
Opecrating Ratio .. 11482 12499
Percentage of Net Revenue to Capital

Number of Passenger Journeys (In thousands) .. 9,506 10,859
Coaching Earnings (Inc. Mails) " .. Rs. 7040 Rs. 7151
Goods in tons (Inc. Live-Stock) » .. 1,122 1,162
Goods Earnings " .. Rs. 8,742 Rs. 8,400
Passenger Train Miles ' .. 2,672 2,900
Goods Train Miles ” .. 1,581 1,160

NEW ZEALAND RAILWAYS, 1938-39.

The Railways statement of the Hon. D. G. Sullivan, Minister of
Railways, and the Annual Report of the General Manager of the New
Zealand Railways, present a record of satisfactory progress. The Minister’s
statement contains a broad summary of the results of railway working and
a reference to the long-range railway policy of the present Government as
regards railways. That policy was one of “handling the whole transport
situation in the general interests of public welfare”, of making railways an
instrument for furthering the Government’s general policy of economic
development and of reorganising the railways “to keep pace with the
Government’s desire for national recovery”. The results of the long-
range planning has, it is stated, been encouraging and increased activity
is in evidence in every department of railway working.

The Gross earnings for 1938-39 amounted to more than £9 1/3 millions,
8:24 per cent. higher than the record cstablished in the previous year.
Working Expenditure was just under £8 2/3 millions or 8 per cent.
more than in 1937-38, more than half the increase being due to increased
wage costs. Operating revenue shows an increase against all the heads,
Passenger and Goods: The net revenue amounted to £701,000 which was
short of the interest charges by £1.7 millions.

Mr. G. H. Mackley has given a full account of all the activities in his
detailed report.  Amongst other developments may be mentioned the revision
of the rating system by which the two highest merchandise rate classes (A
& By were merged in the third highest class, as a result of which the com-
modities which were previously chargeable under classes A and B have now
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been afforded a much lower freight standard. The results of working may
be judged from the statistics of operation given below i—
STATISTICS OF WORKING ON THE NEW ZEALAND
RAILWAYS, FOR THE YEAR, 1938-39.
For the year ended 31st March

1937-
Average Mileage Operated . 3/.3;-3 19:;8;33
Capital cost of construction (In thousands) .. £63,189 £()7'()7(J
Gross Earnings " .- £8,634 {9’345
Working Expenses » .. £8,001 £3y644
Net Revenue » .- £033 270]
Operating Ratio .- 96:05 9573
Percentage of Net Revenue to Capital .. 1:15 1:23
Number of Passenger Journeys (In thousands) .. 22,441 23 é%
Coaching Earnings (luc. Mails) " .. £1,608 £1,73(,
Goods in tons (Exc. Live-Stock) » . 6,848 6’917
Live Stock in tons » . 668 ,662

Goods Earnings ” . £5.411

Other Services » .. £1.042 £5,695
Train Miles " . 12’778 ﬂ,MQ
Goods Train Miles N 7’ 456 13;.(5);3

H , 2

SOUTH AUSTRALIAN RAILWAYS, 1937-38
The Annual Report of the South Australian .
for1 the year 1937-38 reveals an increase in the t
to last year namely, by £52,895 to £726,843, hi i :
by £277,422 resulting in the total earnings of g?%éﬁ)@?i icreased
heavy increase in the Working Expenses due princip)ally, to ;h e[re Was‘ 0
A_\vards prescribing higher wages, short hours, additional en"e ndustrial
higher prices for coal and other materials.  The total worl\?‘m o cnarges,
a 1‘csu.lt of these factors rose from  £2,447,549 1o £2 7%68)”(5?“565 "
operating ratio rose to just under 84 per cent. The surplu; e ’3,8' The
working expenses was £542486 which was ing arnings over

! S ufficient ¢
charges and left a deficit as stated above. The tota] accur(l)lurljli:i tdh(:;i f:lxe‘d
working up to 30th June, 1938, was approximately £101 ehct Tn

there was a slight decrease in passenger earnings, There \\fél‘ml]llons while
minerals, larger receipts from freight traffic. © except from
The year under review witnessed further ;
and working conditions of the employecs.
Board of Industry towards determining the
adults, males and females, the minimum wage was raised f
12s. 4d. per day for males and 34s. 9d. to 3s 6d r?m Ly 74 to
week. The Commonwealth Basic Wage advanced : Ll
6d. to 12s. 4d. per day, as the whole of the
under the jurisdiction of the Commonwealth

Rallways’_ Commissioner
otal deficit as compared

mprovements in the wages
Followmg an enquiry by fhe
State Living Wage for the

. r females per
.(\furmg the year from 115,
daily wage employees came

Arhitration Court A
' | . wards
The total increasc in the expenditure as a resylt of these ¢ .

to £121.500 per annum. Another reform has he
tion of 44-Hour Week or 88-Hour Fortnight, the
be to increase the expenditure to the extent of £

hanges amounts
e?f the general introduc-
cttect of which also will
20,000 per annum,
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Other features on the results of working during the year may be
gathered from the selected statistics given below :—

STATISTICS OF WORKING ON THE SOUTH AUSTRALIAN
RAILWAYS FOR THE YEAR ENDED JUNE 30, 1939.

For the ycar ended 30th June

1957-38 1938-39
1. Average Mileage Operated . 2,550 2,557
2. Capital cost of construction (In thousands). 128,476 £28,614
3. Gross Earnings " .. £3,299 £3,133
4. Working Expensces » . £2757 £2,828
5. Net Rcvenue » . £542 £310
6. Operating Ratio . 83:36 90:09
7. Percentage of Net Revenue to Capital .. 1:43 0:60
8. Number of Passenger Journcys (In thous.). 17,032 17,529
9. Coaching Earnings (Ins. Mails) " .. £735 £759
10. Goods in ton (Inc. Live-stock) " .. 2,897 2,601
11. Goods Earnings " . £2,153 £2,301
12. Goods ton miles " .. 365,000 348,614
13. Train Miles ’ .. 0,111 6,177

KENYA UGANDA RAILWAYS & HARBOURS.

The Report of the General Manager on the administration of the Kenya
and Uganda Railways & Harbours for the year ended December 31, 1938,
is an interesting document. The financial results of working during the
year disclose a decrease in earnings which amounted to £3.17 millions as
compared with 1937, but a continued increase as compared with 1936.
Ordinary working expenses were higher than last year namely £1.59
millions as against £1.46 millions in 1937. The gross surplus was £1.57
millions. The operating ratio was slightly over 50 per cent. the rise being
attributed to reductions in rates and fares and the increased cost of coal,
stores and materials. Contributions to the Renewals Fund per mile on an
average rate of 24 per cent. on the capital value of railway wasting assets
and at varying full life rate on other assets. The Railways including Lake
and Motor services showed total earnings of £2.66 millions and Ordinary
Working Expenditure was £1.40 millions. The Net Revenue after allow-
ing for the payment to the Renewals Fund was £914,646. After allow-
ing for interest ( £542,119) repayment charges (£105,717) the net surplus
amounted to £251,707. '

Examining the earnings under the main heads, there was an increase
in passengers, live-stock and miscellaneous; but a very heavy decrease
occurred under goods and parcels, luggage and mails. As regards goods
traffic freight ton miles moved recorded a large increase namely 36 million
ton miles of public traffic as compared to 1937.  But freight receipts were
down by £52,000 on account, it is stated, of the rates reductions introduced
at the beginning of the year and alteration in the balance of traffic. As
regards Ordinary Working Fxpenses there has been a rise under all heads
except motor services. As regards the details of working the General

5
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Manager has presented a record of cfficient
heads. The financial position of the adminis
seen from the figures given below.

wm:kmgr under most of the
tration s sound as may be

A more sucgcssful way of approach has heen
as regards securing co-ordination of transport B,
th.e year 1938, as a result of the amendmexzts t
High ‘([joriqmissioner for Transport has been giv()exz
ment “relating i I
e roztld bmt((])totresé):z?:crssh(lp, clon‘trol, w.orking or management of an
raibeay ooad motor services 3r C,1att services, ports, harbours whax‘vc};
o steamship services with )t plcrsons,.corpo‘rate body or auth’orit c‘ ‘
O o e cumers ag,’ onlro , working or management” and toy Oln_
iy interest acquired in y suchagreementpart of the services and to mtzll o
so good a record behin Fl-oney W comnection with such agreeme With
: d it the railway looks forward She futice o
complete confidence, despite the disturbed state of t;(e tol ﬂ]l‘i i
whole world.

tempted during the year
It is reported that during
he Orders in Council, the
power to enter into agree-

STATISTICS OF WORKING ON Tk

RAILWAYS AND HARBOURS FOR KENYA & UGANDA

THE YEAR, 1938,

For the year ended 31st December

Awerage Mileage Operated 1936-37 1937-38
Capital cost of construction ; 1,622 1,62
Copial cost o (In thousands) £22.030 fzz',ghz
Working Expenses ’ - £2,716 £2,659
Net Revenue ) a £1,261 £1,397
Operating Ratio " " £584 £28
Percentage of Net Revenue to Capital Ny 39:16 65:60
Number of Passenger Journeys (In thousands) .

