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LETTER OF TRANSMITTAL

WasnHiNgTON, D. C., October 29, 1938.
TrE PRESIDENT,
The White House, I'Vashinggon, D. C.

Mr. PresipENT: The Emergency Board appointed by you on
September 27, 1938, under authority of the Railway Labor Act, to
investigate and report concerning a dispute, or national wage reduc-
tion controversy, existing between the Atchison, Topeka & Santa Fe
Railway and other class I railroads of the country and certain of their
employees, has the honor to report herewith its findings and recom-
mendations based upon the matters submitted by the parties.

The Board has not formally adjourned, and its members await
your further pleasure.

Very respectfully,
Warter P. Srtacy, Chairman,
JamEs M. Lanbis, Member,
Harry A. MiLiris, Member.
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REPORT OF EMERGENCY BOARD APPOINTED SEP-
TEMBER 27, 1938, UNDER SECTION 10 OF THE
RAILWAY LABOR ACT

In re: Atchison, Topeka & Santa Fe Railway and other Class I Railroads,
common carriers, engaged in interstate commerce, and certain of their
employees represenied by committee of eighteen cooperating labor
organizations and the Brotherhood of Railroad Trainmen!

On September 27, 1938, the President of the United States, His
Excellency, Franklin D. Roosevelt, pursuant to authority vested in
him by an act of Congress, approved May 20, 1926, known as the
Railway Labor Act, by proclamation duly issued and appointments
lawfully made, created an Emergency Board composed of James M.
Landis, Harry A. Millis, and Walter P. Stacy, to investigate and
report its findings respecting a dispute, or national wage-reduction
controversy, existing between the carriers named and certain of their
employces, represented by the organizations as above indicated, such
dispute not having theretofore been adjusted under the provisions
of the Railway Labor Act, to which all the parties are amenable.
The Board, as thus constituted, met in the Caucus Room, Old House
Office Building, Washington, D. C., September 30, 1938, with all the
members present, designated Frank M. Williams as reporter, im-
mediately opened its public hearings in said room, and was there in
session from September 30 to October 17, both inclusive.

The carriers were represented by J. Carter Fort, H. C. Booth,
W. C. Faricy, Sidney S. Alderman, and G. W. Knight, and by the
general committee of the railroads.

The 18 cooperating labor organizations were represented by Charles
M. Hay and Ray T. Miller, and by officers of the several organizations.

The Brotherhood of Railroad Trainmen was represented by Tom
Davis, and by officers of the brotherhood.

During the hearings, Max Lowenthal entered an appearance as
counsel for Senators Harry S. Truman and Burton K. Wheeler,
members of the Interstate Commerce Committee of the Senate, who
appeared as witnesses. It should also be noted that Senator Robert
F. Wagner forwarded a written statement to the Board which, without
objection, was made a part of the record.

Witnesses were heard, exhibits presented, and arguments made in
open sessions. The Board then exerted every effort to obtain an

1 A full list of the carriers and the employees involved in this proceeding appear in Exhibits A, B, O, D;
" E,and F, attached hereto as an appendix.
1



2 . REPORT OF EMERGENCY BOARD .

agreed settlement but without success. It therefore herewith submits
a report, necessarily somewhat lengthy, yet too summary to do full
justice to the matters on which evidence was taken and arguments
heard. Following a brief history of the controversy, which completes
this introduction, the issues are presented (I). Then follows a sum-
mary statement of the wage movements and wage controversics in
the railroad industry (II). Next, the condition of the railroads is
summarized (III). The carriers’ case as presented is stated (IV).
The defense of the employces is given (V). The Board’s findings
and recommendations are set out in the concluding part (VI).

On May 12, 1938, the carriers here involved served on certain of
their employees formal notices in writing of their intention to reduce
rates of pay 15 percent on July 1, 1938. After preliminary negotia-
tions it was agreed that the matter should be handled on 2 national
basis. Efforts at settlement were unavailing. Mediation was there-
upon invoked and followed without adjusting the dispute. Conse-
quently, as required by the Railway Labor Act, the National Media-
tion Board requested the parties to submit the controversy to arbi-
tration. The carriers signified their willingness to arbitrate. The
employees declined. On August 31, 1938, the National Mediation
Board formally notified the parties of the termination of its services.
This automatically stayed the original notices for an additional 30
days. The carriers then notified their respective employees that the
notices would be put into effect on October 1, 1938. Strike votes
were taken and, on September 26, the employees announced their
intention to call a Nation-wide strike unless the wage-reduction pro-
posals of the carriers were withdrawn. On the following day the
National Mediation Board notified the President that, in its judgment,
the unadjusted dispute between the parties threatened substantially
to interrupt interstate commerce to a degree such as to deprive the
country of essential transportation service. The President thereupon
created an Emergency Board, under section 10 of the Railway Labor
Act, to investigate and report respecting the dispute.

I. Tee Issue PreEsENTED BY THis PROCEEDING

The Railway Labor Act of 1926 provides for the machinery of
negotiation, mediation, and arbitration for the settlement of wage
disputes. In the event these mechanisms fail to bring about their
adjustment and that failure, in the judgment of the Mediation Board,
threatens substantially to interrupt interstate commerce to a degree
such as to deprive any section of the country of essential transporta-
tion service, the President may create a board to investigate and
report upon the dispute. The board must investigate the facts and
make a report upon them to the President within 30 days from the
date of its creation. After the creation of the board and for 30 days
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after it has made its report to the President, no change, except by
agreement, can lawfully be made by the parties to the controversy in
the conditions out of which the dispute arose.

The Railway Labor Act specifies no particular procedure to be
pursued by an emergency board, nor does it describe the nature or
form of the report that it shall make. Such boards must, in the
main, frame for themselves the issue presented by the disputants and
make such recommendations in connection therewith as to them may
seem best.

The ultimate issue in this proceeding, the carriers contend, is whether
under all the facts and circumstances involved the carriers’ wage
reduction proposal is reasonable and justified. But even further the
carriers contend in the “absolute ultimate’’—to use their expression—
the issue is what, under all the facts and circumstances involved,
would be a fair and reasonable disposition of the pending wage con-
troversy, with due regard to the condition, necessities, and rights of
both the carriers and their employees.

It should be observed in this connection that all organized railway
labor is involved in this proceeding, save the train dispatchers and
the sleeping-car conductors. Thus the wage rates of more than a
million men are in issue, men of all the various crafts that are involved
in the wide-spread and manifold operations of the railroad industry.
The operating or train and engine service, consisting of engineers,
conductors, trainmen and switch tenders, firemen and hostlers, yard-
masters and the like embrace only a portion of railway labor. Even
larger numbers of men are engaged in the maintenance of ways, in
clerical and station service, in shop crafts, in stationary engine, boiler-
room and shop laborer service and in such miscellaneous services as
signalmen, telegraphers, and work concerned with marine equipment.
Different wage rates as well as different bases for pay feature these
groups.

II. Wage MoVEMENTS AND WAGE CONTROVERSIES IN THE RAILROAD
InpUSTRY

The immediate statement of the present controversy scarcely indi-
cates its full significance. Its roots run back and forth over a longer
period. Some preliminary observations are needed to give the
matter its proper setting.

Wage controversies upon the railroads and the threatened inter-
ruptions of interstate commerce that they involve have made them a
matter of Federal concern for 50 years. Under the act of October 1,
1888, the Erdman Act of 1898, and the Newlands Act of 1913, various
mechanisms for mediating and arbitrating disputes over wages and
working conditions were successively evolved. The period of Federal
control during the World War, however, might be said to mark an
epoch in the development of both the railroad industry and the atti-
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tude of the Federal Government toward that development. The
necessities of war made a national outlook on what is familiarly
known as the railroad problem imperative. But that attitude sur-
vived so that after the termination of Federal control, a national
approach became the dominant theme of the regulatory pattern
pursued by the Transportation Act of 1920.

The years of 1916 and 1917 were years of rapidly rising prices.
Despite the increases indirectly afforded railroad workers by the
Adamson law of 1916, wages in that industry had failed to keep abreast
of the increased cost of living. The movement for further increases
was already afoot when, on December 28, 1917, the roads were taken
over by the Federal Government. One of the earliest acts of the
Director General was the appointment of a wage commission, known
as the Lane Commission, to investigate the demands of railway labor
for wage increases.

On April 30, 1918, the Lane Commission made its report recom-
mending substantial increases on a sliding scale for the great mass of
railway labor. Dominating those recommendations was the recogni-
tion by the Commission that the wages of railroad labor had not kept
pace with the increased cost of living. With minor variations by the
Director General the recommendations of the Lane Commission were
carried into effect May 25, 1918, by General Order No. 27.

Difficulties attending the application of General Order No. 27, its
alleged inequalities, and the demands for further increases as prices
continued to mount, brought a series of wage controversies before the
Board of Railway Wages and Working Conditions—a Board that had
been established by the Director General in accordance with a recom-
mendation made by the Lane Commission. This Board considered
the petitions for further increases by groups, rather than generally,
and its determinations resulted in a series of supplements to General
Order No. 27.

Railway labor, however, in the latter part of 1919 pressed for a
general increase in wage rates over those established by General
Order No. 27, basing its position upon the increase in living costs and
the fact that other industries were paying higher wages than those it
received. The Director General, however, suspended any further
action with respect to wage increases because of the pendency of the
termination of Federal control. President Wilson on February 13,
1920, took the position that the problems thus presented would have
to be dealt with after the roads had been returned to their owners,
but at the same time he assured railway labor that steps would be
taken to insure an appropriate mechanism for the consideration of
its claims.

This mechanism was the Railroad Labor Board, which was estab-
lished by the Transportation Act of 1920. Authorized to deal with
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controversies relating to wages and working conditions, it was
enjoined to make a just and rcasonable settlement of them, taking
into consideration all the relevant circumstances, among them (1) the
scale of wages paid for similar work in other industries, (2) the relation
between wages and the cost of living, (3) the hazards of the employ-
ment, (4) the training and skill required, (5) the degree of responsibility,
(6) the character and regularity of employment, and (7) inequalities
in wages or of treatment, the result of previous wage orders or adjust-
ments being specifically laid down.

The first action of the Railroad Labor Board was to consider the
general claim made by railway labor that wages were inadequate
under then existing conditions. On July 20, 1920, in Decision No. 2,
the Board granted increases ranging from 12.5 percent to 26.2 percent
and averaging about 22 percent for all railroad employees. In
arriving at its decision the Board took into consideration the factors
specifically referred to above but also included among the other
relevant circumstances the effect the action of the Board might ‘“have
on other wages and industries, on production generally, the relation
of railroad wages to the aggregate of transportation costs and require-
ments for betterments, together with the burden on the entire people
of railroad transportation charges.” It found generally that the scale
of wages paid railroad employees was ‘“‘substantially below that paid
for similar work in outside industry, that the increase in living costs
since the effective date of General Order No. 27 and its supplements
has thrown wages below the pre-war standard of living of these em-
ployees and that justice as well as the maintenance of an essential
industry in an efficient condmon required a substantial increase to
practically all classes.”

The business recession of 1920-21 brought about among other
things, despite increases in freight rates authorized in July 1920, by
the Interstate Commerce Commission, a substantial decline in the net
operating income of the carriers. Prices also fell so that living costs
were reduced. In this situation the carriers pressed for a decrease in
wages and a general proceeding, similar to that in Decision No. 2,
was inaugurated before the Board. On June 1, 1921, in Decision No.
147, the Board granted wage reductions averaging 12.2 percent. It
based its decision primarily upon its conclusion that there had been
a decrease in the cost of living and that the scale of wages for similar
kinds of work in other industries had in general decreased.

In 1922, further reductions were granted by the Board in a series
of decisions, Nos. 1028, 1036, and 1074, covering varying groups of
employees. These were again based upon the decline in the cost of
living, the decline in wages in other industries and the decline in the
net operating income of the carriers.

These later decisions of the Railroad Labor Board and other factors
led to a distrust of the Board as an appropriate mechanism for the



6 .REPORT OF EMERGENCY BOARD .

determination of wage controversies. The employees thereafter
dealt with wage problems by direct negotiation with the carriers.
For the remainder of its life, the Board had little further concern
with the general railway wage structure as negotiation replaced the
procedure for hearing and determination before the Board. It was
abolished in 1926 by the Railway Labor Act of that year.

The period from 1923 to 1929 is characterized by the settlement of
wage disputes through the procedure of negotiation, mediation, and
arbitration. Controversies as they arose concerned limited groups
of employees. Increases in wage rates were obtained through con-
cession but, generally speaking, wage rates fully equivalent to those
established in 1920 by Decision No. 2 were not reestablished.

From 1929 to 1931 wage rates were aflected but slightly. As the
depression deepened and net railway operating income continued to
decline, the carriers pressed for a general reduction in wages. This
problem was handled nationally through conferences between officials
of the carriers representing substantially the entire operating railroad
mileage in the country and officials of the 21 standard railway labor
organizations. On January 31, 1932, an agreement was reached
whereby 10 percent was to be deducted from the pay check of each
railroad employee represented for a pertod of 1 year beginning Febru-
ary 1, 1932. On December 21, 1932, this agreement was extended for
a period of 9 months to October 31, 1933, and subsequently it was
further extended for 8 months to June 30, 1934.

On April 26, 1934, the carriers and railway labor reached an agree-
ment for the restoration of the 1932 deduction, 2% percent to be
restored on July 1, 1934, another 2% percent on January 1, 1935, and
the remaining 5 percent on April 1,1935. Thus, by April of 1935, wage
rates were again placed upon the level of 1931.

With improved business conditions apparent in 1937, a move was
initiated by railway labor for an increase in wages. The carriers on
this occasion set up a committee to handle this demand. It was
known as the carriers’ conference committee. Its chairman was
H. A. Enochs, chief of personnel of the Pennsylvania Railroad. Nego-
tiation having failed, the matter was referred to the National Media-
tion Board which, on August 5, 1937, and on October 3, 1937, suc-
ceeded in effecting agreements that increased wages in substantially
all branches of railway labor. The resultant increases have been
estimated on an over-all basis as approximately 7% or 8 percent for
all employees—nonoperating service 5 cents, engine and train service
5Y cents per hour.

Scarcely had these agreements been made when business recession
again became evident. Net railway operating income and carloadings
fell sharply in November and December of 1937 and continued to
decline through the early months of 1938. On November 5, 1937, a
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petition was filed with the Interstate Commerce Commission by
substantially all the class I railroads requesting authority to increase
freight rates and charges generally by 15 percent. Among the
grounds urged for this increase was the rise in railway operating
expenses, due in part to the rising trend of prices of materials and
supplies but also to the increase in railway labor unit costs resulting
from the wage agreements just signed and to the increase in taxes
attributable to Federal unemployment insurance and the provisions
of the Railway Labor Retirement Act. After extensive hearings the
Interstate Commerce Commission on March 8, 1938, granted general
increases, substantially less than had been urged by the carriers, but
averaging approximately 5 percent on maximum rates in effect under
Ex parte 115.1®

The record leaves some doubt as to where and when the present
movement of the carriers to reduce wages by 15 percent arose. But
the possibilities of increasing net railway operating income by reducing
wages seem to have been explored by an informal group of represent-
ative railroad presidents prior to the decision of the Interstate
Commerce Commission in Ez parte 123 and not long after the filing
of the carriers’ petition for increased rates in that case. By March
a determination to pursue this route advanced so far as to lead to the
creation of a second committee similar to the committee created in
1937. The new committee was known as the carriers’ joint conference
committee. H. A. Enochs was again named chairman, and the
members were, in the main, those who had served on the carriers’
conference committee of 1937. At a meeting held in Chicago on
March 16 and 17, this committee, after investigating, among other
matters, the declining revenues of the carriers, their declining traffic,
and the increase in their operating costs, came to the conclusion that
they were justified in asking for a reduction of 15 percent in the wages
of railway labor. It reported this conclusion to a general meeting
of the member roads on March 18, 1938, attended by the presidents
of those roads. At that meeting the {following resolution was passed:

“Resolved, That a conference be held by representatives of the
railroads with representatives of the labor organizations, as was
done 6 years ago, with the understanding that in view of the
grave emergency and the disappointing decision in the rate case,
labor will be asked to meet the railroad representatives for the
purpose of examining the economic condition of the railroads in
an effort to find and agree upon some plan for relief.”

Pursuant to this resolution a committee of railroad presidents
conferred with executives of the railway labor organizations in

1a Average revenue per ton-mile of freight increased 8.8 percent for the second quarter of 1938 over the
year 1037,
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Washington. The latter, though willing to cooperate in many respects
with the carriers in presenting a relief program to Congress, were
adamant in their refusal to consent to a reduction in wages. A further
meeting of the carriers’ joint conference committee and the presidents
of the railroads was held in Chicago toward thelatter part of April, at
which the determination was reached to reduce wages generally by
15 percent. Pursuant thereto the notices of May 12, 1938, were sent
out. Events since that time, leading up to the present emergency,
have heretofore been sketched.

III. Tee CoONDITION OF THE RAILROADS

The serious situation of the railroad industry was on March 15,
1938, made the subject of the special consideration of the President
of the United States. On March 24, 1938, there was transmitted to
him at his request the report of three members of the Interstate Com-
merce Commission setting forth the then-existing plight of the rail-
roads and making recommendations both for immediate relief and for
a long-term program. This report, the so-called Splawn report, to-
gether with comments upon it by other officials of the Government,
was transmitted to the Congress by the President on April 11, 1938,
but the Congress adjourned without taking any action upon the pro-
posals therein contained.

The present condition of the railroads must be seen in the perspec-
tive of the last 17 years.? In 1921 the total operating revenues of
class I railways stood at $5,516,598,242. Between 1921 and 1930
that figure remained in the neighborhood of $6,000,000,000. In 1930,
however, total operating revenue dropped almost a billion dollars to
$5,281,196,870. Its course during the following years is best shown
by the following table:

1931 . __ $4, 188,343,244 (1936___________._____ 84, 052, 734, 139
1932 ______ 3,126,760, 154 | 1937_______________. 4, 166, 068, 602
1933 .. 3, 095, 403, 904 | Year ending June 30,

1934 ___________. 3,271, 566,822 1938._.___._..____. 3, 715, 604, 013
1936 ... 3, 451, 929, 411

On the other hand, total operating expenses declined less rapidly,
resulting in a decline in net operating income. This net railway oper-
ating income ran from 1.1 billion dollars to one and a quarter billions
from 1925 to 1929, dropped to about half a billion in 1931, fell 326
million in 1932, slowly climbed to 667 million in 1936, dropped to 590
million in 1937, and for the year ending June 30, 1938, stood at 361
million. Net income for the group, which stood in 1929 at 897 million
dollars, has declined seriously since then. The rate of that decline in
net income and the brief recovery from 1935 to 1937 can be seen from
the accompanying table.

t The year 1920 is generally omitted from the comparisons here employed inasmuch as the raflroads durs
ing that year were under Federal operation for 2 months, and for 8 months thereafter were operated under

Federal guaranty.
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1930, e oo $523, 907,472 | 1935. ... _.___ $7, 539, 127
1931 . 134,761,911 1936 ____.____ 164, 630, 041
1932 .. 139,203,821 1937 .- 98, 057, 740
1933 e 15, 862, 8361938 (6 months)________ 13181,253, 596
1934 oo 116, 887, 078

t Deficiency.

? The net defieit for the vear cnding June 30, 1038, was $122,001,907. This year embraced about nine
months of declining business.

Viewing this picture from the standpoint of the individual systems
in 1929, 95.75 percent of the railroads in point of mileage were operat-
ing with a net income, whereas from 1931 to 1937 that ratio has never
been higher than 61 percent. In 1932 it stood at 32.14 percent and
for the first 6 months of 1938 stood at 13.17 percent.

Obviously these years of lean revenues took their toll. The per-
centage, on a mileage basis, of roads in the hands of trustees or
receivers, which from 1921 to 1932 had never exceeded 9 percent, iz
1933 rose to 16 percent, in 1935 to 27 percent, and as of July 31, 1938§;
stood at 31 percent.?

This decline in revenues has also naturally had its effect upon the
market value of railroad securities. On September 1, 1930, the average
price per $100 of a railroad bond was $95.59, and the average price
per share of railway stock was $91.56. By August 31, 1938, these
prices had declined to $55.92 and $26.06, respectively. Dividend
declarations similarly declined. In 1929 and 1930 the average divi-
dend rate as a percentage on the capital stock outstanding was 5.99
and 6.01, total dividend declarations amounting to 490 and 497
millions of dollars. While the capital stock outstanding remained
substantially at the same figure, the rate and the amount of the
decline is illustrated by the following table:

Average dividend rate on outstanding stock. 1931-87 ' (class I railways)

Average
. Capital stock | Amount of s
Year outstandiog ? | dividends dl;xdend
ates
Percen
$330, 151, 000 3.49
92,354,000 | - 1.12
95, 726, 000 1. 16
133, 419, 000 1.62
126, 282, 000 1. 54
168, 829, 000 2,11
167, 902, 000 2.07

1 Statistics of Railways in the U. &, 1936,
1 This includes eapital stock outstanding on railroads in trusteeship or receivership. Eliminating these,

the average dividend rate would be about 2.8 percent.

Some explanation of the causes of this decline in gross and net
operating revenues must be made, as well as some observation upon
the consequences resulting from that decline. Obviously some cor-

! Thesa reads in trusteeship or receivership represent 22 percent of gross revenus, 23.9 percent of the gross
number of employees, and 28.1 percent of the total capitalization.



relation exists between general declines in business activity and
declines in railroad revenue. The effects of the business depression
following 1929 and the subsequent decline of 1937 to 1938 are notice-
able in the figures above cited. But causes other than these have
been operative and will continue to affect the density of railroad
traffic independently of any revival of business activity.

Chief among these causes has been the rapid development of new
and competitive means of transportation. The private automobile,
inland waterways, the pipe line, the truck, the bus, the airplane—all
have taken their toll. The number of passengers carried by com-
mercial air lines has risen from 5,782 in 1926 to 1,102,707 in 1937 and
is certain to increase to even greater numbers. Contrariwise, air-
plane passenger fares during the same period have been more than
cut in half, but gross revenues from passenger air traffic have risen
from $6,973,000 in 1930 to $26,690,000 in 1937. Express and freight
carried by airplanes in 1926 was but 3,555 pounds; in 1937 it reached
a total of 7,127,369 pounds. Mail carried—a profitable source of
revenue—has gone from 703,310 pounds in 1926 to 17,706,159 pounds
in 1936.

Registration of passenger automobiles in 1937 has increased 168.4
percent since 1921, while contrariwise the revenue of the railroads
from passenger traffic during the same period decreased 61.6 percent.
Much of the passenger traffic of the railroads must be regarded as
permanently diverted from the rails. Even what is now carried is,
upon the whole, carried at an out-of-pocket cost.

From 1931 to 1937 pipe-line transportation of oil increased 94.1
percent. The extent to which this means of transportation has taken
over the shipment of petroleum products can be illustrated by the fact
that from 1921 to 1937 the production of crude petroleum in the
United States increased 170.6 percent but the increase in the amount
of crude petroleum, petroleum oils, and forms of gasoline shipped on
the railroads increased only 32 percent. But even this fails to tell
the story on the diversion of traffic in petroleum and petroleum
products. Relocations of industry and changes in the methods of
distributing these products have combined to make such hauls, as the
railroads make, less in distance and thus less profitable to the roads.
In addition, trucks are engaged to a considerable extent in the dis-
tribution of gasoline and other oils.

