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to date the application of development plans from 1946, We
may not he wrong to take the hint for our own work in the
[nstitute. Frow another point of view also the current year
is an important date for the Institute. [ find that 1943 will
witness the < Cowiing of Age” of the Institute. I hope it
will be possible to celebrate this event in a fitting manner
in the course of the year.

1 pass on now to the topic which I have selected as the
subject of my address to you. I have had some difficulty in
choosing this subject; ] prefer not to speak on important pro-
blems which may in the near future have to be settled by
Governient, for instance, separation of railway finance, for
what [ wight say might be taken in evidence against me. I
also do not desire to discuss technical problewms, partly because
I am doubtiul whether I am sutficient of a technician, and also
becanse [ am certain that you have an orgy of technical dis-
cussion in front of you. I have decided to speak on Indian
4udit and accounts during the past two decades—generally in
relation to the constitutional development. My survey is con-
lined to Indian Governuent accounts and audit, the aspect
which is of paramount interest tomost of us. The developments
in the organisation of Commercial accounting and auditing
would require further full scale treatment. The survey
connects itseli, somewhat loosely, it is true, with two constitu-
tional stages, that of the Montagu-Chelmsford constitution and
that of the constitution of the Government of India Act. 1935,
hut more closely with the terms oi office of my two distinguish-
ed predecessors. Sir Frederic Gauntlett and Sir Lirnest Burdon,
men wholly dissimilar in outlook and administrative ideas.
Such a review may, 1 hope, give us a better perspective of the
future status and role of Governuient accounts and audit in

post-war India.
The peculiar and unique feature of the system of Govern-
ment accounts and audit in India is their combination in one
organisation under an authority which has a large measuse of
independence of the Executive Government. The system may
mmiional, an accounting and an audit anomaly, but

Mg does work, most effectively. Theorists
Nof objection to it, but, provided that the
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system is directed with an acute perception of the proper values
on the accounting and on the audit sides, and provided it is
ws>rked with understanding, with a sense of proportion, and
with tf:lct, it can supply all the service of a separated accounting
°rgan1§ation and lose none of the effectiveness and independence
of audit. A year or two ago, I had the advantage of an inde-
pendent comment on our system by the representatives of the
COmQtroller and Auditor General of Creat Britain, who
examined the system of Military Accounts and our test audit
of them to report on the acceptability of the certificate of the
Auditor General of India to the joint Defence Services
accounts. They were surprised how even in this sphere of
separated audit, the Auditor General was consulted about and

'made privy to administrative decisions of Government but

they recognised how far these previous consultations might
obviate objection and promote smooth working.

This basic feature of our system of Government accounts
and audit survived the Montagu-Chelmsford Reforms. I wastold
then that the question of separation had come up, and that many
had thought that separation should then be introduced, and that
accounts should be provincialised. There was, I think, no doubt
at all that responsible opinion in the early twenties considered
that the separation of accounts and audit in India was inevitable,
and that it was only a question of time and experiment before
it would be achieved. Sir Frederic Gauntlett was a reluctant
separationist, as he had considerable belief in the system which
he had so long practised as an officer of Indian Audit Depart-
ment. He was, however, influenced very greatly by Mr. Jukes
who was an out and out separationist, and the latter tried hard
to make Sir Frederic induce Government to decide finally for
separation before he retired in 1929. As you know, Military or
Defence Services accounts had never been under the Auditor
General of India, and after an abortive effort by Sir kre-
deric Gauntlett in the first half of the twenties to make them
fall into line with the rest of the Indian accounting organi-
sation, separation of accounts and audit in this sphere
became a recognised feature. In Railways, the drive for
separation of accounts and audit received impetus from the
successful movement to separate railway finance, and it was
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facilitated by the extension of State management to the pre-
- viously Company-managed East Indian and G.I.P. Railways

where separation of accounts and audit already existed in the .

Government Examiner system. Separation.of accounts and audit
on Railways was completed in 1929-30. There were separation
experiments both in the Central Government accounts and in the

accounts of one province, the United Provinces. That the sepa-.

ration system was obviously much more expensive did not seem
to matter, and Mr. Jukes thought that the considerable extra
sums the United Provinces experiment was costing the Indian
taxpayer were fully justified by the increased efficiency of the
separation arrangement, the only proof of which, as far as I
could find out, was that the United Provinces budgeting was
much closer than that of other provinces. Thus during the

twenties everything seemed set for " complete separation of
accounts and audit.

Another marked tendency which displayed itself during the
decade of the twenties and during the regime of Sir Frederic
Gauntlett was that of specialisation. There was a definite trend
towards concentrating specialised knowledge and forming
specialised branches to deal with particular manifestations of
Government activity. The most noteworthy example of this
was the formation of the Commercial Audit Branch, a branch
which during its existence under the present Director of Railway
Accounts undoubtedly did exceedingly good work., It is
perhaps doubtful whether commercial audit, as at present
organised could have functioned as effectively but for the
development of the specialised Commercial Audit Branch, It
seems strange that these separatist tendencies should have been
coupled with a policy of centralisation, Those who have held
charge of offices during the twenties will remember it. It was
not, I think, a good feature of the administration of the Indian
Audit Department in those days; it tended to congestion of
- work in the Auditor General’s office and to blurring of the
responsibility of Accountants-General and Comptrollers.

A much vexed question of the nineteen-twenties was the
justification and scope of what was then described as Higher
Audit. The Indian Audit Department was not responsible for
the idea behind this activity of the Department. It arose from
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a paragraph in constitutional despatch from the Government of
India to the Secretary of State for which the then Finance
Member was responsible. Those of you who have studied the
old Introduction to Indian Government Accounts and Audit will
remember the paragraph, and [ do not need to quote it: At
any rate there is no doubt that the seed sown by that dictum
of the Finance Member fell on very fertile ground, and there
was during the twenties an orgy of higher audit, which led a
wit in the Government of India to describe audit as the second
industry of India, the first, of course, being agriculture. I think
that undoubtedly audit did then run riot. I now feel guilty 'to
soine extent myself. It was not confined to a financial audit,
but ranged the field of administration and of statistics, and
quite frequently got out of its depth. Good results undoubtedly
were achieved, but at a cost of somewhat difficult relations
between audit and the executive Government, relations Wh.iCh
were 1ot improved by th: personalities of the head of the Indian
Audit Department, or for that matter of the Finance Depart-
ment,

Despite these doubtful tendencies of the nineteen-twenties,
many of which were connected in a way with a period of vigor-
ous life in the Department there was an immense amount of
good work and very sound development in Government accounts
and audit during thes: years. A fine system of admi.nistra_ltlon
within the Department was developed (a system to whxc}},t‘rlbu.te
has been paid by afficers who recently have received 'trammg in
it). A high standard of work both on the accounting and the
audit sides was established, so high indeed that we all felt most
chagrined if we were ever found departing from a state of per-
fection. We never liked to find that the Indian Audit,Depart-
ment could err, and there was a good deal of trqub]e if i.t did.
The accouating system was modernised by the introduction qf
machine accounting, both in Civil offices of accounts and audit
and on the Railway side. The development on Civil side,
though’slow, was probably sounder. On the Civil side, we have
never so far had to retrace our steps, a claim which you on the
Railway side cannot make, as you suffered undoubtedly during
the latter part of the twenties from over-enthusiastic exponents
of machine accounting.
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That, in very brief outline, is the picture of the twenties,
and if the selection for the post of Auditor General in 1929 had
been other that it was, these tendencies would have been further
developed, and the position of the Indian Audit Department and
of the Indian Audit and Accounts Service would have been very
different from what it is. Perhaps. however, we may attribute
too much to the influence of personalities and too little to the
influence of events, for undoubtedly the great slump, which
started in 1929 and became an economic blizzard in the follow-
ing years, influenced very greatly the development of the Indian
Government Accounts and Audit system. Economy was impera-
tive, and lack of money put a full stop to certain movements
and forced development into more econotnical and, to my mind,
very much sounder lines. -

The first important event of the accounts and audit history
of the thirties was the decision, partly forced by circumstances
and partly due to definite conviction, to stop any further
separation of accounts and audit. Where separation was an
accomplished fact, as on the Railways and in Military Accounts,
t?lere was of course no question of reversal; but where separa-
tion was recognised to be in the experimental stage it was
terminated. This was an exceedingly important decision in
relation to the prepurations for the new constitutional settlement
ultimately embodied in the Government of India Act, 1935. The
prelimjnary plans for dealing with Government accounts and
audit under the new constitution were undoubtedly to separate
and provincialise accounts,and it was not without some difficulty
that the constitution-makers were persuaded to preserve the
existing system in the Civil accounts of the Centre and of the
Provinces. It was fortunate for the Indian Audit Department
that Sir Ernest Burdon, a convinced adherent of the combined
system, happened to be on leave in London in 1933 and used all
his influence towards retaining the combined system of accounts
and audit for which the Centre should pay. It was also fortu-
nate that Sir Gzorge Schuster, the then Finance Member,
recognised the efficiency and economy of our arrangements and
gave his support to them, a support which was continued by his
successor. I think most of us are thankful that this decision
Was taken, and those of us who have been responsible for
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working both statutory separated audit and the combined system
consider that we have baza more effective as auditors under the
latter. ‘

Another direction in which engines were reverse(! was in
connection with specialisation. Here again the decision to
break up the Commercial Audit Branch and the Brangh .of
Examiner of Customs Audit, and to make the Provincial
Accountants-General and Comptrollers responsible both for
Commercial Audit and for Customs Revenue Audit within the
areas of their jurisdiction, was enforced partly by the need for
economy, but was also due to the conviction of the then Auditor-
General that the organisation of the Indian Audit Department
should be on an area basis, that the Accountant-General should
be responsible for all varieties of Civil audit within that area,
and that this organisation should not be compromised by separate
specialised branches with jurisdiction cutting across the juris-
diction of the Accountants-General. He believed that the
Government accounting and audit staff should be competent to
deal with all Government activities whether commercial or
departmental and he was opposed fo specialisation, at any rate
in the gazetted ranks of the Department. 1 have no doubt at
all that this was a sound administrative decision, particularly
with Provincial autonomy impending. It merely carried further
the decision taken nearly twenty years before to amalgamate
Civil and Public Works accounts. This decision did not of
course affect the spheres in which specialisation was an accom-
plished fact, i.c. on Railways and in Military Accounts.

Again, a process was started in the eafrly thirties, and
pursued consistently throughout the decade, which was contrary
to the tendency of the previous decade in the decentralisation
of authority, in so far as this was consistent with the adminis-
trative, accounting and audit responsibility of the Auditor-
General. Senior members of the Indian Audit Department are
familiar with this, and there is no need to enlarge. There is no
doubt that this movement towards decentralisation tended to
develop and emphasise the responsibility and prestige of the
various Accountants-General under the Auditor-General, whether
Provincial or departmental. .
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- Finally, there has been in the thirties some abandonment of
the sphere of higher audit. Practically everything in the nature
of administrative audit has been eliminated as being outside the
scope of the responsibility of the Indian Audit Department.
Audit is financial audit, and, although there may have been some
evacuation of previously occupied territory, I am convinced that
there has been no diminution in the effectiveness of audit within
the jurisdiction that is legitimately its own. I also believe that
the decision to abandon certain aspects of higher audit has made
for better relations between Indian Audit Department and the
Executive Governments particularly the Finance Departments.
I.am doubtful whether, if the tendencies of the twenties had.
been further developed, it would have been possible to arrange
the alliance between Finance Department of the Central of
Provincial Governments and the Indian Audit Department, the
terms of which are embodied in the various concordats.

