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ABSTRACT:

A detailed étadg of the cost incurred in operating the
Western Australian Government Railways has been instigated.
It has already produced a much better understanding of the
way that costs are generated by the operations of Westrail.
There 1s also more appreciation of the lack of knowledge in
the case of some quite important costs. As a result of this
study, cost models and costing procedures have been developed
to aid in the planning and control of Westrail operations.
The developments have provided both a valuable aid foz
examining and monitoring overall performance as well as a
means of cost prediction for a wide variety of alternative

situations.
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INTRODUCTION

During 1975, an intensive campaign was mounted in
Westrail to obtain better cost information. It was proposed
to examine the costs for all segments of the $100 million p.a.
railway operations with the primary aim of improving cost
predictions for a wide range of different operating options.

Before this study was made, the only operating
cost information available was that provided by the coaventional
responsibility accounting and budgetary control accounts. How-
ever although this accounting system satisfied essential financial
reporting and budgetary control needs it had been realised for
some time that it did not meet all cost requirements in the
Present day environment where increasing competition is being
experienced, both from other transport modes and from other
Governmental funding needs. 1In particular it did not provide
decision oriented information about our many segments of

operations. For example it did not give:

the cost of the haulage of wheat

the cost of the haulage of coal from Collie to Perth
the cost of operations on a particular section of line
the cost of the Perth to Bunbury passenger service.

Furthermore, the limited cost information that was
available to aid cost prediction was in need of updating and
upgrading. Better cost information was needed to enable relative
costs to be predicted for different types of locomotives and wagons
under different opexatlng conditions. A track maintenance cost
function was necessary to enable costs for dlffexent track con-
ditions and traffic intensities to be predlcted

In principle, the data needed to calculate these

costs could be specified and measured but the subsequent analysis
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and processing would not be possible until the data had been
collected for a reasonable peIlOd, say five years. The aims
of this study were therefore twofold. Firstly, it was to
specify just such a data set for collection and analysis in
the future. Secondly, it was to extract as rmuch informétion
in a useful form as was possible from the existing data. This

paper will only report the results for the second objective.
OUTLINE OF THE STUDY

The initial step was to undertake a survey of
the existing cost information. In Westrail, expenditure is
reported to the level of management primarily responsible for
incurring it. A two part coding system has been designed to
suit the needs of analytical budgeting and this produces a
total of about six thousand cost classifications. These
initially form a coding against the branch or sub branch of
the railway and are further subdivided agalnst cost centre
codes which allocate detailed costs to individual managers OL
districts. In Appendix 1, examples of the account headings
are given. 1+ shows the branches and sub branches with their
ranges of account numbers and then for the Traffic Branch, it
gives an example of the type of allocation made. For example,

there are different numeric codes for office expenses, road

motor vehicles, training of staff, accrﬁed leave, etc. These

are subdivided to the Chief Traffic Manager (Chief Clerk),
bistricts Traffic Superintendents, ete., or to the different
districts such as Robb Jetty, North Fremantle - Leighton,
City etc. While this type of information is very necessary
in controlling the expenditure under areas of respon51b111ty,
it is not very helpful when trying to determine or predict,
the costs applicable to a variety of operating options.
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resulting list ofFf cost
terming] Operations
train Crews

way and works maintenance
general Superintendence & administration
Provision of Capital assets,
in this Study was to use these cogt models
information in order to

Cperations ang to compare alternative Courses of action, 1t
Was intendeq that costsg should be developed for the following:

commoditjiesg
branch lines
new traffics

Particulay existing traffj
Or services

different Oberating

In order to implement this study, a Special task force wag
formeg by means of témpoxary secondments from within'Wéstrail.
This special 9roup undertopk as much of the unit cost development
WOrk as wag pPossible Within 12 months. The task force also
undertook Substantiaj work in using the

S50 deveioped for the

of the applicationg listed,
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obtain the unit costs and will list the cost models

used to
hese unit costs were

It will also outline how t
mmodity costs. Before

to explain the methods

dgeveloped.
d-in determining the different cO
it will be necessary

use

doing this however,
used to determine the variability of costs.

