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The story behind the capital structures of present day American railway systems
is composed of elaborate corporate genealogies, in which are recorded the "vital sta-
tistics" of numberless corporate births, deaths, marriages, and divorces, each the joint
issue of legal and financial procedure.

The Northern Pacific Railway Company is the only major carrier in the United
States which was originally projected over the entire length of the territory which it
now serves. All others are so essentially the products of consolidation that a modern
system's pattern and extent bears only accidental resemblance to the original project
out of which it has developed. As a result of this, and of the financial reorganizations
which have befallen so many companies, most of the railway mileage of the country
is owned or operated today by some corporation other than its builder. It follows
that the present financial and corporate structures of most large railway systems,
like their corporate genealogies, are exceedingly complex. They have grown so
neither by accident nor design, but by force of circumstance.

The century which saw the United States expand territorially from a narrow strip
of settlements along the Atlantic seaboard into a nation of continental proportions,
also saw that nation's economic development keep pace with its territorial expansion
principally because capital, enterprise and labor were directed toward the develop-
ment of its inland transportation facilities. The continued development of these
facilities is possible only so long as they remain in private hands, and the railroads
will do this just so long as they are permitted to earn their own way and thereby
remain attractive to private capital and individual enterprise.

A railway company derives its earnings from two sources. Primarily, it looks to
the profit from transportation it produces and sells. Supplementing that source is its
income from its noncarrier operations and from its investments in properties which
it owns but others operate, and from securities which it holds in companies operated
by others. A carrier's profit from its transportation activities is termed its "net rail-
way operating income." The "other income" which it receives is, naturally enough,
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referred to as such.1 The sum, then, of "net railway operating income" and "other
income" constitutes a carrier's "gross income," which is the earnings available for
payment of the charges incurred in the hiring of the money necessary to implement
its original "enterprise" capital, or for payment for the use of property leased from
others. Any remainder of a carrier's gross income is, of course, available for distribu-
tion to those who hold the shares representing the enterprise capital.

Every large railway company uses a substantial amount of property in the per-
formance of its carrier and non-carrier services to which it does not hold the title
as owner. It may obtain the exclusive use of such property either through stock
control of the owning company, by lease, or by a combination of these methods. It
may also arrange through various operating contracts or agreements for the joint or
exclusive use of tracks, terminals or other facilities of companies which it neither
owns nor controls. These are the devices by which the component properties in each
railway system are knit together.

A railway system is, then, a group of corporations owning tangible and intan-
gible assets producing earning power through the realization of "operating profits"
and "other income," ultimately for a single corporation which may be termed the
"parent company.' The "corporate structure" of a railway system is builded from
the corporate and financial devices by which the functions and earnings of these sep-
arate properties are integrated, and has significance mainly for purposes of adminis-
tration, accounting and finance.

The "financial structure" of a railway system is a correlation of the capital struc-
* tures of the several corporations comprising its corporate structure to show (a) the
inter-system holdings of every security issue, which are the principal basis of inte-
grating the corporate structure (except to the extent that leases, operating agreements
and trackage rights do not necessitate security ownership for such use of property)
and (b) the amount of every security issue held by the public. A complex system
corporate structure invariably produces a complex system financial structure. More-
over, a complex financial structure of any single railway company invariably has
resulted from past corporate complexities, even though the latter may have been
simplified meanwhile through mergers, but which have left divisional bonds either,
or both, held by the public or by the parent company as a continuing reminder of
the past existence of demised corporations. The simplification of financial structures,
which is always desirable, must be sought through refunding outstanding underlying
bonds at maturity or by redemption (but the latter is seldom possible as a call pro-
vision for bonds is a relatively new financial feature and one seldom found in
outstanding issues of this character) or through exchange or in reorganization if the
latter becomes necessary.