In the sphere of Railway Accounts and Audit, the develop-
ments of the nineteen-thirties have, I think, been - the logical
consequences of the decision taken in the twenties to separate
Railway finance and separate Rarlway accounts and audit. So
long as parliament.ry control over Railway expenditure was the
paramount idea in Railway finance, the system .of separate
Finance Department control over accounts and accounting
establishments continued. But, with the development in the
Governient of India Act 1J35 of the commercial idea in
Railway management, there was inevitably the demand that the
accounting system should accommodate itself to the separate
commercial units in Railways, and not remain an individual
organisation with a separate allegiance. Of course now that

it is problematical whether the Federal Railway Authority idea -

will ever be carried out in practice, it may be that the placing
of the Chief Accounts officers under General Managers is a
premature development. I should not like to attempt a forecast
what the high policy which will regulate Railways in this respect
will be. But as the management of Railways must depend
more on commercial ideas and practice than on theories of
parliamentary control over expenditure, the recent decision

. though doubtless it irks many of you, is inherently a suitable
‘one, s ,

PARTS I-II | PRESIDENTIAL ADDRESS 9

I am, of course, prejudiced because I have been
intimately concerned with developments in the Indian Audit
Department during the last decade, but I am convinced

~ that the general reversal of policy which it saw has been

in the interests of India. The Constitution Act of 1935

provided that Provinces, after a certain time, could elect

to have their own Auditor-General, that is to say their own

accounting and audit system. I have never heard that any

Province even thought of having the matter formally considered.

Apart from the saving of money which the present system

secures to a province, it provides it with an efficient and ex-

perienced organisation, outside politics, giving all the help and

co-operation necessary, but also supplying that independence

of view which, I believe, is respected and welcomed ~ The Indian

Audit Department in connection with the Reserve Bank of India

has carried through the separation of all Provincial and Central

balances, a project which was abandoned during the twenties

as an almost impossible one, In ordinary times the Department

now closes the accounts of all the various Governments with all

the inter-Government and inter-departmental adjustments

months earlier than before, and it has done all this in its stride

without making heavy weathér of the problem or being unduly
elated over the achievement. The policy of the nineteen-thirties’
has further preserved for India the Indian Audit and Accounts
Service which would inevitably have broken up, had there been
separation of accounts and audit and the provincialisation of
either or both. I consider that this result is of the greatest
value to India.

Finally, I think that this policy has developed in the Pro-
vincial Accountant General and his office an authority and an
organisation which will provide a readymade Auditor-General
of the Province with his Department, should any Province like
to take action under Section 167 of the Government of India
Act. Again, one would be rash to prophesy what constitutional
changes are impending, for’¢onstitution-making is probably not
yet compléted. My own feeling is, however, that we have in
the Indian Audit Department a system which is acceptable
generally throughout India, and I should be surprised if there

" is any strong demand that it should be altered.
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Limits of time have made this survey necessarily sketchy,
and there are several important developments to which I have
not been able to make reference. I think, however, that I have

mentioned the most important features in the history of

Government accounts and audit during the past twenty years in
a sufficiently general way to indicate how they fall into place
in the past two decades of rapid constitutional development.
In these times, all eyes are turned to the future. Govern-
ment and private agencies have devoted a great deal of time
and effort to draw up plans for the post-war reconstruction
period. It is interesting, though hazardous, to speculate on
the effects of these large scale developments on the status and
role of accounts and audit. Ibelieve Civil Accounts and Audit,
though subject to constitutional and adininistrative changes,
will continue to function as they do at present. But most of
you are concerned with railways, and one important event that
has already occurred is the termination of the contracts of the
remaining Company-managed railways and their transfer to
direct railway operation. This has not only removed the need
for the spécialised type of audit to protect the interests of the
State as distinguished from those of the Companies, but has
also cleared the way for the introduction of uniformity in " the
“treatment of the accounting and audit organizations that was
not possible before. The magnitude of the expenditure contem-
plated in some of the plans under current discussion leaves
no doubt as to the important tasks awaiting railway accountants
and auditors, the former as financial consultants and account-
ing authorities, and the latter as the watch dogs of the public.
~The success of the State management will be largely conditioned
by the quality of the financial advice and by proper financia]
administration of the different systems. The problems which
will emerge, and are even now emerging are multifarious and
many are old questions in new guise, The depreciation account-
ing system is at present again under review. The question of
deferred maintenance may call for adequate treatment. Even
more complex will be the host of problems raised by proposals
for amalgamation and regrouping of railways which are now
being discussed. I am confident that the technical knowledge
and skill of the railway accountant and auditor will be increas-
igly in demand dyring the immediate future,
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I feel that the present is the time to draw up the agenda
for preparedness. What I have referred to are larger questions
of financial policy, principle and procedure, but if railway
accounting and audit officers are to tackle these satisfactorily,

they must not be swamped by routine. Maintenance of records,

current check, and scrutiny are of course important, but unless ~
periodically reviewed, they tend to become mechanical, and the
essential purpose may be obscured in over elaborate procedure.
Paper work tends to grow with tropical exuberance and over-
elaboration may increase routine work to overwhelming propor-
tions. Tt is wise policy to keep all these in constant review.
These difficulties are experienced in all countries, and attempts
are now being made to solve them. 1 understand that in the
United States, an influential Committee set up by American
Railways to deal with the Research Programme for the post-
war era, has included subjects such as the simplification and
consolidation of division bases for apportioning interline freight
revenues, the division of interline passenger revenues, co-ordi-
nated operation of tele-typewriters and card punch equipment
for the remote reproduction of statistics and other information,
micro-photography for record keeping etc. I think it is time
that our railway accountants and auditors acted on these lines
in chalking out a programme of preparedness in the context of
post-war reconstruction economy. If the Institute, which offers
a common platform to railway accountants and auditors can
undertake this task, it will be an important contribution to the
profession.

This finishes my address to you. I trust that your discus-
sions will proceed with interest and benefit to youall. AsI
shall be laying aside my office, and may not have another
opportunity of attending your meeting, I wish the Institute all
success in the future in serving the needs and interests of the
Indian railway accosntants and auditors.



FOOD SUPPLY ORGANISATION®

I have been asked to teli you something about the Railway Food
Supply Organisation and to explain our methods of purchase, maaner of
distribution of stocks and to mention our procurement difficulties.

First of all, from the limited information at m
giving you a few facts and figures about the arganisa
is to say for all Indiaa Railways,

y disposal, I propose
tion as a whole, that

as opposed to the B. & A. Railway
Organisation only. It was decided to provide foodstuff for railway staff

atatime when to obtain a suficieacy of all staple foods was becoming
increasingly difficult and when prices of maay articles were going up far
beyond the means of many railway personnel, Railways were considered
‘essentjal services' obviously, and it was considered nNecessary to provide
some means which would easure all staff against actyal shortage and the
coasequent possibility of iaterrupted rail communications and at the same
‘time would provide {ood at prices within th

. eir means and thereby take the
place of a dearness allowance which would have had the regyl; of inflating

prices still further, Most railways started off in the comparatively small
way providing grainshop only—at the more essentigl stations on - their
systems—for instance, where there were workshops, providing only the
absolute bare necessities, possibly only such items a3 rice, wheat products,
salt, sugar and mustard oil. To-day there are some 510 static and 170
mobile grainshops throughout India providing an. average of about 12
different commodities for some 850,000 employees, On the B, & A.
Railway we have 42 static and 23 mobile shops serving approximately
132,000 employees including construction laboyr, On the B. & A. Rail-
way we are to make available the following commoditieg at all shops:

Rice, atta, wheat, flour, sujee, bajra, barley, dal, sugar, s.lt, jaggery,
tea, chillies, masalas, vegetable ghee, natural ghee, mustard oil,
kerosene oil, soap, match, milk powder, Potatoes, onions, dhoti,
saree and shirtings,

We estimate that the loss to the Railwa
drew his full ration of each of the item menti
Rs. 22 (based on last year’s figures).
the actual saving or relief per employee b
each commodity issued compared with corresponding local market prices
was Rs. 16-8 in November on the B, & A. Railway and Rs. 114 for all
India, We estimate that the yearly loss to the B. & A. Railway taking
into consideration cost of grainshop staff, loss on retail issues, handling
and incidental charges amounts to not far short of Rs. 2,00,00,000, This

excludes cost of freight as also expenditure in connection with construc-
tion of shops,

Y per single employee if he
oned above would amount to
The Railway Board’s fgure for
ased on the average quantity of

* Lecture delivered at the Tenth Conference, on 13th January, 1945,

-

t
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And now to tell you something about the methods of purchase and
distribution adopted by our own Food Grain Organisation. As you are
aware a number of commodities falling under the category of' staple
food are now controlled by Government and these we are not permitted to
purchase in the open market. For such items as rice, whe'at, and1 'whfeat
products, salt and sugar, therefore, we indent monthly on (-:ml Supplies Ior
our requirements hoth within and outside Calcutta Rationed Are'a. 3
these indents we show our monthly consumption, balance ax}d estimate
requirement and, on receipt, we are given an allotmer.lt on V3.r10l.15 gqvet.n-
ment stockists from whom samples are drawn and, if t}}e qu.ahty is satis-
factory, deliveries are taken, In connection with th‘e quality of the:e ﬂ:tofkvs
we have from time to time experienced a certiin amount of difficulty, .
particularly where rice is concerned. The Government, up to the present,

 distribute only one grade of rice for which we pay, for instance Rs. 15-2,

in the rationed area and Rs. 13-14, in the Dinajpur 'fmd Bogra areas b;t
depending partly on what stocks are available with.mllls g.nd partl_)(’i on btl e
area on which our allotments are made, the quality varies considerably.
Provided we have ample stocks on hand we can afford to reject COI;Slgn-
ments which we consider unsuitable; on the other hand, in view do tﬁ\;sr
somewhat limited depot accommodation, it is always risky tcl’ ° de.
particularly if alarge proportion of the stocks allgtted to us are low }i:fwé
Often in the past, therefore, it has been a question of accepting ‘:,hat the
“could get or going without. I think I am at liberty to mention vin
Government are now considering selling rice of different 8‘,3.des., ;t viei ti
prices, and if they do this I assume that the Railway B"?j"d ‘;“ﬁ agri « at
our varying our coacessional prices and selling both coarse an d n: ﬁc In
prices which will better suit the low as well as the higher pai hs aff. o
that case we would probably oaly guarantee to sell from our shops vlv ble
would be termed a standard grade of rice, but as fine nce.became avi; able
and if we were forced to do, take over coarse or Aush.r_lce, so wou Olfr
prices vary from the standard price. - F9r all. commodities our prices a;lc
based on the February 1943 market price minus 30 per cent and in the
Case of rice this enables us to sell at 3 as. per sr,, name;ly Rs. 7-8 per rrfd-
Under the present arrangement some shops may receive a good qu“l.'ty T
order while others receive poor quality—or again a shop may receive
good rice this month and bad rice the next—all of which, of course, is sold
| that same price. ] .
© m‘;‘[;i: :s a;t :: leacf to criticism and complaint particularly whh;n iOOd rxcte
happens to be available in the local markets at a nat very muc hxg er cosd.
The Government procurement scheme, as youmay be aware, has prove
most successful this year and in fact there has.beefl a Iarg;: cagry over,
This is a great achievement and I only hope that thl-s S 1;)-6 sh e
consist of large stocks of Aush and low grade denki and rice w e we
will be forced to consume at the kind of price I have .re'ferred to prekusly,
At all events, I believe I am correct in saying that it is the Government's
policy to improve the quality of their purchases in future.
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Where other Government controlled commodities are concerned, out
main difficulty at the moment lies in connection with the procurement of
sufficient sugar and the purchase of any mustard oil at all worthy of the
nane. As regards the former, reasonable allotments have been made t0
us by Government but mills are appareatly uaable to supply primarily, I
believe, beca tse they are unable to obtain sufficient wagons, This, T under-
stand, is being taken up by all railways at the next IR C.A. Conference
and a higher priority is to be pressed for where Railway Food Grain
Department stores are coacerned. Mustard oil- may be considered 2
Government controlled commodity inasmuch as that all mustard seeds
imported into Calcutta (where the majority of Bengal's larger mills are
situated) from other provinces are taken over by Cuivil Supplies and dis-
tributed though a panel. Ever since prices were controlled for this com-
modity it has become increasingly difficult to obtain pure unadulterated
mustard oil and we have now had to request to Government to allow us to
import seeds on our own account which will be crushed under agreement

with a specific mill and from which it is hoped that pure oil will be
obtainable for distribution to our staff.