YARIABILITY OF COSTS

The key information required to enable cost

de is the knowledge or detérmination of
As a means of obtaining a first
cost analysts

iable com-

predictions to be ma
cost variability patterns.
approximation of these variability patterns,
m to divide costs into fixed and var
known and straightforward in

it is dependent

generally ai
ponents. This concept is well-
(A.I.C.A. 1965), but in practice

principle
sidered.

on the particular time interval being con

In the very short term, for example & few days,

most costs in a railway operation are fixed. On the other

hand, in the very long term such as hundreds of years, all the

costs could be considered as being variable., The type of

decision being made in practice falls between these two

extremes and the problem of distinguishing short-term and
long-term cost differences 1is particularly exacerbated by the
s of plant and equipment in the railway

long physical live
4 of the basic establishment

system, by the wide geographic sprea

and by a severe restraint on the rate at which the number of

staff can be reduced.
As long run costs are involved in most policy and
the first objective adopted for the study

planning decisions,
n costs which are

s to endeavour to assess those leng ru
ail planning over the

ing guidelines adopted were

wa
l1ikely to have application to Westr

next few years. The practical work




short-tern Costs are rej
decisions,

+ a@s above, to be the

to the level of traffie under study.

Or cost
Predictiong, In some cases,

data extending back ten or twenty
Years were useg after being a

djusted to 4 common price level,
In other cases, "
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Where the regression approach did not yield signifi-
cant results it was necessary to rely on the technical experience
of railway staff. This involved analysing the labour, materials
and services expenses recorded against each account and trying
to assess what these expenses would be over a range of activity
levels. 1In addition, appropriate money values must be identi-
fied with the resources concerned. Consequently, the method
relies upon the full cooperation of cost centre supervisors,
budget officers and cost analysts and the personal knowledge
and experience of the officers concerned. Sometimes, it was
necessary to assume a minimum basic establishment level for an
activity. This cost was then regarded as the fixed cost com-
ponent and the balance at the current activity levels was con-
sidered as the variable cost and assumed to vary at a constant

rate over that range of activity.

The different approaches were used where appropriate
in order to obtain what was considered the best cost model in
each individual case. Wherever possible, the regression and
the technical experience results were reconciled and in what
follows, the best estimate for each cost will be given.
Frequently, technical judgments were modified in the light of
regression indications and sometimes additional data were
collected before the final model was produced. The remaining
part of this paper describes the models that were developed
and their application to commodity costing,

MODELS DEVELOPED

Terminal Operations

Unit costs for terminal operations such as freight
and parcels accounting, loading and unloading of freight, and
shunting of wagons were developed to be used, in particular,
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for the assessment of commodity costs. In Westrail, these
terminal costs are labour intensive and form a very substantial

part of the wvariable costs that can be attributed to commodity

groups, particularly in the case of the "smalls traffic"
commodities. They were considered in two sections; station

staff activities and yard shunting activities,

Station Staff Activities

The analysis and development of unit costs for
the activities of station and freight terminal staff were
founded upon the expenditure recorded against these aggregate
cost headings. The two prime accounts were also increased by
the addition of overheads, such as leave and payroll tax, that
were related to direct labour expenditure,

In view of the eventual aim of tracing the variable
content of these costs to commodity groups, an attempt was made
to segregate the costs into activities such as accounting, freight
handling and train working. That is, both logic and previous
investigations indicate that some commodities required much
more accounting work per tonne than others while some commodities
required loading and unlecading and others did not., Therefore, it
seemed to be necessary to make the segregation into activity
groups and to separate fixed and variable cost elements in order
to trace the variable costs attributable to different commodities.

For the purpose of segregating station and freight
terminal costs into activity sub groups, a special survey was
made of all stations and freight terminals, A guestionnaire
form backed up by a number of on-site investigations was used
to gather the information for this segregation. From the suivey
data, indicative costs were calculated for each station and
freight terminal segregated into the following activities:
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freight accounting
parcels & passenger accounting
freight handling

parcels handling

train working

general duties

information was then gathered from a sample of

Statistical
the following

waypills an

were also a

a from existing records so that

vailable for each station:

number of consignments

number of L.C.L. tonnes

number of trains

this cost and statistical information

h Budgeting andﬁPlanning
nit costs

From an analysis of
with Traffic Branc

and caonsultations
wing cost model was developed for u

Officers the follo

averaged over the whole Westrail. system.