Coaching Earnings (Exc, Mails) " B 771 892
Goods in tons (Inc. Live-Stock) " - £193 £194
Goods ton miles ) - 1,656 1,79
Goods Earnings (Exc. Live-Stock) |, B 504,274 536’944
Other Services " . £2405 £2,353
Passenger Train Miles ’: . £117 2112
Goods Train Miles ¥ B 402 407

NOTES AND MEMORANDA.

RAILWAY ACCOUNTS DEPARTMENT. UNDER
EXPERIMENT. ,

Tn a2 memorandum of the Railway Department submitted to the Publie
Accounts Committee this year the subject of the working of the experi-
mental transfer of Railway Accounts Department to the General Managers
is discussed in the light of the experience of the past year. Satisfaction
iz expressed that the “new system has led to an increase in the utilisation
of the services of the Financial Adviser and Chief Accounts Officer to the
Railway Administration”. The Auditor-General according to'the wishes of
the Public Accounts Committee had submitted a memorandum on the
arrangements made of the N.W .Railway for controlling the Railway Accounts
staff through the Personnel Branch. This Branch is intended to ensure
uniformity in the application of service rules and regulations and discharges
the functions of an cxpert adviser in this matter to the General Manager.

The Auditor-General states in his memorandum as follows:

The orders transferring the Chief Accounts Officer and the department under
him to the control of the General-Managers on the Great Indian Peninsula and the
North Western Railways were issued on the 315t October, 1938, It was necessary
{hat various important points should be discussed and decided before the final
arrangements for the introduction of the scheme could be settled and the experi-
ment cannot be said to have becn properly in operation until the spring of the
current year. In order that the Auditor-General should be fully associated with the
detailed arrangements for working the scheme a conference was held by him with
{he Chief and Financial Commissioners of Railways and the General-Manager and
Chicf Accouuts Officer of cach of the railways  concerned. Thie Auditor-General
also visited the Great Indian Deninsula Railway in Bombay and the Deputy Auditor-
General as his representative, the North Western Railway in Lahore, and on the
occasion of these visits further conlerences were held with the General-Managers and

the Chief Accounts Officers.

So far the attention of the Auditor-General and of the Railway autho-
rities had been concentrated on sccuring that the conditions and arrange-
ments for the proper conduct and observation of the experiment were pro-
perly conceived and effectively put into operation. It is possible to give
some assurance on two points:i—

(@) A satisfactory definition has becn made on both Railways of the relations
of the Financial Adviser and Chicf Accounts Offteer with the General-Manager and
through the General-Manager with the other heads of Departments on Railways.
These definitions provide for the utilisation of the Financial Adviser and Chief
Accounts Officer as a Financial Adviser to the General-Manager and to all depart-
ments, They also provide for the participation of the Financial Adviser aud Chief
Accounts Officer in inter-Departmental conferences.

(b) A satisfactory system has ‘heen evolved whereby the Railway Audit Branch
can observe the detailed working of the experiment on hoth railwa ——

both cases. The first tendency to associate the Railwaff” Aubi

YN 4 ';"I!
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a mass of detailed railway work from which no particular deductions, could
be drawn, a tendency which would have led to the slowing up generally of
work at the headquarters of Railway Administrations, was resisted, and it
may now be accepted that the Chief Auditors of the Great Tndian Peninsula
Railway and of the North Western Railway see all the material which they
really require to enable them to form a considered view of the working of
the experiment but that the system of obscrvation adopted' does not hamper
current administration,

Owing to the limited time during which the experiment has been in full
operation and to the necessarily small number of cases seen by the Railway
Audit Branch from which any reasonable deductions can be drawn it is not
yet possible to give any final view of the working of the experiment. The
material available from a few months’ observation is too scanty to form the
foundation of any decision. The experiment will have to continue for
another year before anything like a conclusive report from the Auditor-
General’s side at any rate, can be submitted. ’

So far two impressions have been recorded :(—

(@) The introduction of the new systern has led to an increase in the utili-
‘sation of the Financial Advicer and Chief Accounts Officer as the Financial Adviser
of the Railway Administration. This view is held by the Financial Advisers and

Chief Accounts Officers of both the Railways concerned and accepted by the Chief
Auditors.

(b) There has always been in the minds of the Audit authoritics a reservation re-
garding the effect of the new system upon the independence of the Ratlway Accounts
staff. Both in financial cases and in the exercise of internal accounts check | the accounts
staff must be expected and feel free to maintain a critical, though of course impartial,
attitude.  This is essential if the Accounts Branch is to play its proper part in adminis-
tration; and the accounts branch must have conditions of service which conduce to this
end. On the Great Indian Pcninsula Railway the control over the accoumts establish-
ment is exercised by the General-Manager through the Financial Adviser and Chief
Accounts Officer and it is unlikely that the new system will have any unfavourable re-
actions on the accounts staff. The organisation on the North Western Railway, how-
ever, is peculiar int that the control of all staff is exercised by the General-Manager
through a Personnel Branch represented by a Deputy General-Manager, Personnel, at
Headquarters and by the Divisional Superintendents through Personnel Officers in all the
Divisional Officers. The General-Manager of the North Western Railway has insisted
that the arrangements for controlling the accounts staff should conform to the
arrangements applying to' the rest of the Railway staff, and that, while control and
disciplinary action in specifically technical matters may be exerciscd by accounts officers,
general control, which would include powers of promotion, major punishments for

offences of a general character, should be exercised by the heads of departments to whom
the accounts staff is attached, working through the P

administration up to the General-Manager in the last
siderable change in the authority of the Financial Adviser and Chief Accounts
Officer vis @ vis memhers of the accounts staff. The arrangements have, however,
been accepted experimentally for 6 months under cortain safeguards which should
operate adequately if the General-Manager himself in his daily prz;ctice recognises

tl?c principle already indicated, namely that a certain measure of independencel of
view on thc’ part of the accounts staff is a necessary complement in the Railway
organisation or any other husiness organisation taken ns a whole

' The Auditor-General presumes that it is recognised that in the end he
will only be ab!e to pronounce upon the success or otherwise of the experi-
ment from a limited point of view. The Auditor-General should be able

ersonnel hranch of the railway
resort.  This involves a con-
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to report through his Chief Auditors whether there has been any diminu-
tion of regularity in financial practice and procedure, or any diminution in
facilities for audit check. Whether the experiment results in the admini-
stration of Railways being more efficient or more successful financially is a
point on which the opinion of the Railway Board will neccessarily bé of
more value than the opinion of the Auditor-General.

DEPRECIATION FUND TRANSACTIONS. )

The Public Accounts Committee recommended last year that the Auditor-
General should look into the accounting arrangements and suggests measures
to prevent large variations between actual adjustments i transfers to and
from the Railway Depreciation Fund and the estimates for these transfers.
The matter was considered by the Auditor-General and the results have
been recently state(} as follows :—

In the case of appropriations o the Depreciation Reserve Fund. the contribution
to the Fund is calculated at 1j6th of the total capital owtlay to end of the previous
vear. When the budget is Tramed the capital at charge “to end of previous yvear
cannot be known'. The difference hetween the actuals and the cstimates is, there-
fore, inevitable.  An examination of the figurcs, ‘for the five years 1933-34 to 1937-38
has, howaver, shown that the differences are comparatively insignificant.

As regards appropriations from the Depreciation Reserve Fund, the
difference between the practice in the Railway Department and that in other
departments is that in the case of the latter the provision for capital (in-
cluding renewals) expenditure is made for the net amount while in the
case of the former the expenditure from the Depreciation Reserve Faund
is fully voted under the Railway separation convention.  The provision for
this expenditure is made in Demand No. 120 along with the provision for
capital expenditure proper. The adoption of the procedure obtaining in
other departments of showing the appropriation from the Depreciation
Reserve Fund as a deduct item would not by itself obviate large variations
between the estimates of expenditure and actuals but would merely tend to
obscure such variations in the presentment of figures in the Appropriation
Accounts. It is felt also that it would be unsuitable to change the svstem
of budgeting under Demand No. 12 while the separation convention is
still valid. The question of making actuals correspond with grant to a
greater degree is bound up with the more gencral one of the improvement
of budgeting under Grant No. 12 as a whole. The Railway Department
have already issued instructions fo all concerned to include in the budget
only such projects as have reached maturity, except those of an urgent
nature or having aftractive revenue prospects. It is hoped that this will
result in improvement in the cstimating of capital as well as renewals expen-
diture. ' - :

In the circumstances the Auditor-General considers, and the Govern-
ment of India also agree with him, that no change is advisable at present,
especially in view of the changes that will follow the establishment of the
Federal Railway Authority. ° :
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CAPITAL EXPENDITURE INVOLVED IN THE REPLACEMENT
OF MACHINERY AND PLANT.

In response to the wishes of the Standing Tinance Committee a note
has been circulated by the Ratlway Board to the Committee explaining the
disparity in the amounts allocated to Capital and Depreciation Fund.  In
the case of replacements to Machinery and Plant:

The disparity mentinned above had attracted the attention of the Toard
in its preliminary examination of the works programme for 1939-40 of the
South Tndian Railway. Tt was subsequently noticed that on many railways
a considerable portion of the cost of replacement of machinery was shown
as a charge to capital. The question was examined accordingly in detail
with reference to the programmes of all railways generally, and the result
is stated below.