Registrations of motortrucks, tractors, trailers, and semitrailers
in 1937 numbered 5,275,281, an increase of 426 percent over the
similar figure for 1921. No figures are available to give the tonnage
hauled by these carriers, but the effect of the competition of the motor-
truck in one field—the haulage of livestock—can be illustrated. Of
the total receipts of livestock at the 17 largest markets in the country
in 1921 the railroads accounted for 94 percent, 6 percent being deliv-

10 . REPORT OF EMERGENCY BOARD
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ered by motortrucks and other incidental means of carriage. In 1937
the share of the railroads in this traffic had dropped to 48 percent,
the balance of 52 percent going primarily to motortrucks.

Commerce on all rivers, canals, and connecting channels in the
United States in 1921 is calculated to have been 116,300,000 tons. In
1936 this had increased to 276,263,926, or a rise of 137.5 percent.
Whereas rail traflic as a whole showed declines during the depression
years of 1930 to 1933, commerce on the New York State Barge Canal
and on the barge lines in the Mississippi Valley during those years was
at a higher level in the aggregate than in 1929.

But the increase in competitive means of transportation tells only
a part of the story of the decline in tonnage moved by the railroads.
Relocations of industrial plants, the development of other forms of
power, new methods of producing power have all had their effect.
Thus, for example, the production of hydroelectric power as distin-
guished from carboelectric generation implies diminution in the
amount of coal required to be shipped from mine-mouth to power
plant. Hydroelectric power, measured in terms of million kilowatt
hours, rose from 14,578 in 1921 to 43,702 in 1937, an increase of 199.8'
percent. Similarly the use of natural gas tends to replace the demand
for coal. Natural gas produced in 1921 amounted to 662,052 millions
of cubic feet; in 1937 this figure had risen to 2,370,000 millions, or an
increase of 258 percent. Interstate pipe-line transportation of natural
gas showed an increase in 1936 of 283 percent over 1921. Or to take
another illustrative example showing the lessening demand for the
transportation of coal, carboelectric generation in 1921 required 2.70
pounds of fuel to produce a kilowatt-hour; in 1937 this requirement
had fallen to 1.43.

Something of the total effect of these forces which have been driving
traffic away from the rails can be gathered by an examination of the
ratio between actual and potential railway traffic.* The spread be-
tween these two quantities would tend to measure the loss in traffic
to the rails. That spread sharpens perceptibly after 1920 and, gen-
erally speaking, has continued to grow. It is at its widest in the
shipment of less-than-carload lots, the products of agriculture, and
animals and their products, reflecting tendencies that have been noted
before. It is, of course, impossible to predict the future trend of this
diversion of traffic save to recognize that active efforts will have to
be made by the roads to hold even their present share of the Nation’s

traffic to the rails.

+ Porentinl railway traflic as computed by the Bureau of Statistics of the Interstate Commerce Com-
mission, is derived from an examination of the total output, both demestic and imported, of 70 principal
.commodities. That figure is reduced to a so-called normal level of rail potentiality by an examination of
.actual railway traflic in these commodities over a period of years prior to the rise of competitive means of

transportation.
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The consequences of these forces that for the last 10 years have
been affecting the railroad problem cannot naturally be fully measured
in this report. We have adverted to diminishing revenues, diminish-
ing income, bankruptcies, and losses in the values of outstanding
securities. But some further analysis of a few of these consequences
is essential in order to throw some light upon the issues involved in
this proceeding.

One patent result of this competitive situation is the effect that it
has had on rates. To retain traffic it has often been necessary to
reduce rates and fares with the result that average revenue per ton-
mile of freight has fallen. These declines also reflect in part the
lengthening of the haul, for long-haul traffic yields a lower ton-mile
revenue than short-haul traffic. Average freight revenue per ton-mile
stood at 1.275 cents in 1921, 1.076 in 1929, and had fallen to 0.935 in
1937. In the second quarter of 1938, it has risen to 1.017, reflecting
primarily the increased rates granted by the Interstate Commerce
Commission in Ex parte 123. Average revenue per passenger-mile
fell more drastically, reflecting the more intensive competition present
in that field. In 1921 this stood at 3.086 cents, in 1929 at 2.808 cents,
in 1937 at 1.794 cents, and for the second quarter of 1938 at 1.849
cents.

Some of the broader social consequences of these rate changes as
affecting the rate structure as a whole have been remarked upon on
occasion by members of the Interstate Commerce Commission.
Commisstoner Eastman, concurring specially in Fx parte 123, has
pointed out that as a result of passenger traffic and less-than-carload
traffic failing to cover their pro rata share of expenses, and many
other rates, where competition is keen, producing at best a small
margin over out-of-pocket costs, a marked tendency exists to lift
rates on less competitive traflic or on traffic where the rails still hold
a substantial monopoly to levels sufficiently high to produce necessary
revenues for the entire system. Therefore, with reference to trans-
portation in these products, rates may not be those just and reason-
able rates that should otherwise obtain. ’

Operating expenses of the roads may be divided briefly into a
number of categories—wages and salaries, fuel expenditures, depre-
ciation charges, taxes, hire of equipment, the purchase of materials
including miscellaneous costs. Both renewal and modernization of
equipment and road are essential to the continuance of the industry.
Maintenance has naturally suffered as net railway operating income
declined. Expenditures for maintenance, which from 1921 to 1929
averaged about two billion dollars, fell below a billion in 1932 and
1933, and in 1937 stood at $1,322,302,738, a drop of 36 percent from
the average level of the period 1921 to 1928. The situation has been
referred to by the Splawn committee as one of “continued skimping,”
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and one where accumulated deferred maintenance exists of not less
than half a billion dollars. A proper evaluation of the consequences
of this situation, however, cannot be made upon an analysis of the
roads as a whole, for maintenance expenditures vary system by sys-
tem. But that they bear a definite relation to net railway operating
income is apparent. From 1923 to 1931, maintenance expenditures
averaged 33.7 percent of operating revenues, their high point being
36.2 percent in 1923. TFrom 1932 to 1937 they averaged 30.8 percent,
their high and low points being 31.7 percent in 1937 and 29.8 percent
in 1933, respectively. How far these expenditures have been con-
sistent with those necessary minimum expenditures required for safety,
this record does not disclose.

Expenditures for maintenance tell only a part of the present needs
of the roads. The modernization of equipment is also a problem.
Traflic, to hold it to the rails, must be handled at less cost and with
greater expedition. Purchases of materials and supplies has noticeably
lagged behind earlier years. Whereas from 1923 to 1930 the amounts
spent for this purpose ranged from $1,038,500,000 to $1,738,703,000,
since then they have fallen as low as $445,000,000 in 1932, rising to
$803,421,000 in 1936, to $966,383,000 in 1937, and then dropping to
$277,846,000 for the first 6 months of 1938. These expenditures also
have a relationship to gross railway operating revenue, but, as dis-
tinguished from maintenance expenditures, the pressure to economize
in this field as revenues decline is more apparent. From 1923 to 1931
the percentage of operating revenues going for the purchase of mate-
rials stood at 22.0, the high and low points being 27.6 for 1933 and
16.6 for 1931; from 1932 to 1937 this percentage stood at 18.0, the
low and high points being 14.2 for 1932 and 23.2 for 1937. Equipment
purchases fell off sharply in 1931, 1932, and 1933, dropping {rom the
1930 figure of $328,269,000 to $73,105,000, $36,371,000, and $15,~
454,000, respectively, In 1937 they had returned to $322,877,000, a
level exceeded in the last 16 years only in 1923, 1924, 1925, 1926, and
1930. But despite this fact there remains a great need for new equip-
ment. Only 5.6 percent of all freight locomotives in service on De-
cember 31, 1936, were less than 10 years old, 20.3 percent were be-
tween 10 and 17 years old, and almost three-fourths, or 74.1 percent,
were over 17 years old. A similar situation exists with reference to
switching locomotives, where replacement by Diesel power seems
particularly desirable.

Partly due to the pressure of competitive forces, partly due to desire
for more efficient operation, and partly due to increasing labor costs,
efforts have been made by the roads to cut their operating ratio.
Gross capital expenditures amounting to $9,570,875,000 have been
made from 1921 to 1937 amounting to a net addition to investment
in road and equipment of $5,787,000,000. Locomotives with more

104862—38——2
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power, heavier rails, better grades and better roadbeds have all con-
tributed to improving the productivity of the railroad plant. As
illustrative of this fact, gross ton miles per train-hour increased from
16,555 in 1921 to 30,349 in 1937. Similarly the operating expense
ratio shows a decline, the freight expense per 1,000 revenue ton miles
baving declined from $10.78 in 1921 to $6.41 in 1937.°* This Board
cannot, of course, pass any judgment upon the question of whether
the management of the roads, considering the limits of their resources,
has kept pace as rapidly as it should with the possibilities of improving
productivity and service to the degree that science and invention
during these years has made feasible. Opinions upon such a subject
naturally vary and find expression too frequently from those whose
want of information is no barrier to their desire to generalize.

Some consideration must also be given to the capitalization of the
roads and the rate of the return the roads are making upon their in-
vestment. Investment as used by the Interstate Commerce Com-
mission represents not the amount of money contributed to the roads
by the public. Though tentative figures as to original cost have been
authoritatively advanced,® these again present a different conception.
Investment as used by the Interstate Commerce Commission repre-
sents book values as they appear on the books of the carriers in
accordance with the accounting regulations established by that Com-
mission. The Commission also has evaluated these properties, but
the basis for such evaluation, which derives from the Q’Fallon
decision,” is not readily apparent.

Investment in railroad property used in transportation (inclusive
of working capital) service in 1921 stood at $21,370,946,298. It
reached the high point in 1930 of $26,526,742,889 and has remained
since in that vicinity, standing at $26,063,943,472 in 1937. Net in-
come gave a rate of return 8 upon this basis of 2.81 percent in 1921,
4.96 percent in 1926, 1.24 percent in 1932, 2.26 percent in 1937, and
1.39 percent for the fiscal year ending June 30, 1938. This rate of
return would, of course, be larger if figured on investment after de-
preciation ® or on the valuation figures of the Interstate Commerce
Commission. That valuation as set forth in Ex parte 123, after

s Declines in this freight expense naturally reflect reduction in maintenance expenditures. changes in labor
ensts, as well as other factors not related directly to increased preductivity of plant.

¢ Coordinator Eastman in his first report to Congress in 1434 roughly estimated that the original cost of
railroad carrier property would not fall below $24,000,000,000.

7 St, Louis & O' Fallon Ry. Co. v. United States (279 U. 8. 461).

¢ A rate of return is naturally figured upon somne hase which has reference to railroad property used in
trausportation. The traditional concept is that the base should include property used and useful for service.
As density of traflic declines, some property 1s naturally withdrawn temporarily from the service. That
withdrawal may be permanent as density fails to return and such property naturally censes to remain
within the category of property useful for service. But no figures are available to this Board which will
enable it to astimate the extent of that attrition in the rate base, nor has any satisfactory formula been
advanced which will cnable this Board ronghly to guess at that extent.

? Inves:ment less accrued depreciution for the vears above mentioned is $19,470,311,000 for 1921, $24,063,-
.887,000 for 1930, and $23,011,560,000 for 1937.
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allowance for depreciation, was $20,340,000,000. And upon the basis
of its valuation figures, the Commission has estimated the rate of
return in 1937 as 2.955 percent or for the 3-year average, 1935-37,
as 2.933 percent.® Upon the same basis the rate of return for the
fiscal year ending June 30, 1938, is 1.81 percent, and for the first 8
months of 1938 the figure stands at 1.29 percent. The significance
of this rate of return is less from the underlying constitutional con-
ceptions, advanced in Smyth v. Ames (169 U. S. 466), of the “right”
of carriers to earn a fair return upon their “property,” than from the
fact that in 1937 net income was only 1.18 times the fixed charges of
the carriers.

The fixed-charge situation of the industry has frequently been the
occasion of much comment. It was so at the hearings in this proceed-
ing. A review of a few facts bearing upon this situation is thus rele-
vant. In 1921 the funded indebtedness of the roads ““in the hands of
the public” ' stood at $10,409,000,000, the ratio to investment being
51.2 percent; in 1937 this indebtedness had reached $11,250,000,000,
but the ratio of bonded indebtedness had fallen to 43.9 percent.
These figures, of course, tell only a small part of the story surround-
ing the fixed-charge problem. Investment, unless it produces a re-
turn, is of small consequence to the bondholder, and the decline in
funded indebtedness of the roads as a whole bears no relationship to
the precipitous and continuing decline in net income.

More significant than the total figures of bonded indebtedness and
the ratio of those figures to capitalization, is the relationship between
fixed charges and operating revenue. In 1921, 11.2 cents of every
dollar of operating revenue went to pay fixed charges, the average for
the period 1921 to 1929 being 11.0 cents, the high and low points
being 11.3 cents in 1922 and 10.2 cents in 1923. From 1930 to 1937
this average rose to 17.9 cents, the high and low points being 21.9
cents in 1933 and 12.9 cents in 1930. In 1937 this figure stood at
15.4 cents.

No adequate analysis of this problem can be made upon the basis
of the industry, for the lien of a particular bond issue relates to par-
ticular property; its obligation rests against particular income. Gen-
erally speaking, it has been said that, though a decline in total funded
indebtedness has been evident during the past 17 years, fixed charges
“have continued to be a formidable menace in times of depression.”” ¥

10 Fifteen Percent Case (Ix parte 123,226 1. C. C. 41, 63).

1l The expression “in the hands of the public” excludes funded debt held by the carriers themselves as
investment or for other purposes. In most cases interest is payable upon these obligations to persons out-
side the issuing compnny and its subsidiaries, though this is not necessarily the case. The exact amount
of these obligations scems not readily attainable. In 1936, in addition to the $11,240,680,928 of unmatured
funded debt ““in the hands of the public,” there was §2,743,571,833 held by the railvoads themselves (I. C. C.

Statistics of Railways, S47). The proportion for 1937 is prohably about the same.
11 Eastman, C., in Ex parte 128 (226 1. C. C. 41, 153).



A solution of the fixed-charge problem—particularly as it affects
an industry whose gross revenues have contracted, whose original
noncompetitive position is increasingly threatened by the rise of new
means of transportation, and whose revenues fall so severely with
declines in general indices of business activity—requires the type of
probing consideration that has yet to be given to it. Some hope for
the revision of the industry’s capital structures was held at the time
of the enactment of section 77 of the Bankruptcy Act. Reorganiza-
tions have, however, failed to eventuate primarily, due to an inability
to find levels for prospective earning power upon which those compro-
mises which underlie corporate reorganization can be based. But
reorganization, soon or late, must come to pass. A failure on the
part of security holders to recognize losses that have irrevocably
occurred will not bring values back to their expectations. Some
mechanism more powerful than that now present in section 77, or
other similar laws, is essential to effect better bases for compromise.?

Some justice attends one position advanced by the employees
in this case. Total fixed charges of the roads during the period of
1932 to 1937 were earned only 1.03 times, and in several of these
years were not earncd at all. Though the roads may upon the basis
of prevailing money rates be decmed not to be paying an cxcessive
return upon the par value of their indebtedness, that rate of return
is normally calculated upon the par value of their outstanding bonds.
Actually, however, market values of railroad bonds taken as a whole
for some period of years have been far below their par value, and
though no records of changes in holdings during the last 6 years are
available, during these years millions of these bonds must have
changed hands. Thus losses in many cases have already been real-
ized, and in countless others must be recognized to exist. In these
cases to bring back the return to reasonable limits would not neces-
sarily call for a return measured upon the base of par value. How in
any particular road one can deal justly with the equities of these
different security holders who hold the same class of security has
been an insoluble problem in the field of corporate reorganization.
But in weighing an industry as a whole, as we are required to do in
this proceeding, and in determining how far and to what extent the
owners of the property, as distinguished from those who derive their
living from laboring for that industry, should bear the brunt of dimin-
ishing returns, the situation above detailed has some relevancy, for
it throws some light upon the equities that ownership and labor each
can insist attends its position.

A further factor relevant to.this same problem relates to the divi-
dend payments made by the roads. With a continuously fair share
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12 Tt should be noted that reform of the reorganization procedure under sec. 77 of the Bankiuptey Act has
been urged by the Splawn committee.



. REPORT OF EMERGENCY BOARD ‘ 17

of the fruits of the enterprise going to labor, payments by way of
dividends normally cause no concern. When profits go down, how-
ever, dividends naturally tend to diminish, and as the decline con-
tinues reach the vanishing point. If the decline still persists and
solvency itself is threatened, a demand arises that labor also assume
a pro rata burden flowing from the loss of profits. If dividend pay-
ments have in prosperous years been made inadvisedly, the claim is
made that labor should not be made to pay for an error on the part of
management in which it neither shared nor for which it could be
blamed. Ownership, it insists, must even in lean times pay for the
mistakes of the management which it, and it alone, put in power.

That claim is made by the employees in this proceeding. Divi-
dend payments were made by the roads throughout the more pros-
perous years' and not only continued into 1930 but reached their
bighest level in that year when the decline in business had set in and
was deepening.’® That, from the standpoint of our present hind-
sight, these payments can be criticized has on occasion been frankly
admitted by the roads. But they claim that at that time this course
seemed the wisest one to pursue. The employees counter by saying
that even then management’s concern was primarily for ownership
and not the industry as a whole, viewed as a joint enterprise between
ownership and labor. The merits of these contentions we need not
here determine. 1t is, of course, easy to be wise in retrospect and
from the pedestal of hindsight to find mistakes in the judgments that
men of necessarily limited vision have made. The fact remains,
however, that such a course was pursued in those years and that its
benefits ran to ownership. The argument is that its burdens should
be made to fall there. But even admitting this, the issues in this
proceeding are deeper than those which could be solved by any such
simple formula. This fact is one, and only one, that must find a
place in the ultimate determination that must be made of the issue
in this proceeding.

A further claim similar to this is also made by the employees.
It is, in fact, cumulative to the former. Dividends, it is asserted, fail
to tell the whole story. More of that same story lies in the accu-
mulated surpluses of the roads. These represent such net income as
remains from net railway operating income after the payment of fixed
charges, dividends, and other items. They have naturally increased
during the period of 1921 to 1937. It must, of course, be recognized,
as labor does, that surplus is not like cash in the bank and that, except
in rare cases, it is not fat upon which to feed during seasons when food
runs short. But, it is contended, either it should have partaken of

1 From 1921 to 1929 dividend payments totaling $4,004,051,423 were made by the roads.
18 Dividend payments in 1930 amounted to $508,505,010. The highest payment in previous years was

$561,027,657 for 1927; or, if we use 1921 as a base, dividend payments in 1930 were 32,1 percent higher than
in 1921,



the nature of such fat, or that in any event any increase in surpluses
means an equivalent increment in the value of the property behind
the outstanding stocks and bonds. That increment, management
naturally hoped, would produce its return and thereby increase the
returns payable to ownership. But this increment in value, labor
contends, immediately increases the market value of the outstanding
securities, an increase that is realizable immediately if an individual
owner so chooses. Thus surplus, it asserts, inures always to the value
of ownership despite the fact that it may be unavailable to meet the
wage bill of labor in the lean years that now have followed.

These considerations under our industrial system already find some
play in our wage structure. Obviously the values marketwise that
attend ownership correlate more closely with changes in earnings than
do wage rates. The peaks of ownership are higher and its valleys are
deeper than those that attend labor. The issue, therefore, still remains
as to whether those valleys now are so deep and have been so long so
barren as to make justifiable the claim of ownership upon labor for
some aid to lift it nearer to the light of day.

The hope held by the carriers with reference to their present move
is not that it will afford a permanent answer to the problems outlined
above. It relatesonly to a partial solution of a pressing contemporary
problem. The move itself arises out of a present abnormally distress-
ing condition and relates primarily to this condition.

It will be remembered that in August and October of 1937 wage
rates were advanced by agreement on'an average calculated to be
somewhere between 7 and 8 percent. Hardly had the ink on this
agreenient become dry before traffic conditions, reflecting the business
decline of the time, brought a sharp decrease in operating revenues.
The following tabular statement of index figures on freight car loadings
sets forth the rise in traffic volume preceding the 1937 agreements and
the decline immediately following their successful negotiation.
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Freight car loadings, 1936-38 1
[1923-1925=100, Monthly figures adjusted for seasonal variations)

Month 1936 | 1937 | 1938 Month 1036 | 1937 | 1938
January . oo 70 80 85 |) July oo e eamae 76 80 61
February ... o 71 82 62 | August. . ..ol 76 79 162
Mareh ... i 83 60 || September._ 75 B ...
April ... 71 84 57 || Octoher_.._... 77 706 |-
May el 72 80 58 || November____________.._ ... 82 (LY U
June_ .. 7 78 58 || December__ .. ... _.... 83 67 ...

t Federal Reserve Bulletin, of June 1937, pp. 522-520, and October 1938, p. 918. 1 Preliminary.

Loss in volume of traffic naturally reflected itself in declining rev-
enues. The percentage of roads that had been operating with a net
deficit, which in 1936 stood at 38 percent and in 1937 at 42 percent,
rose sharply for the first 6 months of 1938 to 87 percent. The total
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net income of the industry, which in 1936 and 1937 was $164,630,041
and $98,057,740, turned into a net deficit for the first 6 months of
1938 of $181,253,596. {This is the situation that has led management
to think in terms of effecting operating economies, including a reduc-
tion of labor costs.

IV. Tee Carriers’ CaseE As PRESENTED

The carriers’ position derives from the fact that the optimism which
underlay the wage increases of 1937 '® has failed to bear fruit. In-
stead, conditions have retrograded so severely as to bring about a
parallelism between 1938 and 1932, when the men, rightly in the
carriers’ judgment, voluntarily agreed to a temporary pay reduction
of 10 percent. The carriers say that had traffic volume in 1937 been
at the low levels that it now is, not only would no wage increases have
been granted but also no movement toward such an end would even
have been considered by railway labor."”

Their case has, for the most part, been presented in the preceding
section of this report. The facts concerning shrinking volume of
traffic, diminishing operating revenues, declining net income, the
deficits, the meager return on investment, and the many roads in
receivership or trusteeship are there set forth. Repetition of these
matters is here unnecessary, but the seriousness of the situation there
set forth and so abundantly detailed by the carriers must always be
kept in the forefront of any consideration of this problem.

The carriers point also to certain additional factors that make for
the necessity of effecting operating economies. One of these is the
increase in tax costs brought abot by the Social Security Act and the
Railway Retirement Act. The effect of these is to add 5% percent to
the pay rolls, or about $103,500,000 annually.'®

Another factor is that the way out through rate increases is no longer
open to them. The increases granted by the Interstate Commerce
Commission in March 1938 were less than had been asked and also
have failed to bring in the necessary revenues. The present volume
of traffic, even at the new rates, is insufficient to make ends meet and
further rate increases are not now practicable.

Furthermore, nothing in recent months or weeks tends to show any
significant trend for the better in the fundamentals of the situation.
Carloadings for the first 38 weeks of 1938 were 24.4 percent under the
corresponding figures for 1937. Nor do the latter weeks of this year
give real hope of a reversal of the trend. September carloadings, ad-

18 These increases have been estimated as raising the annual pay roll by about $130,000,000.

17 The proposed pay reduction of 15 pereent, irrespective of any consideration of “real wages,” would leave
the men with wage payments some 3 percent better than they received in 1932,

¥ Against this must be set a credit of $32,600,000 annually charged as an operating expense for “pensions,”

that had theretoflore been voluntarily provided by the carriers. These obligations have now been assumed
by the Railroad Retirement Board.



justed for the seasonal trend, are but 1 percent above those of Febru-
ary—an admittedly poor month.® Meanwhile maintenance is being
skimped, desirable additions and betterments arc not being made, and
modern equipment that would give them a stronger competitive ad-
vantage is not being purchased.