SC = a + bl X1 + b2 X2 + b3 X3 + k

where

Sc = total station and freight terminal costs
a = the fixed cost component

bl, b2 and b3 = unit cost co-efficients

No. of freight consignments

No. of L.C.L. tonnes

X1

X2
X3 = No. of train houis

k = a lump sum constant cost for all passenger and parcels working
{unit costs were not derived for these)

vard Shunting Activities
A similar process was followed for yard shunting

activities as that outlined above for station staff activities.




and between Station prec
shunting,

marshalling of wagons Or trains
shunting for grain transfer
shunting for grain sidings

shunting for gauge transfer
- shunting at wharveg

R locomotive fuel ang maintenance and
locomotive capital charges,

The resulting mode]. for unit
Costs was:

YSC = tota] yvard Shunting costs

a = the fixed cost component

bl, b2, b3, b4, b5, b6 = unit cost co-efficients

X1 = No. of wagons shunted at terminais

X2 = No. of wagons marshalled

X3 = No, of’wagonS'shunted for grain transfer
X4 = No. of wagons shunted for grain sidings
XS = No,

of wagons shunted foyr gauge transfey




X6 = No.

k. = a lump sum constant for passenger train shunting and for

shun

Prain Crews
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of wagons shunted at wharves

ting for departmental purposes.

A cost model was developed for freight-train crew

costs only because the crews for passenger trains vary sub-
stantially with particular services. The freight train crew

consists of a driver,

fireman and guard and accounting records

separate these costs from passenger-train crew costs.

As well as direct labour for drivers, fireman and

guards the cost model developed covered associated overheads

such as leave, payroll tax, superannuation, training and

uards' uniforms.
g

Time series regression analyses undertaken indicated

that variations in these costs were very closely correlated
with train hours and that there was a small fixed cost component,
aAs this fixed component could be attributed to maintaining a

basic dep

ot labour pool, the regression indication was accepted

and a cost model was developed of the general form:

IC=a+ bl X1
where
IC = train crew costs

a = a fixed cost component

b1 = a unit cost co-efficient
X1 = no. of train hours
Rollingstock Maintenance

A pre-requisite to the development of unit
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or cost models for predicting wagon and locomotive maintenance
costs was the analysis of the variability of the substantial
{$10 million p.a.) overhead costs of the Mechanical Branch.

Mechanical Branch Overheads

The aim of the analysis of these Mechanical Branch
overhead costs was to determine the extent of their variability
so that the variable content could be included with direct

costs in the unit costs to be developed for wagon and loco-

motive maintenance.

Mechanical Branch overheads comprise a wide
variety of expenses which are incurred at maintenance and
repair depots located at strategic centres throughout the
railway network. These depots include the principal Midland
Workshops, which undertakes new construction and manufécturing
work as well as maintenance, and a large modexrn maintenance
complex at Forrestfield, as well as a number of relatively
smaller and more lightly equipped country depots. Expenditure
charged to overhead accounts includes indirect labour and
materials, power and other supplies, maintenance of plant
and machinery, penalties and allowances on labour, leave
allowances, and the supervision and administration of all

Mechanical Branch operations.

Because of a lack of adeguate data suitable for
regression anaiyses the assessment of variability, in the
case of these overheads, was based largely on experiential
assessments. On site discussions were held with cost centre
supervisors and estimates were derived of the overhead
resource requirements that could be regarded as an essential
minimum threshold level. These resources were converted to
costs and treated as the 'fixed' overheads while the balance
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of overhead expenses were related to direct labour as a

variable cost overhead rate.

A further complication encountered was the wide

range of overhead rates for the various cost centres in the

Midland Workshops. In the circumstances investigations were

made to test whether an overall Midland Workshop average rate
would suffice for all types of work.
to use different rates for maintenance and construction works

pecause of the different proportions of these works in
As far as other depots were concerned

It was found necessary

different cost centres.

it was found to be sufficient t
a system average for all leco-

o use a system average for all

wagon maintenance depots and

motive maintenance depots.