The source of most "other income" is the transportation profit, i.e., net railway operating income, of

some other railway opcrating company which the latter disburses as interest or dividends on securities or
rental for property. Occasionally, as in the case of the Pennsylvania, a substantial part of the rentals which
a lessee pays to lessors is returned to the former as a security holder of the latter, either directly or through
an affiliated corporation, such as the Pennsylvania Co.
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The first annual report of the Interstate Commerce Commission, which was for
the year 1887, stated that the i33,606 miles of railroad then in operation were owned
by 1425 separate companies. At the turn of the century, there were 2,o49 railroad
companies owning 189,295 miles of road. Since that date the trend of development
has been toward simplification, but, at the end of 1938, ownership of the 236,842 miles
of railway in the United States was divided among 1,389 railway companies, of which
only 136 were Class I operating companies.

TABLE l.--M s OF ROAD OWNED A" OPERATED BY THE SEVERAL CLASSES
OF STr.E RsA LsoAns As oF DEc. 31, 1938

Miles Mile:s of
Companies of road owned' road operated'-

Percent Percent Percent
Class of Companies, Number of total Miles of total Miles of total

Clas I ............................. 136 9.79 177,415 74.91 234,031 93.68
Leo........................... 292 21.02 36,878 15.57

C h 1 ............................ Igo 13.68 9,549 4.03 10,754 4.30
Less ........................... 10 -72 282 .12

G M ........................... 231 16.63 3,369 1.42 3,689 1.48
Les.or......................... 12 .86 117 .05

Switching and terminal ................ 244 17.57 a

Proprietaryo ......................... 179 12.89 7,492 3.16.
Circular ............................ 70 5.04 5,579 ,5o 885 -35
Unofficwi ........................... 25 1.8o 56z .24 467 .19

Total ........................ 1,389 100.00 '236,842 1oo.oo '249,826 0oo.oo
I According to the L C. C.'s Accounting Classification, Class I railroads have annual operating revenues

in excess of $1,000,000, Class II railroads, from $100,000 to $1,000,000, and Class III railroads, less than
$100,000.

"Steam railway operating companies are those whose offices direct the actual transportation .service and
whose booka contain operating as well as financial accounts. Lessor companies maintain a separate legal
existence, but their properties are operated by the lessees, who may or may not be financially interested in
the securities of the lessors. The reports of lessor companies contain only financial accounts. Proret.

cpni as the term is here used, are also noneperating companies, but are distinguished by the facd
ththereutstandng capitalization is owned by the other ril a copanies. If the entire capitalization of
lessor company is owned, it is a proprietary as well a lessor. If the proprietary is a nonoperatinr

compan itais oerdtin e C-ommisins rules from fienla soing adsepar ate port and information regarding
aneir eawe inetmet, ande citaliaTinaupear inthste rports od trodmpaniecs operating their prop

Sif eroperating report, evenrs atfno
itscaptalzaton s etirly wne byanoheropeatig cmpay. t i ony the non-reporting proprietaries

to wichurefern ismadehenssttr, ti aregivenforproprietary n oca ompanies. In recent years a con-
siderable numbere ofncompanies haveobeen changedcfromnthe "lessor'mtorthe "proprietary" class. Circular

indicatesrods (roprtintory nnopraing) fe whch iue cila uog date of incorporation, mileage .

andfe other facts wer filed ey clude intrastatein oas adroads9 nde costutin.Uofica

i Te rst frwiccia l rers were, n iv" ICC oS TCS O RAILWAYS IN TEX UIre
in e or first main r oe iu, and unlo ialcomandi

a In odes opernting, lessor, pro
'Figures omitted since "miles o road'of these companies is not comparable with that of line companies.
oF'cludes proprietary companies in systems which file consolidated reports combining the mileage, ivest.'

uniad other items on a net system basis.
Iecludes 39 miles in Canada, 732 in Alaska. and 200 in Hawaii.

' Includes 1,396 miles in Canada; excludes 729 miles in Alaska ar.1 219 in Hawaii.

The first railway companies were, without exception, small and weak measured
by our present standards, and had only local interests and importance. Quite nat-
urally, it early became clearly manifest that to give improved service at lower costs.
and to develop earning power for the capital which had created the properties, it
-would be necessary to enlarge the scope of operations so that the mileage and traffc
of a considerable area, and between logical termini, would be concentrated into a
unified corporate group, instead of being diffused among myriad parochial lines.