Tn the case of replacements of most of the important assets, such as
rails, givders, locomotives, carriages, wagons, ele., definite formulae have
been Taid down for measuring the value of the improvement involved in
replacement, and  this improvement is  treated as a legitimate charge to
capital.  Dricily, the value of improvement in rails and girders 1s measured
by weight, in locomotives by tractive force. in carriages by floor area, in
wagons by carrving capacity and so on.  When the application of these
formulac reveals no improvement. the entire cost of replacements is charged
to revenue or depreciation fund, although the actual cost of the new asset
may he more than the original cost of the existing asset. Tt has not been
practicable to devise such easily workable formulae for determining improve-
ment in the case of machinery. The output capacity of machine tools depends
on many variable factors and cannot be accurately defined. Further, among
the machines purchased to-day, there are onlv a few which had counter-
types 25 or 30 years ago.  The simple cost basis has, therefore, been adopt-
ed for the purpose of allocating hetween capital and revenue-depreciatinn
fund, the cost of replacement of machinery, that is, the excess of the cost
of the new machine over the cost of the one replaced, is charged to capital
which bears, therefore, the whole effect of the increase in prices which has'
been substantial during the past 25 vears. The output capacity of machine
tools has also increased, but hardly in proportion to their cost.
machine tools are sold at particularly high prices, and the m
cost and output capacity has been widened. Carrying out
unit cost basis conscquently results in heavy debits to capit

At present,
argin between

renewals on a
al.

It must also be borne i mind that, in connection with the drive for
more intensive use of rolling-stock, it is a matter of very great importance
to reduce the number of days the stock remains in the shops {or repairs
and overhauls, ete.  While replacing old machinerv, therefore OPDOI‘tu;lit
is taken to obtain new machines which will ensure 5 quicker ’OUttum 'm(}{
such machines are more expensive.  This is another reason why the ’(l;bit
to capital through the replacement programme appears to he disproportion-
ately high. .
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Arrangements are being made to give in the programmes in future a
more detailed justification for the provision of machine tools with output
capacity appreciably in excess of the capacity of the machines to be replaced.
The Standing Finance Committee will then appreciate more precisely the
need for the capital expenditure proposed in the programmes for replace-
ment of machinery.

THIE PROCEDURE IN RESPECT OF SUPPLEMENTARY
GRANTS.

Tn the meeting of the Standing Finance Commitice on September 20,
1939, the procedure proposed in respect of  Supplementary  Grants was
approved :—

(1) In cases where supplementary demands, once approved by the
Committee, had to he subsequently increased and their revised
approval sought, they should be furnished with more detailed
explanations showing the particular directions in which new
and unexpected circumstances had arisen and the additional
expenditure attributable to cach of those special circumstances ;

(2) Some finality should be reached in  respect of supplementary
demands when the budget is presented to the Assembly, any
excess occurring later being dealt with in due course under
the prescribed procedure.

As regards first point Government will make every cffort to comply
with the Committee’s wishes and to place before it the information asked
for. As regards the second point, the legal position is that under Section
162 (1) of the Manual of Dusiness and Procedure in the Legislative Assembly
“an estimate shall be presented to the Assembly for a supplementary or
additional grant when the amount voted in the budget of a grant is found
to be insufficient for the purpose of that year.” Thus an obligation is
imposed on the Government to place a supplementary demand before the
Assembly, if, between the passing of the budget and the end, of the year, it
is found that a further supplementary demand is necessary and if the busi-
ness of the Assembly admits of such a demand being placed before it. Tt
is, however, recognised that there is some force in the implication behind
the suggestion, the implication being that supplementary demands should
be considered at the same time as the budget estimates. It has, therefore,
been decided by the Government of India that supplementary demands for
Railways should be placed before the Assembly along with, or about the
same time as, the budget estimates. Later on, if a further supplementary
demand is found nccessary, it shall also be placed before the Assembly if
the business of the Assembly permit.

MORATORIUM EXTENDED.
In the recent session of the Legislative Assembly Hon. Sir Jeremy
Raisman, Finance Member, moved the following resolution :—

That this Assembly recommend to the Governor-General in Council that railway
revenues be declared not liable before st April, 1942, or lLefore the fixation under



40 RATLWAY ACCOUNTS AND F :
UNTS AND FINANCE. [voL. vi1

section 187 (1) of the Government of la / 3

tained for In‘«h:m Statc-owned railways o balance ontstanding O:L;KT\C 1‘}1!1(] b L
loans t;xkg(\ from the fund to weet railway deficits or 1o I)iy 1'0 (b‘t f‘:plrll 1937, on
any contributions or deficiency in contributions due under the '(.m‘u‘-ﬂ Rcwenue‘s
Ass;ml:ly of the 20th September 1924, in vespect of the period 1 resolution of this
April 1931, and ending on the 31st March 1939, period begining ou the 1sy

111. effect thii means that the position permitted under the moratoriu
resolution of 1937, under which railway surpluses were appropriated withoTt

meeting the liabilities on account of the withdrawal from the Depreciation

Fund and the unpaid contributions would continue for over a iod of
o o ) period o

2 years. Thrs. has been the rather unfortunate result of the conitit tional
arrangements mtroduced in connection with the inauguration of P Ou -101?31
rovincia

A'Amon‘omy. The Ncimeyer Order in Council tied up Central i
cial Finance in a manner which makes it difficult to avoid thisra Iam('l | rovin:
of a specch Siv Jeremy expressed his appreciation of the‘ .is n' th'e volvad
such as o deal in the revision of the Separation Convcntionsu}t‘lS I'HVOI'V'Cd
of railways to build up reserve under the present system {lt efl'nablhty
deal with the important questions of amortization o% dcb£ ax]lil rael(llur(i' .
uction

of railway capital.  He was prepared to undertake the examination of thi
moratorium. The resolution was adopted by majority ot this

MANUFACTURL OF LOCOMOTIVES IN INDIA.

Proposals under Consi ;
A onsideration, —M .
-—nletre gauge | .

T o A i gauge locomotive for th
E{)zx1l)a}\\{,<le()<lla aml'Ccntlal India Railway have heen manufactured i :} .
mer Works 5 L veare ot *( 1 th
m{d’ Ccntr'll\h]flpb ’I?f,ls‘?mg years past.  Recently the Bombay Barodz

and e : 1.aH Natway's - requirements of metre auge 1!)C:>mot'
wereased appreciably s Dol . £ :
ed ppreciably and the possibility of undertakine wor ves
other Railways was considered in order g - aking work on behalf of
\ . - or hat there i RPN
employment for the labour previously in service tlUL might be continued
b lere.,
().wmg to legal difficulties arising from the ¢
manutaciure v > B , .
man ;1 }u e :;l\ th; 'Lr)mba), Baroda and Central India Railway of 1
co N . . e Ay -
0t .L.t~ olr other \:)111\\'&)5, necessary legislation to cnable this t) (t; doco
ulab 1]n rod ua'ed m Parliament and passed.  As a resylt of t}b. o be done
Tacs Toeam ot voe Fae tha A .. Ms
1t‘ass tonxxpotnu. ti)x the Assam Beugal Railway are now und ' Dine YD
on a mer sootiations o 1der construc-
jmer.  Negotiations are also in hand with a view to the B trucl
‘ ¢ Benga

e Jailar .
and North Western I.\a\l\\ ay also placing an order for the ¢ :
certain YD class engines at Ajmer 1€ construction of

xisting Act prohibiting the

Ten XT Class locomotives r i
( s recently sanctioned hy 5 i 1
b 18 L by the St: r F
Compnttu for I.\aﬂways for the North Western Raih:vay Z;;I;ri(tht];]& 1;1922812?
requirements will alsq be constructed by the Bombay Barodz; an((i Central
India Railway and with these vrders in hand it is e);pected that thecﬁ)cs-

motive building section of the Ajme e . :
employed up to the end of 1941, pmer Workshops will be reasonably well

In addition to the action the Railway B
respect of the locomotive building at Ajmcry
possibly two officers on speci
structing broad g

oard have already taken in
they propose to appoint one or
(?1 duty to examine the practicability of -con-
auge locomotives on a limited scale, in one of the existing
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State-owned railway Workshops in India. suitably extended and equipped
with the necessary additional plant, machinery, equipment, supervision and
labour. These officers will be required to prepare estimates of the expendi-
ture involved in making the necessary extensions and providing the addi-
tional machinery, ecte.. required in some existing workshop for undertaking
the work of building hroad gauge locomotives.  They will also prepare
estimates of the cost of construction of ditferent classes of locomotives in
these shops for comparison with market prices.

When this detailed examination has been completed, and the plans and
estimates of the financial implications have been thoroughly examined by
the Railway Board the matter will probably again be placed before the Stand-
ing Finance Committee for Railways with the recommendation of Govern-

menut.
PURCHASE OF TOCOMOTIVES FOR INDIAN RATLWAYS.
In reply to request for information on the purchases of locomotives for
the Tndian Railways, the following  statement was  presented during the
sarlier session of the Assembly this year i —
STATEMENT SHOWING PARTICULARS OF LOCOMOTIVES
PURCHASED OUT OF INDIA DURING 1933-36, 1930-37 AND 1937-38.