Wagon Unit Costs

When considering the 1direct! costs for wagon

repairs and maintenance, the main problem encountered was the

separation of the account aggregate costs to obtain costs

This separation

for the different wagon classes Or types.
of the work performed

was achieved by sampling physical records

over a two year period, by extracting info
over a six year period, and by

rmation on the

fregquency of wagon 'shoppings'

using engineering estimates of resource requirements for

particular wagon servicing at given distance and time intervals.
1so used to separate

n time {e.g. painting)
on (e.g. brake block

Engineering estimates were a
the costs into those that are dependent O

and those that are dependent on utilisati

renewals) .

vVariable overhead costs were then added to the

direct costs in accord with the overhead rates discussed above,




sample survey.
Journals),

Wi=b1x1+ b2 x2

where

Wi = Cost P-a. for wagoen type Wi
bl, b2 = unit cost co-efficients
X1 = No. of wi type wagons

X2 = No. of wagon kilometres for Wi type wagons

Examples of the 32 'wagon type! groupings for which these costs
were developed are:

curate wagon maintenance cash flows
over. a project life, when Project evaluationg
Yequire such accuracy,




S, Russell & D.G. Stevenson

Locomotive Unit Costs

The computation of unit costs for various loco-

motive types or classes was & simpler and more objective

process than the wagons' assessment because subsidiary

accounting records giving expenses incurred for each class

of locomotive were available. Statistical records of annual

kilometres, fuel usage, and trailing gross tonne kilometres

were also available by jocomotive class and this further

eased the task and improved the reliability of the end result.

In fact the unit costs or cost models developed

for locomotive classes were gimilar in many respects to

average costs per kilometre that have been produced for many

years for statistical purposes. However two significant

differences in the new costing models that were produced are:

(i) Only wvariable overhead costs are included in the
costing models whereas 'full absorption'! overheads
have traditionally been included in the statistical

average costs.

{(ii) The costing models separate costs for periodic
hostling and servicing and treat these as time
dependent costs. The balance of costs are treated
as being variable with utilisation., On the other

hand the statistical costs axe a simple average per

kilometre.

Correlation tests were made in an endeavour to establish which

of the utilisation measures - kilometres, gross tonne-kilometres,

d - is the most closely correlated
f, locomotive maintenance

hours, or litres of fuel use
to, and likely to be the best predictor o

costs. These tests indicated that there was little to choose




kilometres for Mainlipe

locomotives T Were chosen,

bl x1 + b2 x2

= Cost p.a. for the class of‘locomotive Li
= unit cost Co-efficientg

No. of‘locomotives in clasg Li

No. of kilometres P-4 by class (in the case

the
the lack of sufficient
les affecting the
axle loads,

and the large n
Costs (e.g. distance,
Curvature,

umber of variab

traffic volume,
track standards,

type of signalling) have resg
being subject to Many reservy

track
number of structuxes,

in the COst models developed

location,
ulted
ations

Westrail
to prediect System—

intensity levels,
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possible, refinement to discriminate for particular track

sections and operating conditions.

The study involved extracting and analysing three
years' labour, materials and 'other' expenditure for 34
selected sections of line, for approximately 50 account
classifications concerned. The 34 sections, which were
selected from almost 100 sections, included a sample of 5
to 7 sections for each of the six main standards or classi-
fications of track existing in Westrail. The sample for
each classification was therefore limited but this was
necessary because of accounting, statistical and operational
problems affecting other sections, and because of the volume
of work that would have been invelved otherwise.

Because of the inherent nature of the costs the

various expense classifications were considered under the

following groupings: =

Track maintenance - caretaker

Track maintenance - cyclic

Structure maintenance

Signalling & telecommunications maintenance

Cost furictions were developed for each of the above groups of
costs. These cost functions covered only the direct costs
for sections-of-line maintenance and deliberately omitted

costs for major yard maintenance although these had been

averaged over sections-of-line in the previous Westrail cost
model. However, recent accounting innovations enabled yard
maintenance costs to be separated and this was considered

desirable to avoid inflating and distorting section~of-line

information.