Again, such hopes as existed for immediate relief through Federal
legislation last spring failed to materialize, for the Congress took no
action during its last session. Willing as the carriers may be to join
with railway labor in procuring the necessary and desirable Federal
legislation at the coming session of the Congress, they have doubts as
to the validity of the program now advanced by labor. Hopeful as
they may be with regard to the ability of the Government to establish
an adequate long-term national transportation policy that will
eventually bring some solution to the problems that harass the indus-
try, nothing that has appeared promises immediate relief. Govern-
ment credit for the weaker roads presents difficulties that cannot
easily be determined and, furthermore, is not presently at hand.
And it is immediate relief that the carriers insist is their need.

To the employees’ claim that preventable wastes aggregating
$1,000,000 a day exist, and which, if prevented, would produce savings
in excess of the present proposal, the carriers, in substance, enter a
categorical denial. Every avenue that would produce significant
operating economies has been explored, and the avenue of wage reduc-
tion is now the only one left to pursue.®

In addition, the need for immediate relief is enhanced by the
attitude of the men with reference to certain legislative measures and
to the existence of certain union rules and regulations deemed unduly
burdensome. The employees’ insistence in sponsoring full-crew laws,
train-length bills, and similar measures, their hesitancy to put their
weight behind the drive for consolidation because of their fear that
operating economies effected thereby will mean a further loss of jobs,
to the carriers spell additional difficulty and additional cost.

The one avenue that in their judgment remains open in this present
emergency is to eflect a saving on labor costs. As distinguished from
possible increased revenues resulting from increased rates or possibili-
ties of savings from other economies, a reduction in wage rates would
afford both savings that are certain and, to use the words of the Splawn
committee, also “quick financial relief.”

This avenue, they contend, has certain advantages besides relieving
the financial distress of the roads. It would help to relieve the econ-
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¥ Carloadings for the first 2 weeks of this October were only 15.4 percent below the corresponding weeks
for 1937. ‘This comparison, however, the carriers contend is not too illuminating as the comparison relates
to a period in 1937 when the decline in carloadings had already set in.

% The elimination of reductions for Government traffic on land-grant railroads is urged by both the carriers
and the men. It has also had the support of the Splawn committee. The increase in revenue thereby
effected would amount only to $7,000,000. The incidence of that increase, however, would inure to the
benefit of the western roads where the problem of relief is particularly acute.
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omics now being effected with regard to maintenance, repairs,® and
the purchase of equipment,” Indeed, equipment purchases could
easily be stimulated far in excess of immediate savings because of the
delayed payment feature that through equipment trust obligations
attends such purchases. Increasing maintenance expenditures would
increase possibilities of direct employment on the roads,® whereas
increasing the purchases of materials, supplies, and equipment to
that degree would stimulate the general level of employment and thus
the general levels of business.

A further improvement, it is contended would result. Credit is
the all important source through which improvement of plant and
equipment becomes possible. With net income at its present posi-
tion—that of net deficit—credit is hard to get. Improvement of the
net income position is thus essential, particularly if, as it is impliedly
contended by the employees, such credit should be obtained not
through borrowings but through seeking equity money.

Some of these savings, it is asserted, might be employed for the
payment of interest charges not now being paid and thus, going into
circulation through these channels, purchases as well as the general
trend of business activity would be stimulated.

Factors such as these—reemployment of men due to the expansion
of programs, stimulation of enterprise in other industries—would
offset, it is claimed, any prima facie damage to our industrial economy
that might be assumed to flow from reduced purchasing power re-
sultant upon a reduction in wages. Indeed, the contention is made,
that purchasing power of railway labor in the aggregate would be
increased rather than diminished by approximation to the desirable
equilibrium in the railroad industry between current income and
current outgo.

Moreover the carriers contend a reduction in the wage rates of
railway labor is just, for today, whether stated in cents per hour,
dollars per week, or dollars per year, wages of railway labor are at the
highest peak ever attained. At the same time the cost of living is
considerably lower than it was in 1929 or in 1920, with the result that
in respect of purchasing power labor has fared substantially better
than money wage rates or weekly or annual earnings would indicate.

% As of September 1, 1938, 18.9 percent of the steam locomotives “on the line” were in bad order. The
corresponding percentages for 1937 and 1920 were 14.5 percent and 7.0 percent. As of the same date 14.2
percent of freight cars “on the line” were in bad order. The corresponding percentages {or 1037 and 1929
were 11.0 percent and 6.0 percent. Though conditioned by stored locomotives and surplus cars, some of this
accumuiated repnir work, it is contended, needs to and would he done were wages not so high.

1 Asof September 1, 1938, a total of §,892 freight cars were on order, compared with 31,123 on the correspond-

ing date of 1637. As of the same date, a total of 40 steam, electric, or Diesel locomotives were on order con-
trasted with 289 in 1937,

2 The carriers point out that whereas the reduction in the working force, exclusive of maintenanca
employees, (rom September 15, 1937, to September 15, 1038, was 65,972 persons or 11.4 percent, the reduction

in maintenance employees was 105,163 persons or 18.9 percent.
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In 1920 average hourly earnings of employees involved in this wage
dispute were 66.6 cents;* after the reductions made in 1921 and 1922,
they were in 1923, 60 cents; by 1929 they had risen to 66.3 cents. In
1933, with the 10-percent deduction in effect, the average. was 62.6,
but, with the restorations made in 1934 and 1935, it rose to 69.6 cents
in 1936. The corresponding figure for 1937 was 71.6 cents. For the
first 6 months of 1938, when the increases granted in August and
October of 1937 were fully reflected, the average was 75.9 cents.?
Thus average hourly earnings for the first six months of the current
“recession’ yecar were 21.2 percent higher than in the depression year
1933, 14.5 percent higher than in the prosperous year 1929, and
approximately 14 percent higher than in 1920,

It is admitted that average hourly earnings change with changes
in the composition of the working force, and the speed of trains, as
well as with changes in rates of pay. During bad ycars economies are
effected in maintenance and repairs, with relatively fewer employees
in the shops and on the tracks, the average earnings of those who
remain in employment being thereby somewhat increased. Due to
the double basis of pay increased speed of trains tends also to increase
hourly earnings. Investigation shows, however, that the difference
between the average for 1938 and the average for 1929 has been so
influenced by not more than 3 percent. Hence this factor is almost
negligible, and thus substantially all of the hourly increase shown is
real. .

Since average hourly earnings chiefly reflect rates of pay, the
carriers contend that much more meaningful to the issues raised in this
proceeding are weekly earnings and annual earnings. These, they
say, show what the workers actually get to meet their needs.

If we use for comparison the years used above and take the middle-
of-the-month count of employees given by the Interstate Commerce
Commission, average weekly earnings in 1920 were $34.35; in 1923,
$29.93; in 1929, $32.07; in 1933, $26.10; in 1936, $31.64; in 1937,
$32.63. For the first 6 months of 1938 the corresponding figure was
$33.73. Thus current weekly earnings are 3.4 percent larger than in
1937, 29.2 percent larger than in 1933, 5.2 percent larger than in
1929, and only slightly less than in 1920.

Most meaningful of all, the carriers contend, are annual earnings,
for upon their amount and the cost of living the economic welfare of
the worker depends. The average compensation per employee per
year, arrived at by dividing the total compensation of employees
other than executives and other classes not involved in this wage issue

# These averages are compiled upon the basis of hours actually worked or held for work, not hours paid
for. This figure is apparently for the full year of 1920. The rate increases awarded by decision No. 2 took
effect as of May 1, 1920.

® A Jower figure of 74.6 cents, being the National Industrial Conference Board figure for a classification
known as “railway wage workers,” was also given for 1038 by carrier witnesses.
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by the midmonth count,has been as follows for the years specified:
1920, $1,796; 1923, $1,561; 1929, $1,672; 1933, $1,361; 1937, $1,702.
The half year average for the first 6 months of 1938 was approximately
$900, or at the level of about $1,800 for the full year. So, it is con-
tended, in average annual earnings a very high peak is being attained.

Furthermore, the carriers’ position is that dollars do not tell the
whole story because as the years pass they vary in purchasing power.
It is purchasing power of the dollars that counts. Since 1920, when
the cost of living reached its peak for the more recent decades in the
United States, the purchasing power of the dollar first increased
greatly during the earlier twenties, then remained fairly constant
until the depression years when it again increased greatly;i. e., prices
fell sharply. Despite the fact that the low, represented by the index
number 75.8 (1923-25 being 100), was reached in 1933, the cost of
living has only slightly increased while wage rates have advanced
proportionately more rapidly. The United States Bureau of Labor
Statistics estimates the cost of living upon the 1923-25 basis as 80.7
in 1935, 81.6 in 1936, 84.3 in 1937, and 83.3 in June 1938. Thus if the
Bureau’s “cost of living” index is used, the average weekly earnings
-of $33.73 in 1938 would have 4.4 percent more purchasing power than
the $31.64 had in 1936, 17.7 percent- more than the $26.10 had in
1933, and 25.7 percent more than the $32.07 bad in 1929. Such is
the story for the last 9 years, put in terms of so-called ‘‘real wages’
per week.

The carriers assert, ‘“‘a movement of over 25 percent in real pur-
-chasing power of weekly earnings in a period of 9 years is a most
unusual movement. * * * This advance of 25.7 percent in real
wages within 9 years has taken place at a time in our history when
-other things have not been pursuing a normal upward course. In
1929 all things in general turned down. But in the face of that general
depression we find these real earnings per week of railway employees
showing this extraordinary rise contrary to all other trends.”

The conversion of annual earnings into “constant dollars’” would, of
course, show exactly corresponding results, for yearly earnings are
average weekly earnings multiplied by 52.2. Hence, in spite of sub-
normal industrial activity, distinctly higher standards of living, the
carriers contend, have become possible for thoseiwho have employ-
ment opportunity in the railway service.

Not only, according to this contention, have the wages of railway
employees increased and attained a new peak in 1938—both in terms
of dollars and in terms of purchasing power—but, also, railway wages
have increased more than have wages in industry in general. In sup-
port of this contention the carriers present evidence which may be
briefly stated in part. National Industrial Conference Board figures
show that the average weekly earnings of railway wage earners fell
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from $31.71 in 1929 to $25.56 in 1933, then recovered to $31.29 in
1936, and finally advanced to $33.35 in June 1938.% Data made avail-
able by this same organization show, on the other hand, that the
average for males employed in different branches of manufacture fell
from $30.64 in 1929 to $18.69 in 1933, then advanced to $26 in 1936,
only to fall back again to $24.98 in June 1938.% Data drawn from the
United States Bureau of Labor Statistics for all workers in all manu-
facturing and nonmanufacturing industries show that average weckly
earnings fell from $27.36 in 1929 to $17.60 in 1933, then rose to $22.75
in 1936 and to $25.11 in 1937, but then fell back to $22.24 for the
first 6 months of 1938.

Another exhibit, based upon National Industrial Conference Board
data, presents average weekly earnings for railway workers and for
male workers in 25 branches of manufacture. Comparing the aver-
age weekly earnings for 1929 with those for the first 6 months in 1938,
those for railroad workers increased some 4.6 percent while, with one
exception, those for factory workers decreased by percentages varying
between 5.7 percent in the chemical industry and 42.3 percent in the
iron and steel industry. The exceptional branch of manufacture was
meat packing where the average rose from $27.24 in 1929 to $29.05
in 1938, or 6.6 percent. And, parenthetically, it is remarked that in
only the two branches of the printing industry were average weekly
earnings in the first half of 1938 as large as in the railroad industry.
In 20 of the 25 industries average weekly earnings were less than in
the railway industry by $5 or more per week. The average for rail-
ways was $33.17 for the combined 25 branches of manuflacture $24.59.

The diflerences between the weekly earnings of railway workers
and of others are explained partly by the longer week (43.2 hours) in
the railroad industry, partly also by the less irregular employment
there found, but largely by the fact that hoully rates are higher in
this industry than in most others. The carriers contend that the
wages paid by them are too high, as tested by what is paid other
labor, by the incomes of farmers, and otherwise. The necessary
limitations upon this report are such, however, that further detatl of
this nature cannot be summarized:

These are the considerations, briefly detailed, that the carriers urge
as the justification for their proposal. Broadly stated, the argument
isnot only that the railroads are in a desperate financial condition, that
for too long a time have sacrifices been demanded of ownership so
that fairness attends this request of labor, but also that the proposal
is not made in disregard of the existing level of wages of railway
labor since, under the circumstances as they now exist, that level is
too high when measured in comparison with wage levels elsewhere.

2 These data are drawn by the National Industrial Conference Board from the midmonth count of the

Interstate Commerce Commission.
% These data, as well as those of the Bureau of Labor Statistics, are based upon pay-roll counts.
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V. Tee EmrLoveEes’ DEFENSE AS PRESENTED

There is general recognition by railway labor of the unfortunate
plight of the railroads and their need {or relief. Differences of opinion
as between them and the carriers as to the condition of the roads as
o whole at the present time are, for the most part, not to be found.
Differences, however, exist as to the reasons that have been respon-
sible for this condition and consequently differences exist as to where
the incidence of the condition should be made to lie. Secondly,
differences exist as to the way out for the immediate and the distant
future. Thirdly, the employees contend that the method of dealing
with the wage problem by reducing all wages hoiizontally 15 or even
a lesser percent is regarded as unwise and as failing to meet the real
needs of the carriers. Fourthly, increased productivity and increased
responsibility has characterized railway labor in the last 18 years and
these factors deserve their rewards in the form of increased wages and
certainly not in the form of decreased wages. Fifthly, it is contended
that business conditions are now rapidly improving, that the volume
of traffic is increasing, and that consequently no justification exists
for the present demand, whatever the conditions may have warranted
at the time of its inauguration. Sixthly, the proposal for reduction
is resisted upon the ground that it was conceived in unwise haste and
without regard to the effect that it would have upon the prosperity
of the country. Indeed, it is claimed the proposal would be an enter-
ing wedge for the initiation of general wage reductions in other in-
dustries. And, finally, a vital difference of {act exists as to the level
and trend of wages in the railroad industry as compared with levels
and trends in other industries, justifying resistance to the proposal.
These positions are stated below at greater length.

Among the reasons for the present plight of the roads the em-
ployees recognize the effect of forces such as the development of com-
petitive means of transportation and the relocations of industry. Part
of the present difficulty, however, is alleged to arise from overcapital-
ization, the burden of fixed charges, and unwise financial practices in
past years. Becausc of alleged overcapitalization, the decline in the rate
of return upon ‘‘investment’ reccives little sympathy. Because of
the burden of fixed charges, which are thought to be excessively high,
the need of the roads to meet them is given little weight, and more
extensive reorganizations are urged as in part the cure. Because of
the alleged excessive and unwise distributions of dividends during the
prosperous years, particularly in 1930, the consequences of such
action, it is asserted, should not be visited upon labor in the form of a
demand for lower wages.

These particular matters and their bearing upon the issues in this
proceeding have been commented upon before.  We need not rehearse
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that comment. We move instead to the other arguments that the
employees have adduced.

The employees offer as the way out a broad and comprehensive
program for the industry. They believe that, because of a general
consciousness of the plight of the roads upon the part of the public
and the Congress, the carriers with the cooperative effort of railway
labor can succeed in realizing such a program within a relatively short
time. This program has been outlined in detail. It involves two
parts, one general in character, the other aimed at so-called preventable
wastes.

Upon the general program unanimity between the carriers and the
men is not to be found at all points nor, on many of the points, is
there unanimity among the carriers themselves. Briefly, the unions
pledge their cooperation to seek the following ends: (¢) Increases in
rates wherever practicable; (b) revision of the Government-lending
policy to the roads to permit loans without, as at present, requiring
the prior assent of the Interstate Commerce Commission, and to
permit loans without security for the purpose of mecting the expenses
of maintenance; (¢) equality of treatment by the Congress of all forms
of transportation, including not only equality insofar as regulation
is concerned by regulation of other forms of transportation such as
water carriers, by repeal of the long-and-short-haul clause of the
fourth section of the Interstate Commerce Act, repeal of section 11-D
of the Panama Cuanal Act, of paragraphs 19 to 21 of section 5 and
paragraph 13 of section 6 of the Interstate Commerce Act, but also
the discontinuance of Federal expenditures for the extension and
improvement of waterway and highway transportation where ade-
quate railway transportation exists, and the imposition of charges on
highway and waterway carriers suflicient to bring a fair return to the
Government for its expenditures for the improvement of such ways;
(d) the withdrawal of the Federal Government from participation in
transportation in competition with private agencies by discontinuing
the operation of such agencies as the Federal Barge Line on the Missis-
sippi; (e) restatemeni of the rate-making rule so as to recognize the
right of carriers to a fair return upon the value of their property;
() amendment of the Interstate Commerce Act so as to give the Com-
mission greater power over State rates; (¢) amendment of the revenue
act so as to exempt railroads from the undistributed-profits tax and
so as to invalidate certain State taxes upon the intrastate operation
and corporate existence of carriers, when such taxes are not paid for
in current net carnings arising out of or reasonably attributable to
intrastate operations; (&) surrender by the Federal Government of
its land-grant privileges; (2} enactment of suitable statutes of limi-
tations as to elaims of shippers for reparation; () insistence that costs
entailed in building bridges or approaches thereto resulting from the
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improvement of navigable waters should be made at Federal expense.
No willingness to cooperate with the carriers was evidenced with
regard to decreasing labor costs; to urging Congress and the State
legislatures to refrain from enacting restrictive legislation such as full-
crew bills, train-limit bills, bills specially limiting hours of service
not required for safety, and similar measures; to amending the Rail-
way Labor Act so as to alter the procedure before railroad adjustment
boards. Upon the subject of consolidation, the unions state that
generally they are opposed to consolidation except wlhere particular
proposals are shown to be in the public interest, are approved by the
Interstate Commerce Commission, and have incorporated within
them adequate provisions for the protection of labor.

Upon the particulor program with reference to ‘‘preventable
wastes,”’ the claim is made that wastes aggregating $1,000,000 a day
are capable of being eliminated. Specifically this claim was advanced
in this proceeding by Senator Wheeler, chairman of the Senate Com-
mittee on Interstate Commerce, who through a subcommittee of
that committee has been investigating financial abuses alleged to
have been practiced by the carriers. The Senator admitted that
this estimate was not a “dollar by dollar detailed estimate,” and
furthermore admitted that no such detailed estimate could be made
upon the information now before his subcommittee.

Among the “preventable wastes’”’ set forth by the Senator are the
following: (@) Elimination of the Pullman “monopoly’” by the pool-
ing by the railroads of their resources; (b) an attack upon the ‘“monop-
oly” of the steel companies so as to bring about a reduction in the
prices of products purchased by the roads, particularly steel rails;
(¢) pooling of efforts by the roads in the way of research that will
lead to standardization in articles purchased and utilized by them;
(d) concerted elimination of purchases by the roads from industries
at favorable prices upon the understanding that thereby they will
get for themselves the traffic originating from these industries; (e)
delays in permitting roads to go into receivership resulting in deterio-
ration of roadbed and equipment to a point where the costs of recon-
ditioning become cumulatively excessive; (f) energetic prosecution
of civil actions for damages by receivers and trustees against direc-
tors, officers, bankers, and others for mismanagement, fraud, or
waste during the prereceivership period; (¢9) elimination of excessive
fees and costs in reorganization proceedings; () elimination of pur-
chases by railroads of stocks in other railroads; (2) elimination of the
purchases of terminal properties and other land and property from
large shipping interests for the purpose of getting the freight business
of these interests; (7) elimination of loans for stock-market purposes
by officers, directors, and persons affilinted with the roads; (k) elimi-
nation of holding-company practices resulting in the depletion of the



treasuries of the roads; (I) elimination of loans to-shippers; (m)
elimination of the allegedly excessive charges exacted by private-car
lines; (n) control over the payment of dividends to stop imprudent
distributions; (o) elimination of the payment of charges to investment
bankers for fiscal agency services by the creation of a company to
perform these services on a cooperative basis; (p) elimination of the
alleged demoralization of operating railway officials because of the
control exercised over them by so-called bankers; (¢) more appropri-
ate divisions of joint rates and charges.

In short, in these ways the railroads, the employees contend, should
put their house in order before they entitle themselves to call upon
labor to make further sacrifice.

The proposal to reduce wages is again attacked by the employees
as unwise, in that it fails to meet the real needs of the carriers. A
horizontal pay reduction of 15 percent would net the carriers, as a
whole, estimated savings of $250,000,000. These savings, however,
would be distributable to the various roads in proportion to their pay
rolls and not in proportion to their needs.

To illustrate their point, the employees divide the roads into three
groups—those in receivership or trusteeship, those that are problem
roads in the sense that continuing prosperity is a condition of their
remaining above water, and those whose strength is such that even in
these times of adversity no pressing need attaches to them.*® The
estimated savings of $250,000,000 would be distributed among these
three groups in the following fashion: Some $60,200,000, or 24.1
percent of the total savings, would go to roads in receivership or
trusteeship, roads that in 1937 had a net deficit after fixed charges of
$100,161,909. Some $48,150,000, or 19.3 percent of the total savings,
would go to a group of roads not in receivership or trusteeship but
which have been designated by Chairman Splawn as problem roads.?
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8 It may be ubserved that scmsathing akin to this grouping was made by the Interstate Commerce Com-
mission in Ex parte 123, The roads wera thero divided by the Commission into three groups: (1) The more
prosperous lines, representing about 8 percent of the tutal mileage that it cousidered had no difficulty in
earning their fixed charges even without increased rates; (2) s group representing about 42 percent of the total
milenge whase ability under the then existiag conditions of early 1038 to earn their fixed charges was highly
questionable; and (3) the balance of ronds in receivership or trusteeship. (See 266 I. C. C., 41,65)

#» Employces’ Exhibit No. 65 is used as the basis for developing the above ratio. That exhibit sets forth
a series of roads, selected by Chairman Splawn of the Interstate Cemmerce Commission, as being roads
that present prublems more or less acute. Some of these ronds are in the hands of receivers or trustees.
Thaose not in such hands, which make up the 19.3 parcent ratio mentionsd abgve, are: (1) Eastern district
roads—the Baltimore & Ohio, the Detroit, Toledo & [ronton, the Lehigh & New England, the New York
Chicago & 5t. Louis, the Pere Marquette, the Virginian, the Western Maryland, and the Wheeling &
Lake Erie: (2) Southern region roads—Atlantic Coast Line, the Gulf, Mobile & Northern, the Hllinois Cen-
tral, the New Orleans & Northeastern, and tne Southern; (3) Western district roads—the Duluth, Winnipeg
& Pacific. the Gireat N orthern, the Green Bay & Western, the Kunsas City Southern, the Kansas, Oklnhoma
& Gulf, the Midland Vulley, the Missouri-Kausas-Texas, the Northern Pacifie, the Northwestern Pacific,
and the Texas P:zcific. The Colornda Sonthern, which is included in the Splawn classification, is in this
discussion regarded as part of the Chicago, Burlington & Quiney system. The unions in Employees’
Exhibit No. 08 reduced the above ratio of savings distributahle to the problemn roads to $24,875,000 or 9.9
percent. The problem roads there chosen seem, however, to be roards of their own selection. A fairer basis
for consideration of the validity of the employces’ contention is to take the Splawn selection.
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The balance, or $141,650,000, representing 56.6 percent of the total
savings, would go to roads not within these classes. It may here be
observed that of this $141,650,000 some $92,150,000, or 36.9 percent
of the total savings, would go to roads which have either had net
income after fixed charges for every year from 1929 through 1937 or
roads having such continuous net income except for a net deficit in the
year 1932%° It may further be observed that of this $92,150,000
some $84,300,000 would go to eight roads within the above category,
which eight roads would receive 33.7 percent of the total estimated
savings to be produced by the proposed wage reduction.®

The fourth general basis upon which the employces attack the
proposal is that it fails to recognize that the present wage scale is
justifiable because of the increased productivity of railway labor and
the increased responsibility that railway labor now is required to
assume. In order to show the increased productivity of labor vol-
uminous exhibits were submitted by the unions. They establish
that the ratio of employees per mile of track operated, the ratio of
hours worked per mile of track operated, the ratio of total compensa-
tion of employecs per mile of track operated, have rather steadily
declined during the last 17 years. Conversely the revenue freight
ton-miles per employee, per hour of service, per dollar of compensation,
have increased. Thus if the period 1929 to 1937 is taken, the revenue
freight ton-miles per employee increased 20 percent, per hour of
service increased 25.2 pecent, per dollar of compensation increased
17.6 percent. Numerous other ratios tending to establish much the
same general proposition were also brought forward. This lowering
of the cost of labor’s services, the employees insist, justifies them in their
resistance to any wage reduction.