As regards purchase of other than ¢)ntrolled commodities we have
formed a number of purchase comnittees for various areas, The Purchase
Committee, Calcutta, forinstance,is responsible forpurchases for all shops
in the Calcutta Area as well as for certain outside depots.: Each committee
is empowered to purchase up to the value of Rs, 30,000 %t a timein the
case of any one com nodity. Normally purchases are made once a month.
Tenders are called for from approved firms of suppliers, 'These with the
samples are opened in the presence of the committee who then decide
which is the most suitable. The cheapest tender in each case is not neces-
sarily selected as it is our policy to buy good qhality foodstuff for our staff
at th'e most favoutable price. Wedid in the past experience a good deal
of difficulty in obtaining supplies up to the standard of the purchase samples
selected. We now, therefore, insist on each approved tenderer on ouf
bo_oks placing a deposit of Rs. 5,00) with our F.A, & C.A.Q. Having done
this, we enter int> a separate agreement with each firm and in this agree-
ment it is specified that in the eveat of failure or inability.to supply goods
up to the standard of the purchase sample they will be liable to lose part O
whole of their securily, in addition to which we may at our discretion buy
against the firm debiting them with any additional expenditure which this
may entail. After each purchase is made, one sample of the goods selected
is retained by us and one given to the Inspector responsible for taking
delivery from the firm concerned and one sent to- the store-keeper of the
depot to which it is inténded to despatch the order. Both the inspectoT
and store-keeper are responsible for ensuring that the quality of the con-
signment offered is up to that of the purchase sample. Over and abové
this whenever an order is desatched from a depot to a shop one sample is
Seatto the Food Controller concerned who checks it with the purchas
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sample and then sends it on to the shop where the ward-keeper 1s respons'i-
ble to see that the consignment on arrival is up to standard. :'.ood Grain
Inspectors at the time of their inspection draw samples from various stocks
ir shops which are sent to the Food Controller for comparison with the
purchase sample. By the above means we endeavour to ensure that we do
get what we pay for. :

In addition to our grainshops we have a number of storage depots.
When deliveries are first taken, we despatch consignments to these depots,
where they are stored until required to be distributed to shops. All WE}rd-
keepers in charge of shops have been supplied with a statement showing
depending oa their output, at what level it is necessary for them to recoup
any given commodity. When any of the items in their charge f?lls tO.thIS
level they issue a requisition indent in the appropriate dep(?t. This at times
gives rise to a certain amount of difficulty. The majorlt.y of our shops
have very little storage accommodation and it is not possible f_or them to
keep in stock more than about 2 to 3 weeks’ supplies. Depending on the
distance of the shops from the depots we have worked out’ the level at
which the ward-keeper should indent, say when he has a week’s supply on
hand, assuming that normally it should not take more than 4-5 days fU'f
the indent to be complied with, Unfortunately under present day Fomh-
tioas it may take anything from five days to two weeks (a) depending on
whether empties can be allotted promptly to this department, or (b)
whether the consignment gets through in reasonable time or is de'layed en
route owing o congestion at junction points, etc. This, as you will appre-
ciate, makes things extremely difficult from our point of view—on the one
hand we risk having far more stocks sent to shops than they can possibly
accommodate, on the other hand running short of various itemsfox: days
at a time—and if this happens considerable criticism is levelled against us
by staff affected and Employees’ Associations.

Up to 1 January all grainshop consignments were boo)fed bath
initially to depots and subsequently to shops, on FSW bills. Since the
Railway Board have now ordered that our stocks must be bool::ed at full
Tariff rates, we are, this year, booking our consignments on invoices at
railway risk. Hitherto the Traffic Department .have accegted Foodgr_ax?,
Department consigaments- in sealed wagons giving a “said to coptam
receipt for what the store-keeper alleged had been loaded. No claim lay
with Traffic in the event of shortages and we found that considerable
quantities were having to be writlen off monthly as a result of losses in
transit. This was due partly to the fact that only a percentage check of .
weight was carried out by the store-keeper at the time of despatch and th?t
the weight of bagged goods often varied, partly to actual loss or theft in
transit and at transhipment points, and partly, I am afraid, due to
dishonesty of staff. Now that all consignments will be booked as public
goods it will be necessary for the Traffic Department to ensure that .correct
weights aré booked, and if they fail to do this orin the event of pilferage
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en route, claims for shortages detected at destination will be placed by my
Department. Should a ward-keeper at destination fail to pass necessary

quali.ﬁcd remarks and—or obtain a short certificate in the event of shortage
he will be held entirely responsible, '

And this brings me to the next point—that of suitable staffing of
our §hops and depots. Obviously, it would be preferable only to place
men in responsible posts in oyr depot who have 3 good many years’ service.
Un{ortunately owing to the rapid expansion of our shops and to the fact
that.other de'partments are already understaffed this has not vaed
posgble, and it has been found hecessary to employ and place in such
posttions men with no previous service on the Railway atall. A small
security is takgn from such men, Rs. 500, in case of ward—and store-
keepers, but thls,.in my opinion, is nothing like sufficient, and, in the event
of such men d‘fC‘ding on a policy of dishonesty, they are in'a position to
defraud the Railway out of several thousands of rupees before this can be
dc.:tected. Admittedly, we could run a police case against them, but it is
difficult to prove other tHfan negligence, and, in any case, this will not get
b.ack our money for us. This question, therefore, is now under considera-
tion afnd we are considering increasing both the pay and the security
deposit of such personnel on the assumption that they will be less likely tO

risk losing their jobs if they are : . . . . sced
paid well a s raise
they can afford to pay us a higher security. nd that if their pay }

Next T will touch briefly on the methods we adopt in connection

with the accounting for receipt and issue of foodstuffs in shops. For
staff., each shop has a ward-keeper who is responsible generally for the
efficient and proper working of the personnel under his control ; depending
on the' cards dealt with, a number of clerks, who are responsible for
collectxqg cash, preparing and issuing cash n;emos salesmen, who are€
responsible for the actual issue of stocks on receip"t of the cash menos
and l\halastef and Titdals. As described previously the ward-keeper, in
order to obtain stocks, prepares and submits R.I Notes on the appropriate
deP‘?t- Three copies of the indent are originally forwarded to the depot
lt;._omemed where-, on despatch of the goods to the shop, one is retained as

18 record, one is forw'arded direct to the Accounts Office, and one i
returned to the sf‘xop with consignment. This third foil is forwarded by
the .shop, with his returns to Accounts at the end of the period. Of
Teceipt of the consignment in the shop the actual booked weight is taken
to account in the stock book—in the event of shortage adjustment is
made only on advice from the office of the CFS concerned.

Periodical returns are prepared by every shop and sent to my office
and to t?xe Accounts Department. In these returns is shown the actual
‘:);elan? 13 the S.h0p of each commodity as also particulars of receipt during
6t6cﬁe 10G against the: mfmbers of R.IL Notes concerned. In my office

#OCK registers are maintained for every depot and shop in the administra-
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tion and in these are recorded all receipts and up-to-date balances vide

figures provided in returns. ) L

As regard purchases, to each employee is issued a ration card (civil
as well as railway in the case of the rationed area). On the day allotte_d
to him for drawing rations, which is twice during a month, hq takes his
card to the cash memo issuing counter of his shop, where the windows in
the ration card for the appropriate period are crossed off, and, on collection
of the cash, a cash memo for the purchases required is prepare’d in dupli-
cate. The carbon copy of this is made over to the first salesman’s counter
who issues the quantity of goods required which are under_hxs control {for
instance, it may be the rice counter), ticks off the appropriate item on the
memo and passes it on to the next counter where the same procedure is
followed. At the last counter, when the purchaser has collected all the
items mentioned in the memo this carbon copy is r'eturned to him and this,
with his ration card, he takes to the clerk at the exit gate. This clerk tears
off the perforated strip at the bottom of the memo after checking particulars
shown therein, especially the total amount, verifies that the commodities in
possession of the purchaser are in accordance with the memo, 1n case of
any doubt as to whether an excess quantity has been issued weighment may
be necessary and returns the carbon copy and ration c_ard to the purchaser.
At the end of the day a check sheet is prepared in which are recorded full-
particulars of each cash memo issued. Perforated strigs, collected by the
clerk at the exit gate, are required to be attached to each check sheet and
these are compared by the ward-keeper both with the originals and the
check sheet entries. At the end of the period these check sheets are sum-
marised and submitted to- the Accounts Office. )

In connection with only one commodity is there any variation from the
above procedure, this is for eggs and fowls. ln this case the purchaser on
his ration day, pays for the quantity of each he requires and is issued in
return with fowl and/or eggs coupons. In the case of fowls these are in
1 _/8 Ibs. each in order that the exact quantity can be issued depending on the
size of the fowls. The purchaser is then permitted to take these coupons
to the contractor appointed for the issue of these items, and to obtain either
all his eggs and fowls at once or on a number of different days up to the
Tast day of the period which is recorded on the coupons. o

In so far as this Administration is concerned stock verifications for
all shops and depots are carried out quarterly and all differences between
book and ground balances taken up by CFSs and then, if any ‘wnt.e-oﬁ is
required, referred to me with a note of action taken. In addition, inspec-
tors are required to check shops monthly to verify a percentage of all
stocks on hand. )

There is one other subject in connection with my Department which
may be of interest ISR Groceries. All railways are now opening grocery
shops to provide for staff drawing Rs. 50/- and above. A limit depending
on their pay is placed on what staff can purchase, and in order that every
one may obtain his fair share it has been found necessary to restrict certain
items which are in heavy demand or are difficult to obtain. ,The _Railway
Board’s policy is that these shops should be run on a ‘no loss basis and in
order to achieve this we add 12°5 per cent. on all cost prices except where
controlled rates are applicable. In the Calcutta area we find our prices
work out at roughly the same.as market prices but it-is up country and

_ particularly in such places as Assam that I think these groceries are go

to prove of value. In the Trans-Brahmaputra area we intend serving/ogt:

staff by mobile groceries based on Chittagong, we have already one”st’atiff,
v A | _
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shop in Calcutta and one at Saidpur, and directly rolling stock becomes
available we intend operating a mobile based on Saidpur to cover our Cis-
Brahmaputra metre gauge area.

