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LETTER OF TRANSMITTAL 
SETTING FORTH RECOMMENDATIONS 

Washington, D. C., November 5, 1941 
THE PRESIDENT 

The White House 

l\IR. PRESIDENT : 

The Emergency Board appointed by you on September 10, 1941, in 
accordauce with the provisions of the Railway Labor Act, has the 
honor to submit herewith its findings and recommendations based upon 
the record made by the parties at the Board's hearings on tlie peu<ling 
nation-wide railway labor disputes. 

The Report of the Board sets forth in some detail the pertinent 
surrounding facts an<l circumstances invol \'e<l in the disputes, the 
contentions of the parties, an<l the Board's findings an<l recommenda
tions on each of the issues of the case. Subject to certain mo<litica
tions and qualifications as stated in the Report, the major recom
mendations of the Emergency Board are as follows: 

(1) The Board believes that the many uncertainties besetting any 
analysis of the economy of this country for the duration of the 
existing national emergency make it unwise to recommend changes 
in basic wage rates at this time except for minimum rates herei11after 
suggested for the railroads. Therefore, all wage increases recom
mended by the Board are proposed as temporary additions to wages, 
efl'ective as of September 1, 19-U, and to terminate automatically on 
December 31, 1942, unless the parties extend the arrangement by 
agreement. This Board recommends that on or about December 31, 
1!)42, the wage structure in the railroad industry sliould be examined 
in light of the existing economic conditions of the railroad industry 
and of the country. 

(2) The employees in the Five Operating Brotherhoods should 
receive a wage increase of seven and one-half percent over their 
present wage rates. 

(3) The employees in the Fourteen Cooperating Railroad Labor 
Organizations should receive an addition of !) cents per hour-equiv
alent to an average increase of thirteen and one-half percent. 

(4) A week's vacation of six consecutive working days, effective 
January 1, 1!)42, should be granted during the year of lD-12 and each 
year thereafter to those employees of the Fourteen Cooperating- Rail
road Labor Organizations who Wl're regularly attached to the railroad 
industry during the year preceding their vacation. 

It shall be understood that wherever more favorable arrangements 
exist with regard to vacations either by agreement or custom, these 
arrangements shall be continued. 

(5) The rules dispute between the carriers and the employees in 
the Fourteen Cooperating Railroad Labor Or~anizations should be 
re-submitted for furl her consideration and determination under the 
procedures of the Railway Labor Act. This Board assumes that 
whatever changes may be made in the application of present rules, 
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the basic guarantees to railroad labor as to seniority and craft and 
class lines will be preserved. 

It is the Board's opinion that the rules dispute is one which lends 
itself to settlement by negotiation, mediation, arbitration, or hearings 
before a Special Emergency Board. It is not one which should be 
settled by a test of economic force. If a Special Emergency Board 
is appointed to hear the dispute, it should have among its members 
persons thoroughly versed in the practical problems of railroad labor 
and of railroad operations. 

(6) 'l'he employees of the Railway Express Agency should receive 
a wage increase of seven and one-half cents per hour. 

(7) It is to be understood that the wage increases 1·ecommended 
by the Board for the period to December 31, 1942, shall be added to 
present wage rates. Howevet·, tl1e Boa.I'd fu1·ther recommends that a 
permanent basic minimum wage of forty cents per hour shall be estab
lished for the employees of the so-called Short Lines, and a permanent ----
basic minimum wage of forty-five cents per hour shall be established for 
all other employees in the railroad industry, including the Railway 
Express Agency, and that no one shall be paid below these basic wage 
figures for his class of employment. Except for the employees of the 
Short Lines, these recommendations involve no further monetary addi
tion since the wage increases as recommended will bring railroad 
workers in their respective classes up to or above the suggested basic 
minimum wage rates. 

(8) The Emergency Board is unable to recommend a specific 
wage increase for the employees of the so-called Short Lines beyond 
the proposed forty cent minimum, because the record of the case does 
not contain sufficient data on which to base an intelligent wage recom
mendation applicable to them. Most of the Short Lines are in e. 
precarious financial condition and are characterized by other dis
tinguishing factors justifying further consideration of their wage 
problem through the procedures of the Railway Labor Act. 