1935—36 1936—37 1937—38
Railways. Country Country Country
from . from from
No. pur e No, pur- s No. pur- b
chased. which chased. which chased. which
pur- pur- pur-
chased. chased, chased.
|
Broad Gauge. !
Eastern Bengal .- .. . . .. .. ..
East Indian .. 14 Germany 10 Germany 8 England
Great Indian Peninsula .. e 2 England *1 England
North Western . 15 Germany .. 8 England
Bengal Nagpur .. . . 2 England
Bombay, Baroda & Central ‘
India . 11 England I . .. ..
Madras & Southern Mahratta .. .. .. 2 England .. ..
South Indian . 7 England . . 4 England
Metre Gauge.
Assam Bengal . 6 England . .e 4 Germany
Bengal & North Western . 8 England | -.. . 9 England
Bombay, Baroda & Central
India . o . . .
Eastern Bengal e . .. . .. ..
Madras & Southern Mahratta.. .. e .. .. 5 England
Rohilkund & Kumaon . . 4 England 4 England
South Indian . . . . .. 2 England

* Electric Locomotives.
+ Diesel-electric Shunting Locomotives.

6
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REVENCE DERIVED FROM RENTS AND LICENCE I'KES,

In answer to a question, the following statement was Placed on the
table in the Assembly presenting the details of the revenue reccived from
) I M N AR N e R . 1o M M
Rents and Licence  Trees on the State-managed Ralways during the last
year.

REVENUE.DERIVEI,) FROM RENTS AND [LICENCE FEES, ETC,
ON STATE RAILWAYS,

E;isl(“l‘n Ea§t Great Indian } North
)prxga[ In.dx;\n Peninsula Western
Railway, - Railway, Railway. Rutlway.
LIS > {
Rs. a, Re, a. Rs. a, Rs, a
(#) Rent for refreshment rocms. . 552 0 41,176 § 11,465 0 t Nil
(17) Rent for other premises .. 4,380 0 40,000 0 65 140
(i) Auction of salesman’s con- , 10360 €346 1
tracts .. Nil 35,930 0
(fv) Licence fees charged from ' L3S 0 '
stall holders - L 10,629 8 1145370 8% 7,152 0 Nil

AMERICAN DECISION ON REPLACEMENT eerss
RETIREMENT BASIS OF DEPRECIATION
ACCOUNTING FOR RATLWAYS.

]‘n connec.ti.()n with a recent attempt by the Canadian Government to
establish a uniform classification of accounts one of the important prin-
ciples to be decided was the  question of proper zu‘muﬁtino‘l fm’( Ch&lﬂgcs
to property. There are two methods of accountine for pmpm: v L‘h;m(sz m
vogue: Rc'tlrcmcnt Accounting, in which upon rqﬁacuncnt of i)l‘()])tl';\' the
old is written out of the lovestment Account and the new \{'rittc’n’ in;
arzd) Replagcmcnt Acqnmﬁing, m which only the letterment features of a
E;‘l\chlz\)}éit?yr(,ni&\il?l%uh?ﬂl. Under Retirement Accounting, changes in

: (}-L reflected i the Inyvestment Account, while under Keplace-
ment accounting these changes are absorbed i expenses.

In reply' to a question the Committee of the Accounting Division of
the Association ‘of American Railroads reaffirmed its pr)\‘iti?m previously
taken by thc.Radw-ay Accounting Officers’ Association as {() the soundness
of the principle of Replacement Accounting and held that from present
revenues, the carriers shoyld currently maintain their property: that the
replacement of property in knd is maintenance chargeable :1gnzms‘t current

e e P - — .7‘—#4_*’_”_'/
*.Thc North Western Railway
experimental measure ¢
N 3y
Hindu sweetmeats
for the combined

does not auction salesman’s contracts, but, as an
the contract from the Delhi- Hindy refreshment room, the
and tea stalls was put to fender, Rso 7,023 per annum was accepted
the contract from the {5¢h [Fehruary, 1947,

T Licence fees are not  realised from

. Cstall-lolders paying  rent.  This amount
represents fees charged from vendors for e

hawkers engaged by them,
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income; that when Dbetterments are involved in replacement only the cost
of betterment features is a proper charge to capital; and that in the re-
placement of property with or without betterment. current income should
absorh the changes in price levels,

THI: SQUARE DEAL REPORT IN GREAT BRITAIN.

The recommendations of the report are:

That the present svstem of control of railway freight charges should
e abandoned.

That subject to certain safeguards, the railway companies should he
entitled to make such reasonable chavges as they think fit.

That the safeguards for trade and mdustry should take the following
jorm:—

{a) Periodic conferences on a voluntary basis;

(b) Existing rates and charges not to be increased save by agreement
(by the appropriate  conference in  the case of a general
increase, or by the traders concerned in the case of an ndi-
vidual inerease) or by the authority of the Railway Rates
Tribunal;

(¢) A right of appeal to the Tribunal as to the reasonableness of
any charge.

That the safegnards for other forms of transport should be—

(a) Periodic conferences on a voluntary basis;

(b) Agreement as to rates with the road haulage interests [subject
to the provisions of () above];

(¢) Certain specific provisions to prevent unfair competition.

The Council have reached the conclusion that-—

“In existing circtmstances a material relaxation of the present statutory control
of charges is nccessary to assist the railway companies in overcoming the difficulties
which they claim to arise from that control, and to cstablish conditions which in
their view and that of the other transport interests will provide a favourable approach
to the ultimate objective of co-ordination” (Para. 14).

On the question of co-ordination, the report adds: ““We propose and
desire to emphasise that any Act that may be passed as the result of this
report should be regarded as a temporary measure to meet an cemergency
and should bhe limited in its duration to a period of not more than five
years, or such shorter period as may be necessary to establish such a degree
of co-ordination as will avoid unnecessary overlapping of services and un-
economic competition’’.

In view of the large measure ol agrecment which has been reached,
and their proposals for safeguarding other interests, the Council recom-
mend repeal of the present statutory provisions regarding—

(a) Classification of merchandisc and standard charges.

(b) Exceptional rates and agreed ¢harges.
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(¢) Adjustment of charges to produce standard revenne.

(d) Fquality of charge and undue preference.

() Dlsmtch_'ahon (i.c,
much 1s charged {
terminals) .

analysis of exceptional rates to show how
Or conveyance, station terminals and service

The Council were unable to reach agree
rates, and make no reconunend
of major importance,

_ reement as to the publication of
ation on this point. which is admittedly one

' .Havmg regard to their other recomimendations, the
opmion that the provision of the Railwavs Act
- i ’
“Standard Revenue”

Council are of
. 1921, Tinking rates with
will no longer he appropriate.
o~ S i . y . ol 3
. The Council’s proposals for saleguarding trade
maly on two gencrally similar agreements
companics, on the one hand, and the Trader’s Co-ordinatine Commitice on
. - v -~.‘ . 1 1
Tran;p(;rl and the agricultural interests, on the other.  These agreements
are of the first 1 ance; the general princi ing them »
¢ tirst importance ; the general principles underlying them heing :—
(1) The setling up of - conferences to consider
rathway companies for any general

and industry are hased
reached hetween the railway

proposals hy the
T merease of existing charges ;
F LE¢ O 23 f- - ‘
(i) 1 df]lm;: agreement on any such proposal at he appropriate con-
erence, the givi s i i
crence, the giving of one month’s notice by the railway com-
pany or companies concerned of their intention to bring the

increase into force and the automatic reference of the matter
to a Tribunal for determination »

(i) That giving of notice hy the

rallway companies of increases i
hat ¢ anie: ses in
individual charges with 4 (

] ' ri,j:ht to the trader affected to take
them to the appropriate conference and the Tribunal:
() The right of any trader or body of traders

he to approach the
Tribunal to reduce any charge on the

hieh or that ground that it s (oo
ngh or that the charges made to other traders, with whom he

s 1o competition are Jow in relation to those paid by him; and

~ N - . N B . . . 'e
(z') The basis of the Trilwunal's determination in all cases (o be the

reasonablencss of the proposed charge.
It is not proposed that the confer
s osed that the conferences should be voverne ;

e oot proposed th on uld be gmungd by statute,
g of opmion that it is better to leave the position as flexible

as possible, in order that the parties may adjust the form. procedure and
scope of the conference to the nceds of the industry or district.

REASONABLE CHARGES.

In determining whether or not a charge is reasonable, it is proposed
that the Tribunal should have regard, inter alia, to the following considera-
tions ;—

(@) Whether or not the charge is detrimental to the public interest;

(h) Variations in the value of currency;

{(¢) The cost of affording the service or services i respect of which
the charge is made;
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(d) The existence of any alternative or competitive transport facili-
tics for the conveyance of the merchandise in respect of which
the charge is made, and the charges made for the carriage of
like merchandise by such alternative means of transport;

(¢) The effect of the charge on the financial position of the parties
concerned, cither generally or individually

(f) The charge made in other trades for the carnage of like mer-
chandise if it affects the trader concerned.

Rail-road Agrcements.

In regard to safeguard other forms of transport, the Council’s proposals
are based on agreements reached between the railways and the other inte-
rests concerned, these appearing as appendices to the report.  An essential
feature of all the agreements is the proposal for consultation on matters of
common interest with a view to an amicable settlement of differences.