Caret

planr
per k
on seé

secti

Cycli

cycli
probl
condi
were

maint
subje
and m
also

ment

Struc

statis
built

parti:
engin¢

An age

Signa!

typic:
As the
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IL
Caretaker Maintenance

COSts were addeg based

ents at varioys gross tonnage levelg for

sectionsg judged to be typical,

Cyclic Maintenance
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a step cost pattern was indic

function was not calculated.

Cost Functions

The cost functions or cost mode

each category of maintenance were of the form:

b
Yi=ai X °

whexe
Yi = cost per track km
ai, bi = coefficients

X = gross tonnes p.a.

The decreasin
accord with previous West

maintenance cost functio

Although an
separate cost function
the final result was a
the separate cost functi
maintenance, for struct
of signalling; the exc
functions; and the info
in costs to be made fo
intervals, all contribu
adjusted to provide grea
1ine and specific circumstances.
was tested against th

diture concerned and W

For particular sections,

20%.

ated and so a smooth cost

1s developed for

g curvilinear form indicated is in
rail cost functions and other track
ns developed elsewhere (A.R.E.A. 1962}.

effort had been made to develop

s for different track classifications
gain a system average result.
ons for caretaker and cyclic cost

ures maintenance and for different types
lusion of yard costs from these cost
rmation available to enable variations

r variations in the cyclic maintenance

te to enable cost predictions to be

ter accuracy for specific sections of
The composite cost function

e actual Civil Engineering Branch expen-

as found to agree to within 1.5% in total.
though, the difference was as high as
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General Superlntendence & Administration

Another cost category examined Was the large ang

varied group of expenses that have become known in Westrail

as general overheads,

Engineering), ch were similarly
treated but will not be consideregd further in thig Paper were
stores issue ang control e&Xpenses, insurance funds, Super-
annuation and pension Schemes, capital charges on central
administration and workshop buildings ang on sundry minor
plant and equipment, and a variety of_relatively minox

expense accounts,

Administration Branches

vary with changes in traffic volume. The aim of the study was
to devise g means of Predicting thig variability, again with
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associated with particular traffic segments. However, these
unted to a very minor content of t

e reference they were not
1 eventually developed.

amo he total costs and

although they were noted for futur

specially treated in the cost node

The experiential assessments gave the proportions
tion Branches that could be

of costs in each of the administra
These results were compared

considered as fixed and variable.
with a regression equation based on gross tonne kilometres
model was established viz:

and after some compromise a cost

IAC = a + b1 X1

where

IAC = the total costs of the management and administrative

pranches

a = a fixed cost

pl = a unit cost per million gross tonne km

[}

X1 = gross tonne kilometres (in millioms)

Traffic and Civil Engineering Branches

ffic

y approach was adopted for the Tra
as with

g Branch superintendence accounts

A simila
and Civil Engineerin

the management and administrative Branches.

s between
s of the
in a far

Endeavours were made to find correlation

Branch superintendence and various particular measure

y levels of these Branches but aga

operational activit
better correlation was evident with total Westrail gross tonne

kilometres than with other indepedent variables.

Consequently, & cost model was developed in the

same form as that for the management and administrat

The two models were then readily amalgamated into one.

ive Branches.
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Provision of Capital Assets
*____m___“_“_‘_ll___‘_______

costsg dating
it wasg realiseq

Similar charges
harges were treated
O the number Oof vehicles, A Proportion
'rails ang fastenings' content of depreciation and

interest on way angdg WOrks assetg was also treated asg variable,
The variable Proportion asséssment was based onp engineezing
formulae relating rai] life to gross tonnes, ang gross tonne
kilometres Was used as the means of allocating the Variable

COst component derived,

All other g
treated ag fizxed costs.
accounting dats used,
for these costs,
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i.e. a) to aid planning
b) to aid cost control

The cost models and unit costs developed provide
a means of estimating costs for a wide range of operating
erefore obviously play an

evaluation and choice of

alternatives and they will th

important part in the planning,
It is now possible to assess more readily

plications of encouraging or
of opening new sections

future operations.
and reliably the financial im

discouraging particular commodities,
nes, and of investing or dis-

of line or closing existing o
locomotives, terminal facilities

investing in particular wagons,
To date the use of the new cost

has been concentrated largely upon

and track configurations.
models and cost information
the application to commodity costing.