Renee, it is the opinion of the Board that some wage increase for 
the employees of the Short Lines should be agreed upon among the 
parties through the processes of negotiation, mediation, arbitration, 
and if necessary, the findings of another Emergency Board. 

(9) The above recommendations, except insofar as they are quali
fied in this Report, shall be applied to the employees of all parties 
listed in the Proclamation of September 10, 1941. 

'l'he Board is pleased to report to you, Mr. President, that the 
conduct of the parties throughout this case has exemplified a most 
desirable way to be followed by American employees and employers 
in settling their differences over labor relations. The hearings have 
demonstrated the value of the judicial process in which reason reigns 
as contrasted with the procedures of economic force in which might 
seldom makes right. 

The members of the Board await your further pleasure. 
Respectfully submitted, 

WAYNE L. l\foRSE, Ohafrma.n 
THOMAS REED POWELL JOSEPH H. WILLITS 

JAMES C. BONBRIGHT HUSTON THOMPSON 
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REPORT TO THE PRESIDENT BY THE EMERGENCY 
BOARD APPOINTED SEPTEMBER IO, 1941 UNDER 

SECTION IO OF THE RAILWAY LABOR ACT 
To investigate the facts as to the disputes between certain common 

carriers by rail and certain of their employees respecting vacations 
with pay, rules of service, and wage increases, and to report thereon. 

II. INTRODUCTION 

The jurisdiction, powers and duties of this Emergency Board were 
created an<l established by the terms of a proclamation issued on Sep
tember 10, l!J41, by President Franklin D. Roosevelt. 

The proclamation reads: 
"\VIIEHEAS the President, having been duly notified by the 

National l\Iediation Board tliat a dispute between tile carriers listed on 
the attached e.xliibit "A"• and certain of their employees as they are 
represented by the following labor organizations: 

Brotherhood of Locomotive Engineers 
Brotherhood of Locomotive Firemen and Enginemen 
Order of Railway Conductors of America 
Brotherhood of Railroad Trainmen 
Switchmen's Union of North America 

"WHEREAS the President, having been duly notified by the Na
tional Mediation Board that certain disputes between the carriers listed 
on the attached exhibit "B"• and certain of their employees as they 
are represented by the following labor organizations: 

International Association of l\Iachinists 
International Brotherhood of Boilermakers, Iron Ship Builders 

and Ilelpers of America 
International Brotherhood of Blacksmiths, Drop Forgers and 

IIelpers 
Sheet l\[etal Workers' International Association 
International Brotherhood of Electrical Workers 
Brotherhood Railway Carmen of America 
International Brotherhood of Firemen, Oilers, Helpers, Round

honse and Railway Shop Lahorers 
The Order of RRilroad TelegrRphers 
Brotherhood of R11ilm1y and Steamship Clerks, Freight Ilandlers, 

Express and Stfltion Emplo~res 
Rrotherhoocl of l\Iaintenance of Way Employes 

• Ser Apprndb C-1. 
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2 REPORT OF EMERGENCY BOARD 

Brotherhood of Railroad Signalmen of America 
.l'.\ational Organization Masters, Mates and Pilots of America 
National l\farine Engineers' Beneficial Association 
International Longshoremen's Association 

"WHEREAS the President, having been duly notified by the Na
tional :\1ediation Board that certain disputes beween the carrier li.sted 
on the attached exhibit "C"• and certain of its employees as they are 
represPnted by the following labor organizations: 

Brotherhood of Railway and Steamship Clerks, Freight Handlers, 
Express and Station Employes 

International Association of Machinists 
International Brotherhood of Blacksmiths, Drop Forgers and 

Helpers 

which dispntes have not heretofore been adjusted under the provi~:ions 
of the Railway Labor Act, as amended, now threaten substantially to 
interrupt interstate commerce to a degree such as to deprive the coun
try of essential transportation service; 

"NOW, THEREFORE, I, FRANKLIN D. ROOSEVELT, Presi
dent of the United States of America, by virtue of the power veste·d in 
me by the Constitution and laws of the United States, and by virtue of 
and under the authority in me vested by section 10 of the Rail way 
[Jabor Act, as amended, do hereby create a board to be composed of 
five persons not pecuniarily or otherwise interested in any organiza
tion of railway employees or any carrier, to investigate the aforemen
tioned clispntes and report its findings to me within 30 clays from 
this date. 