Under their agreement with the road haulage industry, the railway com-
panies undertake for a period of two years that (save where the applicant has
failed to comply with the conditions of his licence)  they will not raise
objections to applications for carriers’ licences under the Road and Rail
Traffic Act, 1933, of the followimng nature:—

(a) The renewal. without any alteration, of existing “A" or “B”
licences;

(b) The granting of existing bauliers of A" licences for additional

vehicles;

(¢) The granting to existing hauliers of additional * 1" licences for
vehicles whose operations for hire or reward are limited to a
radius not exceeding 23 miles.

Consultation between the two interests is to be effected by a Central
Consaltative Committee (with power to appoint Regional Committees) (o
be set up on a voluntary basis to formulate the principles on which agree-
ments can be made as to the charges for the carriage of merchandise by
road and rail.

The Report recommends that effect should he given to the proposals,
in the agreement that these agreed charges, which will not necessarily be
the same for the two forms of transport, should be referred to a Tribunal
(the Railway Rates Tribunal suitably enlarged) for approval and should
then be made binding on the railways and on all road rauliers.  Adequate
publicity is to be given to agreements hoth betore and after approval.  The
Council also recommend that the traders should be brought into consultation
hefore charges are finally agreed between road and rail and submitted to the

tribunal for approval. (Modern Transport.)
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THE ECONOMIST ON THE “SQUARE DEAL"
PROPOSALS,
The Economist writes:

“These safcguards go far to allay natural uneasiness that the railways should
be granted complete absolution from control.  Their effectiveness will (fcpcn(l, m
large measure, on the streagth of the organisations representing the trader’s interest,
Their operativn, however, will Tie determined by the speed at which the entire trans-
port industry moves towards “ultimate ohjective of co~ovdimation.””  Co-ordination
is @ blessed word.  Among its manidold meanings, at least two almost contradictory
ones can he distinguished.  Co-ordination may mean such an organisation of trans-
port that tradie alwins . moves by the route and on the system whieh involve the
smalfest sociid cost; I s sense it wonld hivolve o decision that certain types of
traflic are soitable for the vl cond others Tor the roads and it would taie :u\‘:ly the
more coxtly varicties of the trader s present frecdom of choice. Or it nmiy mean
that the present compatitors strike a bargain with the object not so much of maxi-
mising their joiut cfticieney as of stahilising thadr present positions. In this mean-
ing of the word, the existing alternative and competing services would he Ieft in
existence. hut they would merely ceise to undereut cach other,

The preseut proposals have clements of Toth conceptions, But since they are
bascd an @ road-rail agreement it is inavitable that they fean to the seeond m('-;minjz
of co-ordinauon,  Possibly. i acsclomie of ditferential chareess trattic may e directed
to the syvstem hest fitted o bandie . Tt will be nerestinge 1o see (\x five vears'
time, how much progress has heen made on these lipnes, ’

The mterim period provided by the “Saquare Deal” Report, ]

1 1owever. may show
whether the more remuncrative trattic

can be shared 1o herter advantage with the
road hauvliers, so that the railwavs may make up the  erowing deficieney on heavy
goods.  The period muay he too short to reveal any dectsive result, l’cruhups, when
it has clapsed. more  Tundamental  treatment vy be nealeds Tt may le that the
tentative methods of negotiation which have arisen from the recent disenssions will
not function, even with the exercise aof the greatest soodwill an all sides,  Time
will e needed to sketeh even the outline of a co-ovdinated rates structure for rail
and road.  Mcanwhile, the transport uscr will cnjoy safequards, explicitly on {hc
rinl side and by mmplication on the road side. Out of this web of hitateral under-
standings o co-ordinated system of fransport may cmerge
be suppressed that it would  emerze i
mterest existed  Tetween rail and

Bot the refiection cannot
more quickly i full community of
road.  The ultimate 3
transport pays s way. and offers a reasonable returg u
the principal partners would have difticulty ju d
mvestment is, ,

mancial
problem s to ensure that
v its capital,  Both of
‘ ) cfining precisely what their capital
i But, <o fur as the transport user is concerned, it is faiy nerther to
ienore the soctal mmvestment in our highways nor {o refuse to consider ;\'hcther

economic changes lave rendered some part of past capital investiment in the vailways
e athwiys
redundant, L

HOLLERITIT ACCOUNTING ON SOUTIT AFRICAN
RAILWAYS CRITICISED., )
The Controller and Auditor-General of the Union of Seuth Africa in

his report on the State of Accounts of {he South African an
harbours for the financial year 1937-38 has made some interesting remarks
on the application of the Hollerith system of accounting.  This syst(;m it
18 stated, “was found ansatisfactory™ when appliecd to the Mcch;mi’cal
Department and the rough Stock-Dool:s iy the Stores Depots. The C!ﬁn-
troller and Auditor-General observed as follows:

Railways and

(a) _\(urlmniml Departinent . —The 1ollerith svstem was introduced for the
Incomplete Works Accounts at the Mechanieal Department, Bloemfontein. in September,

1937.  The mcthod followed in the application of this system of accounting necessitated
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profonged scarch to ascertain the partienlars and accuracy of the total expenditure
recorded avainet the individual accounts. The details were soobseured as to render
anelticient audit extremely dillicult; whereas the old methodeol eecording sach exgen-
ditnre on cards was casy of access and readily wvanlable Tor internad checks at all tmes.

In advising the General Manceer that T owas i oVl tmes ready 1o co-operate in
furthering the introduction of methods making for improved efheieney and cconemy,
f could not refrain from uttering @ note ol warning when, inomy opinion, the
foundations of interna! chicek and the diicieney of audit were being undermined.,

Alter the systen had been in operanion for some ten monihs, the General-Manager
informed me that as a result of investivations it had been decided to revert <o the
old practice of keepimg the acenunts on cards,

(h) Rowglh Stock Bockso—Reiference was tnde i the 193835 Roparty to the
abolition of the ropgh stocike hooks at certiin depots, and the matier was diseussed
by the Sclect Committee (R, & H) o 19300 In evidence (0. 799) the General
Manager remarked fler alic that he had given instructions for the rough stock hoolg
system to he reintroduced.

During the year, the Hollertth system was  applied o the rough stock hooks
therehy greatly impadring theiv value, Undder this svstem endries in these Looks are
recorded from Holierith totals  obtained same days  after the transactions in the
stock have taken place. Hitherto the operations with stack were vecorded daily in
the rough stock boaks frome the originad decuments and the position of the stock
at any enven date could be readily ascertained .

My dnspeeting officor s experieneed grear dithicnlty under the new system n Carry-
g out tests of the stocks on hand and o reply o my representations regarding
the posibion at the Stores Depot, Salr Ribver, the General Manager, on the 4th
February, 19380 ramarked Gider el —

.............. in common with the treduction of all new systems,  minor
ditficultics were hound to arise when the Tollerith svstem was applied. hut the con-
stderable saving in statl has more than jusaled fis funoyvation ™,

I am not opposed to the utilisation of the Hollerith svstem of accounting where
practicable hut where it v tends to weaken cotitrol wid presents dithicultios in sub-
sequently  aseertaining  cssential detailse then deimitely s adoption. 35 undesirable
and it s doubtiul whether a saving in stadl would in the end prove to he cconomical.

Further representations in connection with  the position at the Siores Depot,

Bloemfontein,  were made on 18th March, 1938 and on 3lst October, 1938, the
General Manager informed me:—
P [ have to advise you that at a meeting of Stores Superintendents

held on 24th Octobier, 1938, the present system of working in the Stores Department
was debated and fully considerced.,

As a result it has heen decided to revert to the practice of hand posting rough
stock books daily with ¢ffect from the Decembior, 1938, accounting month” .

REVISION OF RATING SYSTINAL ON THLE NEW
ZEALAND RATIAWAYS,

The New Zealand Government Railwavs have carried out a revision
of the scales of charges with the objective that fares and freight should be
brought into line with present day reguirements.  An essential feature of
the operations of a national transport organisation such as railways, writes
Mr. G. . Mackley in his report for the yvear 1938-39, is that the svstem
of charges should he governed by such prindiples as establish conditions of
stability and equality in its application.  Unfortunately, the conditions
obtaining during the past decade have precluded of this requirement being
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fully met, due to the fact that the relationship of the various scales of
charges has had to be adjusted from time o time so as to counteract the
effect on the railway fimancial position of the progressive attrition of higher-
rated traffic resulting from the continued development of road compcetition.

The citect of this trend is reflected in a lack of balance as hetween
the transport costs which different communities are required to meet, due
to the existence of a muitiplicity of “local’” or differential rates introduced
10 safegnard rail-borne tratfic.  In many cases trading interests have bene-
tited by what has been, in effect, a fortuitous reduction in transport costs.
Whilst the position thus created was quite acceptable to those favourably
affected, opposing interests in other areas which, in the absence of road
competition, did not enjoy the advantage of reduced freight rates complained
with some justilication of being deprived of the natural advantage which
they claimed they should rightly enjoy by virtue of their closer 1{;1'()xixxlity
to the common market.  There are many instances of this nature where
the trading relationship between different communities which h
under stabilized conditions has been subjected to distur
tion of differential freight rates. '

ad developed
bances by the opera-

The measures which have recently heen adopted with the
giving cffect to the Government's policy of co-ordinating the existing services
of transport on the principal routes throughout the Dominion and eliminat-
ing redundant units have resulted in a marked amelioration of the past com-
petitive conditions and so paved the way for a general reconstruction of
the rates structure along the lines previously indicated,

object of

As a major slep in this direction provision has been made for the
merging of the two highest merchandise rates classes (A and B) in the
third highest class (C).  Consequent on this adjustment those commodities
at present chargeable under classes A and B will enjoy a much lower freight
standard.