And that, Gentlemen, 1 think summarises the salient points con-
cerning my organisation.

T. V. WOODS,

BUSINESS RESEARCH AS A TOOL FOR
RAILWAY MANAGEMENT.

(Under this title was published by Mr. George Rugge of the Atchison
Topeka and Santa Fe Railway System as part of his work as 1941-42
recipient of an Alfred P. Sioan Fouidation Fellowship for Executive
Training in Economics and DBusiness Administration at Massachusetts
Institute of Techmology. Our acknowledgements are due to Dr. W. P.
Fiske, Director, Sponsored Fellowship Program for permission to reprint
eXtracts from the report. Limitations of space make it impossible to do
more in this issue than to reproduce the conclusions and recommendations
made towards the close of the report. It will be appreciated that Mr.
Rugge has discussed a problem of fundamental importance with a good
deal of thoroughness. Mr. Rugge’s conclusions will be read with special
interest in India at the present time when far-reaching post-war transport
plans are being discussed.—Ed.)

The impact of recent economic, technological, and social changes has
focussed the attention of many railroad executives on business research.
There is a growing realization that business research can be used as a tool
of railway management, This tool will be particularly effective in the .
future when the survival of the business enterprise will depend upon its
ability to recognize and adjust itself rapidly to accelerated rates of change
in economic conditions. The principles of the organization and operation
of railway business research may be summarized as follows:

1. A permanent research organization should not be started until
there is an improvement in the strategic situation of the war.

2. There is a consensus of opinion that the research director should
be an assistant to the president or of comparable rank.

3. In choosing a research director, contact should be made with some
of the leading industrial research directors to gain a firsthand knowledge
of the type of man required, :

4. It is probable that a director can be chosen from a railroad’s own
forces. There will be many war-time Jobs.'on every railroad that will be
lo:;ss.entially research jobs, By means of special assignments, many men can

e tested,

5. The choice of a director is critical in any research program. The
structure of the organization is incidental in comparison,

6. In selecting research personnel, the chances of obtaining young
competent men will be greater if the choice is made from college trained
men who have demonstrated that they are willing to grow up the hard way
on the railroad.

7. A research program should be organized to use regular research -
personnel, It is not a sound idea to_ use the regular positions of the
research department as training positions for executives, except in the
exceptional cases where the men possess the qualities of both line executive
and research man, However, every advantage should be taken of the

traix&ir:lg, possibilities offered by a research unit when extra assistance j5
needed,
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8. The busine;ss and technical research should be under a common
director, and the business research should be the governor of the techno-
logical.

9. Business research should begin in those phases of the railroad
where the external pressures are tending to produce the greatest instability.

10, Today the most important problems on a railroad requiring busi-
ness research are probably those related to general management and to
traffic. The operating problems require primarily technological research,

and many of them which require business research are by their very nature
problems of general management.

, 11. For a small railroad, the business research men will probably
have to be concentrated in one central group to be most effective.

12. For a large railroad, the first step is to organize a headquarters

group under the dire_ctor, beginning with one or two men and expanding to
five or siX men. '_I‘hls group should contaia an economist, one or two engl-
deers with operating experience, and a statistician, This group should

build up the basic economic data for the company and plan the direction of
expansion for the company’s research.

13. There should be an executive committee consisting of the presi-
dent, research director, vice-president of traffic, vice-president of operation,
and comptroller. The purpose of this committee would be to formulate
the policy of all the company’s research, and to help initiate major projects.

The administrative control would still rest with the president and the
research director.

14.  After general management, the traffic department should be con- .

sidered. The research projects in this de

sive and in many cases expensive. For most large railroads that do not
now have organized research, the best approach to the traffic research
is to begin with small committees chosen by the traffic vice-president and
the director of research. The members of these committees should be
completely detached from other duties, and should spend their entire
time on the specific research project for which they are chosen. These
committees should report to, and ‘take orders from, the traffic vice-prest-
dent, and receive lnstructions as to standards and methods of researc

procedure from the director of research. These committees would help
acquaint the -entire department with the research function. The vice-
president of traffic'and the research director would also have an oppor-
tunity to select the best research director would also have an opportunity
to select the best research men by actual test. When the amount of the
research work required:by the traffic department becomes large enough to
require the full time work of six to eight men, the executive research com-

mittee should review the situation and decide whether or not a departmen-
tal group should be established. i o

. . 15. The traffic research group should include the railroad company’s
industrial and agricultural agents and their staffs.

16. . The technical research.of a railroad will be concentrated on the
sProblems of the operating department, and will, therefore, probably be
gonducted by the operating department.. This research may be centrally
located .in the department, or it may be .decentralized in the various
-Apedial. sections of the department, such as engineering, mechanical, of
:Ytansportation..  The choiceumade..as to : the ‘organization. of the technical
Jesearch will, in some degree, influence the location of the .business

partment are likely to be exten-
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research men who work on everyday problems for the operating officers,
In most cases, the present method of handling these problems is satisfac-
tory, and the staff assistants who do this work are adequate. In many
cases, the effectiveness of these men would be increased by greater
co-operation with the men in other sections of the department, and by

- ‘conferences with the research director on research methods.

The technical research of the railroads and all other industries is
going to create a great number of business problems of a broad nature
for a railroad operating department. To solve these problems some form
of research group will probably be found advisable. Most operating
departments can draw on their business research personnel who are engage
in everyday staff work. At first, committees should be formed to'work
on given problems. The committee members should be detached from
heir regular duties, and the selection should be made by the operating
7ice-president with advice from the research director. When the work
warrants the establishment of a balanced business research group, the
executive research committee should review the work and decide whether
it should be a departmental group or combined with the central group.
Because of the operating department’s problems and the large number of
employees, it will probably be necessary to have a business research group
attached to the operating vice-president. This group would report to and
take orders from the operating vice-president, and receive instructions as
to standards and methods of research from the research director,

17. The departments, other than the operating and traffic, have com-
‘paratively small staff's that are highly specialized, and employees are usually
geographically concentrated. For these reasons, the business research
ﬁroblems of these departments can probably be handled most efficiently by

Y a centralized research organization. :

18, Care must be taken in establishing research groups in the depatt-
ments. The executive research committee should make sure that the work
1s sufficient to occupy a well rounded staff and that the work is not made
up of jobs that are the regular responsibility of the line officers. If a
well rounded staff cannot be used, it will'be better to turn the work over
to the centralized group.

19. A new business research group at first should undestake only
one project at a time, and.the firs projects should be those that promise
early financial returns. It is very important to carry the first project
through to conclusion as soon as possible. The director must personally
conduct the first investigation to be sure that unexpected and important
procedures and facts are not overlooked by subordinates. Later, the
work can be sectionalized.

20. Administrative responsibilities should not be given to the research
organization. ,

21. The methods of control of research should be standardized as
soon as possible, : :
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A Plan for Post.-wer Transport: With a Foreword by the Rt. Hon.
Sir  Arthur Griffith-Boscawen (London : Modern Transport, pp. 51.
Price 15 6d).

This book contains a reprint of a series of articles which appeared
in the Modern Transport, between February 12, and March 25, 1944,
on the subject of “Post-war Transport.” The articles dealt with all
aspects of the transport problem of Great Britain, in a clear and diSE)aS'
sionate manner. The desire to have so balanced a survey of the subject
in book form, is not surprising, and students of transport are indebted to
the publishers in responding to it,

The reprint has now the advantage of a foreword contributed by the
Rt. Hon. Sir Arthur Grifﬁth-Boscawen, Chairman of the Transport Advi-
sory Council. After referring to the unsatisfactory situation resulting
from the lack of far-seeing transport policy, Sir Arthur finds thata return to
it after the war, is out of the question, and examines how the difficulty is
to be solved. According to him the choice is between the retention of
private enterprises and unification of all forms of transport under a single
control either of the Government Department of of a Public Board.
The trend of informed opinion during the last decade has been in favour
of the former. The Transport Advisory Council’s report on the “ Square
Deal” proposed radical _change§ such as freeing the railways from many of
the conditions and restrictions imposed by Parliament especially as to rates.
The promising start made by the setting up of the Central Road and Rail
Conference might, but for the war, have been followed by carrying out the
new proposals. The question whether it is possible to start from where
the negotiations were cut off by the war s not clear, But Sir Arthur
suggests the desirability in the event of State control of a closer organiza-
tion of transport ‘under one authority with one purse’. The alternative to
private operation is complete unification with such eXceptions, as coastwise
shipping, purely local services, and licenses permitting traders to operate,
if necessary, their own vehicles.

The seven articles following the introduction deal with th
tions of a policy relying on private enterprise as it affects raj
transport, canals, and coastwise shipping, ports and airways,
Transport Council is recommended consis
ed in, but not connected with, rail, roa
with an independent chairman of wide b
The Council is to see that all steps are
tion of internal transport. The change
in a gradual transition.

Turning to road transport, the need for consolidation, and conse-
:quently for suitable legislation is emphasised. The needs of passenger “trans-
port are discussed and the view is expressed in favour of this section of
inland transport being developed by greater extension of co-operative work-
ing and provision of more passenger amenities. There is a strong case for
maintaining the status quo, and keeping down the pace of the change, War-
time use of canals has revealed possibilities of developing them for special
types of traffic, and a unified management of all canals is suggested. After
referring to docks and harbours and rail participation in air transport, the
book concludes with the final observations of the writer. He claims that
the unity of organization which can be attained under private enterprise

has__the merit of avoiding “large-scale revolutionary changes involving the
setting-up of unwieldy State monopoly so al

e implica-
lways, road
A wholetime
ting of four members eXperienc-
d, canal and coastwise transport
usiness knowledge and eXperience.
taken to bring about co-ordina-
has to be slow and may be effected

ien to the temperament and
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- characteristics of our island people.” An agreement between road and rail

: idered an essential preliminary to any policy. The im-
;ﬁrt‘:gggtolfst:gr?:;)%iteplanning in connection with tq:lvn- p lannangthl S po.lglt')ced
out. Proper road construction which avoids accfl entf1 an 3 teann o:tn
development will not only meet the demand for sa euan rapid transport,
but increase employment in the motor industry 35. we. . .