"The members of this board shall be compensated for and on acc,Junt 
of such duties in the snm of seventy-five dollars ($75) for every clay 
actually employed with or upon account of travel and duties incident 
to snch board. The members will be reimbursed for and they are 
hereby authorized to make expenditures for expenses for themselves 
and of the Board, including traveling expenses and in conformity 
with Public, No. 212, 72d Congress, approved .Tune 30, 1932, 11 :30 a.m., 
not to exceed five dollars ($5.00) per diem for expenses incurred for 
subsistence. 

"All expenditures of the Board shall be allowed and paid for ont of 
the appropriation 'National Mediation Board Appropriation Act, 
1942' on the presentation of itemized vouchers properly approved by 
the chairman of the B011rrl hereby created. 

"IN TESTIMONY WHEREOF, I have hereunto set my hand and 
cam,ed the seal of the United States to be affixed. 

"DO:'l:E at the City of Washington this 10th day of September in 
the year of our Lord one thousand nine hundred and forty-one, and 
of the Independence of the United States of America the one hundred 
and sixty-sixth." 

• See Appendix C-1, E:dllblt "C," ~ferring only to Railway E:,:prem Agency, Inc. 
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On September 11, 19-U, the President appointed the folJowiug per
sons as members of the Emergency IJoard: Wayne L. Morse uf Uregun, 
Chairman; Thomas Reed Powell of Massachusetts, J arues C. liuubriglit 
of New York, Joseph H. Willits of New York, and Huston Tuu111pson 
-of the District of Columbia. The letter of appointment received by 
the members of the Board from the President stated in part: 

"The Board will organize and investigate promptly the 
facts as to such dispute, and on the basis of facts developed, 
make every effort to adjust the dispute and make a report 
thereon to me within thirty days from September 10, 19-U." 

'l'he time for completing the Board report was extended to Novemher 
1, 1941, by written stipulation of the parties approved by the President 

·on September 16, 19-H, and further extended by written stipuliition 
until November 5, 1941, approved by the President October 22, rn.n.• 

The Board, with all members in attendance, met in Chicago, Illinois, 
on September 15, 1941, held a prehearing conference with the repre
sentatives of the parties, agreed upon rules of procedure which should 
govern its hearings, appointed an official reporter, and informed coun
sel for the parties that the first public hearing on the dispute would 
be convened at 10 A.1\L September 16, 1941, in the auditorium of Kim
ball Hall, Chicago, Illinois. Thereafter public hearings presidPd o,·er 
by the Board continued for thirty-one hearing d11ys, being concluded 
at 5 :30 P.1\1. Wednesday, October 22, 1941. Witnesses were heard, 
exhibits introduced, and arguments made. The resulting transcript 
totaling 7,130 pages plus 436 exhibits comprises the massive record 
which was submitted by the parties to the Board for analysis and 
eval nation. This report is based upon that record. 

The employees were represented by the Conference Committee of 
the Transportation Organizations and by the Conference Committee 
of the Fourteen Cooperating Railroad Labor Organizations. Appear
ances for the Conference Committee of Transportation Organi,mtions 
were entered by Charles M. Hay and Carroll J. Donohue, its attomPys, 
and by officers .. of each of the several organizations involved. Appear
ances for the Conference Committee of Fourteen Cooperatinl? Railroad 
Labor Organizations were entered by Frank L. Mulholland and Wil
lard H. McEwen, its attorneys, and by B. M. Jewell, its Chairman, 
and officers.. of each of the several organizations involved. 