The lowering of the freight level resulting from the elimination of the
two highest-rate classes will have the effect of bringing the standard rates
within measurable distance of the many local rates now operating, and it
has therefore been possible to make provision for the elimination of many
local rates.  In some cases the transaction from local rates to the standard
charges will result 1n a shght decrease in the established transport costs,
whilst in others the reverse position will obtain. Such variations will,
however, apply only to goods conveyed to or from the specified points where
local rates now operate.  Any increase in costs incidental to the elimination
of the local rates will be offset cither wholly or in part by the application
of the reduced-rate standard to the large volume of goods transported
between points vutside the existing local-rates areas and which are at present
subject to charges at the standard rates.

Having regard to the general conditions as they now exist, the rever-
sion to stability in the matter of freight rates presents a problem of con-
siderable complexity. Taking all factors into account, however, the revised
scales incorporate many desirable features, and a more equitable distribution
of the incidence of the rates will be achieved from their adoption. To the
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extent that the adjustments are designed to provide the community as a
whole with the service of transport at a reasonable cost, and that there can
be no suggestion of the parochialism  which previously obtained m the
manner of their application, the concensus of opinion must {avour the new
freight schedules.

In order that the position relating to the tariff  revision should he
viewed in its proper perspective it should be borne in mind that the pro-
posals apply solely to goods coming under the heading of general mer-
chandise, which comprise approximately 8 per cent. of the total rail-borne
tonmage.  The lower-rated bulk goods, comprising in the main, commaodities
essential to industrial development and representing approximately 92 per
cent. of the aggregate rail-borne tonnage, are in noway affected by the
adjustments.

The effect of the alteration in the general merchandise rates may he
judged from the following figures :—

Present rate per ton.

New Rate per
Distance, Miles, e Ton, Class C
(including A & B).
Class A Class B

Sh., d, Sh, d. Sh. d,
30 . 30 10 26 3 22 6
60 . 55 9 47 3 0 6
100 . 7% 0 63 6 51 9
200 . 106 10 85 5 67 6
300 . 132 6 102 ¢ 8 6
400 . 158 2 114 10 93 3

Though the new tarili bencefits ordinary  merchandise goods certain
articles of a light bulky or exceptional nature and goods which require
special handling or transport bear a somewhat higher rate than class C.
As a result of this, secondary industries are expected to benefit materially
from the new freight schedules which are so based as to facilitate the
wide-range distribution of their products. It appears that these adjust-
ments have been welcomed by the manufacturing industries and the business
community .

NEW RAILWAY BILL.

The following Bill “further to amend the Indian Railway, 1890, for
a certain purpose,”” has been published in the Gazette of India. The
asterisks indicate the omissions. The bill has been amended by the Select
Committee ;(—
““Whereas it is expedient further to amend the Indian Railways Act,
X of 189. 1890, for the purpose hereinaiter appearing; it is
hereby enacted as follows :—

. 1. This Act may be called the Indian
Short title. Railways (Amendment) Act, 1939.



50 RAILWAY ACCOUNTS AND FINANCE |voL. vn
Tusertion  of New 2. In the Indian Railways Act, 1890, after
) b

Section 421 in Act. IN  section 42A, (¢ ¥

of 189, *) the following section shall

be mserted namely —-

. C . .

. ) iZl}. ﬁl) The Federal Railway Authority
ower - T 1av i3 e b 1601 .o 1 N

W wer o the Federal ay ( ) by general or special order fix maxi-

Railway  Authority 1o UM and miimum rates for the wl :

fix maximum and mini- "

mum rates,

! ; wle or any part
of aratlway v the i i el

bar l.;[“ ‘\I other than a minor railwav, )

prescribe the conditi ! i o

ton m- which such rates wi

oy hosuch rates will

(2) Any complaint  that a railway

any order issued by the Feder )

provisions of this section shal

aba administration is contrayvenmg
],11 l\mI\\':iyv/\uth()ril_\' m accordance with 1]12

be determined Iy that A
CHANGLS {N FORA AND CLASSIFICATION

There are }hrcc changes i form and classit
ance to he specially hrought to notice - h

athority "

ication of sufficient import-

1037 (1) \’\'itrhwthc mtroduction
)/, under the Government of India Acy 1935

police is panl by the railways (o the f’r g \~_‘~‘~ e
sgch charges for the  Siate-Mana red] il
Governments and  compan "
according 1o their contracts

of provingial ]
provimaial autonomy from ist April

he actual costof “Order”
' al Governments,  Previously
railways were )
e \\Ms were  borne by the local
| g amways - paid a fixed contribution
(i) The accounta] of unpaid w

altered. Aes of il

way employees has heen

All amounts (with the exception of ¢
are credited as receipts .
Wages™”

luri on capital :1cmun(tl[)mnlIlmm o niude which
e 4 halr < Haced in “Denosits i
during a half year and not paid it 111@1L11(]Ld fm} Peposits Unpaid

N of

year are wi AF oot
ar are with L’HLq from Ist April, 1937 adjusted i
g month (;.¢ AT Ty o sted my
; Oy April or October -
of W()rkmg CNDENSes | clober, as the ease mav had : .
Npenses inste : . . ase may he o e
sequent p,l’\.me]nts o t;llla}ta<1 0L as earnings as done pru}' )Ll) " ‘rlg]‘]““‘(;“
. A ¢ items thus adjuste Viously. he sub-
instead of to “Depoc i S aajusted gre debite ;
, €POsits— o P nted to working ex
ordered but ag’mll )rltts Unpaid W ages”. Such of the L“ orking expenses
Pt celurne oo L SC Day N ;7 c
1ed as mpaid are taken in "Cdukgi )"\ mL}ub “l are
! tion of working

w succeeding half
he accounts of the

expenses,

. (i) Under the new e
in 1936-37, when an asset v
like asset, or the original
to the depreciation fun n

ing the cffeet of the opel

allocation rules, as the

e v stood wli .
vas replaced, the ren introduced

cost, whichever w I.UH cost of replacement hy a
all cases wid Was greater, was to he chzn‘ng
ation of this rout any qualification.  On examin-
must necessarily include renewals 1}5 f}llc, I was found that, as yepairs
on railwavs Ty o S 6L mmor party ira C
on (1 ) (11'\b 10 Lh{llgc to the depreciation fmnll _tht.\. there was a tendency
sound principles of fi e atems of expenditur sel
R MANCE Wwere R CXDPCL 2 W 1
save working CIXI)(jns‘Q\‘ jl’tllltclc were properly debitable to I-LI\ Vlli(:]:uu 1\\3:)1(:“;
difficult in regard t;) B AU IRe cost of the depreciatinn h}n;d b Tu.‘ 150
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measure of nrudence . € decision was, therefor .
) ce, t . . ,» therefore, tal as a
H , to fix an arbitrary monetary limit and p’l e§c\r<'38é that
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all renewals, costing Rs. 2,000 or less individually, should, with a few
exceptions, be charged to ordinary working expenses and not to the depre-
ciation fund.

Again, aiter the introduction of the new rules of allocation in 1936-37,
some railways began charging the cost of all replacements and renewals of
haliast, however smadl they might e, to the depreciation fund, which was
not ihe original intention. Instructions, were therefore issued 1o railways
asking them to make a distinction, between block renewals and casual renc-
wals and charge the rencwals o1 the former class alune to the depreciation
fumnd . This distinction. however, appears (o have presented considerable
difficultics in practice.  Subsequently, it was also feund that, owing to a
misapprehension of the actual procedure which was in force in this respect
on some railways, the financial effect of the new rule regarding ballast,
epreciation fund had heen under-estimated.  Tefore the

renewals on the d
it was the practice on most railways to

introduction of these new rules,
charge all ballast rencwals, of whatever magnitude, to repairs (ordinary
working expenses). 1t was then decided that a reversion should be made
to this old procedure. The Auditor-General also expressed his concurrence
in the principle underlying this revision of allocation in the direction of
tightening up the control over debits to the depreciation reserve fund.
When the revised  estimates of 1937-38 incorporating this change were
discussed by the Standing Finance Committee for Railways, the Committee
also unanimously agreed that the  principle underlying the change was
sound, but some members of the Committee maintained that, in view of the
present state of the depreciation fund, which, in their opinion, was satis-
factory, the change referred to should he postponed to a future date. The
Railway Board, on further consideration of the matter, postponed the change
for the present, deciding, however, that the change referred to in the fore-
eoing paragraph regarding petly renewals costing Rs. 2,000 and below should
apply also to ballast.

A few railways failed to give full effect to the final change in the
rules and the result was a few misclassifications which are detailed in
Annexure ] to the Appropriation Accounts.



INSTITUTE NEWS.
NinTHH CONFERENCE,

The Conference of the Institute for the current year pro-
posed to be held in December at Delhi has heen postponed. It
was decided by the President and Council that in view of the
special conditions prevailing now owing to the war the Conference
should be postponed for the present and be held some time later.
The abstracts and copies of papers already forwarded to the Secre-
tary will, of course, be included for the Conference when held.
Men‘ﬂ)crs who mtend‘ submitting papers but have not done so are
rcmmd?d that the final date for submitting the abstracts of
papers is now extended to February 23rd, 1940.