Roads for Britain: By J. F. Bramley. (Birmingham: The Austin
Motor Co., Ltd., pp. 48. Price 5/-). " is “to present in brief, easily

’s object in this brochure is *‘to pre bl

undgﬁ{bo%r?gﬁ}i :hg ejssence of the mass of mfgrtpatxog_ II;IOW ah‘?tl:!tall)al: lf](;;
planning” the post-war road system of Great Britain. .;(t)lug nd opinions
sought to explain, summarise and illustrate tl}e suggi;twtsatatem [t)in ns
of the authorities who have surveyed the subject, tvl:l otﬁer Thpe ing; oo
criticise or express a preference for one scheme c;r eforoad's in England
ductory chapter presents a brief sketch of the hisfory of ro2cs 1 Bng the
and concludes with a reference to the lum"em.e&.t assumed for the
advent of motor transport and the direct responsi lt;lyr draws attention
mainline roads by the Ministry of Transport. ht:'[- o 3 construction the
to the remarkable wartime engineering feats ?i droal ment. He next
lessons of which are available for post-war 1‘OaR eveto?or L;mdon and
turns to the proposals outlined in the Bressey epcar the peace condi-
Greater Lo:;l?donl,) a tI)(;xld rfxweczpin.ga 112?5 le’lsc,iutltllﬁ:lrl%s U:d aeprted toptake P
tions of 1937 orbital highways, vi “ouncil’s plan in 1943, which
rai ir termini. The London County Council’s pla R
tzolkaggcﬁlfnttcof radical changes made possible by the effect .oftgombt'&gn li
described in the next section. The distinctive feature here is the a p

to break throngh the medieval administrative divisions and to apply the

t an account of
t ndon county as a whole. We have nex
fﬁgeﬁlcfy:?kcl;%&rgy and the C)irty of L?fnd(ér} Plang»t ’fl:leptfe%rglggrgggzgz
nient roads, wider vistas affording uninterr ;
$°f§e°gf’(,‘§,eu,;enta1 features of London’s architecture, _'Il‘he éatt;:_twbxle
agreeing in some respects favours a strictly coque.rcw}rhan l'u s a!futél:n
restoration of the former busincss dhth;3 Oéoggycétgfveyores’pSa:)I::?etg' for
nstituti i ay Engineers and the .
B ar o et s Thepopule o he Ao g dte
s i e prooiem . . .
izzrtqo?eg? l?o;‘:iat;gé)c’l:t;?x tht%er contributions to pl?m}fng arertthen
menéioned and the recommendatio_nsdof ’IE!}:: é\fég;f;z c% nclu?:ssgv%th ‘;2
ecificatio s are summarised, ] g
qucxﬁcatx?nt; fo:o;‘fzg the proposed roads, which may total £ 5{20 million,
?ﬁli?aitse eoxpeciéd to lead to savings which through elimination of even half

the present congestion, traffic jams and delays would add up to £40 million

per annum at the end of a ten year plan of development. The insurance

-claims on accidents alone amount to £ 10 million. There is undoubtedly a

tion in transport,
are: ined by a programme of reconstruc
%‘?gtbggil ctgnctﬁdgz uvlveith g bibliography of the literature. The brochure

is attractively illustrated.

. : . V. Gopalan, B.A,
- Qutline oﬁRaihUayrA“d't and Accounts: ByL. V. Gopalan, ..,

B.L. (Madras: Messrs, Thompson and Company Limited, 1945. Pﬁcc
Rs. 1-8-0,) , 's b ish

: d edition'of Mr. Gopalan’s book published
'13,yea,l;h;ffi‘;‘ﬁg,aengxaeﬂl{fegﬁome. It presents within less than %0 pages,

a brief outline of Railway Accounts. After givinga brief sketch of the
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history, structure of railway accounts, and stages of audit, Mr. Gopalan
proceeds to discuss at length the functions of andit of receipts and expen-
diture in their several details. He concludes with a brief note on the rules
and interpretations. Four appendices are attached in the form of charts
illustrating the functions of audit and expenditure, revenue journal entries
and the general and subsidiary books of accounts. Mr, Jolly, Chief
Accounts Officer, M. & S. M. Railway, who has written the foreword
rightly describes it as a link between the practical study of work in the
Accounts Office and a theoretical study of the rules and regulations by
which that work is governed. For €Xaminees preparing to appear at
departmental examinations, this small book should be foung valuable for a
rapid revision of railway accounts. For welj nigh a generation examinees
have been indebted to Mr, Gopalan for his help books. The reader to

whom he makes a special appeal will appreciate the revision of
which takes into account recent developments, of the work

OFFICIAL PAPERS.
RAILWAY BOARD'S REPORT, 1943-44,

The Report of the Railway Board on-Indjan Ra;
has again appeared in the same reduced war-time sizea:sw?gsst f}?zai%qfﬁ
same arrangement as in the earlier reports is maintained and the cozr.xments
have been made with commendable brevity, As the financial results are
already fdealt with mb com:iecﬁon withh the Railway Budget for the current

ear, reterence may be made here to the other featur. 1 i

?iuring e atures of railway working

Passenger traffic set upJf negrsrecords. T
789-3 millions, an increase of 268 per cent. Pass i
even still higher at 32,483 millions, an increase of 3??;;:“3:::%2:0?;‘;({
pared with 1942-43, Responding to the rise in traffic, passenger earnings
advanced by 37°5 per ceat. to Rs. 57°11 crores. Goods traffic performance
remained almost stationary. The net tonnage and net ton mileage showed
increases of less than one per cent. over the previous year, but freight
earnings disclosed an improvement of 577 per cent. to Ks, 162-82 crores,

The operating record of the year reveals the rea] character of the
war-time increases in traffic. As compared with 1938-39 Clags I Railways
did 74 per ceat. more passenger miles with 28 per cent. less train miles.
Punctuality of service has suffered to such an extent that only 65 per cent.
of Broad Gauge trains and 72 per cent. of Metre Gauge trains arrived
without losing time,

The increase in goods traffic was less spectacular, and the net
increase, which amounted to 29 percent, in ton miles was handled with byt
7 per cent additional train mileage as compared with the corresponding
figures of 1938-39. The reduction in the train mileage would not have been
effectedif adetermined effort had not been made to increase the net freight
loads of wagons and trains. The average wagon load increased from 448
tons to 467 tons on the Broad Gauge and from 169 tons to 176 tons on the
Metre Gauge. The average speed of goods trains suffered a slight drop,
due principally, it is stated, to the heavy strain thrown on line capacity on
some of the more important through routes and to the priority movement
of military specials. . '

- - Against the improvements must be set the decline in the locomotive
and wagon utilisation. It is stated that the position under the latter is
understated as the work of the wagons on militarysservice is not taken

he number of passengers was

purchases of stores, etc. An increase in t
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into account, Loss and damage to goods in transit fali". rggp_e‘xs ffé aPiz‘x,lZ
increased, resulting in a serious rise in the numbe;‘l of c 211;0 e ﬁp B i
for refunds of overcharges on goods and parcels aveb? ) g . [’)l‘he ear
time taken for settlement is reported to be c_onsnd?ra y longer. y
has consequently closed with heavy outstanding balances. S
The report describes inless detail than usual other aspects of railway

i i iviti f the research departments,
working, such as the routine activities l?e AN S i

iti i by Rs. 3.84

887, ed allowances and amenities raised the cost
cro‘%gst: ’gsegg.aSancrores. An important development cl)tf lt-;x;g::ri:rz; te}:f
introduction of wireless communication to supply airtl)i I?tizs
gencies. This is likely to have great peac.etnme pos.s . - theie record

The year 1943-44 was a turning point for ra111-w1r:;1tys‘:),fatx;l 1 coi 1 record
of operation can be properly assessed only in the tlgdoes e o
made to the improvement in 1944-45. The repo¥ oes less than Suetice
to the great effort of railways to turn the corner for
ments and the civilian economy.
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RAILWAY BUDGET, 1945-46.

The Railway Budget estimates for 194340 disclosed a Fomarabl
improvement on the revised estimates of 1 : o equipment, enabled
floods and cyclones, combined with the arrival '1{lew go ge suc’cessfull}’
further increases in traffic—military gnd civt 1an-g- essential civilian
tackled. Not only the military operational den-]anoi"’a contribution of
requirements were also fully met. The proml}ied a stabilising effect
Rs. 32 crores for the last and current years }}as ah buoyant revenues
on general finance. Despite wartime conditions, tl eositign of railways
have rendered it possible to strengthen the ﬁm}nctl}?'spsection-
by measures which are referred to elsewhere 1n thi

. i diture and
The revised and budget estimates of earnings, f)t(zfglnes appended
. - summarised in the statistica pPp

g:lzlv;esu!ﬁl: f;gl;lglrzga%gi Sreceipts for the curreilt yearr areo Pl::::li ;l.gt
Rs. 220 crores, or Rs. 570 crores hlghg thai%.(?st Zizr;e’s. pTaking
expenses exceed last year's figure by, = nses were up by about
depreciation into account the total working expet Rs. 64 crores, lower
the same amount. The net revenue will be abou fus is acco;'ciingly
than the figure for the past thice, ears, LSS0 CER 732 crores
::p::rtligigﬁtli)SnRst'h?billa:gej% Rs. 451 crores is to be transferred to

the Railway Reserve.

The principal improve
cerned is to be derived from

far as the immediate future is con-
m:t?: ;:ospective relief to the pr%sent trans-
port shortage as a result of the new equipment ox:idzxiesd I\?InG c)ex%%ct;s‘i
This amounts to 1,352 locomotives (937 B.G. anf .to‘ ” "
B. G. wagons and 12,431 M.G. wagons. The reference
locon;otive manufactute mentioned in the speeches ' Fre g
effect, and this has been strengthened by the stariguty
Tatas, R .
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" PrINCIPAL STATE-OWNED RAILwAYs.
(In crores of Rs.)

1940-41 1 1941-42 } 1942-43 | 1943.44 1'1944-45 J1945-46

e < e

Gross traffic receipts
Total working expenses

Operating expenses
Depreciation Fund

P b

Payments to worked lines

Net traffic recei

.....

.......

pts

Net miscellaneous receipts

Net revenue

Interest charges

Surplus
Railway reserve

Contribution

-

add



PARTS [-11 YTES AND MEMORANDA. 29
. NO

fvoL. X

RAILWAY ACCOUNTS AND FINANCE

©
(3]