The railroad carriers generally were represented by the Carriers' 
Conference Committee and by the Carriers' Vacation ConfPreucr 
Committee. Appearances for the Carriers' Conference Committee 
were entered by J. Carter Fort, Allan P. Matthew, Daniel P. T,oomiR, 
William H. Swiggart, Edwin A. Lucas, William T. Joyner. William T. 
Faricy, Elmer A. Smith, Bruce Dwinnell, Burton Mason, and Burnham 
Enersen, its attorneys. 

,Appearances for the Carriers' Vacation Conference Committee were 
• Sec Appendix B. 

•• Sec Appendix C-2 and C-3. 
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entered by Joseph F. Johnston, R. J. Hag-man, and E. R. Brumley, its 
attorneys. 

The Railway Express Agency appeared in its own behalf, and ap
pearances were entered for it by .Albert l\I. llartung, L. P. Bergman, 
C. J. Leary, W. J. l\IacGrcevy, and J. E. Skaggs, its attorneys and 
officers. The Agency employees, consisting of members of the Clerks, 
Blacksmiths, and l\Iachinists Organizations, were representecl b~, the 
Conference Committee of the Fourteen Cooperating Organizations. 

The short line railroads were represented by the American Short 
Lines Railroad Association, appearances being entered by C. A. Miller, 
its attorney, and by J. 1\1. llood, its president. 

\V. R. l\lcl\Iunn appeared specially in behalf of l\Ierchants' Despatch 
Transportation Corporation to protest its inclusion in the prcseI:tt in
vestigation and report, upon the ground that the company operates a 
private refrigerator car line only. 

The Toledo, Peoria & Western Railroad appeared by Robert G. 
Sprague, its attorney. The jurisdiction of the Board was conceded. 
However, l\Ir. Sprague asked that the Board's recommendation as to 
this carrier be limited to rates of pay for power house and raihvay 
shop employees, contending that only these wage rates were in dis:;mte, 
as shO\m by the records of the National l\Iediation Boarcl. 

The Hudson & l\'Ianhattan Railroad Company appeared by Jolm E. 
Buck, its general counsel. l\Ir. Buck conceded the inclusion o:: his 
carrier in the President's proclamation. Nevertheless, he protested its 
inclusion in any action of the Board because of the successful con
clusion of wage, rules, and vacation agreements with its brotherhood 
and organization employees through the National Mediation Board 
before the date of the proclamation. 

All other appearances representing parties protesting the jurisdic
tion of the Board and all requests for special appearances before the 
Board or for special consideration from the Board were made in 
writing and not in person. The record of such written appeannces 
and requests and the claims which they urged are set forth in an 
Appendix to the transcript of record of the Board's hearings. 

III. BACKGROUND OF THE PRESENT CONTROVERSY 

The controversies which led to the President's proclamation orig
inated at various times and between various parties. The carrier.i are 
divided into three main groups, the Eastern, ,vestern, and South
eastern. The employees are divided into two groups. The operating 
men, represented by the Conference Committee of Transportation 
Organizations, belong to what are commonly known as the Five 
Brotherhoods. The non-operating men were represented by the Con
ference Committee of Fourteen Cooperating Railroad Labor Organi
zations to which they respectively belong. 

The proposal for vacations with pay was initiated on l\fay 20, 1940, 
by a notice served by some or all of the non-operating organizations 
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~n some or all of the rail carriers in e11ch of the Eastern, SouthPaster11y 
and Western regions. Thm1 the vacation dispute is one between sub
·stantially 1111 no11-oper11ti11g employees and substantially all carriers, 
except the Railway Express Agency. 

Five da_,·s after the vacation proposal, on May 25, 1!J40. most of the 
West!'rn carriers sen·ed a counter proposal for a reduction in pay 
to offset any increase in costs in case vac11tio11s with pay should become 
effecti,·e. None of the Eastern and Southeastern carriers joined in 
this counter proposal. 