A special commodity cost analysis project has been

completed and in this all Westrail freight and parcels traffic

(15 million tonnes p.a.,
analysed under 49 homogeneous commodity groupings.

4000 million net t-km p.a.) was
Two

principal objectives of this project were:

a) To produce a report styled after a 'direct costing'

accounting statement, showing revenue, variable
costs and contribution to fixed costs, for each
commodity, but showing fixed costs in total only.

b) To ensure that some analysis was made and information

developed regarding the variability of all of

Westrail's expenditure.

The methodology inveolved the examination of all

Westrail expenditure accounts for one fiscal year, the re-

arrangement of these into activity groups, the separation of




edures for allocation o

e.9. Joy 1971, Kolsen 1975,

would require con-
siderably more work but a simpie

'Direct Cost/Joint Cost ratim:!
(Victorian Railwaysg 1973) could b

€ readily applieqg if requireq.)

station
"number of con~
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accord with
and then

train crew costs first to sections of line, in
the actual train hours for the sections of line,
allocating these section-of-line costs only to commodities

using the sections.

The resulting commodity cost report gives cost
information under the headings listed in Table 1. The
information also provides an average variable cost model for

each of the 49 commodities in the form:

C1.C = bl X1 + b2 X2

vhere

€1 C = average variable cost for commodity C1
bl, b2 = unit cost coefficients

¥1 = net tonnes of commodity Cl

X2 = net tonne kilometres for commodity C1

The commodity cost report provides a comparison of costs for
different traffic segments and any adverse results, either
absolute or relative to other commodities, are brought to
notice. The average variable cost model enables planning
calculations to be made about the effect of expanding or
contracting traffics in particular commodities or groups of
commodities. With this ability to assess or predict costs
for operating options the means is provided of obtaining a
control measure against which actual performance can be

monitored.

In the future development of its corporate planning
processes, Westrail is aiming to use the various cost sub
models to extend and refine existing corporate financial
models. These system-wide computer models will consider all
cash flows (operating costs, capital costs and earnings) and
have the capacity to quickly evaluate the implications of




the optiong ef how,
services,

sts ang trends for
Obviously this s

Savings tg West

different
houlg lead to closer

rail in the long-term,

cost control and financiaj

CONCLUSIONS

~wide modelsg
of numeroyus
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wide operatiomnal model. After that, there remains the

problem of implementing the coxrporate planning processes

then possible.

T+ is therefore evident that this is not the end;
rather it is the beginning of a new phase in the development
of financial and economic management where highex gtandards

will be demanded by an increasingly competitive environment.
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TABIE 1
SUMBARY OF COMMODITY ANATYSIS INFORMATION

1. Swwmary Information (for each of 49 commodities)

Revenue

Total Variable Costs

Contribution to fixed costs

Fixed costs (total only - not by commodity)

2. Average Cost Information

2.1 Terminal Costs (per net tonne, by commodity)

for: Station accounting
Train working
Yard shunting
Marshalling
Terminal placement
Grain transfer
Wharf
Transhipping

2.2 Line Haul Costs (per net tonne km, by comodity
and by sections of 1line)

for: Train crews
Locomotive fuel
Iocomotive maintenance
Wagon maintenance
Track maintenance

2.3 Sundry Costs (per net tonne km, by camodity and
by sections of line)

for: Superintendence and administration
Road ancillary sexvices
Internal freighting costs

2.4 Capital Charges (per net tonne km, by commodity and
by sections of line)

Loccmotives
Wagons

Road wvehicles
Trackworks




a+lel+b2X2+b3X3+k
a fixeq cost
no. of consignments
= no. of 10 tonnes
Nno. of train hours
a lump sum for all Passenger ang barcels