It follows that the number of companies owning railway mileage has been con-
tinually shrinking as corporate simplification has gone on through the years, in spite
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of the additions of new companies created to facilitate the construction of whatever
new mileage has been built each year. Very few companies have actually built as
much as i,ooo miles of a railroad, yet many own more than that. Virtually all Ameri-
can railway companies, whether large "parent company" operating units, or merely
small lessor or proprietary companies, include some mileage which was built by
predecessor companies. Furthermore, much of this mileage has passed successively
through the ownership of different companies, incident either to consolidation or

reorganization, or a combination thereof. Hence the number of railroad companies
which have actually existed in the 117 years of American railway history has been
legion and their capital structure and corporate relationships have embodied almost
every conceivable financial pattern and device.

In the case of each of the largest systems, many predecessor companies, in some
cases up to 6oo, have at one time or another owned parts of the property, or held
the franchises for the construction of the lines. Today ownership of these same lines
may still be distributed among more than a hundred corporations, but they are
nevertheless operated as a unit with a consolidated operating account.

The corporate structures of some of the larger railway systems of the United
States may be summarized as follows:

TABLE II

.i 0 g*K r 4
Us9 U 0 e4sf~.~s .,~
0o

Railroad 0 r P4 ~ O-94... 2 E E
(ranked in order of :5 VU,., 0,,, ,., - --

1938 gross revenues ,s 0 U ,. " ., r- ,
of parent company) & o 2s E

Pennsylvania 2 ....... 2,943 10,287 151 380 14 6,493 32 454 66 21 18 50 16
New York Central2.. 3,713 11,008 72 288 3 6,179 37 828 14 8 5 9 10
Southern Pacific'.... 1,469 8,656 50 651 3 6,377 9 150 15 9 11 14 4
A.,T.&San. Fe ..... 7,191 13,456 107 6,253 44 2 3 307 30 26 2 30 2
Union Pacific ........ 3,554 9,908 36 24 1 5,675 5 650 43 7 5 18 -
Baltimore & Ohio .... 2,491 6,395 122 2,452 36 1,130 16 312 97 11 4 32 23
Chesapeake&Ohio2 .2,762 3,113 19 - - 17 2 336 34 4 1 10 2
Chi. M. St. P.&P... 9,896 10,920 14 - - 533 1 660 56 6 0 6 1
Chicago, Bur.&Q... 8,644 8,973 33 - - 31 7 344 54 16 1 4 5
Illinois Central ...... 2,209 4,948 66 1,015 27 1,518 14 207 30 9 4 10 2
Southern ........... 4,116 6,559 91 14 3 1,491 25 489 74 25 2 35 1
Chicago&N. West... 8,107 8,349 21 - - 53 4 166 11 5 1 10 1
Missouri Pacific ..... 6,262 7,159 56 355 4 105 10 423 82 17 8 12 5
Great Northern ...... 7,512 8,072 25 141 2 - - 417 19 5 3 13 2
Chicago, R. I.&P... 5,075 7,857 44 21 4 2,318 10 443 70 21 0 5 4
Norfolk &Western... 2,163 2,198 11 - - - - 26 13 5 0 3 3
N.Y.,N.H.&H .... 1,174 1,873 21 2 1 668 7 23 3 2 4 5 2
Erie2 ............ 1,093 2,284 64 239 18 811 27 258 21 2 2 14 1
Northern Pacific ..... 6,417 6,721 21 - - 52 2 251 29 6 10 3 -

Reading ............ 581 1,450 44 31 2 789 29 50 10 1 4 8 -

tExcludiqn companies granting trackage rights.
Isubsidianes and affiliates of companies in these classifications are not included In this tabulation.
2The following major subsidiaries operated as part of the system named in parentheses are listed herein as "separately