Conferences 011 the ,·ncation issue were held on the indh·iclnal prop
erties, but no agreements were reached. It was not until some ei~ht 
months later, on l•'ebruary l:i, 1!)-11, that the fourteen non-operating 
organizations submitted II strike ballot to thei'r members. On l\lurch 
14, l!l-11, the National l\lediation Bo1u·d proffered its sen·iccs, and 
mediation proceedings were conducted in \Vashington, D. C., between 
l\Iarch 1-1 11nd l\lay 31, l!J-11. On this latter date the l\leJiation Uoard 
advised the conference committees of the employee organizations and 
of the carriers that no further mediation was possible. It then prof
feretl l!rbitration, which on ,J 11ne lG, 1!J-H, was declined by the organi
zations representing the employees. 

In the meantime, issues as to rules of service and as to w11ges had 
arisen. On l\lay 26, 1!)-11, all of the Eastern and Western major trunk 
line carriers notified the five transportation organizations, rl•present
ing the operating employees, of proposed changes in rules of ser,·ice. 
The Southeastern carriers ma<le similar proposals to the operating 
organizations on June 2. Se,·en days later those \Vestern carriers 
which had proposed changes in the operating rules presented to the 
fourteen uon-operating organizations proposals to ehange the non
operating rules. In this they were joined by all but two of the South
eastern carriers. The Eastern carriers joined in tl~e proposals to 
change the operating rules but not in those which affected the non
operating rules. 

Conferences between the carriers and the two groups of employees 
involYecl in the rules issue were held in Chicago from July 2-1 to .July 
31, 1!)-11. The rules proposals were rC',iected by the operating brother
hoods on July 30 an<l by the non-operating organizations on July 31, 
and on these two dnys the disputes were submitted by the carriers t.o 
the National l\Iedi11tion Board. 

Meanwhile the wnge issue had been initiated on June 10, 1941, hy 
notices sent by some or all of the five operating brotherhoods to the 
earricrs listed in Exhibit "A" of the President's proclamation, and 
by notices sent by some or all of the fourteen non-operatini? ori:ani
zations to the carriers listed in Exhibits "B" and "C" of the Presiclent's 
proclamation. The proposal of the operating brotherhoods was that, 
effective July 10, 1!J41, all existing basic daily wni:e rates be increased 
30 percent with a minimum money increase of $1.80 on the minimum 
day. That of the non-operating organizations was that, effective .July 
10, 1941, wages be increased by applying to all rates then in effect 
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an increase of 30 cents an hour, with a minimum hourly wage of 70 
cents. 

Following the receipt by the carriers of the wage proposals, dif
ferent sets of committees of the carriers and of the operating and 
non-operating groups of employees conferred with respect to them 
from July 30 to August 5, 1941. In each case the carriers rejected 
the proposed increases in wages, and neither dispute was at that time 
submitted to the National Mediation Board. 

Upon this failure to come to an agreement, each of the employee 
groups on August 5 circulated strike ballots returnable September 5, 
1941. The five operating brotherhoods listed the carriers' proposal for 
changes in nlles and the brotherhoods' proposal for wage increases. 
The ballot of the fourteen non-operating organizations listed four 
issues: vacations with pay, the counter proposal for a 10 percent re
duction in pay served by most of the Western can·iers, wage increases, 
and the rules changes proposed by certain carriers. The canvass oJ: the 
ballots showed an almost unanimous strike vote in each instance. 

On August 11, 1941, the National Mediation Board served notice 
that the carriers had invoked its services, and mediation. proceedings 
embracing all parties and all disputes started on that date. During 
these mediation proceedings it was agreed between the carriers and 
the five operating brotherhoods that their rules dispute be held in 
mediation until the final settlement of their wage dispute. No :mch 
agreement was made between the carriers and the fourteen non-oper
ating organizations. 

The remaining mediation proceedings were terminated by the 
National Mediation Board on September 4, 1941, with an offe:r of 
arbitration. This offer was accepted by the carriers but declined by 
each of the employee groups. Five days later, on September 9, 1941, 
the five operating brotherhoods notified the National Mediation Board 
that a strike w'bs to become effective on September 15, 16, and 17, 1'341. 
The strike of the fourteen non-operating organizations was called for 
September 11, 1941. The President's proclamation creating this Emer
gency Board was issued on September 10, 1941. 