‘sajewmise yospngg |

*SIJRUXIISI PISIAIY o

15°9¢ 102y 808 €109 18'99 6592 °° [e0L e
191 867 182 10°€ 1S¥ £LY . . Nm S
ob1 1271 S0¢ $5°C ¥5°C e ° oL _ o
86'1— 61— ote— 98'0— 080— 60— ” SRS MCN
90 61 0L'€T 1611 £0'61 9L L1 2091 ° wo) "M, "N
o'y rAgS 1404 €1'9 655 99 °* N'SB'N
POr4 S SO'IT ogel ¥l ot A48 L (A te d1 D
801 — €L'S . Q0’4 w6v— et €6°Cl °t r4a
60'— oI~ 0€'l sLe 12°C sy i, . g4
019 08's - 80°9 €98 928 188 > 10%'9'd
(A €9°¢— 820 L 44 14 ) 'VRd
. .m.m .wm .mm .m,m .m.m.. .mm M w .
{or-sp61 ‘ *S-h61 _ 4ai 9b-Sv6l Stpiel » )
, : ‘SAVATIVY :
‘S0 ¥o lidoad } ‘SIAIAIAN OIIAVEY 1aAN . &
622 112 9¢1 L86S1 | 6VLvl *w.wo.ﬁ 6tc |t/ 291 - 881 8Z°L1 g6er | 1wy LT
S22 £81 91 18'8 s bLs .
1zt 2zl 16 184 ocvy ele 981 {741 (1741 1 U1 640 e ﬂn S
161 S8l (44 9¢ (A% 9z'¢ LS°0 S0 980 - TR0
91 891 ovl ELA oF’LL A 21z 90Z £91 00’y 68¢ 60'¢ ** CCMCN
461 902 2st 6.6 $Z01 2s’L L£T Lhe €L1 8L'1 S8°1 0g'1 o "NW'SR'N
661 10 (A L8l $6 81 9191 9.2 89¢ £02 ove X EA Lry "t dL'D
£8E §se 154 ZLos cvee £2°0¢ 02 <81 191 w'e Lre 88°1 - ‘1T'd
261 961 01 vl SSP1 vl 91¢ 92 81 66°'1 S9'1 91’1 °° . N'g
£S1 €51 LET 20t 111 901 £81 14 - IeT 19°1 0f't Ul *r To2'9'9
1744 15¢ 144 £c0Z 8LS¢ 20 ST L4 S8¢ 9zZ 1£¢ SeT 8¢l o ‘Va'd
o/0 o/o o/o sy sy _ sy o/o o/o 0/0 sy sy ‘sg ‘
,Sv.mvm; «51-bb61 ~ y-eb6t _ .Ev.mxi &Tvme Pr-Eb61 _ 19¥-5161 .,mv.*&__ Lt ] _ 101561 -mv.vva; vr-ev6l SAVATIVY
. H
| -sISNIAXI] DNINNOA TVIOL I “TAng  CAY . “.
(‘ob-6£67 01 cotﬁ&&&& 2 syye] Ul ‘SY) ‘SAVATIVY GINMO-ELVLS 40 SELVRILST ANV SLTASTY TVIONVNIJ— A TIaV,],
*S3JeWSI 193png | N *SIIBWHSS PISIAAY o
a4 8C1L 11741 (£ | es1e L8381 6¥1 8 _, el £eeZ zse ggez | TeoL
" sp1 g ger | 9zt | sev L0 821 oet | 60 | s60 | 90 | Is0 | -
g Ly ey 180 | ££0 | eko | Lz 0
sz1 zz1 901 £6'2 93¢ 6t 22 s¢l 911 iy v6'c see |- AN
691 e 821 21 L'l 161 gel ¥l 121 _ 65°1 ¥l 66T | R'S®N
Lyl ! 661 L5 05°¢ geg z61 181 691 0.7 L8°E zot | 419
611 811 b1l L0y 20 88'¢ Lt ovt L1 96 6% 9y | dd
ST +91 €1 ST 0LC 81 a2t 92t 011 * 6L bo'g o5z | N .M
2 8 08 $8°1 a1 'l £LE1 6¢1 ogl ¥$C 65°C e | 10%°8" g
692 822 691 60 % LY'E L5C 181 88! 671 See 8h'c SLT vy
o/o o/0 | o/o Sy SH sy o/o 0/0 0/0 s Sy SY
Ev.mﬂi .mv.xdmN Ph-£v61 _ .Ev.mvmé *«SYHP61) bH-Ev61) $op-SH61 «21%3_ YrEv61 M 1op-sp61 ..mv‘vw&L P et6l - L
‘SAVATIVY
NOILVYRA() CITI HINVNAINIVIY ANV Sdivday] AwvNIaa(Q °IT
[CXA R 4 60¢ 06'1¢ 26°0¢ ﬁ 6/'s2 45¢ Y4 91 59011 $9°821 “ oI06 ) °° 1®OL .
8’1 S6'T €51 (474 S61 8er | ov% 109 $5¥ ﬁ .. P
2ee $£2 PRI 8l 86 14 161 ¥61 RET z9e 89°¢ (Xegrd e L®R0
£ze s1z g0z | 9sC { 98C { oLZ | RGN
991 01 bsl 6¢'b 20 $9°¢ 1748 741 [ I44 85yl -1 % GO (wo)) M'N
81T 9¢¢ 2Ll sez £'e LLT 1454 144 061 (4] 8 8 sl9 °e . ‘W'S®B 'K
U4 (%44 961 S0y 05¢ s¢°C Lte 0ze €81 £OST 4861 SIet o d19
122 4t 9IZ | 685 L99 8LS ot 9£Z 291 99 LY 9¢°0f 7474 S Td
81Z 292 €52 e 90y CES 261 £0C 891 90°Z1 ovel 4201 v K : 4
Sel1 81 o1 9i ¢ 86¢C e 091 £81 Sel 86 $9°6 £e°8 .. ToOR'dd
£6¢ 1€¢ See s L8y @S £0€ £Le 122 22781 28'¢e (1] ¥4 e ve'd
0/0 o/0 “ 0/0 Sy s ‘S o/o o/o o/0 - A !
196-SH61} #S-bP6Y) ¥H-CH61 .Ev.mv.m—M *mv-vvﬂ_ SﬂmvaL 19-5p61 _.,mv-vvaL Ph-£p61 ~ .Sv.mvﬂﬁ nmv.vvo& yr£r61 & SAVATIIVY
‘NOILVYISINTNAY TvdaNgI—] ! . *SISNEIXF ONILVHEIQ)
(‘0¥-6£6T 01 UONIEB[RIG4 UYL SYNE] UL ‘SY) SAVMTIVY JINMO-ILVIS JO SALVAILSF ANV SIINSTY TVIDONVNI A— A I1EV]



30 RAILWAY ACCOUNTS AND FINANCE. [vor. 1x

VALUATION OF STOCK-IN-TRADE.

We referred some time ago in these pages to the series of recor-
mendations made by the Council of the Institute of Chartered _Acccziuﬂl
tants on accounting practice, The last set of recommendations dea

with the important subject of the valuation of stock-in-trade and
work-in-progress, The Council state:

“ Profit on loss on tradin

d be made to cover anticipated 105555_'
Inconsistency in method may have g very material effect on the valua
tion of a business based on ea

rning capacity though not necessarily of
importance in itself at any balance sheet date” o of
There appears to be no departure from the established practice 0
taking “the lower cost or

market value”. The method of calculating
this is defined thus: ”

“ Cost should be calculated on such basis as will show a fair view

of the trend of the results of the particular type of business cOﬂCemedf‘
ndirect or overhead expenditure, if included as part of the cost ©
Partly processed or finished

products, should be restricted to S“,Ch
expenditure as has been incurred in bringing the stock-in-trade to 1t?
existing condition and location, Stock of by-products, the cost 0
which is unascertainable, should be valued at current selling price (of
contracted selling price where applicable), after deducting expenses to

be incurred before disposal. The cost of the main ‘product should be
reduced accordingly ”

. ) - ict®

Commentmg on the Tecommendations, the London Economf-" '
observes that the basis suggested seems to beg some questions.
According to this Journal,

market value “shoyld be calculated on the basis of estimated selling
value less expenses to b

e incurred. In estimating this price, regarC:
should be had to abnormal and obsolete stocks, the trend of the marke
anq prospect of disposaf, It is not clear whether the figure may be
written up when the trend o

. the market is upwards, It is laid down
that to decide, what deducti

more prudently, at the lower of the t“’ﬁ
rately. If goods are purchased forwar
ales, provision should be made for any
€xcess over market value, and this should be shown in the accoun{)s-

hen goods are sold forward and not coveted, provision should g
made for the excess over anticipated sales value, but it is not state
that this should be shown,

hatever basis is adopted it must be applied consistently, irresp%(;;
tive of the amount of profit available or loss sustained. Any reducti

in stock valyes which exceeds these recommendations should be shown
separately in the accounts as a reserve,”

I category sepa
and not covered by forward g

. Ecenomigt, June 16, 1945, p. 821,

hange in
' Cost of the property is changed. Everyc

. conditions.

3 ‘ NDA.
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DEPRECIATION.

. ion on the status of

Explaining a method which yields al mfl\(/H'mI%It.l%]. Dow in a recent

Pmpertp d rt;gciated under the group plan, ¢ for the purpose of ﬁndmg

numb y feph Railway Age observes tha £ property are considered:

Lm: ] 3 t et sa;f the past, three classes o P spSimple units remain
Si'gpiglﬁr:i?s), rcaoglplex units and composite groups.

cia-
tage rate of depre
intact throughout service life. The normal percentag life but that rate,

le, if
t). For example, 1

, iZie)is'S per cent. but if
vage value being

: rigina
Service value ratio (service value olvgl“: ::: ; r%tage
Service life is 20 years, the norma P ginal cost ( sal
Service value equals 90 per ceqts. oer s
per cent.), the rate is only 45 p

' f vari
Complex -units are those com.p'ozeg fring o
any of the parts are added or retire

A henever
s parts. Whene
Ouiclo;3 life, the original
original cost affects

jation rate.
e depreciation
the service life of value and thereby alters th '

: : i t in
Consider the following example- 1 1900 to final retirement
. : nt in rvice life
19301?“?12 ¢ imyeefrfs gfxltgl(ﬁ: to "iae 1006 and 1912 changes, se ,
is thirty

of value is only 266 years.

.1 16,000
Original investment in 1900'..... f 3,640
Addition in 1906 - 2,490
Retirement in 1912 17,150

Final retirement in 1989 i’ percentage rates of
B of interim changes, the nox;m;) 3:76 per cent. From
e y 'reasionincrcased from_ 333 pertc:k?at.lge during the life span
thiire?:a?o:p;arent that every investmen
» 10 18

o ciation. .
increases the straight line rate of chre. le and complex units, The
g include both simple d through additions and
. Composﬁ; groups lues are often change tion maintenance, and
individual units andrzsised methods Of.coﬁszrzintly differ from those
refiren_uent. Due to life of the new units fdgrable change may take
ogeratxon,dthe Benfxce 2 single decade const
of the old. During :

i that
osite group. For
Place in the average service life of the comp
ice life o
reason the average service lif

§ the group for a specific period of
i ient
the past does not of itself provide suffic

i forecast
data for a reliable
qui the Interstate
f the f When using the group plan, réquired by
of the future, . the.
(Commerce) Commission several p

eriods in succession must be ef:;:;:;
i i e pro
lop a trend curve which will reflect the prog
ed in order 1o develop

ice life of a group for any specific
i e service life of life of
iod of the pat s o necessary 10 o opery weighted for ite
period - of the past, | lective units, .
cach individual unit. 3;: :(e):'veiie life equal to tl(liat odf thcdn}v:sg:g;t-
and value, have an ar}:e credits may be combined an tlxse o pacter
Credits, Therefci%e; All of the dollars are of equal value, so that the
fining average life.
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normal average age of retirement is found by assuming that the dollars
first installed were the first to be retired.

Average age of retirements during any period within the past
25 years may be obtained through the use of the data found in the
engineering report and the valuation order records which show
separately the annual deposits and credits of the investment accounts
From these the average life may be obtained but accurate results ma);
be computed with a tremendous saving of effort by charting the data
and then scaling the lives. Such charts are simple in construction, and
once drawn furnish a comprehensive picture of the situation. ,

Mr. Dow claims that the chart is produced at a nominal cost and
furnishes accurate information which offers a practical solution of the
depreciation problem.

MAINTENANCE EXPENDITURE ON AMERICAN
RAILWAYS IN 1944,

According to the Interstate Commerce Commission’s Annual Report
for 1944, the expenditure on the maintenance of way and structures [':md
of equipment during the first six months of the year, exclusive of depre-
ciation and amortization, was at the annual rate of § 2.282 million, the
largest in history. But, ib terms of maintenance work performed, as the
report states, “ the effectiveness of curcent dollar expenditures };as been
substantially reduced by various factors among which are generally higher
costs of labour and materials; the payment of increased wages at over%ime
rates; the cost of uneconomical repairs to old equipment which must be
retained in service because of inability to obtain replacements owing to
priority contracts; the reduced efficiency of the maintenance labour
resulting in greater loss of productive time due to passing trains. While
these factors, considered individually, are indeterminate as to tl;e extent
of their influence, obviously they have reduced the effectiveness of the
current year’s expenditure when compared with that of prior years.” The
Commission state that the expenditure on maintenance during the past
three years might have been even larger but for the scarcity of materials
as a result of priority controls, and shortage of labour. During this period
the deferred maintenance, a result of the excessive wear and tear imposed
on the properties, has been increased at an accelerated rate. The Bureau
of Valuation of the Commission estimates the present accumulation of
deferred maintenance including provision for inadequacy and obsolescence
at approximately $ 300 million, which amounts to about 4 per cent of the
annual total maintenance expenses during the past three years. and equals
to about 11 per cent. of the total maintenance expenses in 1944,

TIED-MILEAGE UNIT SYSTEM.