This position, the employees insist, is further strengthened by the
fact that the proportionate cost of labor in relation to operating
revenues has not advanced. The ratio that the wage bill bears to
operating revenues and the ratio that other expenses bear to the same
figure are set forth in the following table.

2 The ronds in this category are: (1) Fastern distriet roads—the Bangor & Aroostock, the Bessemer & Lake
Erie, the Cambria & Indiana, the Chesapeake & Ohio, the Detroit & Toledo Shore Line, the Lehigh &
Hudson River, the Monongahels, the Montour, the Norfolk & Western, the Pennslvania, the Reading,
and the Richmond, Fredericksburg & Potomac; (2) Southern region roads—the Alabama Great Southern,
the Cincinnati, New Orleans & Texas Pacific, and the Louisville & Nashville; (3) Western district ronds—
the Atchison, Topeka & Santa Fe system, the Chicago, Burlington & Quincy systern, the Duluth, Missabs
& Western, the Lake Superior & Ishpeming, the Louisiana & Arkansas, the Southern Pacific Co., the To-
lerdo, Peorin & Western, and the Union Pacific. Of the 23 roads enumerated above, 9 operated during the
first 6 months of 1838 with a deficit and 14 operated with a net income after fixed charges. It should be
noted that operations during the first 6 months of a year do not necessarily reflect the trend for a full year.

3 These rouds are—the Atchison, Topeka & Santa Fe systom, the Chesapeake & Ohio, the Chicago,
Burlington & Quincy systein, the Louisville & Nashville, the Norfolk & Western, the Pennsytvania, the
Southern Pacific Co., and the Union Pacific,

104862—38——3
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The ratlroad dollar !

[Distribution expressed in cents per dollar of gross revenue]

1038 2
1931 1932 1933 1934 1935 1936 1937 (6 mos.)

Total operating revenues. 100.0 | 100.0{ 100.0 ; 100.0 ] 100.0 | 100.0 | 100.0 100. 0.

Labor (exclusive of pay rol

blo to capital account) . 46.9 46.0 43.2 44.1 45.0 42.9 44.8 24890
Fucl (locomotive). ..o 5.3 . 4 5.1 5.8 5.9 5.9 6.3 6.9
Material, supplies, miscellancous._._.| 19.5 18.8 17.9 18.9 18.5 18.7 18 0 10.4
Depreciation and rotirements..____. 5.3 6.7 6.5 5.9 5.7 4.8 4.8 6.2
AN - i iiciicceoamas 7.3 8.8 8.1 7.3 6.9 7.9 7.8 10.4
Hire of equipment, ete. ... _____._____ 3.2 3.9 3.9 39 3.5 3.3 3.1 3.9

Total expenses. ... _..o.oco._.. 87.5 8§9.6 84.7 85.9 85.5 83.5 85.8 95.7
Net railway operating income.._.... 12.5 10.4 15.3 14.1 14.5 16.5 14.2 4.3

! Bureau of Railway Economics of the Association of American Railroads.

21038 figures added by employees.

3 It will be observed that wages per dollar of operating revenue for the first 6 months of 1938 stand at a
higher point than they have stood at any time since 1931, anq, it is asserted by the carriers,.since 1920. This
ratio would, of course, be affected by the wage increases of 1837; it would also rise rapidly with a decrease in
operating revenue not accompanicd by a corresp.onding decrease in total pay-roll costs.

One additional buttress for the so-called productivity argument
arises, the employees insist, from the constant decrease in the pay roll
of the carriers. Substantially the same mileage, approximately the
same tonnage, is moved over the rails today as in 1920 by approxi-
mately half the men. The midmonth count of the Interstate Com-
merce Commission shows 2,022,832 men in 1920 in railway employ-
ment, 1,660,850 in 1929, and 1,115,077 in 1937.22 These men, who
have disappeared from the pay rolls of the roads, having been dis-
placed in part by the introduction of modernized machinery and
equipment, the employees sadly admit, are no longer the obligation of
the roads. But they insist those who remain and now do the work of
those who have left as well as their own should not be penalized by a
reduction in wages. Labor, the employees insist, has during these
years taken its sacrifice through unemployment and part-time work,
but nevertheless has given more efficient service and shouldered
increased responsibilities.

The record is singularly barren upon the issue of increased responsi-
bility—a factor that was specifically referred to in title III of the
Transportation Act of 1920 as being one of the elements that the
Railroad Labor Board should consider in establishing just and equi-
table wages. The assertion is made that increased responsibility is
not only an incident of increased productivity, but follows from the
fact that modern railway operation calls upon men to move longer
and heavier trains at higher speeds. Contrariwise, the carriers imsist
that increased mechanization and improved means of transport have
meant that these operations certainly involve on the whole no greater
responsibility or effort and may even involve less. The employees
point to the hazards that attend the employment and to the high

# The midmonth count does not, of course, give the total number of men who annually receive pay from
the railroads. That figure has been unavailable prior to 1937. In 1937 the Railway Retirement Board first

compiled statistics in regard to these figures. That Board lists a total of 1,720,558 persons as receiving pay
during 1937 from the class I railroads.
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degree of skill that is required in most classifications as buttressing
their contentions.

The position of the employees with reference to recent better-
ments in business trends and in the volume of traffic may be briefly
stated. Attention is drawn to recent increases in the prices of indus-
trial stocks, in the rate of operations in the steel industry, in electric-
power production, the award of construction contracts, and the like,
Particular attention is directed towards the increase in railway
operating revenues for July and August over February—increases
that neglect seasonal adjustments essential for comparison—and the
recent rise in carloadings. That improvement, the employees insist,
does not reflect the real gain these carloadings mean for the roads,
inasmuch as the volume of carloadings should for comparison purposes
with 1937 be increased by 8.8 percent—an increase equivalent to the
increase in the average revenue per ton-mile of freight resulting from
the rate increases granted by the Interstate Commerce Commission
in Ex parte 123,

_ The sixth basis for the attack made by the employees upon the
carriers’ proposal rests upon the assertion that it was hastily conceived
and without regard to the effect that it would have upon wage-level
movements in other industries. The employees assert that manage-
ment in such a vital industry as the railroads has a public responsi-
bility to the welfare of the Nation as a whole and that this respon-
sibility was not adequately discharged in this proceeding. In behalf
of this contention, they assert that the proposal was shaped and
advanced not by the principal executives of the roads but by the
junior executives who composed the Carriers’ Joint Conference Com-
mittee—“deck hands” as the chairman of that committee denomi-
nated them.® They assert that consideration was given by this com-
mittee and the railroad presidents, to whom they reported and who
had the final say, only to the existing financial distress of the carriers
and not to all those other factors, economic and sociological, that
should have entered into as important a determination as was involved
in the pending proposal.

In support of the assertion that wage reductions in other industries
would follow as a consequence of a wage reduction in the railroad
industry, the employees adduce little that can be called evidence.
The subject by its nature is one that necessarily rests primarily
upon broad general observations of past wage movements that may
afford some basis for predictions as to the future.

 According to therecord the members of this committee were H. A. Enochs, chalrman, chief of personnel
of the Pennsylvania R, R.; H. D. Barher, general manager of the Erie R. R.; R. W. Brown, vice president
of the Reading and Jersey Central lines; J. W. Smith, president and general manager of the Boston &
Maine R. R.; J. A. Walber, vice president of personnel of the New York Central Ry. system; E. J. Connor,
assistant to the president of the Union Pacific R. R.; H. E. Stevens, vice prasident of tha Northern Pacifie
R. R.; L. B. McDonald, genceral manager of the Southern Pacific; F. L. Thompson, vice president of the
Ilinois Central; J. H. Aydelott, general manager of the Burlington; G. E. Bruch, assistant general manager
of the Norfolk & Western R. R.; C. D. Mackey, assistant vice president of the Southern Ry.; J. R. Parrish,
assistant vice president of the Chesapeake & Qhlo; R. C. Parsons, assistant vice president of the Louisville
& Nashville R. R.; and H. D, Brothers, receiver of the Georgia Central R. R.
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In relating the proposal to the general prosperity of the country,
two contentions are advanced. The first of these is that it is contrary
to the present, sound national policy. That policy is to maintain
wage rates and also to bring low wages up to a tolerable level. Wage
reductions lessen the incomes of wage earners who are quick spenders.
Their wages must be maintained in order to provide a market for
goods produced. Bond interest and dividends, on the other hand,
may or may not be spent or invested. If they are not spent, they do
not provide a direct demand for goods and until invested they do not
become a demand for labor, supplies, and equipment.

Itis said that, while wages have been cut in a few unimportant cases,
there has been no recent movement to reduce wages in industry.
Wage advances made in 1936 and 1937 are being maintained. How-
ever, were wages in the railway industry reduced, a general wage-cut-
ting movement would follow. As it spread, there would be uncer-
tainty and confusion; wage earners would begin to economize in buying.
Insofar as the movement succeeded, it would necessarily involve less
spending by wage earners. In both ways such a movement would
undermine buying power. Business in general would be injured.
And so would the railroads, for less buying would mean less traffic
handled, and the temporary slump in traffic is the difference between
1937 and 1938 in the railway problem.

The employees insist that, from the contention just mentioned, it
follows that a railway wage reduction, followed by wage reductions in
industry generally, would bring further loss of jobs on the railroads.
With reference to the carriers’ contention that were wages reduced a
part of the savings effected would undoubtedly be used for additional
maintenance and repairs, the employees claim that such expenditures
depend upon and fluctuate with traffic. They point out that there is
no guaranty that any substantial part of the savings would flow back
to them. Instead, the savings would go largely to pay fixed charges
and dividends.

We pass now to the difference of fact as to the level and trend of
railway wages as contrasted with levels and trends in other industries.
The employees contend that, contrary to the statements of the carriers,
railway labor has not fared well in respect of wages, whatever appro-
priate comparisons are made. The fairest figures to use, they insist,
are hourly earnings which reflect directly rates of pay and show the
so-called “burden on the industry.” They show the cost per hour of
time paid for in the service. Moreover, they avoid the exaggeration
found in average weekly and annual earnings when figured upon a
“middle-of-the-month count.”” Then, too, they avoid the effect of the
longer hours of work which remain in the railroad industry but which
have become increasingly exceptional in other employments.

The carriers’ exhibits, it is contended, exaggerate the increase in
average hourly earnings of the men in their service. If “total com-



pensation” is divided by “total service hours”; i. e., hours paid for,
this is the story. Starting with the second half of 1920, when the
adjustment made by the Railway Labor Board in Decision No. 2 had
come into effect, average hourly earnings were then 70.5 cents. With
downward adjustments made by the same board, the averages fell to
60.0 cents in 1922 and 59.8 cents in 1923. The average then moved
up slowly to 65.1 cents in 1929, and, with changes in the composition
of the working force, reached 66.9 cents in 1931—which, be it noted,
was 3.6 cents less than the hourly average for the last 6 months of
1920. With changed composition of the working force and the 10-per-
cent deduction accepted in 1932, the average for 1933 was 60.9 cents,
or 1.1 cents higher than “a low’’ 10 years before. With full restoration
of wages made in 1935, the average advanced to 67.4 cents in 1936.
Then, with the increases granted in August and October 1937, the
average for the last quarter of that year was 72.9. For the first half
of 1938 it was 73.1 cents. Average hourly earnings were then 8.5 per-
cent higher than in 1936, 20.0 percent higher than in 1933, 12.3 percent
higher than in 1929, but only 2.6 cents, or 3.7 percent, higher than in
the second half of 1920.

Though the figures for years preceding 1927 and those for 1938 are
not wholly comparable, the employees contend, they tell the story
fairly accurately. The earlier figures do not include any or all of the
“time paid for but not worked’’ with the effect that the averages are
increased somewhat, but the figures for 1938 is also increased because,
it is contended, the proportion of shopmen, section men, extra gangs,
and others among the less well paid in the reduced working force had
substantially decreased. '

At this point it may be noted that the employees object to any
adjustment of wage or earnings figures as the carriers have made by
figuring so-called ‘“real wages.” It is contended that no set of index
numbers can properly measure the cost of living. All index numbers
do is to show the behavior of prices through a period of time. They
neglect, in the words of the employees, ‘“the most important element in
considering costs of living, and that is the added cost to the family of
purchasing new items which have since come into the customary
standard of living of wage earners.”

As illustrative of this contention the work of the Heller Committee
was brought to our attention. This committee, after investigations of
actual consumer behavior, figured health and decency budgets for
1929 and 1936 in view of prices in the San Francisco area. With some
iterns readjusted in the light of consumer behavior and with “used car,”
union dues, and incidentals added to the list, the budget figure
obtained for 1936 was $2,001.72. The budget figure for 1929, when
prices had been higher, was $1,936.05.%
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¥ Ip reciting the employees’ contentions based upon the Heller Committee, the Board naturaliy does not
Bubscribe to or dissent from the results arrived at by that study.



As already stated, the employees regard average hourly earnings
as the most significant fact. Average weekly earnings, they contend,
involve questions of the length of the workweek and regularity of
employment. Average annual earnings, they likewise contend, in-
volve these same questions and also the question of how many men
are attached more or less securely or insecurely to the industry and
ought to be counted in figuring the average. If the midmonth count
is used, and executives and officials excluded, the average annual earn-
ings per employee on class I railroads (switching and terminal com-
panies excluded) were $1,794 in 1920. In 1929 the average was $1,704.
After falling to a low of $1,399, in 1933, it rose to $1,736 in 1937.
Though the figures differ slightly, the general trend shown by the
figures drawn from the midmonth count by the carriers and the
organizations is not different. Annual earnings in 1937 were slightly
less than they werein 1920. In 1938 they are somewhat higher. But,
it is said that the midmonth count does not depict the matter alto-
gether accurately. If all on the pay roll for a pay-roll period were
taken as the count, as is done in some instances, the resulting average
would be a smaller one. For railways a monthly pay-roll count is
now possible. If it is used, the average annual compensation arrived
at for 1933 would be $1,249 instead of the $1,399 resulting from the
use of the midmonth count—a difference of $150. For 1937 it would
be $1,567 instead of $1,736.

That average yearly earnings depend in large measure upon the
count of employees used as a divisor is illustrated by a tabular report
recently made by the Railroad Retirement Board. During the
year 1937 wages were credited to 1,720,558 persons who performed
“some railroad service’’ on class I railroads. Reporting up to $300
per month in each case, the total compensation reported was $1,894,~
959,000, or an average of $1,101 per person. The carriers, in their
reference to this publicized report, take the position that the summary
report cannot be relied upon inasmuch as it includes Canadians whose
service brings them across the border, in which cases only an appro-
priate part of their earnings are reported, casuals shoveling snow a day
or so, persons employed only a part of the year because of retirement,
quitting, or discharge during the year, and perhaps others who were
hired to fill the places vacated by them, also those who became sick
or disabled, etc. They contend that only those who worked, say, at
least part of the time during 11 or 12 months of the year should be
counted. The 904,636, or 52.57 percent of the total number, who
worked in each of the 12 months received, with excess over $300 per
month not subject to report, a total of $1,598,029,000, or an average of
$1,766. If the 64,955 who worked more or less during 11 months of
the year are added in, the total becomes 969,591, their reported
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«compensation $1,678,051,000, or an average of $1,731. This cor-
responds, the carriers point out, rather closely to the average based
mpon the middle-of-the-month count.

The employees are, however, of the opinion that many more than
‘the 969,591, who worked in as many as 11 months during the year,
‘were attached to the railroad industry and must be counted. They
suggest that if all persons earning less than $150, which would have
«deprived them of the right to benefits under the newly enacted Rail-
road Unemployment Insurance Act, and also all of those who worked
n only 5 months or less (6 months or more would generally give
-seniority rights), & more reasonable figure would be obtained. The
.average earnings for the year would then be approximately $1,562.
‘While contending that this figure is still too high, the employees
Tegard it as being a more reasonable estimate of average annual earn-
ings than that obtained by the middle-of-the-month count.

But while averages portray significant facts, they are said not to
Teveal other facts of tremendous significance. The report of the
Railroad Retirement Board shows that in addition to the 1,364 persons
-excluded above as earning less than $150, there were 2,329 others who,
though working more or less in each of the 12 months in 1937, earned
less than $300, 10,050 who earned less than $500, 45,618 who earned
less than $750, 130,375 who earned less than $1,000, and 240,089 who
.earned less than $1,300. Put in percentages, and again excluding
from the computation all who earned less than $150, 0.3 percent of the
.employees who worked in each of the 12 months earned less than $300,
1.1 percent less than $500, 5.1 percent earned less than $750, 14.4
‘percent earned less than $1,000, and 26.6 percent earned less than
:$1,300, which is far less than is required to cover a health and decency
‘budget. Or to take occupational differences, extra gangmen and
:section men who worked more or less in each of the 12 months
.averaged only $889 and $850, respectively. The employees point
-out that it is to such earnings as well as to the higher earnings of the
‘more fortunate among the employees that the carriers propose to
apply a 15-percent reduction.

Contrary to contentions of the carriers, the employees assert that
isince 1920, or since 1929, or since 1933, or since 1936, railway wages
have increased less than have wages in general. The changes in
average hourly earnings of railway employecs for these particular
years have been shown above. If the findings of the National Indus-
trial Conference Board relative to average hourly earnings of railway
wage earners and of employees in 25 manufacturing industries are
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taken, the index numbers in columns 1 and 2 of the following table
are obtained:

Average hourly earnings of railway employees and of employees in 25 manufacturing
industries, 1920-38 1

.»l\vemg? hour; xlxveragg hour{-
y earnings o . ¥ earnings ol _
wage earners :l\'verngg hour{ Wage earrers /l\vemgq hom-r
in 25 manu- | .Y 8rnings o in 85 manu. | 1Y earnings o
Year facturing | WABC earncrs, Year facturing | WOk earners,
industries | c1ass I roads industries | ciass I roads
(Index: June- 1&}512%6) (Index: June- 19(2132%0)
December Decemner
1920=100) 1920=100)
10200 L el 1100.0 97.2 94.4
86.5 93.1 95.8
1815 82.2 88.4
89.3 81O 88. 4
9.7 95.9 80.5
92.6 99.0 96.8
93.7 101.8 08.1
095.0 114.2 101.1
95.5 118.0 107.2
97. 4

t National Industrial Conference Board.
* Average of 7 months.

3 Average of last 6 months.

4 Average of 6 months.

3 First half, 6-month average.

These figures, the employees assert, almost speak for themselves;
little comment is required. Upon these trend figures the unions
bring out that in general the wages of railway employees have moved
up or down after wages in manufacturing industries have moved up
or down and that they have changed less than have wages in manu-
facture. As to trends, railway hourly earnings were lower in 1929, as
compared with other industrial plants, than in the basic year 1920.
The contrary was true in 1931 to 1933, but it remained true only in
these years of acute depression. Hourly rates in manufacture had
attained the 1920 level by 1936; they did not do so in railway eniploy-
ment until 1937. The advance {from 1936 to 1938 was greater in
manufacture than in railway employment, the advance in the one
case being 15.9 percent, in the other 9.3 percent. In the first 6
months of 1938, railway average hourly earnings were 21.3 percent
higher than in 1933; and in manufacture, 45.7 percent higher. The
corresponding percentages for 1938, as compared with 1929, were 15.5
and 21.2. If 1938is compared with 1920, Lourly earnings had increased
7.2 percent in the railway industry, 18 percent in the 25 branches of
manufacture.

In connection with the increases secured in August and October
1937, the employees point to increases granted in industry generally.
Data for 106 manufacturing industries (including building construc-
tion) provided by the United States Bureau of Labor Statistics, indus-
tries that employed some 8,566,400 wage earners in May 1937, show
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that the average hourly earnings in Qctober of that year were 66.6
cents, as against 57.3 cents in October 1936, an increase of 16.2 per-
cent. The average hourly earnings in railway employment in October
1937, after the increases had become effective, were 72.2 cents, as
against 66.6 cents in October 1936, an increase of 8.4 percent.

The fact that wages in the railway industry since 1920 have not
increased as much as wages in other industries would lead one, it is
said, to conclude that they are not high relatively, for in 1920 the
Railway Labor Board, after considering all available data, adjusted
wages 1n the light of all the criteria set down in the Transportation
Act. It is contended also that comparison of hourly earnings of rail-
. way labor as a whole or of hourly earnings of the several occupational
groups involved with the hourly earnings of wage earners in other com-
parable industries or occupations would lead one to the same
conclusion.

Comparisons are made of rates of pay per hour of occupational
groups of railway employees with rates of pay of allegedly com-
parable groups employed by the Tennessee Valley Authority and the
United States navy yard. The details need not be set out. Suffice
it to say that the rates paid by these Government organizations are
distinctly the higher. Average hourly earnings in 9 out of 26 indus-
tries reported on by the National Industrial Conference Board were
in excess of 75 cents per hour during the first half of 1938 and higher
than the average hourly earnings of railway employees. These
industries are the chemical (75.1 cents), heavy equipment (75.6
cents), book and job printing (78.2 cents), electrical (80.3 cents),
agricultural implement (80.4 cents), iron and steel (82.7 cents), rubber
(83.8 cents), automobile (93.6 cents), and the news and magazine
printing (94.8 cents). Similarly, average hourly earnings are shown
by the United States Bureau of Labor Statistics to be more than 75
cents in some other industries than those mentioned among the
106 for which data are available.

These are the chief considerations advanced by the employees,
which, in their turn, must be weighed against those that have been
advanced by the carriers.

VI. FINDINGS AND RECOMMENDATIONS OF THE BOARD

At the start it must be remembered the issue before this Board
derives from the specific proposal to reduce wages horizontally by
15 percent, and that, therefore, the concern of this Board is with the
wage problem. The wage issue, however, has been precipitated
primarily by the financial needs of the carriers, so that the disposition
of that issue involves some consideration of the railway problem as a
whole. But it is not the function of this Board to point the answers,
such as there may be, to the railway problem as o whole. Other
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authorities and otherr‘bodies, more experienced than this Board, have
that problem before them for general consideration. On the other
hand, it is the function of this Board in the light of its understanding
of the stresses and strains to which the railroad industry now is
subject to consider the desirability of affording some measure of
relief to the carriers by reduction of their labor costs.