Yard Shunting Gosts
a+lel+b2X2+b3X3+b4x4+b5X5+b6X6+k

where

a a fixed cogt

X1 no. of wagons shunted at terminals

X2 = no. of Wagons marshalled

X3 = no,

X4

X5

= No. of wagon Kilametreg

Mainline Locamotiveg (14 mogels for 14 lecomotive Classes)
X Omlives 7
bl X1 + B2 X2 ’

Xl = no. of locomotives
X2 = no. of locomotive kilometres




Shunting Locawtives (9 models for

9 lo_oomotive classes)

where
X1
x2

1\

bl XL + b2 X2

no. of locomotives
no. of locomotive houxrs

Way and Works Maintenance

where
Ye
Ym
Ys

D (Yc + ¥m + ¥s +Ye)

al X1 bl, X1 = gross tommes p.a.
a2 Xl b2

a3 X1 b3
x, ¢ or v (constants depending on type of signalling)

track kilometres

Sy

Costs (freight)

a+bixl

a fixed cost
train hours

Superintendence and Administration

I

where

[

Cornmodity

a+bhlxl

a fixed cost p.a.

gross tonne km

Costs (49 models for 49 camodity groups)

where

I

bl X1 + b2 X2

no. of net tonnes for the commodity
no. of net torne km for the campdity




APPENDIX 1
CLASSIFICATION OF OPERATING EXPENSES ACCOUNTS

Branch, Sub-Branch ete. Account Numbers

Commission ang Secretary's 1000-1099
Accounts ang Audit 1100-1199
Traffic 1200-1399
Refreshment Servicag 1400-1599
Road Services 1600-1799
Commercig] 1800-1899
Management Services Bureay 1900-~1999
Mechanicay 2000-2399
Motive power 2400-2599
Civi], Engineering 2600-2799
S_ignal and Teleconmunication 2800~-289¢9
Stores 2900~2999

* TRAFPIC

Superintende_nce
Office exXpensesg

Stationery, Printing ang advertising
Office machines and equipment

Minor capita] works

Read motor Vehicleg

Other expenses

Training of staff

Uni forms, other wearing apparel, etc.
Teleccmnwlication staff

Tarpaulineg and lashings

Hiring of Passenger ang freight rolling stock
Printing ang distribution service

Printing ang distributrion Service - rehates
Sick and COompassionate leave

Amual leave and public holidays




1224
1227
1229
1230
1232
1234
1236
1238
1240
1242
1244
1246
1248
1250
1252
1254
1256
1258
1260
1261
1265
1270

58 &8

long service leave = wages
Iong service leave - galaries

Accrued leave

Credits from other votes

Station staff

Signalling staff

vard staff

Lighting and heating of stations, yards, signal cabins etc.

Supplies and services for station, yards, signal cabins etc.

Freight staff

Transfer of freight (Gauge to gqawge)
Transfer of grain

Under—~floor conveyor system
Mechanical handling equipment
rRunning staff - suburban passenger
Running staff - country passenger
Rurning staff - freight

Indirect eXpenses (raming staff)
Barracks

Servicing and supplies - coaches
Servicing and supplies - wagons
Road ancillary service

Injurieé to employees

Metric conversion

SCHEDULE OF COST CENTRE CODES

(a) Head and District Offices: Cost Centres

Chief Traffic Manager - Chief Clerk
Chief Traffic Manager -~ staff Section
Ascistant Chief Traffic Manager (Works & Research)

aAssistant Chief Traffic Manager {Operations) - Other
than cost centres within each district.




ent, Metropolitan District
District Traffic Superintendent, South Western District
District Traffic SLper’intendent, Central District
District Traffic Superintendent, Eastern Distriet
District Traffic Superintendent, Southern Distyict
District Traffic Sszerint@ﬁent, Northern District

(b}  Depots and Districts, Cost Centres

Robb Jetty
North Fremantle - Leighton

City

Kewdale

Forrestfiela

Metropolitan district - al3 other depots and stations

South Westeyn District
All depots ang stations

Central District
Avon (including Northam)
Central distriet - all other depots and stations

Eastern District

West Merredin (including Merredin)

West Kalgoorlie (J'.ncluding Kalgoorlie)

Eastern district - all other depots and stations

Southern District
All depots and stationg

Northern District
All depots and Stations