The attempt to encourage motor transport of freight to afford
relief to hard pressed railway administrations faced with abnormal
war-time traffic has given rise to operation of road transport by
contract, and to the ‘tied-mileage unit’ stheme, This, as the War Tran-
sport Member explained during: the last Budget ‘session of -the Assem-
bly, 'is a ‘system by Which>a contractor is ‘tied to the railway by an
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Teement to carry trafiic between certain points at a predetermined
:Ete. The stat:rrngzt on the subject laid on the table explained it as
follows: ) b~ o

The “tied-mileage unit” scheme is a system whereby the ratlway
runs the coine:riae?::lial gide, but contracts out for tttxe operation, paying
merely for lorry mileage and idle tixpe, to an operator_lwho is, [:'yta..l:x1
agreement, bound to keep at the disposal of the railway a cer ?h
number of lorries in running order. The railway guarantees t(f) the
operator a certain mileage rate which covers the runnmgl o'f the
vehicles and a certain fixed amount for idle time, .payablc on ¥ if the
vehicles are not used on any day. No amount 1s 'g;\yadble }?rr acx:!y
single vehicle for more than 26 days. For every idle alg' edc fa:) g25
the lorry must have been serviceable. If a vehicle has word : rent
days and is available for the rest of the month, l?ut not us;; , pay ;nfor
for idle days will be limitéd to 3 days, 1f a vehicle actually n;;x do

days or more, there is no idle time that month. Generally idle

ime i ing time at As. 9 a mile.

time is reckoned at Rs. 25 per month and runping (ime
The “buy-in” clause provides for termination of the contract at three
t less a pre-agreed rate of

months notice and payment for vehicles at cos i
depreciation. Usually the cost is to be written off at 1 00’?2,?1 :)nf‘fl::;
subject to fair wear and tear. The “tied-mileage umt s.yfhe ailway
definite advantages both to a railway and to the contractor ; m;ﬁ fx-on)—l
is relieved of operational details and the contractor 1s

commercial risks, ‘

COAL ACCOUNTING.

A . : i the
In a memoranda submitted to the Public Accounts Compmittee,
Railway Board explained that it postponed the forrpu:ilx]tlon _t:-f lgg
principle of pricing of coal as a result of the decision in eth cmé se l
the year transferring the State Railway Coal Department tg g b“P?hY
Department, Under the system adopted, certain rates 'x% Y be
Coal Commissioner will be charged for all coal suppliers W Cthf;; Y.
private collieries or by State collieries.~ The profit earned on t 'lfﬁe
rates would be shown as the profit of the collieries concerned. e
intention is that the collieries will as soon as posst.ble after the war,
revert to the railways and the question that was raised by the Public
Accounts Committee will then become an active issue, In view of the
transfer to the Supply Department and the special system that has been
adopted for the period of the war, the Board did not find it necessary
to reach final decision, more especially as they were not able to obtain
the views of the Chief Mining Engineer Who has throughout the course
of the year been busy with more urgent and pressing problems.

COST OF DAMODAR FLOOD DAMAGE,

At a meeting of the Standing Finance Committee for Railways
on 13th February, 1945, information was given as regards the total

‘damage done by the Damodar floodsand the total expenditure, whether

chargeable to Capital, Depreciation Fund or Revenue incurred in
5 . .
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repairing the damage. The total damage done to the East Indian
Railway in 1943 was as follows: 3,040 ft. of bank involving approxi-
mately 1'6 million ft. earth work ; ballast was washed away;
9 masonry arch bridges and 6 to 12 ft. spans collapsed ; 16 miles track
were twisted and thrown out of alightment; and one gate-lodge
collapsed. To repair all these damages well abead of the monsoons of
1944, over 4,000 men were kept busy for a period of six months, on
the work which involved nearly 1,000 ft. of permanent bridging and
590 ft. of additional pile bridging. The total expenditure was
Rs. 3951 lakhs of which Rs. 7-78 lakhs were under capital, Rs. 101
lakhs under Depreciation Fund and Revenue Rs, 3073 lakhs,

COST OF DOUBLING B. A, RAILWAY METRE
GAUGE LINES,

In answer to a question in the Assembly it was stated that 59
miles of Broad Gauge and 169 miles of Metre Gauge lines have been
doubled on the Bengal and Assam Railway to meet military require-
ments. Final costs of these works are not yet available, but the
capital outlay is estimated at roughly Rs. 4 crores, The entire amount
is paid by His Majesty’s Government, while interest and depreciation
will be borne by the Bengal and Assam Railwa.

ay which charges the
usual rates for all passenger and goods traffic handled. 8

SOUTH INDIAN RAILWAY ACCOUNTS SOCIETY.

We are pleased to note the formation on the South Indian Rail-
way, an Accounts Society. The objects of the Society are:

(e) to provide opportunities for the staff of the different
sections of the Accounts Department, as also the Statutory Audit
Office, to meet at frequent intervals and discuss topics of railway
accounting and finance, particularly bearing on subjects which will be

of practical benefit to the staff in the course of their work;

(b) to.arrange for lectures and debates on subjects referred to
in para (a) above, and institute prizes, medals, etc.;

(¢) to establish a library containing books on railway account-
ing and finance as well as general accounts, and to subscribe for

magazines and periodicals on such subjects for the benefit of the
members.

We wish the new Society all success in serving the interests of
the accountarts and auditors of the South Indian Railway.

CHANGES IN CLASSIFICATION.t

(1) The cost of food grains and other commodities have been
booked under “Capital Suspense—Stores”, and the advances made to
the Government grain purchasing officers or other agencies for pur-
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. Capital—«Miscellan
chase of grains have been recorded ‘?n(}er Ilanious Advances”,
Advances” instead of under Revenue—“Misce

. . - ﬁ
(2) Loss or gain in supply of rations tOC:her c:;}.s truf)?;{li;;:-ly
has been booked under “Capital--VI—-GenergIG, harges . »
such loss was booked under ‘Revenue Gran.t . sitare on renewals
: (3) The monetary limit for charging Tx;;elg ;;ewalé of rails,
of certain assets (other “than casual or .wholes o und has been
sleepers, bridges, etc.), to the Deprematxogoo Rie:e:iew f the present
';\emporarily raised from Rs. 2,000 to Rs. 5, Ul
igh level of prices. . class
(4) Itphas been decided thst rolling sfgcieogfroiggdo?:gether
forming part of the programme of a year shou the relevant rules of
irrespective of the conditions laid down in &
grouping,

(5) A new minor head e
Account” under the major head Su?g’;zzebe?: o
the section “P—Deposits and -Advancgs Fund
the investments from the Staff Benefit . stores is now being

(6) Expenditure on all imported r:;ulwa:)):1 o stead of in
adjusted in India through the remittance accconst’ruction of State
England under the final head, “67-A and B-_dingly been met from
Railways” and the cost of such stores has accor
the “Indian Grant”. .

7) For recording expenditure on acc’: -
ance Pagd )to staff, suitable detailed and tsug-tigtaﬁ.
have been opened under revenue abstracts ‘

e Fund—Investment
«Staff Benelt b ia Part IV of

pened for recording

f dearness allow-
ccountdoheads of account
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INSTITUTE NEWS.

After an interval of almost four years th '
Institute was held on Friday, 12th Janﬁa};'y, 194;, S:v(i)tr;]feg? céa(,);e:l;c
Badenoch as President. After a group photograph, the proceedi s
commenced with the sixteenth Annual General Meet’ing alx)t 4 1% o
in the meeting room of the East Indian Railway, Before ro.ceecli)i'm.
:o thﬁ ngn business items, the following resolution referr?ng to t}rif
éﬁz ir.ao ahadur M. Ramachandra Iyer, Fellow, was moved from the

“That the members of the Institute of Raj :
Auditors, having learnt of the untimely diatlvg?ylix;goét;?;cﬁrd&d
Ramachandra Iyer, Chief Auditor, (retired) South Indian Railway, on
14th November, 1944, hereby express their sense of deep sorroz\; at
the loss of so worthy a Fellow of the Institute; and that a copy of
this resolution be forwarded to his family as an,expres io cf pt)lflo'
most sincere and heartfelt sympathy in their bereavemen ts}’ n of their

The resolution was adopted by all, standj i
solutions were passed unanimously :y anding. The following re-

1. That the Annual Report of the Council for 1 i
by Messrs. S, R. Batliboi and Co., Honorary Auditgis,gl?esagz;tig,l hed

he Czt;un'fi}ll?t the Council for 1945 be re-elected as recommended by

3. That Messrs. S. R. Batliboi and Co.,, Honorary Auditors of |

the Institute be thanked for their honorar fvi i
. y services during th t
i q g the pas
5::£.an e elected Honorary Auditors of the Institute for the ensuing

4. That Rai Bahadur N.C. Ghosh, O.B.E., G

East Indian Railway, be elected as Honorary Men'a’berect)lf I;%le %12225:;,
The Secretary then reported the change made b i in

A t
the By-law No. 10 which as amended runs ag follows:y— he Council in

“A Fellow, Member, Associate Member or Associ |
. s oclate, w
notified the Secretary that he has retired from service may o’n p:;mlzﬁ
o{ Rs. 10 per aunum in advance be permitted to retain his connection
with the Institute and to receive his copies of the publications,

A Fellow, Member, Associate Member or Associate, who shall have
given due notice to the Secretary in writing on transfer from Railway to
non-Railway Departments of the Government of India shall be entitled
during such period of transferred service, for a period of not less then six
months, to retain his connection with the Institute and o receive his copies
of the publications in consideration of the payment of Rs. 10 per annum ;
gromded that the reduced subscription under this By-law shall be payable’
in advance as in the case of ordinary annual subscriptions.”

On the conclusion of the Annual General Meeting, members and
guests had tea at the Royal Exchange Place Restaurant, after which
at 5.15 p.m. the Conference opened in the Committee Room of the
Bengal Chamber of Commerce, Royal Exchange Building with an
address by Sir Cameron Badenoch, President of the Institute.

s e R
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The Conference reassembled for the seco session-on: 7
January 13th'at the East Indian Railway Meeti - Y.
Woods, Deputy General Manager, Bengal and Assam aifway, deli-
vered a lecture on “Food Supply Organization on Railways”. An
interesting discussion followed in which a number of members parti-
cipated. The next paper read was by Mr. M. Vaman Rao, Deputy
Chief Auditor, Jodhpur Railway on “Forecasting of Sleeper Renewals™.
Mr. I. G. Plettell, read his paper on Provident Fund Accounts, Mr.
B. G. Balakrishnan, followed next with his paper on «“Grainshop
Accounting and Finance”. In the afternoon session, Mr. Balakrishnan

read a second paper on “Road-Rail Gompetition”.