operated affiliated companies" and their separate subsidiaries and affiliates are not included in the tabulation: Long Island
(Pennsylvania); Pittsburgh & Lake Erie (N. Y. Central); Texas & New Orleans (Southern Pacific)- New York, Chicago & St.
Louis, Pere Marquette (Chesapeake & Ohio); Chicago & Erie (Erie). The operating accounts of the Texas and New Orleans
R. R. are consolidated with those of the pamnt company, but this is not done in the case of these other five companies.
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In order to study in detail the corporate and financial structure of each railway
system, it is necessary to have a map showing the ownership of all railroad property
used in its operations. This must be supplemented by a related chart which will
show in separate blocks the individual capital structure of each owning company
indicated on the map (except foreign lines granting trackage rights or use of other
joint facilities), subdividing all security issues to show amounts held within and
without the system, and company by which owned, together with details of all
pledges of securities. Such a chart, if complete, will include, in addition to the
carrier companies shown on the map, all non-operating affiliates and separately op-
erated carriers in which the parent company holds any investment, irrespective of
whether the operations of the company in which an investment is held are conducted
by an affiliated company or not.P

Every Class I railroad in the United States owns some railway mileage, except
the Clinchfield,3 the Georgias and the Cincinnati, New Orleans & Texas Pacific, each
of which leases all lines that it operates.4 In addition to the mileage which a Class I
railroad owns in fee, it will usually operate other mileage to which it does not hold
the tide. If it controls all of the voting securities of any company, the parent cor-
poration can take over the operation of the mileage owned by its "proprietary com-
pany," without the formality of a lease and both the income account and the balance
sheet of the latter can be merged into those of the former. Should a subsidiary of
this class have any bonds outstanding with the public, however, some contractual
arrangement must be entered into between the parent company and the subsidiary
to assure full assumption of the latter's obligations, so long as its operations and
accounts are merged. Further, if there are any minority stockholders, agreements
must be made with them respecting the basis on which they will forego the separate
determination of net income for payment of dividends by the subsidiary and relate
such disbursements to the earnings of the parent company. The Baltimore and
Ohio, the Santa Fe and the Illinois Central are the principal examples of systems in
which various proprietary companies own a substantial part of the mileage operated
by the parent'company.

While mortgages of the parent company cannot be made a direct lien on the
property of a proprietary company unless the latter company joins in the mortgage,
nevertheless the former's obligations can easily be spread over the property of such a
subsidiary by pledge of the latter's obligations, capital stock, or both.5 On the other
hand, a subsidiary company is sometimes used lest mileage, if directly owned by

'The Railroad Division of the R. F. C. is just completing a series of maps and charts to show the
details of the corporate and financial structure of all Class I railroads and Class I switching and terminal
companies. A limited number of copies of these drawings for each company are available for distribution
upon request.

'Unincorporated operating organizations representing the joint lessees, The Atlantic Coast Line and
Louisville and Nashville Railroads.

'Bessemer and Lake Erie R. R. Co. owns a very small proportion of the 224 miles of lines which
it operates, viz.: owned, 9 miles- leased, 195 miles; used under trackage contracts, 20 miles.

'E.g., B. & 0. P. F. ,st Mortgage.
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the parent company, would come within the "after-acquired" property clauses

of the parent company's mortgage. This may account in part for the Santa Fe's

extensive use of such corporations in the expansion of its system.
A subsidiary or affiliate in which others than the parent company hold an ap-

preciable amount of any of its securities, either stocks or bonds, can usually be unified

for purposes of operation and accountinge only by means of a lease, since complete

merger so often embodies serious difficulties of exchange and/or purchase of securi-

ties or property. In this situation, the property of the lessor is turned over to the

lessee, usually for a stated period and at a specified rental.' The lease is often termi-

nable at the option of one or the other contracting parties and the rental may be

wholly or partially contingent. The lessee may own all, none, or only a part of the

capital liabilities of the lessor. Pennsylvania, New York Central, Delaware, Lacka-

wanna & Western, Lehigh Valley, Delaware & Hudson and Erie are railroads which

have acquired a large part of their operated mileage by means of leases. It will be

noted that all are eastern lines. Western lines, other than the Southern Pacific and

Alton, have not had any appreciable proportion of leased mileage or number of

leased lines until recently, when the Union Pacific integrated its operations through

lease of its four principal subsidiaries, which were wholly owned7 but had bonds

outstanding. The Rock Island, Kansas City Southern, and Colorado & Southern

have each unified, or are endeavoring to unify, the operations and accounts of their

respective Texas subsidiaries through leases. The Southern Pacific Company, the
nation's largest system in point of mileage, originally obtained consolidated system