INSTITUTE LECTURES.

According to the Programme of Lectures drawn up in July,
1939, the following lectures were delivered :—

“Balance Sheets” by Mr. S. C. C
< s by Mr. 5. C. Cooke, A.c.A., of Messrs. 1 :
& Lewes, Chartered Accountants. ’ cosrs. Lovelock

““Machine Accounti s Caleggita T
ntmg on the Caleutta Port Trust” by Mr. J. G.

Mair, C.A., A.S.A.A “hief
Mai Trust', -A., Deputy Chicef Accountant, Calcutta

““Some Thoughts About Depreciation

of Messrs. by Mr. W. J. Younic, C.A-,

) Price Waterhouse Peat & Co
The first meeting was h .
‘ _ g was held on August 25th. w; Ir. 8. C
Das Gupta, Chief Accounts Officer, 1D o with M. 3 C

chair . tast Indian Railway, in the

h t A %alg‘e number of members and others interested were
present and the lecture stimulated a vood deal of (I: i
good deal of discussion on

certain problems raised by the principles of the Balance Sheet
N 5"g(f)lcpse\c[onfl \letcktlure\}vas delivered on Friday September 8th,
d IJ- ML I e i,ee'()_ ’

Railway. ting Room of the Bengal Nagpur

Mr. J. G ir :
Port Comnzissigljer}\klgl ,'l DCI)U’[‘y Chief Accountant, Caleutta
of the svst ier's hailway, Caleutta, gave a brief description
e system of machine accounting on the Caleutta Port Trust
and explained the nature of the forms in 1156 and gr El:xleb
helped to produce the information required, to elitﬁitlat?ilelay};
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and facilitate checking. A large number of members, parti-
cularly of the Bengal Nagpur Railway, were present. Mr. I
T. Castells, who presided, said that he was already convinced of
the success of mechanisation. It was surprising to find that
opposite views were held on the subject. TIn his own raiiway.,
mechanisation had made some measure of advance and mechani-
sation, he was sure, was going to become in the not very distant
future an accomplished fact not only on Indian Railwayvs but
other Government Departments as well.  In his concluding
remarks, he thanked Mr. Aair, for his exceedingly interesting
lecture and he was himseli specially interested in the nicthods
discussed by him as regards stores and workshop accounts on
the Calcutta Port Trust.

Mr. L. A. Natesan, proposing a vote of thanks to the
lecturer and to the chairman of the meeting, said that all must
have benefited from Mr. Mair's discourse which was of remark-
able interest and value. From what they have seen'of Mr. Mair
he was sure the members would be glad to have the lecturer
again in their midst on a future occasion. On behalf of the
Institute, Mr. Natesan thanked him for having been kind
enough to accept their invitation and co-operating in the
lecture programme of the Institute. As regards Mr. Castells,
all of them knew how busy he was and it was very kind of him
to fill the breach occasioned by the unexpected absence of Mr. A.
Duncan. Thanks are, therefore, dae to him for having conduct-
ed the proceedings of the meeting that night.

The third lecture was given at a meeting held on September
22nd, at the East Indian Railway, at 5r.a. by Mr. W. J.
Younie, C. A., of Messrs. Price Waterhouse Peat & Co., on
“Some Thoughts about Depreciation”. Mr. B. N. Mitra,
Director of Railway Audit (retired) and past President of the
Institute presided. The text of Mr. Younic’s lecture on “Some
Thoughts About Depreciation” is reproduced elsewhere in this
issue. Mr. Mitra thanked the lecturer for his illuminating
talkk on depreciation and said that he himself had a great deal to
do on the subject of depreciation on Railways. He felt sure
that all those who were present feit indebted to My, Younie for
his paper.

Proposing a vote of thanks, Mr. Natesan said that the
members of the Institute were grateiul to Mr. Younie for the
stimulating discourse on a subject which was of as much import-
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ance to railway as to commercial accounting. He said that the
Institute has endeavoured to provide a meeting ground between
the railway and the public accountants and the co-operation of
Mr. Younie representing a leading firm of Chartered Account-
ants was most welcome. He announced that the discusssion on the
lecture will take place on a subsequent date to be notified later.

FLECTION TO VACANCIES IN THE COUNCIL
AND THIS COMMITTERS.

At a meeting of the Council held on August 5, 1939, during the visit
of the President to Calcutta, Messrs. T. K. Rajagopalan (Tellow) and
T. R. V. Sarma (Fellow) were clected to the Council.

Mr. R. P, Ray (Member)y  was clected  Member of the Editorial
Board.

Messrs. 5. C. Das Gupta (Fellow) and D. R. Carmody (Member)
were clected Members of the Finance Commiittee of the Council.

It was also resolved that the IExaminations Committee of the Council
be constituted of :—

Mr. T. 5. Sankara Aiyer, ¢.1.x., Dircctor of Finance,
.. T. K. Rajagopalan, Director of Railway Audit.

D. C. Campbell, Controller of Railway Accounts.

R W. 1. Butterfield, Chief Auditor, B.13. & C.T. Railway.
o 5. CoDas Gupta, Chief Accounts Officer, To.T. Railway. ’
»o A EC WL Jervis, Chief Auditor & Accountant, M. & S.M.

Railway.

o T.R. V. Sarma, Chicf Auditor, G.T.P. Railway.

THE A D RATLWAY LOCAL ASSOCIATION.

The Annual General Meeting of the A. B. Railway Local Association
was held on November 17th, 1939, and the accounts and report of 1938-39
were adopted. The following gentlemen were elected as members of the
Committee of the Association for the succeeding vear :—

Alr. S. R. Guha, Member.

« K. Ramachandran, Associate Member.
., B. K. Dey, Associate Member.

» A, K. Shome, Affiliated Member.

. Jyotilal Banerjee, Affiliated Member,
+  B. Bose, Affiliated Member,

The Association reports a year of sustained activity.  Of the lecturcs
and papers read may be mentioned “The Theory of the Powers Machines”
by Mr. J. H. Bavin, Vice-President of the Institute, “The Structure of
Traffic  Accounts™ by Mr. . S. Sachdev, “Revised Classification of
Railway Expenditure and Earnings” by Mr. K. C. Das Gupta and Mr. D.
K. Dev. The Local Association organised an essay competition and the
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three best essays in order of merit were  offered by Messrs. K.
Ramachandran, [Jyotilal  Banerjee and  Himangshu DBimal Tala.  The
essay which won the first price entitled "Ofice Organtsation™ was already
printed in the last issue of the  Journal.  We wish the Association an

NEW MEAMBERS.
The Balloting Committee of the Council have approved of the election
to Membership ol the Institute of the following gentlemen :—
Mr. M. R. Swaminathan, Accounts Ofnicer, 1.1, Railway.
o K. R. Rama Iver, Traflic Accounts Otheer, 15,1, Railway.
The following gentlemen have been  admitted to Membership of the
Institute :——
Mr. (. S. Kothari, Traffic Auditor, Gwalior Light Railway.
., Mobarik Al Asst. Auditor, 5.1, Railway.
., Amar Nath Grover, Divisional Accounts Officer, 2.1, Railway.



RAILWAY STATISTICS

Taprre L—Tex LEVEN Davs APPROXINATE

OF ALL S'r,\'n-;-owxw Ramw AYS,

Period,

Ten days ending 10th April

Ten days ending 20ch April

Ten days ending 30th Apri)

Ten days ending 10th May

Ten days ending 20th May
Eleven days ending 31st May
Ten days ending 10cth June

Ten days ending 20th June

Ten days ending 30th June

Ten days ending 10th July

Ten days ending 20th July
Eleven days ending 31st July
Ten days ending 10:h August
Ten days ending 20th August
Fleven days ending 31st August
Ten days ending 10th September
Ten days ending 20th September
Ten days ending 30th September

TapLr 1I.—MONTULY PROGRESS OF WoORK]

Gross EKarNINGs

(IN LakHs op RUPEES)

' Year J Year
1938 1939
— 8 7 1939

2,82 2,70
2,86 2,77
2,79 2,68
2,74 2,75
2,80 2,72
2,90 2,88
2,62 2,58
2,48 2,48
2,50 2,44
2,34 2,21
2,25 2,23
2,30 231
2.15 2'10
2,11 2114
. 2,37 2’51
V. 2,39 235
. 2,41 2,66
. 2,69 2,71
—\\

PrINCIPAL STATE-oWNED RaiLwavys,

NG ExpeNses orp TUE

(IN LAKRHS oF RUPEES)

Up to April. [ Up to May, Up to June
Railways. .
1938 | 1939 t 1938 1 1939 | 1933 | 103
—_— )
A.B. 10 10 21 20 30
BN 47 51 90 9% 140 e
B.B. & C.1 4 46 92 90 137 134
E L 91 95 179 188 2064 266
G.I.P. 52 S0 105 101 160 157
M &S. M 30 28 61 56 92 80
N. W. 65 72 138 136 212 218
S. 1, . 20 2 45 44 70 67
Tirhoot & Lucknow Bareilly .. 6 5 13 14 18 22
Other Railways . 2 2 3 3 8 8
Total . 406 418 813 820 1,227 1,239
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Tapre TT.—MoNTHLY PROGRESS 0F WORKING FXPEN sk OF TIHE
PRINCIPAL STATE-OWNED RaiLways—(Contd. )

(IN LAKHS OF RUPEES)

Up to July. ‘ Up to August. Up to September.
Railways.