An attractive feature of the Conference on the second day was
the exhibition of accounting machines by Messrs. Felt and Tarrant,
The Conference concluded in the afternoon with votes of thanks to the
General Managers of thé Bengal Nagpur and East Indian Railways
for their co-operation and assistance in connection with the holding of
the Conference at Calcutta; to the General Managers of other railway
administrations for the facilities afforded to members attending the
Conference; to the Committee of the Bengal Chamber of Commerce
for the accommodation provided for the opening session and Messrs.
Felt and Tarrant for their contribution to the exhibition. In the
afternoon members proceeded on a visit to the works of Messrs,
James Glendye and Company, Railway Ticket Printers, 6 Chowrin-
ghee, Calcutta. One of the Directors of the Company and the Manager
took the members round all sections and entertained them with tea and
light refreshments. The visit was acknowledged as providing a most
enjoyable and instructive experience. Sardar Bahadur Santok}} Singh,
one of the party proposed vote of thanks to the Company which was

carried with acclamation.

NEW PRESIDENT.

Sir Cameron Badenoch vacated the office of ‘the President on
April 1st on the eve of his retirement from India.  The Council un-
animously elected Mr. D. Colin Campbell, Director of Railway
Accounts, Railway Board, PRESIDENT for the current session.

NEw MEMBERS,

The following gentlemen have been elected to the class of member-
ship indicated below: : '
Fellow: 5
~ Mr. C. Bhaskaraiya, Chief Auditor, N. W. Railway, Lahore (by
“transfer from Membership to Fellowship). :

Member:
Captain T. P. Choudhury, Accounts Officer, B. N. Rail
- trattsfer from Associate Membership). » way (by

EECYIN
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Associate Member

Mr. Kanai Lal Cha
B, N. Railway.

Mr. Girwar Prosad Gupta, Assists i ish-
ment Aadit, Jodhpar pare. }?, JOdh:)Sl:ls'fant Superintendent, Estabhsh

Mr. A. H. Kerr, Inspector of Accounts
fer from Student to Associate Member.) ,

Mr. M. S. Martin,

Chief Inspector of Accounts, B. N Rail
Mr. . Hi ) : . ts, B. N. Railway.
Sectionr, B i\rrrfalr{gislf;xay'Seknar Mukherji, Superintendent, Counting

BN, Iga“wzr;’l?.khya Charan Pa, Junior Accountant, Traffic A;counts,

Rai Sahib Nilkrishna Sircar, Senjor ACCOUntant; B. N. Railway.
Member: . /

Mr. P, C. Mukherji, Assist - ief
Auditor, Fe 1 ; ant Audit Officer, Office of the Chie
tou Mxe:be%;st Indian Railway (for transfer from Associate Member

Associate Member -
Mr. Bidyut Ranjan Chatterij i
; 1, Travelling Inspector of Accounts,
B. NI.\/IRalllgviy (fgl‘ transfer from Student to gssogateoliflembel‘-)
r, relli
Railway, cter Spencer, Travelling Inspector of Accounts, B. N.

Mr. R, .
IndianrRailwl:\/Ilethuraman, Senior Accountant, Traffic Accounts, South

[voL. iX

tterji, Travelling Inspector of Accounts,

B. N. Railway (by trans-

OBITUARY.

KaLvana CHENNAKEsAvA SRINIVASAN, 1896-1945.
The unexpected demise of

Officer, B.B. & C.I. Ra;

il K. C. Srinivasan, Chief Accounts

. way on 26th i at the age
of 491,<1i keenly felt by a wide circle c‘l}fpﬁi’ flrgi):r?a:t Bombay
as thea.ozlalma()Chefnng:lkesava. Srinivasan was born on 26th April, 1896
full ot rc}; son of his parents, His educational career in Madra_ls was
College pMmése‘ After taking the M A, Degree from the Presidency
Govefn’menta 'rasigm Chemistry, he joined the service of the Madras
ear lat m 1918 as Chemist in the Leather Trades Institute and 2
{4 ater served ag Assistant Chemist in the Department of Industries
adras: After passing the J A, & A. S. examination, he started h1s
8&;& in the Indian Audit Department ag probationer attached to the
ce of the Ailccountant-General, Madras, on 24th Marc}i% 1921. thg
€ same vyear ce
Govgrnment Examiner 0¥ Accl(l)fxﬁ‘t)‘;asl\zttaé:hgd I\EIO ltﬁllglvgay, his first
official contact with railway accounts which was to become hl:
main field of work.  Srinivasan’s interest in chemistry appears t0 hag;e
survived his new interests and for a short while he held charge of the
office of Consulting Chemist of the Government of Madras. In®
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next three years, he was Assistant Auditor, E.B. Railway. Bels»ndes
the normal duties of Auditor, he received training in commercial and
workshop accounts, and procedure,

i i i t up in 1926,
When the Railway Rates Advisory Committee was se .
he was appointed its ﬁ¥st Secretary. This afforded him an opportunity
to study the subject of railway rates, alrjd the x"fs%l}tls ofv h;j‘ s%;ig 23;;
bor. t his major work on the Law an eor :
Frerz!;hto uRa?gs inl nditi. During the next five years he sez'eg' theO ?ﬁudxt
Department in various capacities, as a vaxsnonalR \ lu 1t' 9 cetr,
Karachi, Government Examiner of Accounts, B. N. allwa.),B eflgm 8};
Chief Auditor, G. I. P. Railway and Government Examiner, B. B,
C. I. Railway.

awards Srinivasan was increasingly associated with
Railev?;)? tgc}:giit:.l His services were utilised in connetftton w1t:t1t specllf,l
investigations as officer on special duty or in some o;{ e'li capact:{ y. tes
carried out the Internal Job Analysis of the E. L a}l{ Wa%' ! ti.:ot’}ph
Department. At this time the lack of a proper cede was keenly felt. The

. earlier codes had long gone out of date and new orders, changes, modifi-

cations, etc., led to so much difficulty that even the Ilzuplhc Ac]%%un:ls
Committee demanded early action on this by the Rai wa,yd : a:;'l
Srinivasan’s detailed knowledge and experience were ha.rnesseht 0 : s
task. The expedition with which successive codes were brguhg dou ali
provisional.issues is a fair measure of the eglthuswsm and har ﬁword
that he always brought to his work. Early in 1939, he was con rn;e
as Deputy Chief Accounts Officer, in which capacity, after serving 6’1‘
a brief period on the E.B., he proceeded to the G.I.P. Railway. On
the retirement of Mr. RW.F. Butterfield, he was appogntec.l Chief
Accounts Officer, B.B. & C.I. Railway, -a post he held till his death.
During the war the Department of Director General, Munitions Pro-~
duction, made a call on his special knowledge in connection With some
accouats work in 1940. :

iniv i emembered by the members of the Institude as

it ﬁ?srt‘m(‘)':;iﬁigzig bgelt':retary. The foundation of the Institute in
lOsi; ber, 1927 owed much to the valuable work done by him, He not
cl? cr’suaded the members of the service of the need for an organiza-
(t)i‘:)r}l %‘} this kind, he also shouldered the preparatory work prior to its

foundation. Although he had to resign his Secrétaryship within seven -

months of its foundation he had placed the affairs-of the Institutemn:

“ »

such sound basis that it was able to carry on ever since.~Busing-this’

i ' ‘Railways
i d to bring out the Indion and Eastern Railways,
s}}:m:i mtt ergi;c::gg of the Institute and the contributions which he
; ed W :uccessive issues on railway accounts are a tribute not only to
g}a ‘l":;n‘ fedge but to his desire to render the task of le:amm_g the
s::ijectoz’fe iilway accounts easier to the mew entrant in railway

services, L B .
i ithi limits of a brief notice so

. fcult to sum up within the limits i

full ii;(ilsf::i?;u?a life, Whatever the work Srinivasan undertook he

tried to leave some record of what he understood and how he felt
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things might be improved. His published literary contributions alone
amount to an impressive record. They cover an unusual range:
manufacture of glue for use in aeroplane propellers ; utilisation of
wattle bark for tanning extracts ; Departmental Scientific Bulletins
for which the Lord Curzon and Sir William Wedderburn research
prizes were awarded by the Madras University ; #Indian Cattle and
vital statistics’ (1921), for which the Publicity Bureau prize -
awarded; Research in Leather Chemistry; Improvements in th
Accounts and Audit Organization Railway Workshops and Railway
Stores (1924, 1925} ; 50“}6’ 5"!]96’5“'0"5 for improvement sand controt
of railway cxpenditure in India (1930-31), these two obtaining him
the second and first prizes respectively offered by the L.R.C.A.; Lat
and Theory of Railway Freight Rates in India; and Report on the
Construction of Locomotives in India in State Railway workshops,
(Joint author).

To these are to be added numerous contributions on topics of
current railway interest in different Journals. Srinivasan has a
pleasant and readable style anq h'ts discussion of any problem always
stimulated further interest. This is particularly true of his main work
on the Law and Theory of Freight Rates.  Soon after its publicationr
an attempt was made to revise the Indian Railways Act, and the
material contained in this book influenced considerably the views
presented by many of the Chambers of Commerce in India. The
comparative treatment of the rating systems of Great Britain, the
United States and India in that work afforded for the first time a
scale for the proper assessment of the practices followed in this
country. Srinivasan’s faith in progress and the possibility of improving
conditions was reflected in all his writings. A wider circle than his
friends and acquaintances may well regret the premature end of so
remarkable a record and so full a life.

LAN.
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(1927 )
Council for 1945

President
- D. C. CAMPBELL
Past Presidents

B.N. MITRA
T. S, SANKAR AAR
\1gy SR NAR 1YER, cyr,
SIR CAMERON BADENOCH, K.C8.1, C.LE, LC.S,
Fellows of Council

R .
S

H. BAVIN

J H P. H. SESHAGIRI RAU

R. W, F. BUTTERFIFLD E. R. SFSH R

C. BHASKARATVA B. Iﬁi.ss%sﬁg [YER

w I : oW Members of Couneil

, JOLLY K. R. RAMA IYER
Ig). R. CARMODY Rat Samer J. G. MUSTAPHY
S, R. GUHA Sarpar Banabur SANTOKH SINGH
Agsociate Members of Council
J. J. BATLIWAILA L. V. GOPALAN V. V. KAMAT
Committees of Council

Finance

T. S. SANKARA AIYER D. R. CARMODY
Balloting

J. H. BAVIN Rar Samee J. G, MUSTAPHY

C. BHASKARAIYA T.S. SANKARA AIYER H

n. C, CAMPBELL SarpAR Bamapur SANTOKH SING

D. R. CARMODY

Hony. Auditors
Messrs. S. R. BATLIBOI & CO.
Incorporated Acconntants & Registered Accountants
Secretary
L. A. NATESAN.

RAILWAY ACOOUNTS & FIN??‘CE%" is vested inthe
The Fditorial Management of "Railway Aciﬁlu?l:z E{ito:’rix;l oard are not res-

itori i stitute a o dividual authors of
Editorial Board of the Council. The Institut  fividnal a
ponsible for the statements made or for opintons expressed by i !

speakers. Editorial Board
ND. C. CAMPBELL.

B. N. MITRA, -ARA AIYER, c.I.F.
Director of Railiway dudit (Retd.) I;I;;eff.ofi\}\z Ilf‘\i:»\a!ice. Raslway Board-
K. V. IYER, i ? 1 IYER,
E. R. SFSHL .
Chief Auditor é‘Jr /Izr;'CtIiZ‘:{}I&L.IS'M'Ry. (Retd)) Diyector of Railway Audit.
ief Auditor, 4. B. Railway.
Chicf Auditor L. A, NATESAN,
Secretary. review should be

ions and books and periodicals for SVie Wditors, Post

Editorial communicat . i n
addressed to the Secretary, Institute of Railway Accountants 2

Box 10407, Calcutta.
JOURNAL PRESS,
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