-operation through the so-called omnibus lease of 1885, and while its Texas and

Louisiana lines are a separately operated Class I railroad, leases are the basis of uni-

fication of its 'Tacific System."
Leases have the advantage of permitting the control of property without invest-

ment, by payment of rental.8 However, as an offsetting disadvantage rental must be

paid on the entire investment, usually whether earned or not, since payment of divi-

dends on stock as well as interest on bonds of the lessor is usually guaranteed and

any failure to meet such obligations entails the risk of abrupt loss of possession of

the leased property. Failure to pay returns on owned property never entails risk of

immediate loss of possession of the property by the owning company and deficit on

debt service thereon is less apt to result in loss of the mortgaged property in reorgan-

'Except balance sheets, as is later stateL
I St Joseph & Grand Island, Oregon Short Line, Oregon Washington R. R. & Nay. Co., Los Angeles &

Salt lake.
*It is a customary provision in leases to require the lessee to advance capital needed for developing

lessor's property. The lessee usually (but there are some exceptions) receives securities of the lessor in
consideration of such advances.

Many leases are very valuable to the lessee which retains a substantial balance after deducting ex-
penses, taxes and rentals of leased mileage from revenues derived therefrom and thereby obtains use of
property contributing traffic to remainder of system and often providing an indispensable link for through
services. The lessee can thereby produce a much larger income from leased mileage by operating it as a
part of a consolidated system than the lessor could possibly do as an independent operation. This, then,
indicates the basis of the mutual attractiveness of leases. However, leased mileage, like owned mileage,

tan be unprofitable or insufficiently profitable to cover renta.
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ization, although it may ultimately cost the stockholder his equity. Accordi;gly,
railroads which lease important mileage from other companies usually endeavor to
acquire securities of the lessor companies, and frequently do succeed in controlling
some or all of such companies. Pennsylvania Railroad and Southern Pacific are
notable examples of parent systems which control their leased lines. Through the
acquisition of control of lessor companies, the net cost of rentals is reduced, and by
so reducing the proportion of securities held by the public, a form of limited insur-
ance against loss by default is obtained.9 If a modification of any lease has to be
negotiated in the event it proves impossible to carry out present terms in future
years, it is much more satisfactory to deal with a controlled lessor than an independ-
ent lessor, even though courts will always protect a minority against a majority with
an adverse interest. It is also important to note that capital liabilities assumed through
fixed rental obligations, no matter how large, never appear on the balance sheet.

In addition to the property which a railroad operates itself (whether leased or
owned in fee by itself or by a company which it controls) a large system will use
much property jointly with other carriers, some as a tenant, under a trackage or
joint facility contract, and some as a joint owner. The fee to small parcels of prop-
erty or lengths of track is held jointly, whereas the title to larger joint investments
in fixed property, particularly terminal companies, is vested in a separate company,
the stock of which is jointly held.

Cooperation in the construction, ownership and operation of freight and passen-
ger terminals has long been an accepted fact, and in nearly every large city one or
more of the companies owning terminal properties have been created to provide for
the needs of two or more operating companies.

In addition to the carrier companies, there are numerous corporations created to
perform a variety of functions which go to make up the complete corporate struc-
ture. Some of the more familiar types are land, coal, timber, water, refrigerator car,
hotel and townsite companies. Vast properties were handled by such non-carrier
companies in the early days of railroad development. There were x32,425,574 acres
of land given to the railroads by the federal government.- To obtain these grants the
railroads built 17,627 miles of track 10 Practically the entire sale of this land was
handled by land and timber subsidiaries of the companies receiving the grants.
Townsite companies organized by railroad companies aided the development of
many western towns;

Non-carrier affiliates have also been incorporated to perform certain specialized
services for the systems of which they become a part. Furthermore, by placing in
such corporations property not actually necessary for railroad purposes, these assets
may be held free of the railroad's mortgages. This is often a desirable arrangement,

This may also be considered as a method of setting up a depredation reserve against any future
diminution of operating profits from leased mileage.