1. GENERAL CONSIDERATIONS

Proposed legislative programs.—The Board has had presented to it
programs, more or less specific, for the relief of the railroad industry.

These programs have been offered as alternatives to the present
proposal. Whatever their ineffectiveness may be in affording the
“quick financial relief”” which the carriers claim is their present need,
the evidence before the Board has impressed it with the necessity
that now rests on Government for a complete and thorough-going
reconsideration of the relationship of the railroad industry to our
national well-being. In 1920 a new attitude and a new approach to
that problem was taken by the Federal Government in the light of its
experience with the railroads during the period of Federal control.
Some of the hopes then held, indeed even written into the Transporta-
tion Act of 1920, have failed to bear fruit. Cooperation on o national
scale by the carriers in and of the industry as a whole, has not been
forthcoming to the extent that was then anticipated. Nor, men being
what they are, is it likely to be forthcoming without effective imple-
mentation by the Government.

Since 1920 particular problems of the railroads have engaged the:
attention of the Government, and changes, frequently of much impor-
tance, in regulative powers and attitudes have been made. But con-
sideration of the problem as a whole has not engaged the attention of
all those forces of industry and.government that should have a deep:
concern with its issues and its implications. The demands made upon
Government in recent years with respect to other matters, important
and deserving of the absorption of time and energy, have tended to-
leave the railroad problem in the background of our national thinking..
But one dare no longer let it rest there.

The hearings before this Board have thoroughly impressed it with:
the fact that both carriers and railway labor have now a vital and
common concern in the working out of an adequate, national trans-
portation policy. Both cooperation and imagination can be expected
to be forthcoming from railway labor as well as from the carriers.
Whatever may be the disposition of this present proceeding, the exist-
ing willingness to work together for what is fully realized to be a com-
mon end dare not be lost by strife over a question essentially small in
the light of the ultimate benefits that are bound to accrue from some
better answer to the general railway problem.
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One cautionary word, however, deserves to be said. Concern over
the railroads is tripartite in character. To the interest of manage-
ment and of the men must be added the interest of the public. In
some of the proposals that have been advanced, the public interest
seems not to have been fully appreciated. It must be remembered
that it is this third party that in the last analysis supports the entire
structure, for the railroads exist for the public and not the public for
the railroads.

With regard to the possibilities for ultimate relief to the roads
through governmental action, this Board is not so experienced as to
be able to add materially to the proposals already made by govern-
mental authorities. Nor does its experience entitle it to anticipate
the program which it hopes will eventuate from the committee
recently selected from management and from the men. It is hopeful,
however, that through the development of an adequate but not
improvident credit policy, aid can be made available in those quarters
where aid is most needed. It is hopeful that revision of existing
reorganization procedures will make easier the task of fitting capital
structures not to hypothetical valuations but rather to real possi-
bilities of earning power. A recognition by the Congress and the
courts that natignal policy for the adequate promotion of the railroads
demands reasonable sacrifices on the part of ownership would do much
to make reorganization a real rebirth and not a mere temporary com-
promise between creditors and equity owners. This Board is also
hopeful that the outlines of a more vigorous, more farseeing financial
policy can be pursued by management with the cooperation of Govern-
ment so as to avoid not only the financial losses of the past but also
the creation of corporate structures with too little flexibility inherent
in them to permit them to survive a period of declining business
activity. These and kindred considerations, it is true, do not promise
the “quick financial relief”’ offered by a wage reduction. Some of the
proposals, however, foreshadow relief in the not too distant future.
And others, though the relief they may afford will take longer for
realization, have, perhaps, an ultimate significance to the welfare of
the railroad industry of such importance that their realization should
not be jeopardized by discord between men and management over the
means for securing immediate relief. Both men and management
must realize that after this Board shall have discharged its function,
whatever its decision, they will still be living with the railroads.
Their livelihood, their success, will depend upon how ably each can
grasp the problem of the other.

Prevention of “wastes” as a substitute for wage reduction.—It was
asserted before the Board that wastes aggregating $1,000,000 a day
could be prevented and that the pursuit of such a course by the car-
riers would obviate the need for effecting savings through a wage
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reduction. It was admitted, as has been noticed before, that the esti-
mate in this connection was not a detailed one but rather in the nature
of an informed guess based upon testimony before the subcommittee
of the Senate Committee on Interstate Commerce.

That savings of a large nature can be made by attention to some
or all of the matters contained in the program advanced to eliminate
preventable wastes may be admitted. Every industry undoubtedly,
as Government itself, commits waste because the problems of admin-
istration must rest in human and fallible hands. That those wastes
can progressively be prevented must be true, for otherwise little hope
would remain for the advancement of the art of management. But
prevention of these wastes will involve wholehearted constructive
effort over a period of years. If demoralization exists in human insti-
tutions, its elimination is most often not a matter of legislative enact-
ment but of the slow rebuilding of the human spirit. Many of the
suggestions entail other than governmental action, unless we conceive
the railroad problem in terms of governmental management rather
than governmental regulation. The elimination of these wastes, nec-
essary though it may be, thus affords little in the way of a solution
for the pressing problem of immediate relief. Their existence, if such
be the case, has relevancy only as to where the burden of immediate
relief should be made to fall.

One further observation may be made in this connection. The
testimony adduced before the subcommittee does reveal noticeable
incidents of mismanagement resulting in losses to individual systems
in the industry. These losses have, of course, occurred, and no action
can effectively restore them. Prevention of their recurrence is not the
equivalent of restoration. But notice must be taken of the claim
made in this connection that if these losses are properly chargeable to
any one group, that group is ownership rather than labor.

Upon the extent and the amount of such losses, this Board can
express no opinion. Whether or not such losses as have attended the
management of certain roads are sufficiently characteristic of the
industry to make it justly chargeable against the industry as such
and to require of ownership further sacrifices before some sacrifice is
demanded of labor, is a generalization in which this Board cannot
indulge. Neither findings nor recommendations have yet been made
by the subcommittee of the Senate Committee on Interstate Com-
merce. This Board cannot rightly be asked to weigh voluminous
testimony not taken before it and which is still in the process of being
weighed and digested by that subcommittee.

Restrictive legislation.—The carriers, during the course of this pro-
ceeding, have complained of increased operating expenses from the
attitude of railway labor in sponsoring full-crew bills, train-length



I REPORT OF EMERGENCY BOARD ‘ 41

bills, bills to limit hours of service beyond the requirements of safety,
and similar legislative proposals. Their complaint has not been met
favorably by the employees.® Their attitude with reference to these
measures springs mainly from the employees’ concern over the de-
clining trend of railroad employment. Part of that decline—perhaps a.
major part—is due to the general decline in the volume of traffic that.
is still held to the rails. Some part, however, is due to improvement.
in plant and equipment, the technological improvements that operate
to displace labor. The social problem of unemployment resulting
from technological development is common to most industries. It
admits of no simple answer. The legislative proposals complained of
are, in part, the answers that the employees are secking to make to
the problem of techinological unemployment. The answers that can
be made must of necessity be partly without the industry itself and
partly within it. But we believe that such answers as can be made
to it within the industry should flow from the processes of collective
bargaining between the carriers and the men, not by resort to legis-
lation. The problems of technological unemployment are, indeed,
part of those ‘“‘working conditions” which the Railway Labor Act of
1926 sought to have worked out through negotiation and mediation
between management and men.

2. OBSERVATIONS ON SUBSIDIARY MATTERS

In order to move forward in an orderly fashion, it is desirable to
make some observations on certain matters subsidiary in character to
the main issue.

The Relevancy of the increased productivity of labor.—There has been
increased productivity of railway labor. This may have resulted
from several causes, among them increased efficiency of the employces.
and modernization of plant and equipment. Insofar as the increased
productivity is shown to have resulted from the increased efficiency
of labor or to have caused heavier responsibilities or sacrifices to rest
upon the employees, this should be recognized in their compensation.
Insofar, however, as the increased productivity is shown to have
resulted from the efficiency of management or from investment of
capital in modernized plant and equipment, that is not true except
as additional sacrifice or responsibility is incidentally imposed upon
the workers. Rather, such gain should go to the carriers insofar as
necessary to yield a fair return, beyond which it should go to the
public through better service and lower charges.

Ma Mr. George Harrison in his testimony relating to the possibility of working out a joint program with

the cooperation of men and management refused to accept the suggestions of the carriers that the memn
should help in getting Congress and the state legislatures to refrain from passing legislation of this nature,



While there is much evidence of capital sunk in modernized plant
and equipment,® there is no evidence relative to any change in the
efficiency of labor. Moreover, while there is much evidence of more
powerful engines, greater speed,® and larger trains, there is nothing
to show that more skill or more effort or more responsibility is required
of the employees. The displacement of employees by technological
improvements must be recognized as fact, but it has not been recog-
nized that the wages of those who remain in employment should be
high because others have been laid off or discharged.

Thus we are unable to derive much aid from data relative to the
growing productivity of labor. Evidence as to the mainspring of
that increase is lacking, while evidence as to the absence of distrib-
utable profits is more than complete.

Relevancy of the cost of living.—The cost of essentially the same ‘“bas-
ket” of goods changes naturally with changes in prices. Cost-of-living
indexes, such as the index provided by the United States Bureau of
Labor Statistics, are designed to measure costs from quarter to quarter
and from year to year as prices of the articles and services finding place
in essentially the same “basket” change for one reason or another, up or
down. Such indexes are valuable for certain purposes. At the same
time, there is merit in the position taken by the employees in their
opposition to the figuring of “real wages’” on the basis of cost of living
over a considerable period of years, such as 1929 to date, and to the
application of the results in a downward readjustment of rates of pay.
Consumption studies clearly show that “normal wants” change, and
also become more numerous with the play of many forces upon consumer
habits, especially in a democratic country like the United States. We
cannot therefore rely too much upon the cost of essentially the same
“basket’” in measuring the needs of the families of wage earners. Yet
we are inclined to believe, that, on the whole, wage earners and other
consumers with the same incomes find that as spent these incomes go
somewhat farther today than in 1929 or in 1920 in meeting their normal
wants. And, of course, changes in consumer habits have changed little
within the last 12 months, during which the very slight change in the
cost of living has been downward. These facts become relevant,
however, only when a reduction of wages is justified on other grounds.
For all consumers as well as railway employees have benefited more or
less from any substantial reduction in the cost of living over a period
of years.

Comparative relevancy of average hourly, weekly, and annual earn-
ings.—In support of their demand for a wage reduction, the carriers
emphasize weekly and annual earnings. The employees, on the other
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3 From 1921 to 1937 gross capital expenditures of $9,570,875,0600 have been made.
8 Some portion of the benefits derived from these increases have gone to that group of rallway labor whose
rates of pay depend upon the double ratio of distance run and time consumed.
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hand, regard these as not the really appropriate data and make their
defense against a wage cut on the basis of hourly earnings.

Average hourly earnings are obtained by dividing compensation
received by hours paid for. They are definite and presumably accu-
rate. Moreover, they reflect rates of pay directly and also show what
is paid for a unit of service. They do not, however, show fully the
attractiveness of jobs or what the workers holding jobs will have to
meet their needs. Other things equal, weekly and annual earnings are
superior for they show what jobs yield through a period of time. But,
as is illustrated in this case, weekly and annual earnings frequently
give rise to questions of accuracy and comparability.

Because of the records of the Interstate Commerce Commission,
the mid-month count has been used in the preparation of most of the
weekly and yearly earnings before the Board. Some exhibits involve
comparisons of earnings so figured with earnings figured on the pay-
roll count (weekly, bimonthly, monthly) usually employed in indus-
tries other than the railroad. It is admitted that the mid-month
count has the effect of providing relatively high earnings figures but
it is said that this effect is negligible.” Though the mid-month count
is more than a count of those at work on & given day, it is a conserva-
tive count and causes certain weekly and annual earnings to be as
reported not readily or wholly comparable.®

In the second place, the comparability of weekly and annual earn-
ings is affected by differences between the length of the standard
week in the railroad industry on the one hand, and in industry in
general. While in recent years, say since 1929, the standard week
in most industries has been considerably shortened, that is not true
in the railway service.

In the third place, comparability of weekly earnings is affected by
hiring, lay-off, and share-the-work policies. Here it suffices to say
that with seniority rules, widely observed in railway employment,
lay-offs are more likely to occur than in many branches of manu-

# It should be noted that earnings reported for 1937, and based upon the mid-month count, correspond

very closely to the average of $1,766 reported by the Railroad Retirement Board for those employees who
worked in each of the 12 months of 1937.

38 “ Annual average earnings computed frem Interstate Cominerce Commission data, particularly when
the mid-month count is used, tend, therefore, to be too high in relation to actual annual esrnings. This
discrepancy increases in years when unemployment is widespread and the number of men furloughed is
disproportionately large. On the other hand, part time dus to short hours per day or per week is reflected
in the average obtained by using the mid-month count of employees insofar as these part time wurkers are
included in the count, irrespective of whether they happen to be working on the day the count is mude.
Because the averages obtained by using the entire Interstate Commerce Commission mid-month count are
higher than actusl earnings, Comimission statisticians have warned against their misuse, and these averages
are no longer published for occupational groups in the summaries of the Commission’s wage statistics.
Because no other comprehensive series of railroad wage data have been available, these averages have
frequently been used to represent actual earnings nevertheless.” Annual Earnings of Railrond Employees,
1924-33, Section of Labor Relations, Federal Coordinator of Transportation (1935), pp. 80-81. Actual
annual earnings from 1924 to 1933 ranged from 91.4 percent to Y6.7 percent of the loterstate Commerce
Commission figures.
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facture where the work is regularly shared in some way or other.
The number of employees reported is affected, and hence the aver-
age of weekly and annual earnings reported. It may well be
that the average earnings reported since 1929 for railway employ-
ment and for industry in general, and also for specific branches of
manufacture, have been materially affected in such ways as this.

For thesc reasons the Board places main reliance upon average
hourly earnings when drawing conclusions concerning trends and
comparative levels of pay. In connection with comparative levels
of pay, it will, however, discuss comparative regularity of employment
as a factor to be taken into account. But before presenting its findings
concerning these matters, a statement should be made concerning
the yearly earnings of railway employees, for one reason because of
very different statements and beliefs concerning what they are.

The Board has in its evidence, {for example, $1,702 as the average
earnings of railway employees for the year 1937. This figure is
obtained by dividing total compensation by the number of employees
as shown by the mid-month count, the data deriving fromn the reports
of the Interstate Commerce Commission. On the other hand, the
report of the Railroad Retirement Board on compensation (any
excess over $300 per month not being included) paid each of the
1,720,558 persons who performed some railroad service on class I
railroads give the figures for 1937 that show an average of $1,101.
This is admitted to be too low a figure, for it is distorted by the
inclusion of only an appropriate part of the earnings of those
employecs whose operations carry them across the border, by not allow-
ing for the usual attrition in employment, said to be around 5 percent,
by the inclusion of casuals in the count, and by other factors. What
would be a proper count of the men “attached to the industry”
remains a matter of judgment. If, however, the compensation of all
persons who worked in 6 months or more of the 12 is taken and divided
by the number of such persons, the average for 1937 was $1,553,
which is $14 less than an average obtained by dividing compensation
by the monthly pay-roll count of the Interstate Commerce Commis-
sion. But, if the data used include all persons who worked in 4 or
more months and earned not less than $150, the average was $1,445.

It is the opinion of the Board that any one figure said to show the
average yearly earnings of railway workers has rather less significance
than such averages usually have. For, as regards rates of pay, there
are very different classes among railway employees and their work
opportunities vary because of the nature of the industry. Upon
examination of the data presented the Board finds that among the
attached workers who worked for the railroads during 6 months or
more, there was a great disparity of earnings in 1937, a fairly good
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year. The general average, as has been pointed out, was $1,553.
But of the workers who worked in 6 months or more one-quarter of
them earned less than $911. At the opposite extreme, one-quarter
of these attached workers earned $1,953 or more during the year. In
between, there were one-quarter who earned between $911 and $1,433,
another quarter who earned between $1,433 and $1,953. It is clear
that, as earnings of wage-earners go, $1,950 or more was unusually
good for 1937. It is equally clear that earnings of $911 or less per -
year, received by one-quarter of the attached railroad workers, whether
explained by loss of time or by rates of pay, were quite different from
the point of view of family needs.

3. DETERMINING FACTORS IN THE CASE

The present financial distress of the carriers and their doubt as to
immediate relief being obtainable through governmental action raises,
as a first consideration, the validity of certain criteria used in similar
wage controversies in the past. It will be remembered that in
Decision No. 147 and in subsequent decisions the Railroad Labor
Board reduced the wages of railroad labor and as one of its governing
reasons recited the acute decline in business activity.

How far decline in net income and reduction in the rate of return
should justify wage reductions in an industry raises problems of vast
import. In this particular proceeding the issue of reducing wages
below what is now regarded as a minimum “living’”’ wage is not in-
volved. Since the passage of the wage-and-hour law, the payment of
a minimum “Jliving”’ wage is now a condition of industrial operation.
That condition is equally applicable to the railroad industry, so that
no action can be taken by the carriers, whether or not warranted by
our decision, to reduce any wage below those standards that are
prescribed by law.

Nor need we consider the problem stated above except insolar as
it affects the railroad industry. That industry differs from others
in many respects. It differs in that its well-being is constantly a
matter of national concern. The maintenance of adequate and effi-
cient, transportation by rail is thus essential not only for national
defense but also for the promotion of the normal ends of peace. Its
operation has not yet led to a policy of general governmental subsi-
dies nor of governmental ownership and operation. Both the carriers
and the Government thus far hesitate to take those steps ¥ and our
conclusions must have relerence to these limitations.

1 See Message of the President to the Congress of the United States of April 11, 1938, transmitting his
recommendations for means of immediate relief for railronds (Fl. Doc. No. 583, 75th Cong., 3d sess., p. 2.)

104862—38—4
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The railroad industry, moreover, differs again in the nature of the
charge it exacts for its product of transportation. In 1923 in the
New England Division Case (261 U. 8. 184, 196), Mr. Justice Brandeis
pointed out that the fixing of rates and charges for a national industry
such as the railroads was a function not unlike revenue legislation,
inasmuch as these rates and charges, which are absorbed generally by
the whole public, were to that degree the equivalent of direct and
indirect taxes. An increase in rates on particular products, like a
tariff on those products, means the imposition of the equivalent of
-4 tax burden upon the group, producer, and consumer, that continues
40 use that product.®

The same aspect characterizes the wages of railway labor and the
return that the industry can make upon its invested capital. Reduc-
tion in these wages or reduction in that return means that specified
groups are being indirectly taxed to keep the roads running.

Invested capital by its very nature is subject to this risk of “indirect
taxation.” In the rate of return that it expects, whether as money
lent or as equity money, the risk of loss is calculated. Wage rates,
however, rarely have such an element present in their fixation. Reduc-
tion in the rates of railway labor to meet either an emergency or a
permanently depressed situation thus raises sharply the issue of
‘whether railway employees as a group should be indirectly taxed to
keep the roads running upon a specified level of equipment and service
.and upon a basis that will afford a moderate return on investment.

Governmental subsidies to an industry present the same aspect.
If as loans they succeed in eventually liquidating themselves, the cost
involved to the public rests primarily upon the difference between the
governmental loan rate and the commercial rate and upon the tempo-
rary strain that may be put upon the credit position of the Govern-
ment by the fact that until paid a loan presents an element of risk.
If such loans fail to pay themselves out, the loss entailed is similarly
.an indirect tax upon the public, though as such it falls not on one class
but on the public.

These considerations bear upon the issue presented by the conten-
tion that the inability of the railroad industry to pay should not be
permitted to affect the wage level.* It should be observed in passing
that to reach this issue as an ultimate test, the lack of ability to pay
has ceased to be attributable merely to unwise management and the
unwise financial policies of the past. When ability to pay still exists,

0 Similar considerations seem to underlic Commissioner Eastman’s concern in Fir parte 123 that noncom-
petitive traffic is being taxed to support competitive and unremunerative traffic. See 226 I. C. C. 41, 153,
41 'The position has been taken by several emergency boards that the inability of an individual road to
'pay should not of itsell justify a reduction in wages. The ground of decision in these cases has always
been that such a reduction would threaten the standardization present in the rsilway wage structure—a
-standardization that has been the result of years of collective bargaining. Their lack of relevancy to the

present case is apparent. Cf. Report of Emergency Board of July 26, 1933, In re Louitiana, Arkansas &
“Texas Ry. Company.
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-either by levies upon capital or otherwise, and a present inability to
‘pay out of current income is due to conditions for which management
is responsible in any blameworthy sense, then that inability to pay is
hardly to be compensated for by demanding a reduction in standard-
ized wages or labor costs. How far this situation characterizes the
Tailroad industry cannot be accurately estimated though undoubtedly
-some of its elements are present in more or less degree. But because
the solution of the issue raised in this proceeding cannot be predicated
qupon such g simple and narrow base, we consider the merits of the
-carriers’ proposal upon the broader base that their inability to pay
-derives from nonblameworthy sources.

The problem of the relationship of ability to pay to the wage
-structure, in our judgment, possesses two aspects. The first concerns
the ability of an industry to pay from a long-time standpoint. This
:aspect of ability to pay must have its repercussions upon wage rates.
JAn industry’s ability to pay has always been a factor in increasing
wages. It was so in the negotiations surrounding the wage increases
.of 1937. Though increasing wages and reducing wages are not merely
two sides of the same problem, it must be realized that doliars are
needed to pay wages, that capital requires at least a moderate return,
and that in an industry such as the railroads, indirect taxation of the
public through tariffs and charges through subsidies and grants has its
practical limitations.

It may well be argued, however, that those limitations upon indirect
taxation cannot justifiably be said to have been reached if wage rates
in the railroad industry do not fairly reflect wage rates for comparable
-work elsewhere. The obligation that the Nation must assume to
provide itself with an adequate national transportation system may
.arguably be said to carry with it the implied obligation that in that
:system labor must receive fair and equitable treatment. Nor is this
-situation altered by the fact that it may be true that the railroads
.are in a position of continued declining revenues due to the effects of
.competition and permanent relocations of industry. A waning
industry, if such it be, still can be arguably said to be a matter of
national concern and to impose therefore certain national obligations.

This aspect of the problem of the ability of an industry to pay is,
however, in our judgment, not presented by the instant proceeding.
We say so because we must start from the position that the wage
.agreements of 1937, which were voluntarily entered into by the car-
riers, were rested upon the judgment of the industry that the rates
therein prescribed could be supported by the industry upon the pre-
-vailing volume of traffic or upon a volume not greatly higher. Fur-
thermore, since then—March of 1938—increased rates were granted
‘the carriers by the Interstate Commerce Commission in order to
-meet, in part, rising operating expenses arising out of the increased
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wages. Since October 1937, the time of the last wage increases,
traffic conditions have fared badly, but nothing has appeared since
that date which gives a basis for concluding that there has been a
permanent undermining of railroad revenues.

This leads to a consideration of the second aspect of the problem
of the relationship of the ability of an industry to pay to its wage
rates. This concerns inability to pay arising from short-time trends.
Sudden crises ol short duration frequently overtake industries. They
may be more or less severe and more or less localized in various units
of the system. They may bring with them bankruptcies and in-
solvencies, and permanent losses to invested capital. But in such a
situation it would be well to adhere to the principle that normally
the shock of these crises must be taken up by ownership and not by
the wage structure. Ownership, as has been observed before, is
adapted to derive the benefit of sudden increments; it is equally right
that it accept the burden of short crises. Wage structures change
more slowly, rising only after fairly prolonged periods of increased
profits and falling only after declines have established themselves.