1938 [ 1929 J 1938 1939 1938 1939

A B, " T B 50 63 62
B. N. 181 ( 187 } 225 226 289 294
B.B. & C. 1 182 182 D2 226 289 294
E. B. 128 | 135 | 159 168 201 201
E. L 350 354 434 441 537 525
G.1. P, 217 211 277 270 - 351 340
M. &S. M, 123 118 154 151 192 187
N. W, - 292 292 370 372 463 467
S. 1. e 94 29 116 112 143 141
Tirhoot & Lucknow Bareilly .., 24 29 30 32 40 43
Other Railways 10 10 11 11 13 13
Total 1,641 1,647 2,054 3,059 2,581 2,567
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PART 1] CURRENT PERIODICALS. 63

CURRENT PERIODICALS.

Modern Transport, 1939—

May, 6.—Salesmanship in Ratlway Adnanistralion, Ashton
Davies, p. 9: Ruilway Directors in Libel Action, D22

]vllnc, 1().‘—])/'([(‘(‘ ([”({ /"][]I(‘[Z'()]] ()f (j()”””“”([l '1""(”1.\‘/7/)1'{',
Walter Lufl, p. S:Afler the “Square Deal”, p. 7,

June, 17.—Fncouraging Passcuger and reight Traffic, 15,
J. Missenden, p. 61 l'are Collection and :"1.4"/\‘0/-[\\1\11(z'uq
Machines, G. H. Brooks, p. 18,

Commnuenity, \W. Norman Bubb, p. 233; The Audit of
Machiie 1 ritten Records, Ao W. A, Howell, 1, p. 265;
I, p. 299; 111, p. 32V 117, p. 338 Cliccking Additions at
Audit, p. 337.

Railway Age, Vol. 106—1939—-

Streamlined Trains as Traffic Builders, p. 647 : Changes in

Ruailweay Unit Revenues aind 1o penses, p. 664 : Conmnmi-
cation Men Compare Noles on Neeent Progress, p. 730:
Prospective Transport  Logisiclion aid  Rallwoay Net
Farnings, p. 761 Rail-fighweay Co-ordination Briigs
Business, GoW L Frink, p. 828 The Makiag of a Kaifaedy
Gfficer, p. 1026 1ligh-Capacil vy Locomotive  for ast

Screice, p.o 1067 More Net on Less Gross, p. 1070.

_ o Vol. 107—-1939—

June, 24. —National . Lspects of Transport, G. T, Bilbrough, Acconntants Hear About 1ransport Equality Movements,
p. 19. p. 73; Conuncrce Rather Than Agencics Should be Regu-
July, 22.—Regulation of Road Trausport in Indiq, A, laled, p. 79; How Accurate Are Aduvisory Board Esti-
Forbes Smth, p. 0. mates?, p. 107, Dicscl-Locomotive  Operation, H. H.
Tuly, 29.—/"rench Naliondl Ratlways, M. Guinand, p. 4. Urbz}ch, D 1_()8; 4 M“""'I”m.’”“d (.‘O'Yf A”f’[:\"\‘i‘q fob i;.’ Cali-
August, 26— atlway Horking ficonomics, p. 2. fm:f{za, P 13(_); t ‘i”{'” P()“‘Ij“' "/]Z,r ¢ 011(1’1/1(?'1\\‘ Iis (”‘.”pm{
The Jecomntant. 17ol. €. 1939— O:(/I(:(,A,, P. l/f)). 1)1 e 1 (’1/77'.1’\\‘ '{)I.\‘(,‘If\\ls‘ Coual and »Slvm'v-
7 ‘ keeping, p. 188 Raid Tneesiigation Uicovers More alu-
A Fewe Remares on Balwee S‘/u'f’{x and  Profit and [oss able Data, Dy LU Moore, p. 209 7. C. €. Launches
Accounts, Russell Rettle, p. 467 - The Natwre and Measure- Ruate and Classification Probes, p. 218; Motives Control-
ment of Income, Ronald >, 12(1\\'211'(1&7 p. 499: Disclosure ling the Purchase of Rolling Stock, 1. K. Sillcox, p. 248;
in Published Accounis, I‘{m'grca\'cs Parkinson, p. 302: What Railroads Should Know About Scrap, p. 252;
Recemt A"It'“)'”“/”{!/ /)‘7"’“’/:”1:'“75‘ i the United States, Scirator Reed Analyses [ransportation Problem, p. 2805
Pro fCSS“T‘ T. H. 53}"101'?‘ p. 335 Recent /IC(‘OIHNI'II(/ Deye- Could U. S. End Discriminalory State Taxalion of Rail-
lopments vt ’ihc United Stales, I1, Professor T. H. Sanders roads?, Harold D. Koontz, p. 312; Some Big Business
p. 572; Foreign Branches and the Certificate, F. A, Roberts, Patrons of Socialized Transportation, p. 339; KC(’Pi”g the
p. 078; Discrepancy Belween IWords and Figures, N. C. \'Vi Varwbles Variable, 15, 1. Bunnell, p(. 347; A Economist
Fdge, p. 7505 The Learned Judges and the Auditor, Edward Disseels the U /)/wbr Mississippi Waterway, C. Iimery
F. Jeal, I, p. 7771.”, - 313'2 Audit Procedure in America, Troxel, p. 403; How (o Scicet a Traimmaster, p. 412;
p. 834 ,A“‘.m”l'“”-(/ Principles, A Constructiye Attack, Economic Preparation for War, p. 429; Causes of Low

Harry Norris, p. 840. Tic Renewals, Charles £, Smith, p. 438.
ol. CI, 1939. The Canadian Journal of Economics and Political  Scicuce:

Financial Planning-Insuring for Future Profits, F. R. M. February, 1939:—

de Paula, p. 137; Cost Accountingg and State Control in
Germany, Dr. T. Plaut, p. 163; The Accountant and 1)

Competition Aspects of Road and Rail Freight and Passenger

Rates, S. D. Clark; Molor Compctition and R‘ail{u-gy
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Labour Caosts, J. B. Rollit: 7

. SLET I . Rollit; The Senate C SV
Ruatlways, 1938, J. L. MeceDougall ¢ Commitlee on
Journal of Political Economy, February, 1939

Railroad Fived Char b
xed Charges in Bankrupiey Procosi:
Moore. ges i Bankruptey Py oceedings, \V . H.

Jouri S the - .
m} of the dmcrican Statistical Association
The Finaneiol Aspects of Railroad C ) ]"uney 1939:—
Davis ; @ Consolidation, S (|

Econometrica, June, 1939 :—

7 l/c;f’lW tce 0)]‘ Depreciation, G. A D Preinrej i
: /}IH)II(I' for Passciger Cars in the (/'”1-,(:({ S~eer1Ch: 7
and P. De Wolft, | Tofefes R, Sa

willy
wugh,
a, A,
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- A Phone Call or a Postcard brings
E. B. R. to your door!

i

AVAIL
yourself of the
CALCUTTA STREET COLLECTION & DELIVERY SERVICE
for
your LUGGAGE, PARCELS & GOODS
and
save time and worry.

CHARGES MODERATE.

Full particulars from the nearest Station Masters

or .

the Commercial Carrying Co., Sealdah
(Phone Regent 362).

No. T/8/10.
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EAST INDIAN RAILWAY

SPEEDING yp
OF DELIVERIES

MEANS

TURNOVER!
OUR

RUICKER
USE

FRST
Express Goods

Service

Between

HOWRAMHNH

&
GHAZIABAD
(For Delhi)

VIA GRAND CHORD
WITH AUXILIARY SERVICE
Between

MOGHALSERAI
&
SAHARANPUR

ORI ITERICHTA5 70 k74 vTapy TesII0?
ST T TS TRIRATE Fq T . AR s o R A S R ey ey
3138 4 SOTOTLAP IR T OT R S b
SR BRI

RIREIR]

=P

SPECIAL ADVANTAGES

GHE

N

\IbIf

Train arrives on scheduled time.

Special consideration (o nature of
goods.

PZ4]

»;

DA IIETOIOHIHT

AT

Pum,xsan BY L A.N

NTED AT THE MADRAS Law JOURNAL prg S,



	169504_Page_01
	169504_Page_02
	169504_Page_03
	169504_Page_04
	169504_Page_05
	169504_Page_06
	169504_Page_07
	169504_Page_08
	169504_Page_09
	169504_Page_10
	169504_Page_11
	169504_Page_12
	169504_Page_13
	169504_Page_14
	169504_Page_15
	169504_Page_16
	169504_Page_17
	169504_Page_18
	169504_Page_19
	169504_Page_20
	169504_Page_21
	169504_Page_22
	169504_Page_23
	169504_Page_24
	169504_Page_25
	169504_Page_26
	169504_Page_27
	169504_Page_28
	169504_Page_29
	169504_Page_30
	169504_Page_31
	169504_Page_32
	169504_Page_33
	169504_Page_34
	169504_Page_35
	169504_Page_36