" Not only did the government thus encourage the development of the interior through the building

of railroads, but it received substantial concessions in the form of reduced rates for movement of freight.
troops and mail, which continue to this day and not only affect the "land grant mileage" but other lines
which must "equalize" to obtain competitive business.
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because, among other reasons, the sale and transfer of the property can be more
quickly and economically concluded, when there is no necessity of securing releases
from mortgage trustees.

There are 138 Class I railroads operating in the United States. Nearly all have

interests in property of other companies on one or another of the foregoing bases
of use. These Class I companies are not all completely independent units. Many
own stock control of others, either individually or jointly, and the management of
such affiliates may be closely or not at all unified. Moreover, holding companies own
controlling interests (not necessarily a majority) in the stock of some Class I rail-
roads. The foregoing relationships as found in Class I railroads are tabulated below.11

It has been noted that the financial and corporate structures of most present-day
railway systems are exceedingly complex. The reader, having been carried through
those complexities, naturally wonders why they must remain so.

Necessarily, corporate structures can be simplified only through a reduction in
the number of separate corporations comprising a system-by merger or consolida-
tion. Many consolidations and mergers of solvent companies have been effected
through the years and hardly a single reorganization has not resulted in elimination
of one or more subsidiaries as separate legal entities. Nevertheless the irreducible
minimum is far off and further simplification is most desirable. Perhaps a better
realization of the obstacles standing in the way of that simplification may hasten
their ultimate removal. -

One of the chief difficulties arises from the differences in the financial condition
of the companies to be merged. It is not always easy to find a common denominator
for the exchange of securities even if one of the units is a controlled subsidiary of
the other, and the purchase of securities or property for cash is often difficult to fi-

TA-. II. NumBER oF CLAss I SwA.. RAiLwAYs iN THE Utrrrm STATEs

Roads not Road,
in default, in default,

Bankruptcy or Bankruptcy or
Receivership Receivership

Independent operating companies in which no holding company or othor
railroad has any appreciable interest ............................. at to

Independent operating companies in which important minority interest is
held by another railroad or a holding company ................... 8 5

Railroads controlled by holding companies, public utilities or industries,
but independently operated .................................... z8 2

Railroads controlled by another railroad but independently operated ...... 13 13

Railroads controlled by another railroad and operated as part of its system 19 it

Railroads in which majority interest is held by two or more railroads but
which are separately operated .................................. it 3

Railroads in which majority interest is held by more than one railroad but
which are operated as part of the system of one of the proprietary
lines ...................................................... 2 -

Independent operating agencies representing lessees .................... 2

Total .................................................... 94 44

Grand Total .............................................. 138

Nor: Total Class I railways shown above wll not agree with total shown in Table I duo to the elhnln-
tion of certain companies and the addition of others since 1938.
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nance. If the company to be eliminated has earning power or credit materially below

that of the company which would absorb it, and vice versa, obvious problems arise.

Many present-day railway companies were granted charters carrying special privi-

leges which will die with the charters. But for this, such companies, most of which

have long since lost all other separate identity, could be eliminated.

Finally, it must be remembered that no large railway system today confines its

operations within the territory of one state; and the very fact that one or another of

the states through which a system operates has outmoded corporation laws or grasp-

ing tax statutes in effect may compel the system to retain separate corporate entities

which otherwise have no reason for being. The statutes of Texas, which ranks first

in aggregate length of railway mileage, require that all of this be owned by com-

panies incorporated and maintaining their operating headquarters in the state. This

is an important factor in causing the separate existence of many railway corporations.

The average investor has but four major sources of data' 2 about a railroad-its

map, its timetable, its monthly financial statements and its annual report. The last

is developed around an income account and balance sheet as a base. The former

summarizes the revenues and expenses, computes the net railway operating income

derived from all of the transportation property directly operated or used by the

parent company, ie., its owned lines, its proprietary lines, its leased lines and its

trackage rights. Also the "other income" recorded in the statement sets forth the

return from all other properties and investments.