The desirability of normally adhering to such a principle can hardly
better be illustrated than in the history of railway wage controversies.
Decision No. 2 of the Railroad Labor Board may be assumed to have
placed railway wages somewhere in the neighborhood of where con-
siderations of equity and justice in 1920 should have placed them.
With the depression of 1920-21, the Railroad Labor Board in decision
No. 147 and subsequent decisions removed a considerable share of the
increases it had awarded labor in 1920. Despite a return of prosperity
beyond the levels of 1920, years elapsed before wage levels reached
those established in 1920 by decision No. 2.*

This principle, however, has its limitations as applied to the present
proceeding. How long, it will naturally be asked, must inability to
pay continuc before a justification to demand wage reductions can be
said to arise. That question we shall advert to later. At present we
must concern ourselves with the further plea that, irrespective of the
fact that the present crisis may not imply permanently lowered levels
of traffic volume, it is a crisis which falls upon the carriers particularly
severely because of the fact that they have been weakened by the
prolonged depression of recent years. Their needs are hence specially
acute, and, whatever may be the normal application of the principle
that the shock of short crises should be absorbed by capital and not by
labor, the present situation is for that reason abnormal. In short,
there is for this crisis no fat upon which to feed.

To this proposition two answers are suggested: The first is that the
lean years since 1930 reflect not only years of reduced business ac-
mmtiou it must, of course, be noted that despite the return of prosperity the cost of living

failed to reach 1920 levels, The difference, however, was not very substantial and can be said to have been
counter-balanced during those years by the rise in the normal wants of the wage earner.

~
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tivity but declines in operating revenue of a somewhat permanent
nature. To that situation the carriers will need to adjust themselves
by means more heroic than wage reductions. The fact that fixed
charges from 1932 through 1937 industry-wise were earned only 1.03
times, and in 1936 and 1937 were earned only 1.25 times and 1.15
times, respectively, gives some indication of the need that exists for
adjustment on the part of capital.

Some adjustments are now taking place through the processes of
reorganization. The unusual percentage of carricrs now in receiver-
ship or trusteeship thus need not necessarily disturb one. It may,
indeed, be desirable from a broad standpoint that that percentage
should increase, provided only that the processes of reorganization
will result in real and not make-shift readjustments. No sacrifices of
note need be asked for to preserve values that already have been long
dead and whose burial is now merely a matter of the proper amenities
of finance.™

The second answer, in our judgment, goes to the root of the present
proposal. The particular implement chosen by the carriers seems ill
adapted to mect their needs. Figures have been given before * illus-
trating the distributable shares of groups of carriers in the estimated
$250,000,000 savings that the proposed wage reduction would bring
about. Eight roads, it will be remembered, which can fairly be
regarded as roads hardly entitled to consider themselves in acute
distress, would take some 36.9 percent of these savings, while more
than half of the $250,000,000 would go to roads whose claim to present
acute distress is not too easy to sustain. Weight might attend the
claim of the carriers that railway labor make some sacrifice for the
benefit of the industry as a whole, but little logic attends their insist-
ence that because road A is in distress, labor employed by road B,
which can make no such claim, should give up a portion of its wages,
not to help road A, but to help road B. The inequity of reducing
wages on a national scale, when the railroads are operated on a number
of lesser scales, is obvious. That inequity persists whether a proposal
for wage reduction on a horizontal scale be upon the basis of 15 per-
cent or on a greater or lesser percentage.

It must, of course, be recognized that because of the standardiza-
tion of the wages of railway labor, differentiations in rates between
strong roads and weak roads is not a {easible solution, That method

3 These ratios seem much more significant than other ratios adduced in this connection by the carriers
and the employees for they illustrate the slim margin that separates the industry from solvency. The
carriers have belnbored the fact that the ratio of bonded indebtedness to total capitalization has decreased
during the past years and that but a meagre return of two percent upon the investiment is renuired to meat
all fixed charges. The employees have returned again and again to claim that over-capitalization exists
when measured in terins of capitalization as against valuation.

# Much is normally made in this connection of the fact that, on the basis of 1936 figures, $6,617,000,000, or
nearly 56 percent of the railway funded debt was held by insurance companies, banks, endowed educational
institutions and foundations. That fact, however, cannot afford a justification for an effort to preserve

nonexistant values,
#Cf, Supra, pp. 28-29, and footnotes 28, 29, 30, and 31.
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of approach has, as has been noted before, been foreclosed by the
decisions of a number of emergency boards. But the ingenuity of
railway management ought to be such as to be capable of devising
ways and means, with or without the assistance of government, to
distribute savings to be accrued from reductions in the wages of rail-
way labor in conformance with the necessitous needs of the carriers
when the very basis of the plea for wage reduction founds itself
upon necessity.

But inability to pay, without further sacrifices to ownership, even
from a short-term standpoint, may well be argued as justification for
a wage reduction if the level of wages of railway labor is too high:
when measured in comparison with wage levels in other industries..
We turn, therefore, to the issue of fact so posited.

The considerations that in our judgment are most relevant to the
determination of this issue concern three factors: (¢) The trends in
wages and earnings of railway labor and of labor in other industries,
(b) current rates of pay of railway employees and of other comparable
workers, and (¢) the current wage situation.

(@) Trends in average hourly earnings of railway workers and of
workers in other industries show that whether such earnings as of 1938
are compared with earnings in 1936, or in 1933, or in 1929, or in the
second half of 1920, when the wages of railway labor had been adjusted
by the Railroad Labor Board, no evidence is found that railway
employees have benefited more than have employees in other indus-
tries taken as a whole. Indeed, their gains in hourly earnings have
not been quite as large. The details upon which this conclusion is.
based have been presented above and need not be repeated here.

(b) A limited amount of data in the form of standard or actual
rates of pay of men employed in certain occupations in the railway
service and of men employed in other industries are in evidence.
Because of the limited amount of such data and because of the fact
that a carpenter or a plumber or another craftsman may be a some-
what different craftsman in training, skill, and responsibility in one
industry than in another, these comparisons have not been of any
great assistance to the Board in its consideration of the comparative
levels of pay at the present time. More helpful have been the average
hourly earnings of groups of railway workers and the average hourly
earnings of workers in more or less comparable industries as reported
by the United States Bureau of Labor Statistics or the National
Industrial Conference Board and introduced in evidence. Of course
it is exceedingly difficult to find an industry wholly comparable with.
any division of railway employment but the Board has made such
comparisons as appear to have value. One of these is of the average
hourly earnings of railway shopmen with the average hourly earnings
of workers in selected industries. It is hardly necessary to say that.
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these industries have not been selected because of the hourly earnings
shown but because they are regarded as more nearly comparable with
railway shops than other industries for which_data are available.
The comparison may take tabular form.

Average houriy earnings of ratlway shopmen and of employees in other industries
(as reported by the U. S. Bureaw of Labor Slalistics, for the first 6 months of
1938)

Apverage hourly

Industry or branch: carnings (cents)y
Agricultural implements_. . . L eeeea- 74.7
Automohile manufacturing . _._ e 92. 0
Blast furnaces, steel works, and rolling mills_ . ___ . __._.__ 83.0
Electrical machinery . . o . e 74. 8
Electric-railway shops. .- . o e 69. 6
Engines, turbines, tractors, and water wheels.__._____ . _______.__ 82. 5
Forgings, iron and steel . . _ . oo 74. O
Foundry and machine shop . - .o oo e 71 3
Locomotives . o e et e 77. 4
Machine 0018 . . ee—eeeem 73. 0
Shipbuilding - . o o e 83. 7
Steam and hot-water heating. ... oo 70. 8
Railroad shops. .. e 172. 5

1 It will be noted that in a later table the average compensation for hours of service of the shop craft group
for the first 6 months in 1938 is reported by the Interstate Commerce Commission as 77.1 cents. This figure
s not comparable to the 72,5 figure above. The Bureau of Labor Statistics does not include certain groups
Ineluded by the Commission. Thése are 1,553 linemen and groundmen, average compensation 85.9 cents;
5,039 gang foremen and gang leaders, average compensation 99.6 cents; and 8,123 coach cleaners, average
compensation 46.2 cents. On the other hand, the Bureau includes, but the Commission does not include,.
those among 18,505 classified laborers, average compensation 45.8 cents, or those among 13,161 general labor~
ers, average compensation 41.6 cents, that were working in shops rather than in engine houses or power
plants. The Bureau's figure for railroad shop labar is presumed to be comparable to the figures for the:
several industries contained in the above table.

Of course not all comparisons lead to precisely the same conclusion.
And for many groups, such as most of those engaged in the operating:
service, no worthwhile comparisons can be made. But from the above.
comparison and such others as the Board has been able to make from
the data submitted, and holding in mind that the railroad industry
is largely unionized, it does not appear that the hourly rates of pay
or earnings are relatively high, unless these workers have a distinct
advantage in regularity ot employment through the year and from
one year to another.

Postponing for the moment a discussion of the subject of regularity
of employment, to which reference has just been made, some detail
may be introduced to show the actual average hourly and weekly
earnings of the larger and also of certain other significant groups of
railway employees for the first 6 months of 1938. The data for class I

"railroads, taken from reports of the Interstate Commerce Commission,
are shown in the following table. They are important to hold in mind.
For one thing they are helpful in dispelling incorrect views based
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upon the wages and carnings of any one group. They also throw
light upon the regularity of employment that attaches to different

groups.

Average compensation per hour and per week of specified groups of employees of
class I railroads, first 6 months of 1938

Average

compensa- c(ﬁ;]e)g;i%.

Number | 0D Per | Tiion per

Jass of emplo. as of hour 0r6 week, 6

Class of employee middle of Sl'fl” 't'?' months,

June 1938 | J onths, | jannary

anuary to June

to June 1938
1038
Cents

Passenger CoONAUCtOTS . o v oerencceeceecacacecccenmsemenenrnameaann 6, 965 156.0 $62. 74
Freight conductors (through freight) o oo oovov v ieeeeeea 7,841 129.2 50.91
Freight conductors (local and Way) - oo enem el 5,023 110.7 62.68
Passenger brakemen and flagmen .. .. 9,078 117.3 42.85
Freight brakemen and flagmen (through freight) ..o .o _ 20, 831 104.1 33.40
Freight brakemen (local and Way) . @ emaeemeas 14,377 80.1 45. 01
Passenger engineers and motormen. .. c.ceorioimameaaas 8, 705 190. 4 68. 64
Freight engineers and motormen (through freight) _______._ ... 11,211 151.2 56.17
Freight engineers and motormen (local and way) oo ceooooccmmaanns 6, 222 128.8 70.71
Passenger firemnen and helpers._ oo ool 7,882 157.7 51.15
Freight firemen and helpers (through freight) oo oo oo 13, 385 117.3 35.87
Freight firemen and helpers (local and way) o coovecvmmeaeaaconaceas 6, 801 08.8 48.90
Hostlers and helpers. . .o e iemmiaiceeiiaal 5, 641 78.4 41.63
Total train and engine service employees, switch tenders, and hostlers 1. _ 201, 890 110. 4 45. 54
Total elerical and office employees ! 125, 810 7.5 35. 44
Janitorsand cleaners..________._.___. 4, 809 42.0 18.84
Truekers (stations, warehouses, e£¢.) .- ocoveecevrecammmnacnan - 16, 123 50.9 22.71
Common Iaborers (stations, warehouses, ete.) - oooooooo_.-- - 3,286 45.8 20.76
Bridge and building carpenters. ... . oo - 9, 516 68.3 20.23
Extra gangmen. . eemeeee——aan - 24,078 30.6 18.02
Section N . Lo ciccicmmmmmm——————— - 97, 266 40.6 17. 56
Crossing and bridge flagmen and gatemen_ _._____._...._.._ - 15, 351 37.3 19. 04
Total maintenance-of-way group . ooooae.. - 193, 241 48.6 22,04
Boilermakers. - .. oo iiiaas - 8,336 80.9 36.27
Carmen (Aand B).__..._........_. R 10, 647 86.7 35.29
Carmen (Cand D). _..._..._..._ - 33,420 §1.2 35. 61
Electrical workers (A) . _coeoeoeoao . R 5, 045 88.3 39. 52
Electrical workers (B).__..._.______ - 1,847 83.9 35.86
MachiniSts - - ccaoe oo eeicicciicmeaa - 31, 533 88.8 306.39
‘Sheet-meta] Workers. . ......o.ocooooooooo- R 6,304 88.2 35.86
Skilled trades helpers (M. of E. and stores). - - 46, 834 63.6 28. 59
‘Conch cleamers. ... . o ooiiiianen - 8,123 46.2 22,92
Total shop-crafts group V. _ _ . oo - 169, 581 77.1 32.72
Classified laborers (shops, engine houses, and power plants) - 18, 505 45. 8 22.80
General laborers (shops, engine houses, and power plants) - - 13, 161 41.6 19. 74
Station agents fsmaller, nontelegraphers) ______._._.___ - 5,028 75.3 36.38
Station agents (telegraphers and telephoners). ... ______ ... 14,476 73.1 36.55

1 Figures for italicized lines represent totals for all reporting employees in the divisions designated.

This tabulation discloses a wide variety in average hourly earnings
as between the various groups. Some are high, but some are low;
indeed, far lower than the hiring rate in other industries. No general
assumption can thus be indulged in, apart from considerations relating
to regularity of employment, that wages of large groups of railway
labor are on a level that is higher than wages for such comparable
classes of labor that we have been able to find.

The effect of regularity of employment upon this situation must,
however, also be weighed. Inasmuch as transportation service must
be provided, at least those employed in the operation of trains, ticket
agents, and certain others are more regularly employed than are
workers in most industries. Moreover, there is the general impression
that this is true of the railway service generally. Average weekly



earnings figures are presumed to show that this is true. In the
opinion of the Board, however, differences in weekly earnings and
their variations do not provide satisfactory evidence on the subject.
As already indicated, average weekly earnings are affected by the
use of the mid-month count in railway statistics and by the use of
the pay-roll count in most other industries. This is particularly
true where work-sharing within the pay-roll period obtains. There
are, thercfore, no data in our possession from which a valid conclusion
can be drawn concerning the relative regularity of employment in
the railway service and in the other industries used in our comparisons.
Hence we may limit ourselves to some observations concerning regu-
larity of employment in the railroad industry.

One of these observations is that with rapidly declining employment
in this industry, with seniority rules widely observed, and with a
disinclination on the part of workers in certain occupations to leave
the service, a large number of men are frequently on lay-off. Exami-
nation of the figures reported by the Railroad Retirement Board dis-
closes a great number of men receiving pay from the railroadsin excess
of the number appearing upon the mid-month count of the Interstate
Commerce Commission. Even when allowance is made for attrition,
casuals, and others who are definitely separated from the industry
or who are employed under such circumstances that they cannot be
said to have become really attached to the industry, evidence of a
large volume of irregular and part time employment remains.

The available statistics relating to employees of class I railroads
taken as a whole do not disclose the unemployment actually experi-
enced in the industry. Peaks and valleys do not always occur at the
same time of year on roads in different parts of the country and with
somewhat different types of traffic. The middle of the month count
tends to even up the totals for the railways when taken as a whole.
The same may be true for a given road, for the expansion of mainte-
nance of roadbed and track comes during certain summer and early
autumn months when certain other divisions of work may not be at a
peak but may be even more or less contracted.

Our concluding observation on this particular phase of the subject
is that more than in most industries such unemployment as is ex-
perienced in the railroad industry appears to be rather unevenly
spread among workers within a classification and among workers in
different classifications of the service. The first of these is, of course,
connected with the matter of seniority which is an accepted and
unquestioned practice. The other is due to the nature of the work
and to the opportunities or lack of opportunity for the carriers to
make economies, circumstanced as they are financially. "It so happens
that the sacrifice of work opportunities, generally speaking, is greater
for the men in the lower than for those in the higher pay brackets. |
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(¢) Data submitted in evidence from reports of the United States

Bureau of Labor Statistics show that a rather distinct upsurge in
wages occurred in 1936 and 1937. This was no doubt directly con-
nected with organization or attempted organization of labor witnessed
in many industries, but considerable increases in wages were obtained
in most of the already unionized industries also. Here and there
within the last year some reductions have been accepted or imposed,
but very generally wages have been maintained. For a year, or a
little more, wage levels have constituted something like a plateau.
No evidence of a real movement in wage rates, up or down, has
reappeared.
} Examination of the data above detailed leads us consequently to
the conclusion that the level of wages of railway labor is not high when
compared with wage levels in other industries. Nor do wage trends
show that railway wages have advanced proportionately greater than
wages in other industries. Instead they seem to show a slight lag,
though, on the other hand, they show greater resistance to decline
than wages in other industries. Furthermore, no justification arises
{or a wage reduction from the current wage situation in other indus-
tries. There, no general movement to reduce wages has made its
-appearance. These considerations lead us to the conclusion that the
carriers’ proposal can derive no sustenance from the contention that
railway wages as a whole are too high.

We have thus far dealt with the problem from the standpoint that
the carriers’ inability to pay is characterized by a short-term aspect.
To date it is so. The employees emphasize the fact that an upturn
in the volume of business has already taken place. While carloadings
are still below 1937 levels, there is hope that within a reasonable
period further substantial increases in carloadings will take place.
Furthermore, because of the rate increases granted last March by the
Interstate Commerce Commission, a volume of tonnage some 8.8
percent less will bring operating revenues into parity with 1937,
These factors, together with recognized differences in the depth of
business decline, distinguish the situation in 1938 from that which
prevailed in 1932. Naturally, we cannot rest our conclusion merely
upon a prevalent but possibly unwarranted optimism. It may,
indeed, eventuate that operating revenues will fail to return within a
reasonable period to 1937 levels or thereabouts. Furthermore, it
may well be that the hoped for relief from the development of a
national transportation policy and other similar measures will not be
forthcoming. Then the inability of the roads to pay would turn
from a short time to a long time aspect, and avenues of relief through
wage reductions would have to be explored. The 30-day clause of
the existing agreements would provide this opportunity.

But if the occasion should arise for the carriers at such time to
pursue that course, it would be well for them to consider certain
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observations that the Board believes it wise to express. The first of
these is that wage reduction upon a horizontal national scale, as that
proposed in this case, possesses distinet drawbacks. We have already
commented upon the failure of such a proposal to distribute the benefit
-of such savings as might be effected to the needier roads. Moreover,
if the needs of the roads as they exist relate specifically to such factors
as maintenance expenditures, the purchase of equipment, the pay-
ment of accrued interest in order to reestablish credit, no savings
achieved by such a proposal are in any sense earmarked for these ends.
That savings would in all likelihood be devoted in large measure to
such purposes may be admitted, but wise statesmanship on the part
of railroad management should look to making such applications
certain. Some better administrative mechanism could seemingly be
devised to avoid these drawbacks that attend a proposal merely to
reduce wages upon & national scale. :

A further defect attends such a proposal. Its incidence would fall
alike upon all classes of labor from operating service to maintenance
of way employees and extra gang men. Better paid and less well
paid would fare alike. A different principle of wage reduction has
normally been deemed more equitable, 1. e., reductions that have regard
to the ability of the varyingly paid groups of railway labor to take the
shock of decreased pay. The Lane commission in 1918, in recom-
mending wage increases, followed such a principle. The Railroad
Labor Board in 1921 in Decision No. 147 applied it in its wage reduc-
tions. That difficulties inhere in its application are apparent, but the
Jdifficulties do not appear to have been insurmountable.

In this connection the Board thinks it right to observe that the
suggestion that has been entertained by some of suspending for a
period of time, more or less dependent upon the volume of traffic,
the wage increases granted in 1937 would introduce a somewhat
inequitable element, assuming for the purpose of illustration that a
reduction of about that percentage should be made. This flows
from the fact that differentials in wage rates among the various
groups of railway employees exist. That the differentials prior to
1937 operated too favorably in behalf of the more highly paid em-
ployees seems tacitly to have been admitted at that time, for the
increases benefited percentagewise the lower-paid groups of employees
more than those in the higher brackets. Consequently, to suspend
these increases would be to operate according to the analogy of
regressive rather than progressive taxation—making the burdens fall
with undue weight upon those least able to meet them. True, &
temporary suspension of these increases would not permanently
affect either the wage structure or the differentials that now charac-
terize it. But temporary suspension would, nevertheless, bring into
operation the regressive feature remarked upon above.



Consideration of savings in labor costs could also focus upon certain
problems that should engage the attention of management and men
more openly than has hitherto been the case. These flow from regu-
lations prevalent in the operating service that call for pay not com-
mensurate with the amount of additional benefit rendered. Some
of these regulations have been relaxed or dropped, but a frank, candid
inquiry as to their equitable nature could well be made the obligation
of both management and men.

Finally, the Board would observe that hardly more important
problems face management today than the handling of their relation-
ships with labor. Their solution along fundamentally sound and
equitable lines demands the best effort and the best talent that
management and men can give. The testimony in this case with
regard to the pursuit of penetrating and thoughtful inquiry by the
highest executive officials in the railroads prior to concluding to press
the present proposal {for wage reductions, has not been impressive.
The burden of sustaining a proposal to increase or decrease wages
naturally rests upon those who initiate it. Indeed, were we to
analogize the function of this Board in reviewing the administrative
determination of management to reduce wages by the present proposal
to review by a court over the judgment of an administrative tribunal,
we would be compelled to conclude that those procedures, which
should be pursued in order to assure that the basis for the fashioning
of policy has been thoroughly explored, appear to be wanting in
this instance. If this analogy were valid, we would for those reasons
be justified in reversing the conclusion of the carriers and remand
the case for redetermination in the light of more thorough exploration.
But we do not press this analogy. We advert to it only to illustrate
that important and persuasive determinations, such as must underlie
decisions to reduce or increase wages, should call into play the wisest
and most responsible officials {rom management and men.

We conclude that no horizontal reduction upon a national scale
of the wages of railway labor should be pressed by the carriers at this
time.

On October 25, when it became apparent the Board would need
some additional time to formulate its findings, the parties entered
into a written stipulation agreeing that if this report were made prior
to midnight Saturday, October 29, 1938, no objection or challenge
would be interposed on the ground of delay or because not made
within 30 days from the date of the creation of the Board.

Respectfully submitted.
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Wavrer P. Stacy, Chairman.
James M. Lanpis, Member.
Harry A. Mirris, Member.

Wasningron, D. C., October 29, 1938.
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For the organizations:

H. J. ARRIES.
B. M. JEWELL.
A. E. Lyon.

TFor the carricrs:

S. H. SCHNEIDER.

APPENDIX

[Exhibit A)

Western Territory—List of Railroads, Elc., as Represented by the Carriers’ Joint Conference Commiilce, and Their Employees Represented by

the 18 Cooperating Organizations as Indicated by “X”’

(Authority is co-extensive with the scope of Agreements as to classes of Employees)

Railroads, ete,

m

Railway Empp]gyes;lDep}uEn;)em, American
ederation of Labor
Fire- ! . Mas-| Ma-
Engi-| Fire- | €°7° [ switch- Teleg- men Main- | Sig- | ors”| rjpg | Lone-
peers | men | $C | “men | raphers and | Clerks (tenance| pal- | g | gp. | shore-
tors (}g:‘_ Ig;]ef' Black- ,snlﬁ?,t, E}gﬁi Car- |oilers of Way | men |rypias| neers | 2080
; smiths men
ists ers workers|workers,
3 & 3
a. | 8 S5e | ® &
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Alameda Belt Line
Alton & Southern RR..
Alton RR . ..o
Arkansas & Memphis Railway Bridge
P& Tor, COcue e e ciicancanns
Atchison, Topeka &Santa Fe Ry. ..
%, Gulf, Colorado & Santa Fe Ry..
Panhandle & Santa Fe Ry....__.._
Atchison, Union Railway & Depot Co.
Baltimore & Ohio Chicago Terminal
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Belt Ry. Co. of Chicago.....cceccmeae-.
Burlington-Rock Island RR__.
Butte, Anaconda & Pacific Ry-
Camas Prairie RR _........... R
T Chicago & Eastern Jllinois Ry.
T Chicago & North Western Ry.._.
Chieago & Western Indiana RR_
Chicago. Burlington & Quincy RR.. ..
T Chicago Great Western RR.__..___....
(Includes South St. Paul Terminal
formerly operated by St. Paul
Bridge & Terminal Ry.)
T Cl]licﬁglg Milwaukes, St. Paul & Pacif-

T Chicago, Terre Haute & South-
eastern Ry ... ... _....
T Chieago, Rock Island & Pacific Ry._...
T Chlcngo Rock Island & Gulf Ry...
T _ Peoria Terminal Co
Chicago, St. Paul, Minneapolis &
Omaha R g
Colorado & Southern Ry
Colorado & Wyoming Ry
Dnve:}‘port Rock Island & Northwest-
1530 080 ¢ 8
T Denver & Rio Grande Western RR
Denver & Salt Lake Ry__._._..._.__.
Denver Union Terminal Ry
Des Moines Union Ry_____
Towa Transfer Ry

Duluth, Missabe & Tron Rangs Kit..|

Duluth Union Depot & Transfer Co...
Dulath, Winnipeg & Pacific Ry_..___.
Fnst Portland F reight Terminal._.
East St. Lobis Junction RR____.
Elgln Jolict & Eastern Ry
El Paso Union Passenger Depot Co....
Fort Worth & Denver City Ry.___
Wichita Valley Ry
Fort Worth Belt Ry_.._.____..._____..
Galveston, Houston & Henderson RR.
Galveston Wharf Co.ovooomeeeeoe
Great Northern Ry.____.
Green Bay & \\'eﬁtem R
Ixewl{xunce, Green Bay &

Ahnapee nnd Western Ry.......___

Qulf Coast Lines
T New Orlcnns' Texas & Mevxico Ry.
T BoRnunxout, Sour Lake & Western

Footpotes at end of table.
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{Exhibit A—Continued)

Western Territory—List of Railroads, Etc., as Represented by the Carriers’ Joinl Conference Commiltee, and Their Employees Represented by
the 18 Cooperating Organizalions as Indicated by “X’'—Continued
(Authority is co-extensive with the scope of Agreements as to classes of Employees)

Railway Eni‘plgyes’ Depraitr%ent, American
‘ederation of Labor :
Fire- : Mas-| Ma-
Engi-| Fire- ggg_ Switch- Telleg- med | Glerks t%‘ﬂil;itlllc:e 181,15- ters rine SII‘]%':%:
neers | men men | raphers . San. . an and | engi-
tors c%irge- l:‘;;gﬁf Black- gllé‘:?& tEr:gl Car- | oilers of woy | men | paest nesrs | oD
ists | ers |SMItNS)woriers|workers| MO0
Railroads, ete. o A
s = 3
B 5 é B &
= — = »2 = = 4 >
X e S 4 = 2| Q| a4 3
a8l E ez (28| 8 |2 |2 |3 |2|5%|35 8|84
Sls|gl €l g 1Sl 18 1218 i2|%]|¢g g 12|88 | «
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n 1@ | @ (5) 6) Y] ® (9) (10) un | a2 | a3 | a4 (1s) | ae | a7 | (18) | 19)
Gulf Coast Lines—Continued.
T Orange & Northwestern RR.___... X X X X X X X X X X X1
T St Louis, Brownsville & Mexico Ry. X X X X X X X X X X X1
P New Iberia & Northern RR._ X X X X X X X X X X X:?
T Houston & Brazos Valley Ry. X X X X X X X X X X X
T  San Antonio, Uvalde & Gulf X X X X X X X X X X X1
T Sugar Land Ry__. X X X X X X X X X X X1t
T Rio Grande City Rj | X X X X X X X X X X X1
T  Asherton & Gulf Ry_. X X X X X X X X X X X1
T  San Antonio Southern Ry. X X X X X X X X X X X1
T  lberia, 8t. Mary & Eastern RR_. X X X X X X X X X X X1
T San Benito &Rio Grande Valley Ry X X X X X X X X X X X1?
T Asphalt Belt Ry _.........._._ X X X X X X X X X X X1
T Houston North Shore Ry.._._._... X X X X X X X X X X X1
T Inoternationsal-Great Northern RR..| X X X X X X X X X X X1
Harbor Belt Line RR__ .. oo oifemmo e eam e camca et X X X X X X X X X
Houston Belt & Terminal Ry..._.._... X D, G PRI DRIPOIN U SR PO NI FOR X X
INinois Central RR.____ .. . ______.... X X X X X X X X X X X
Yazoo & Mlssrsmppl \’nlley RR
(including A&V-VS&P).._______. X X D G R X X X X X X X X X
Gulf and ShlP Is]nnd R R .......... X feeoeno b QI SO X X X X X X X X
Chicago & 1llinois Western RR__..[ X D G (R NI DRSO PO RN R - X X X
Kansas City Southern Ry..........___. X X X |ecoeeee- X |- X
Arkansas Western Ry, cacveeeeoenn X X D, G S SR DRI SRR RPN AU [P FEIPE MU ORI
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Joplin Unjon Depot Co............
Kansas City Terminal Ry ...
Lake Superior Terminal & Transfer Co.
Litchfield & Madison Ry......___..._.
Los Angeles Junction Ry.__..
Memphis Union Station Co
Midland Valley RR____....._ X
Kansas, Oklahoma & Gulf Ry X
Oklahoma City-Ada-Atoka Ry.._._ X
Minneapolis, Northfield and Southern
RY el X .G PO X X D, G IR X D G X D G PG PN PRI R
5 "'\lmneapohe. St. PFaul & Sault Ste.
Marie RYeeoeeoooeraaceeooiaan X X X feeooeaes X X X X X X X X X X ). G PN DN P,
g\ Duluth, Scuth Shore & Atlantic
Ry X X X X X X =2}
T Mineral Range RR__ |l X X X X X X =
Mingesota & International Ry.______... X X X ~
Big Fork & International Falls Ry__[ X X X (=]
Minnesota Transfer Ry.__.-..__...... X X X X =
Missouri-Kansas-Texas RR._______.__. X X X X =
Missouri-Kansas- Texns RR Co. of
...... X X X X X @]
................ X =
T Missouri Pacific RR__. 2 X X b, X3 =
T Missouri-1llinois RR.............. X 2 X X 3 X1 P
Northern Pacific Ry. . o_ooo.ooo._ X X X X X X =
Northern Pacific Terminal Co. of )
) T X | x X X X X =
Northwestern Pacific RR .. X X X X X X [}
Qgden Union Ry. & Depot Co X D, G P IR PR PO FN S SO X X X =
Oregon, California & Eastern Ry. X X X 2
Peoria & Pekin Union Ry... ... X X D S U, Q
Port, Termival Railroad Associntion.._.{ X X X X ]
FPueblo Union Depot & Railroad Co. - _[..o|-o-.-- X b
St. Joseph Terminal RR CO. e -n.o-.. X X X o
T St. Louis-San Franeisco Ry. .. __....... X X X X O
St. Louis, San Francisco & Texas )
RY e ema X | X X b d bo (R I R =
Birmingham Belt RR.__._______... X | X X X X |, o}
T St. Louis Southwestern Ry..____...._. X X X D G PPN ORI PR S
T St. Lounis Southwestern Ry. Co.
Oof TeXAS oo oo immmaciacaaan X X X D S PN SR PRI R
St. Paul Union Depot Co. ... X X X p. S IO PR P PO,
St. Lake City Union Depot & RR Co_.|...._. D. G ISR FUUSUIN PV I PR
San Diego & Arizona Eastern Ry____. X N | X eceee]emeaafemmie e
Sioux City Terminal Ry X
Souith Omsha Terminal Ry X
Sourthern Pacific Co.—Pacific Lines. Xe
Spokane, Coeur d’Alene & Palouse Ry.- X JREPORPIN DU FIPN FIPS S S FOIN SR SO AN

. See footnotes at end of table.



[Exhibit A—Continued)

Western Territory—List of Railroads, Blc., as Represented by the Carriers’ Joint Conference Commitlee, and Their Employees Represented b
the 18 Cooperating Organizalions as Indicaled by “X"—_Continued oy 4 it

(Authority is co-extensive with the scope of Agreements a3 to classes of Employees)

Railway Employes’ Department, American

Federation of Labor Fire- M M
Bagh| Fire- | G0 wtan.| Tele: e | ctorce | ain: | St | Yins| Mac | pone.
veers| men | oo | men |raphers| ary. |Rojler- Sheet | Elec- and | LIeFXS f,‘}"&‘;"e 3,':,'{1 and | engi- | Shore-
chine- | mak- | BIack- | motal | trical | Car- oilers v mates] noors | D0
ists | ers workers| workers| 0%
Railroads, ete. ™ 9
/ = o |
@ ) S = &
2] -3 ™ ) O S
] - > < Q Lw Z 3 2 -
aldlo 2 3 = | Smy 2 = 213|285 \3|8|¢a
dla|le| |8 |S|s |8 |E |8 |S|5|e |2 |€|2|E
S 5 S 5 ] 2 =) 8 = 2 = & 3 S S o z2 <
[ [} (<] w (<] - @ =} m = A M A Z z o)
[6)) @13 | W (5 © [¢)] ® (O] (10) an (a2 a3 | 18 | ¢y | an | a8 | (9
Spokane, Portland & Seattle Ry....... X
Oregon Trunk Ry ..._._._ - X
Oregon Electric Ry._ - X
United Railways Co.. - X
Spokane Union Station Co X

'l‘e]fmi'nnl Railroad Association of St.
OUIS. - e mtee e acceimamcnnn
Texarkana Union Station Trust........
Texas & New Orleans RR (Sou. Pac.
T.ines in Texas and Louisiana):

QGalveston, Harrisburg & San An-
tonio Ry el
Texas & New Orleans RR
Louisiana Western RR____ ...
Morgan’s Louisiana & Texas RR

& 88 C

Houston & Texas Central RR.
Texas Midland RR._.__.___.......
Galveston, Harrisburg & San An-

tonio Ry. (Austin Div.)........_.
Houston East & West Texas Ry...

Houston & Bhreveport RR.........
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Texas & Pacific Ry - - cocaaoeoo X X
Texas-New Mexico Ry.. X X
Abilene & Southern R X X
Cisco & Northeastern R X X
‘Weatherford, Mineral ¥

Northwestern Ry X X

Texas Shoit Line Ry
Texas Pacific-Missouri-Pacific
of New Orleans_.__....__._.
Tidewater Southern Ry. -
Tulsa Union Depot Co.. -

Union Railway Company (Memphis)..
Union Terminal Co. (Dallas)...........
Union Terminal Ry, Co. (St. Joseph)._.

R Wabash Ry
T Western Pacific RR.._...___.__ R
Dallas Car Interchange & Inspection
Burean... ..o eeiecceeoeaae
Pacific Car Demurrage Bureau.
Pacific Fruit Express Company

EXPLANATION OF NOTES

t Inelndes yardmasters. )

t Authority from the following railroads:
New Orleans, Texas & Mexico Ry.
8t. Louis, Brownsville & Mexico Ry.
Beaumont, Sour Lake & Western Ry.
Orange & Northwestern R, R.
New Iberia & Northern R. R.
Houston & Brazos Valley Ry,

Asherton & Gulf Ry.

San Antonio Southern Ry.

Rio Grande City Ry.

Asphalt Belt Ry.

Iberia, St. May & Eastern R. R.

International-Great Northern R. R.

San Benito & Rio Grande Valley Ry. S8an Antonio, Uvalde & Gulf R. R.

Sugerland Ry. Houston North Shore Ry.

is subject to exception that authorization shall not empower Carriers’ Joint Conference

to act for, to negotiate, or in any manner disturb the following rule row a component

gnrt of the wage agreement between these railroads and employes thereon represented
y the Brotherhood of Maintenance of Way Employes, effective March 1, 1928, reading:

“EXTRA GANGS”

‘‘Rates of pay for extra gang laborers to he established by Management.”
3 Authority from the Missouri Pacific Railroad is subject to exception that authoriza-
tion shall not empower Carriers’ Joint Conference Committes to act for, to negotiate, or

in any manner disturb the following agreement between this railroad and employes
thereon represented by the Brotherhood of Maintenance of Way Employes: ‘‘Rates of
pay for extra gang laborers to be established by Management.’ A

4 Authority from the Missouri-1llinois Railroad is subject to exception that authoriza.
tion shall not empower Carriers’ Joint Conference Committee to act for, to negotiate,
or in any manaer disturb the following rule now a component part of the wage agreement
bet:)veen th{'s railroad and Brotherhood of Maintenance of Way Employes, effective May
1, 1035, reading:

“Rule 20, * * * Tha rates of pay now in effect (except rates of pay for extra gang
laborers, which shall be established by the Management) * * *.”

8 Authority from the Union Railway Company (Memphis) is subject to exception
that authorization shall not empower Carriers’ Joint Conference Committee to act for,
to negotiate, or in any manner disturb the following agreement between this railway
and employes thereon represented by the Brotherhood of Maintenance of Way Employes:
“Rates of pay for extra gang laborers to be established by Management.”

¢ Includes former EP&SW System and former Ariz. & East. R. R.

" Includes former EP&SW System.

(R)—Receivership; (T)—Trusteeship; Subject to approval of Court.
September 1, 1838, 4
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[Exhibit B)
For the organizations:
. J. ARRIES.
B. M. JEwWELL.
A. E. Lyon.
For the carriers:
E. J. McCLEEs.

Lastern Tcrrztory—L'LsL of Railroads, Etc., as Represenled by the Carriers’ Joint Conference Conmutlec, and Their Employees Represented by the
18 Cooperating Organizations as Indicated by X"’

(Authority is co-extensive with the scope of Agreements as to classes of Employecs)
ORGANIZATIONS

1—DBrotherhood of Locomotive Engineers 8—International Brotherhood of Boilermakers, Iron Ship  13—International Brotherhood of Firemen, Qilers, Helpers,
2—Bretherhoud of Locomotive Firemen & Enginemen Builders and Helpers of Americs Roundhouse and Railway Shop Labarers
3—Order of Railway Conductors 9—International Brotherhood of Blacksmiths, Drop 14—Brotherhood of Railroad Signalmen of America
4—S8witchmen’s Union of North America Forgers and Ilelpers 15—Order of Railroad Telegraphers
5—Brotherhood of Railway & Steamship Clerks, Freight  10—Sheet Metal Workers International Association 16—National Organization Masters, Mates & Pilots of
Handlers, Express and Station Employees 11—International Brotherhood of Electrical Workers America . .
6—Brotherhood of Maintenance of Way Employees 12—Brotherhood Railway Carmen of America 17—National Marine Engineers’ Beneficial Association
7—International Association of Machinists 18—International Longshoremen’s Association
g 2. ] s 8~ & Railway Employees’ Department, American E Marine Department Employees| =
e |32|3 a Sw | °" Federation of Labor 2 | ¥ g
g Eg S Sg |52 | B2 3 = w
8 g& | © a8 | a2 | §C py @ s | <
n = = 28 | = ~ 1% L | @ S = o - 3
S5|a8 Z. R wE | 2 BS 18 £ |8 ° |55 | € | & | § | Deckroom |Engineroom|
Railroads, etc. 88 E” Z5 ~: ] -3,-3 Q'g = m% ca g% 5o 2 ‘58 a = §_,; personne! | personnel 2
BE |82 587 |os |28 | 85 | an | 8BS | 23 |52 | 24 |22 loS s | 8¢ g
om eg En | @4 | ca | g |20 | 2 = | =% |8 2~ 8 = - | - = a
= EERR Gl | Eg | 2- |22 | S| 22 | B8 2 |lam3l g =) “ g |=° E —~ i
5 sE|° |SZ|gx |22 |8 Em | Ba | Bz | & | 87 |8=23| B g |gal|l 2 |Sa| 28 |82 2
S |55|8 |2 |Ss)E28|E |82 |4m |32 |82 |8 |Bex| S| B2 |22| < (578 < |25 €
E |ER|E |& [B2|E% 2 |38|2 |22 |8 |889] B (3 |® |9 |z%<]| o [z<| &
=] = <] 0 oY | A b= me|a wa | R O | 7] [ = |C = | C &
m @@ (@660 oo e o] o] || en|en|e
Akron & Barberton Belt Railroad
Company, The..... . __|eceo.. [ 9 20 PSR U S, D, G AR SUURIH IO SISO SRS PN N S SR R I (U SN A S
T Akron Canton & Youngstown Rail- ~ _ v
way Company, The.........._.... X X X | X)) X X X X X X X X P, G PN I I I IR ORI AUUI SR
R Ann Arbor Railroad Company, The.] X X X |eeeeen X X X X X X X D. G PO X D, S PO IR D. G X feemeae
Baltimore & Ohio Railroad Com- ! . u
pany, The. o coo e, X@IX@! X l..... XMl X X X X X X X X X X doeeees X loeool X ...
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T Chicago. Indianapolis & Louisville

T Erie Railroad Compan

Baltimore & Ohio (New York
Terminals). . .ooooooo.oo ..
Bessemer & Lske Erie Rallroad
[07031077:1 13
Boston & Maine Railroad.....
Boston Terminal Company, The.-
Buffalo Creck Railroad.....
Bush Terminal Company
Canadian National Railway Lines i in
New England__ ... _________..._
Champlain & St. Lawrence Rail-
road Company. .. coeeoccoan.n
Canadian _ National Railway
Lines in New York_.._._....._.
St. Clair Tunnel Company.......
United States & Canada Railroad
CoOmMPANY - - e accmaeas
Central Railroad Company of New
Jersey, The. ... ..o
Central Vermont Railway, Inc.
Central Vermont Terminal, In¢

Railway Company.._ ... _..
Cincinnati Union Terminal Com-
PANY e
Chieago Union Station Company.._.
ny\l‘);ton Union Railway Company,
Delaware, Lackawanna & Western
Railroad Co,, The....__.c.coeoe.
Detroit & Toledo Shore Line Rail-
road Company, The_..____._......
Detroit, Toledo & Ironton Railroad
Company. . eca .
Detroit Terminal Railroad Company.
Donora Southern Railroad Company .
Chncago and Erie Railroad Com-
412 (S PRI
New Jersey and New York Rail-
road, The____. ... _...__...
New York, Susquehanna & West-
ern Railroad Company.........
Wilkes-Barre & Eastern Rail-
road Company._ _.o.....co...
Grand Trunk Western Railroad
Compnn

Boe footnotes at end of table,
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[Exhibit B—Continued]

Eastern Territory—List of Railroads, Eic., as Represented by the Carriers’ Joint Conference Commiltee, and Their Employees Represented by the
18 Cooperating Organizations as Indicated by “X"'—Continued

(Authority is co-extensive with the scope of Agreements as to classes of Employees)

2l L 2\ -t -] L) ~ -—
= = 1 ° g~|8 Railway Employes’ Department, American ; 3
3 3 |2 o 17 o Fedaration of Labor 5 ~ Marine Department Employces :.é,
8 18 18 128)%8 sz 2| E
S 3 y=] =19 B ~| = b — = 3
SE(3 gla |P S 28 =2 E @2 B |%g E |3 Eé % 8 8 | Deck room |Engineroom| S
Rallroads, etc. 53 S8 E 4 -: < ég :g = o ca 2 2 "‘5; 2 58 g8 |3 g‘,., personnel | personnel 2
ot |- == e8|l = — = — <) 28
o | g8 od | B | 8% ~| 8 = =B 2 lus 5 8 2
EENEE] 2 |22 |54 |55 2o |22 |22 |50 |28 (%E %2 ¢ 2Bl s o (a_| &
5|5 |5 |22 igk 82| B2 |50 |E2 |88 |~ (558 E | B |sal| & Ganl 8§ |ma| 3
2 = 5 2 5" 58 | B b | =2m | w@ | B2 E Es| 2 ko 3:‘, < ‘Q‘E 5 o3 S
2 12 |2 |5 [2818=|8 (2212 |En|87 |5 889) 5 | 5 |8 | 3 [Be<| 2 |%4]| &
B |d |6 |m |B~|2 | |@%|R |wms|® |0 & a | & A |2 & 2|27 =
(6} @la|lw|lGle | ol ooy ay|lay|ad || as | e | an ] a9 | a9 | @0 ] @) | @
Lehigh Valley Railroad Company.__.| X X X feeueee X b G [N RPN PRSP PR PRI R SN X X X D G EFSR S X Jeeas

Leh; xgh New England Railroad

Maine Central Railroad Company...| X X
Portland Terminal Company.._.| X
McKeesport Connecting Railroad

................................ DG R IV AR IO ISR U (SRRPOUN PSRN BTN RO UV ORI SR N ORI USRI ORI SR P
Monongahela Railway Company,
................................ X X X leceeed X leceeeel X X X X X X X DG (SRS R (SRS PSRN RN HORR N
New York Central Railroad Com-
pany, The, and all leased lines:
New York Central—Buffalo &
LT S X X DG X X X X X X X X X X X X |oee-ee D ;G I SN PR
New York Oentral—West of
Buffalo. oo X@Xm X X X X X X X X X X X X D G IR IS NSRS NP BRI R
New York Central—Ohio Cen-
tral Lines. ... oao.o_._... X X X fecem-e X X X X X X X X X X b G S PN PR FPUN IR I
New York Centra]—Grnnd Cen-
tral Terminal . ... oo |ecoooifeeooo ool X X X X X X X X X D, G (S SN N PRSI SR ORI SR
Boston & Albany Railroad______. X X X |oaeeee X X X X X X X X X X DG IR DRSS PRI RS RN I,
Cleveland, Cincinnati, Chicago .
& St. Louls Railway Company. X X D. G I X X X X X X X X feoae-o X D G PRRROIPIOR PRVRIUI BRI FOIRPIN PIPIRIPI PR,
Louisville & Jeffersonville
Bridge & Railroad..._._... X D, G RN U IR ISR PR FRRRSoIN (RPN S SR DRGSR IO (IORIIO RSP FRIORITS SRNPROIN PR RPN SN RO
Cleveland Union Terminals
Company, The...... - X e X X X X X X X X DG N U I SN SV AR
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Chicago River & Indiana Rail-

l('_(;&d Company (Chgo. Jet. Ry.
Indiana Hurbor Belt Railroad
Company, The__....._..._..
Michigan Centrnl Rallroad Com-
pany, The ... __.._...
Pittsburgh & Lake Erle Railroad
Company,The (Incl. L.E.& E.).
Troy Union Railrond Company._.
Newburgh & South Shore Railway
ompany, The ... occoccaeaa.
New ork Dock Railway._..._._._.._
New York, Chicago & St. Louis Rail-
road Compuuy The. .o ccceaaeo

T New York, New Haven & Hartford
Railroad Com any, The.___.___.__
New York Connecting Railroad
Company, The..._.....______

T New York, Ontarlo & Western Rail-
WBY COMPANY. .o oooeeome oo
Pglt‘msylvaum Railroad Company,

Loug Island Railroad Company,

Bammore & Eastern- Railroad
Company..ooooo e
Pennsylvania-Reading Seashore Lines.
Pere Marquetto Railway Compnny..-
Fort 8t. Union Depot Co., The__
Pltt.lsburg & Shawmut Railroad Co. .