A balance sheet records the assets and liabilities of the company to which it per-

tains and shows no financial information respecting leased lines except the book

value of any of its holdings of stocks, bonds, notes of, or advances to, its lessor com-

panies. The lessor's own obligations are shown on its own balance sheet although the

lessee's guaranties may be summarized in its annual report. However, the financial

condition of a lessor company can only be determined by studying its own balance

sheet.
A proprietary company's assets and obligations may or may not be completely

unified in the parent company's balance sheet, as the latter may merely list its in-

vestment therein, which can appear, with the I. C. C.'s permission, as an investment
in property or an investment in securities. Investments in. jointly owned companies
appear as investments in the securities of affiliated companies. The book value of
properties used under trackage and joint facility contracts, and the tenant's obliga-
tions thereunder, cannot appear in a balance sheet.

The income account and balance sheet of most industrial corporations are vir-
tually Siamese Twins since the balance sheet includes all of the assets used in pro-
ducing the results set forth in the income account. For a large railroad, this,
unfortunately, cannot be the case, since a carrier, as previously stated, uses much
property in consideration of which it has incurred many guaranties that are equiva-
lent to an assumption of capital liabilities, yet neither these assets nor thee liabilities
are shown on its own balance sheet.

"Its weekly carloading statements issued through the Asn of American Railroads and miscellaneous
data published by the I. C. C.'s Bureau of Statistics are also valuable.
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This brings up the question of preparation of a consolidated balance sheet to em-
brace all of the assets and liabilities of the many separate corporations comprising a
single system. Serious accounting and corporate difficulties stand in the way. Those
who have sufficient knowledge of railroad accounting to understand the distinction
between a consolidated system balance sheet and a similar statement of the parent
company, appreciate some of the limitations of the former and make proper allow-
ance therefor. They probably would prefer to use the parent company balance sheet
alone and examine the accounts of the subsidiaries separately, than have a consoli-
dated account, if this should be issued in lieu of the parent company's individual
statement. Since consolidated balance sheets may be confusing to some and are
difficult to prepare, they have not been issued and the most useful single one, i.e.,
the parent company's, is published.

It would be difficult to standardize accounting rules for the preparation of con-
solidated system balance sheets and for a regulated industry all accounting practices
should be standardized. This may explain why none has been regularly required
as a routine procedure by the Commission." It is, however, very desirable to have
all of the railroad's assets used in producing its transportation income and the
liability incurred in securing the capital creating the properties set forth in a single
balance sheet or as few as possible. Since it will always be difficult to prepare a
consolidated balance sheet bringing together the assets and liabilities of a great many
individual companies with varying types and degrees of control, the desired end can
only be satisfactorily achieved by avoiding a consolidated balance sheet through com-
plete merger of system companies except jointly operated terminals. The simplifica-
tion of accounts is another reason to look forward to the further simplification of
corporate structures. Only in this way can all of the accounts be made clear, com-
plete, understandable, and meticulously accurate in their implications. At best con-
solidated balance sheets are mere statistical compilations.

We have seen that the present day corporate and financial structures of the na-
tion's railway systems, great and small, are labyrinthine mazes into which the po-
tential investor hardly dares to venture without carefully drawn maps to guide him.
We know that the complexities encountered are hang-over devices, originally con-
ceived to preserve the continuity of earnings, which have long since lost that signifi-
cance and have become handicaps to be overcome. It is the declared policy of the
government that our railway systems need more intensive consolidation and co-
ordination.14 Pursuant to a Congressional mandate the Interstate Commerce Com-
mission has determined the line that future consolidations should take and has set
the ultimate goal. 5 The obstacles that beset the path are known, and it is to be
hoped that the Congress, by appropriate legislation, the legal and banking fraternities,
by the disavowal of antiquated taboos, and the investing public, by the adoption of a
realistic attitude, will shortly remove-these barriers from the path of the much needed
simplification of the corporate structure of the great railway systems of the United
States.

2 . The 1. C. C. has been studying the question for some time.

" Transportation Act, , 41 STAr., 481 (920), 49 U. S. C. S5(4).
" Consolidation of Railroads, 63 . C. 4,55" (1921).