R Pit.t.sgu(;g, Sh%wmut& Northern Rail-

The,
Pittsburgh Chartiers & Youghio-
gheny RY e ecececccccccaaeean
Reading Company.-..coocooeoeooooee
Phlludelphln Readlng & Potts-
ville 'Telegraph Company...._.
River Terminal Railway Company._.
Staten Island Rapid Transit Railway
Company, The...cceeoacaee.
Uniop Belt of Detroit.........._
Union Freight Railroad (Boston).
'Umon Inland Freight Station (New

w M AN

HIM HAHAM A M

"

k)
Ulgg? Depot Company (Columbus,

‘Washington Terminal Company, The._ :

Footnotes at end of table.
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[Exhibit B—Continued]

Eastern Territory—List of Ratlroads, FElc., as Reprcsenterl by the Carriers’ Joint Conference Committee, and Their Employees Represented by the

18 Cooperating Organizations as Indicated by “X’’—Continued

(Authority is co-extensive with the scope of Agreements as to classes of Employees)

o o . — 0 . —~ P
> > 2 © 8| 8 Railway Empl, Department, Ameri 1 ; i
k4 2 ] 53 y oyes’' Department, American ~ o g
z 3 3 a =42 55 P%deruuon P Lo E: & |Marine Department Employees |
g =] Q S |y e 3 ] <
g 0 gg|° ='§ g;’-ﬂ 3% ~ m~ s S ] -~ ned z g @ oy
.§ g é § E‘m : 2 —EE <z ,‘_?E =3 é ':; ;’ _Ea c°) é:i 3 = £ Deck r(ﬁ)r}l ]nginergolm =
Railroads, etc. SE1Sg 28| w< |22 | 8| «3 S lEd 52 |2 189 2 & | 8~ | personnc personne -
—gén B | 37| o5 | Z; 83 n 83 E; T I e TN = = 8= 3
S |88 |5 |5 |S9 |8 (20|83 (2232|2285 8] 2| %1% | =5 o5 | = |= 2
2 |E9 |5 |esl=»|g8 |35 | 82|83 |85 |82 a=3 & 5 g |=° g ~| =
5 5 ° Z ~| 22|38 Ex | B | BY | 88 | g< |82 g [ B |, o~ @ | & =
2 {2 |5 |2°|83|58|2 |EGw|da|amiE=|8 (8528 3 | 2 (22| 2 |2~ 2 |4 3
= 3 3 = 22| =a |2 22| e el g>- | B |88%] & S o 3 T 1 AR 3
3 2818 S mla w |2 5B B ) o |z¥s] 3 |z
g8 |8 |6 |a |B%|2 |2 |A5|a |&#5|@ |8 & & 3 |28 |2 = |27 2
) @@ @O [G]OG | @6 60002 a3) ] an | as) | a6 | a7 ] as8) [ (19 | 20 | @) | (22)
Wallabout Union Freight Station
(Brooklyn, N. Y.) o oo iimcmane oo e el D. G IR S IR FUI AU S S U M N SR NN RN N S I
Wheeling & Lake Erie Railroad Com-
pany, The (Incl, L, & W. Va).._.. X X X |eee-ns X X X X X X X X D. G IS DGO SRR SRR PRI APRUOIH IS S
Ruilwny Express Agency, Inc. oo oo foooooemcai]ommocc oo e e [ D, G (RPN PRSPPI I S SIS PRI HURR SO RN EPUOII I,

{a) Organization certified as representing, but agreement still under negotiation.

(b) Includes Deck Personnel in Ferry Service, National Organization Masters, Mates
& Pilots of America certified as representing but agreement still under negotiation.

(c) Miscellaneous employees at Pler 18 Coal Dumper, Jersey City, N. J

(d) Coal Dumper employees.

(e) Coal Dumpers—Edgewster, N.J.

(f) Coal Dumper employees at Weehawken, N. J., and Cornwall, N. Y.

(g) Includes separate agreements on what were formerly known as the Buffalo &
Susquehanna, and Buffalo, Rochester & Pittsburgh; also separate agreement for Engi-
neers, Toledo Division.

(h) Includes employees on Baltimore & Ohio Elevntors nnd Baltimore & Ohio Ware-
houses, Camden Station (Baltimore) and Cincinnati, O

é ; Includes employees of the Illinois Division covered by separate agreements.

j) Includes Yardmasters.

(k) Includes Train Dispatchers.

() 'Taken care of by Note in Schedule of Regulationsand Rates of Pay for the Govern-
ment of Engineers, Firemen, Yardmen, and Hostlers, effective Nov. Ist, 1829, read-
ing: ‘' Engineers, Firemen, Yardmen, and Hostlers shall be paid the same rates that pre-
vail on other rail lines in the Akron and Barberton District.”

g R) 1111 R‘;adcseivershlp, (T) In Trusteeship—Subject to approval of Court.

ept 1, 1938.
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Southeastern Territory—List of Railroads, Elc., as Represented by the Carriers’ Joint Conference Committee, and Their Employees Represented

{Exhibit C)

by the 18 Cooperaling Organizalions as Indicaled by “X"
(Authority is co-extensive with the scope of Agreements as to classes of Employees)

Federation of Labor

Railway Employes’ Department, American

Mas-

Fire- Main- . Ma- | [ one.
Engi-| Fire- ggg_’ Switch-| Teleg- men | o | te Elﬁ | ring | one-
neers|) men | .. men |raphers Ma- Boil- Sheet | Elec- and nance [ pon 1 and | ekl 1 hen
ors ih | er- | Black-| metal | trical [ Car- |oilers of way pilots neers
chin mak- | smiths | work- | work- | men
ists ers ers ers
Railroads, etc.
< o o] i ~
m °] nR s . 3
® = pi <
P 2 1 e 22l R |5 |2 [2(9|%8|CE |32z =
slg)8le|e |2 |82 8|8 | e |8|g =8]8 |E|5°|a],
= S - =4 k] s o ) - 3 = =} 5 -—g 5 o 2 %
R18&|8| & © | 5|8 = @ Elanl|l8|la*| d | &8lz | & |2
m @& o ) ©) m 8) (9) (10) an Qa2 | a3 § (49 (18) | (8) | (7) | (18) | (19)
}\L]antm Coast Tdne..___......._...._. X | X | X feoeoeeet

Atlanta & West Point-Western Ry of
Alabama. ...
Atlanta Joint Terminals.
Birmingham Southern
R Central of Georgia.._ .
Charleston & Wester!
Chesapeake & Ohlo...._..._.
Clinchfield-..__......
Columbus & Greenvi
R Florida East Coast...
Georgin.___._____.._.
Gulf I\[Oblle & Northern. -
Jacksonville Terminal. __. -
Kentucky & Indiana Terminal -
Louisville & Nushville
Nushvilleg, Chattanooga & St. Louis....
R Norinlk Southern
Norfolk & Portsmouth Belt.
Norfolk & Western....o_.ocooooooeoaee
Richrnoad, Fredericksburg & Potomac.
Savannah Union Station_—...........

TAAAAA

3

P

R Seaboard Air Line. ..o _...
See footnotes at end of table,

Ml
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[Exhibit O—Continued]

Southeastern Territory—List of Railroads, Elc., as Represented by the Carriers’ Joini Conference Commitiee, and Their Employees Represented
by the 18 Cooperaling Organizatlions as Indicaled by “‘X’’—Continued
(Authority is co-extensive with the scope of Agreements ag to classes of Employces)

Railway Employes’ Department, American
Federation of Labor Fi Mai Mas- M
Fire- nin- | o n-
Engi-| Fire- gg?_' Switch-| Teleg- i men | oo | te- r?:\gl ut]irtsés rine S‘i&"rg'
neers| men | ¢ .| men lraphers pr, | Boil- Sheet | Elec- and nanee oo and | engi- | T e-
chin- | - Black- | metal | trical | Car- | oilers of way Zilots| Deers sn
p mak- | smiths | work- | work- | men pilo
1515 | “ars rs ers
Railroads, ete. ol
3 jos] o ]
. = 5
" A | 3 a2 | 8 | 4 |3
@ < gl & b4 ) e (2192128 | E |3 |B2l R
s150g| & | g |g (88|86 £ |8 |3 |85 |2 |E|E &
2 =3 ] B o S o S & ‘3 — < o o = P
=} =} =} ° © > <3 ]
2|88 8 S = |8 g @ B |=w |8 8™ 8 1A |z z | 8
(6)] @ |G| @ (5) (6) (7 ® 9 (10} an | a2 | a3) | 9 (15) { (16 | O | (18) [ (19)
Southern Railway______.______........_ X(c% X(@©)| X |eceene-n X X X X X X P, G X X X X X feooeel
Alabama Great Southern__.....___. X(@|X(@)| X [|oeccoaos X X X X X X X feemeet X X PG RSN PO IR,
Belt Railway Company of Chatta-
F 131,77 SRORRRRRIN PPN NI PRSES (R ORI HPRU IR - PRSI PRI DR R, D G PR RO IR B,
Cincinnat! Burnside & Cumber-
Iand River. .ooeooeooooomcceenen X D G I IR, DR R (SRS SRR RSN (R N PO, X X D, G IR (R RS
Cincinnati New Orleans & Texas
PaCIiC. oo X X X X X X X X X
Georgia Southern & Florida. X X X X X X X X X
Harriman & Northeastern..._. X X X X X X X p X
New Orleans & Northeastern. X X X X X X X X X
New Orleans Terminal..___. X . G X X X X X X
Northern Alabama...... X X X X X X X X X
8t. Johns River Terminal. X X |ee---- X X p.¢ X X X
Woodstock & Blocton... X X X RSP FOON I - P R X
Tennessee Central_.___.. X X X X X X X X X
Virginian X X X X X X
(a) Includes Hocking Division. (i) Foremen, mechanics, helpers, steam shovel engineers and cranemen, pile driver
b) Includes N. O. G. N. engincers, hoisting engineers, ditcher engineers and pump repairers.
ic) Includes East St. Louis Terminal. ) Includes unlicensed deck personnel.
d) Includes Belt Railway Company of Chattanooga. (k) For Newport News, Va., only.
(e) Cincinnati-Ludlow Yards only. (R) Agreement subject to approval of courts with reference to roads in hands of receivers
(f) Includes Dispatchers. °rstggfgflfgbr 1, 1938.
(g) Includes Moulders. For the Carriers: T. F. Purcell.
(h) Represented by Committee which represents shop group. For the Organizations: H. J. Arries, B. M. Jewell, A. E. Lyon.
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APPENDIX

[Exhibit D]
WESTERN TERRITORY

LIST OF RAILROADS, ETC., AS REPRE-
SENTED BY THE CARRIERS’ JOINT CON-
FERENCE COMMITTEE, AND THEIR
EMPLOYEES REPRESENTED BY THE
BROTHERHOOD OF RAILROAD TRAIN-
MEN,

{Authority is co-estensive with the scope of
Agreements as to classes of employees)

Alameda Belt Line.

Alton & Southern R. R.

Alton R. R.

Atchison, Topcka & Santa Fe Ry.
Gulf, Colorado & Santa Fe Ry.
Panhandle & Santa Fe Ry.

Baltimore & Ohio Chicago Terminal
R. R.

Belt Ry. Co. of Chicago.

Burlington, Rock Island R. R.

Butte, Anaconda & Pacific Ry.

Camas Prairie R. R.

Chicago & Eastern Illinois Ry.

Chicago & North Western Ry.

Chicago & Western Indiana R. R.

Chicago, Burlington & Quincy R. R.!

Chicago Great Western R. R.3

Chicago, Milwaukece, St. Paul &
Pacific R. R.!

Chicago, Terre Haute & South-
eastern Ry.!

Chicago, Rock Island & Pacific Ry.?
Chicago, Rock Island & Gulf

Ryt

Chicago, St. Paul, Minneapolis &
Omaha Ry.!!

Colorado & Southern Ry.

Colorado & Wyoming Ry.

T Denver & Rio Grande Western R.

R.(l) [¢:}]
Denver & Salt Lake Ry.
Des Moines Union Ry.
Duluth, Missabe & Iron Range R. R.
Duluth, Winnipeg & Pacific Ry.
East St. Louis Junction R. R.
Elgin, Joliet & Eastern Ry.

Bee footnotes on p. 72.

-

H=S 3 44

Fort Worth & Denver City Ry.
Wichita Valley Ry.
Galveston, Houston & Henderson
R. R.
Great Northern Ry.!
Green Bay & Western R. R.
Kewaunee, Green Bay & West-
ern R. R.
Ahnapee and Western Ry.
Gulf Coast Lines.
New Orleans, Texas & Mexico
Ry.w @
Beaumont, Sour Lake & West~
ern Ry 4
Orange & Northwestern R. R.
St. Louis, Brownsville & Mexico
Ry.® ®
Houston & Brazos Valley Ry.
San Antonio, Uvalde & Gulf R.
R.
Sugar Land Ry.
Asherton & Gulf Ry.
San Antonio Southern Ry.
Asphalt Belt Ry.
Houston North Shore Ry.
International-Great Northern
R.RW @
Houston Belt & Terminal Ry.
Illinois Central R. R.1
Yazoo & Mississippi Valley R.
R. (Including A. & V.-V. 8.
& P).
Gulf and Ship Island R. R.
Chicag) & Illinois Western R. R.
Kansas City Southern Ry.
Arkansas Western Ry.
Kansas City Terminal Ry.
Litchfield & Madison Ry.
Los Angeles Junction Ry.
Midland Valley R. R.
Kansas, Oaklahoma & Gulf Ry.
Minneapolis, Northfield and South-
ern Ry.
T Minneapolis, St. Paul & Sault Ste.
Marie Ry.
T Duluth, South Shore & Atlantic
Ry.
T Mineral Range R. R.

HEaEaEaE 395 A8 4 B8
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72 . REPORT OF EMERGENCY BOARD '

Minnesota & International Ry.
Big Fork & International Falls
Ry.
Missouri-Kansas-Texas R. R.2
Missouri-Kansas-Texas R. R.
Co. of Texas.?
T Missouri Pacific R. R.1
T Missouri-Illinois R. R.

Northern Pacific Ry .

Northern Pacific Terminal Co. of
Oregon.

Northwestern Pacific R. R.

Ogden Union Ry. & Depot Co.

Peoria & Pekin Union Ry.

Port Terminal Railroad Association.

Pucblo Union Depot & Railroad Co.

St. Joseph Terminal R. R. Co.

T St. Louis-San Francisco Ry.3
St. Louis, San Francisco &
Texas Ry.3
Birmingham Belt R. R.?
T St. Louis Southwestern Ry.
T St. Louis Southwestern Ry. Co.
of Texas.

San Diego & Arizona Eastern Ry.?

South Omaha Terminal Ry.

Southern Pacific Co.-Pacific
Lines. ® ® @

Spokane, Coeur d’Alene & Palouse Ry.

Spokane, Portland & Seattle Ry.

Orcgon Trunk Ry.
Oregon Electric Ry.
United Railways Co.

Spokane Union Station Co.

Terminal Railroad Association of
St. Louis.

Texas & New Orleans R. R. (Sou.
Pac. Lines in Texas and Louisi-
ana).

Galveston, Harrisburg & San
Antonio Ry.

Texas & New Orleans R. R, @ a9

Louisiana Western R. R.

Morgan’s Louisiana & Texas
R. R. & S. 8. Co.

Texas & New Orleans R. R.—Con.
Iberia & Vermillion R. R.
Houston & Texas Central R. R.
Texas Midland R. R.
Galveston, Harrisburg & San
Antonio Ry. (Austin Divi-
sion).

Houston East & West Texas
Ry.7

Houston & Shreveport R. R.7

Texas & Pacific Ry.!

Texas-New Mexico Ry.

Abilene & Southern Ry.

Cisco & Northeastern Ry.

Weatherford, Mineral Wells &
Northwestern Ry.

Texas Short Line Ry.

Texas Pacific-Missouri Pacific Ter-

minal R. R. of New Orleans.

Union Pacific R. R.}

Union Railway Company (Mem-

phis).?

Union Terminal Co. (Dallas)

Union Terminal Ry. Co. (St. Joseph)

R Wabash Ry.
T Western Pacific R. R.1

SEPTEMBER 1, 1938.

For the Carriers:
S. H. ScHNEIDER.

For the Organization:
W. G. CaNTLEY.

! Includes Dining Car Stewards.

? [ncludes Yardmen, South St. Paul Terminal.

t Includes Yardmasters (Execept General Yard-
masters on D&RGW RR).

¢ White Trainmen and Yardmen only.

¢ Dining Car Stewards only.

¢ White Engine Foremen only.

7 Yardmen only.

8 Includes former EP&SW System.

¢ Includes Train Gatemen (Electrie Lines).

19 Includes Bus and Truck Drivers, New Orleans
Terminal.

11 Does not include Dining Car Stewards.

R—In Receivership; T—In Trustecship—Subject
to Approval of Court.

.
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[Exhibit E}
EAsTERN TERRITORY

LIST OF RAILROADS, ETC., AS REPRE-
SENTED BY THE CARRIERS JOINT
CONFERENCE COMMITTEE, AND THEIR
EMPLOYEES REPRESENTED BY THE
BROTHERHOOD OF RAILROAD TRAILN-
MEN

[Authority is co-extensive with the scope of Agree-

ments as to classes of employees}
Akron & DBarberton Belt Railroad
Company, The.
T Akron, Canton & Youngstown Rail-
way Company, The.
R Ann Arbor Railroad Company, The.
Baltimore & Ohio Railroad Com-
pany, The.»
Bessemer & Lake Yrie Railroad
Company.
Boston & Maine Railroad.b
Bush Terminal Company.
Canadian National Railway Lines in
New England.
Champlain & St. Lawrence Rail-
road Company.
St. Clair Tunnel Company.
United States & Canada Rail-
road Company.
Central Railroad Company of New
Jersey, The.
Central Vermont Railway, Inc.
T Chicago, Indianapolis & Louisville
Railway Company.
Cincinnati Union Terminal Com-
pany.
Chicago Union Station Company.
Delaware, Lackawanna & Western
Railroad Company, The.®
Detroit & Toledo Shore Line Rail-
road Company, The.
Detroit, Toledo & Ironton Railroad
Company.
Donora Southern Railroad Com-
pany.
T Erie Railroad Company.
Chicago and Erie Railroad Com-
pany.
New Jersey and New York
Railroad, The.
T New York, Susquehanna &
Western Railroad Company.

See footnotes on p. 74.

Erie Railroad Company—Continued.

Wilkes-Barre & Eastern Rail-
road Company.
Grand Trunk Western Railroad
Company.a
Indianapolis Union Railway Com-
pany, The.
Lake Terminal Railroad Com-
pany, The.
Lehigh Valley Railroad Company.e
Lehigh & New England Railroad
Cempany.
Maine Central Railroad Company.b
Portland Terminal Company.b
MecIeesport Connecting Railroad
Company.
Monongahecla Railway Company,
The.
New York Central Railroad Com-
pany, The, and all leased lines:
New York Central—Buffalo &
East.®
New York Central—West of
Buffalo.=
New York Central—Ohio Cen-
tral Lines.b &

Boston & Albany Railroad.e

Cleveland, Cincinnati, Chi-
cago & St. Louis Railway
Company.&

Louisville & Jefferson-
ville Bridge & Rail-
road.

Chicago River & Indiana
Railroad Company (Chi-
cago Junction Railway
Col).

Indiana Harbor Belt Rail-
road Company, The.d

. Michigan Central Railroad
Company, The.z

Pittsburgh & Lake Erie
Railroad Company, The
(incl. L. E. & E.).

Newburgh & South Shore Railway
‘Company, The.

New York, Chicago & St. Louis
Railroad Company, The.

T New York, New Haven & Hartford

Railroad Company, The.
New York Connecting Rail-
road Company, The.
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T New York, Ontario & Western Rail-
way Company.
Pennsylvania Railroad Company,
The.s
Long Island Railroad Com-
pany, The.o
Baltimore & Eastern Railroad
Company.
Pennsylvania-Reading Seashore
Lines.
Pere Marquette Railway Company.
Pittsburg & Shawmut Railroad
Company, The.
R Pittsburg, Shawmut & Northern
Railroad Company, The.
Pittsburgh & West Virginia Railway
company, The.
Pittshurgh, Chartiers & Youghio-
gheny Railway.
Reading Company.!
River Terminal Railway Company.
Staten Island Rapid Transit Railway
Company, The.

. REPORT OF EMERGENCY BOARD

Union Freight Railroad (Boston).

Washington Terminal Company,
The.

Wheeling & Lake Erie Railroad
Company, The (incl. L. & W. Va.).

SerTEMBER 1, 1938.
For the Carriers:
E. J. McCLEES.
For the Organization:
W. G. CANTLEY.

» Includes Dining Car Stewards,

» Includes Yardmasters.

o Includes Car Riders Perth Amboy Coal Docks,
and Dining Car Stewards.

d Includes Train Directors, Levermen, Tower-
men and related classes represented by the Brother-
hood of Railroad Trainmen, for which no agreement
has been negotiated as yet.

e Includes Guards.

t Includes Car Droppers Port Reading Terminal,
N. J., and Yardmasters.

& Does not include Dining Car Stewards.

R—In Receivership: T—In Trusteeship—Subject
to Approval of Court,
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[Exmsir F]
SOUTHEASTERN TERRITORY

LIST OF RAILROADS, ETC., A8 REPRE-
SENTED BY THE CARRIERS JOINT
CONFERENCE COMMITTEE, AND THEIR
EMPLOYEES REPRESENTED BY THE
BROTHERHOOD OF RAILROAD TRAIN-
MEN.

[Authority is co-extensive with the scope of Agree-
ments as to classes of employess]

Atlantic Coast Line.»
Atlanta & West Point-Western Ry.
of Alabama.
Atlanta Joint Terminals.
Birmingham Southern.
R Central of Georgia.
Charleston & Western Carolina.
Chesapeske & Ohio.P
Clinchfield.
Columbus & Greenville.
R Florida East Coast.
Georgia.
Gulf, Mobile & Northern.e
Kentucky & Indiana Terminal,
Louisville & Nashville.s
Nashville, Chattanooga &:St. Louis.»
R Norfolk Southern.
Norfolk & Portsmouth Belt.
Norfolk & Western.

REPORT OF EMERGENCY BOARD‘
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Richmond, Fredericksburg & Po-

tomaec.
R Seaboard Air Line.!
Southern Railway.»
Alabama Great Southern.e
Cincinnati Burnside & Cumber-
land River.
Cincinnati, New Orleans &
Texas Pacific.
Georgia Southern & Florida.
Harriman & Northeastern.
New Orleans & Northeastern.
New Orleans Terminal.
Northern Alabama.
St. Johns River Terminal.
Woodstock & Blocton.
Tennessee Central.
Virginian.
SEpTEMBER 1, 1938.
For the carriers.
T. F. PurceLL.
For the Organization.
W. G. CANTLEY.

s Includes Dining Car Stewards.

* Includes Hocking Division.

o Includes N. 0. & G. N.

d Includes East St. Louis Terminal.

e Includes Belt Railway of Chattanooga.

t Daes not include dining car stewards.

R—~In Receivership;—Subject to Approval of
Court.
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