The history of the dispute between employees and the Rail way 
Express Agency calls for separate recital because of the separate 
record made and because of other circumstances presently to be noted. 
On June 10, 1941, all of the Express Agency employees represented 
by three organizations separately served notices on the Agency 
of demands for an increase of wages. These three organizations were 
the Brotherhood of Railway and Steamship Clerks, Freight Handlers, 
Express and Station Employes; International Association of Mac:hin
ists; and International Brotherhood of Blacksmiths, Drop Forgers 
and Helpers. The notices of two of the organizations conformed 
substantially to the wage notices served by other non-operating em
ployees on carriers other than the Express Agency. The notice of 
the Machinists differed, in that it fixed August 1, 1941, as the pro
posed effective date of the increase and in that it made no dem.md 
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for a fixed minimum wage. No proposal for vacations was made to 
the Express Agency. 

On the same day on which the wage demands were served by the 
employees, the Agency served separate formal notices on the three 
organizations for changes in the working rules to effect a restoration 
of the 48-hour week in lieu of the existing 44-hour week, and to limit 
the existing vacation rule to employees who have worked not less than 
250 days or 2,000 hours during the preceding calendar year. Confer
ences were held, but no agreement was reached. On July 18, 1941, 
the services of the National l\Iediation Board were invoked. The dis
pute was handled by the National Mediation Board separately from 
the general wage dispute between the railroads and the non-operating 
employees. However, the Railway Express Agency was included in 
the general strike order of the non-operating employees called for 
September 11, 1941, but it was classified separatrly in the President's 
proclamation of September 10, 1941. 

IV. THE ISSUES PRESENTED TO THE BOARD 

1. 

Before presenting in detail the particular proposals on which the 
Board is asked to make findings and recommendations, it may be well 
to restate briefly what parties are involved in each dispute and to 
point out such changes as have taken place with respect to the issues 
before the Board as compared with the proposals initially made by 
the parties to each other. 

The only proposals made by the employees are for an increase in 
wages and for the granting of vacations with pay. All of the em
ployees are parties to the wage dispute, but only the non-operating 
employees presented the vacation proposal. Both proposals were made 
to rail carriers in each of the Eastern, Southeastern, and \Vestem 
regions. The wage proposal but not the vacation proposal was made 
to the Railway Express Agency. 

The only wage-reduction proposal was the conditional one of the 
Western carriers to offset the cost of complying with any vacation 
proposal. 

Only the Western and Southeastern carriers presented proposals 
to the non-operating employees for changes in rnles of srrvice. Thr 
rules proposals made by all carriers to the operating employees ,,·erl' 
postponed for continued mediation pending the report of this Board 
on the wage issue. Those made to the non-operiiting rrnplo.,·ees wprP 
submitted to the Board, but counsel for the carriers in his openin)! 
statement relieved the Board from the duty of making- specifir rePnm
mendations for the adoption of the particular chang-es proposed. 

The carriers initially filed with the Board no counter proposals to 
the general wage proposals of the employees. Toward the close of 
their case in chief, howc·vcr, the carriers suhmitted an offer in the 
form of a sn-callecl Enwr::renc~· PRyment Plan which would adjust 
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wages for a limited time by variutions above but not below the 
present basic rntes. 

A counter proposal initinlly mndc by the Tiailway Express Agency 
to its three 11on-opc1·ati11g organizations nskl•d for ch1111gcs in rules 
whitl1 would bring ahout 11 1·cstorntio11 of the 4t:i-hour we,·k 1111d for 
a modification of the existing ,•acation rule, so ns to e1pialize past 
bcnefils and the cpst or the proposed ,,·n~c incrensc. Under date of 
October lli, l!J-H, f11e l'or111al l'Ollfinnation of withdrawal of this coun
ter proposnl was filed with the Board, such withdrawal 1111\"ing !Jccn 
made orally at the oprning hcari11g of the I.:onrd. The Express Agency 
made a st•pa1·ate record before the Board aud nsketl for a i;t•par11te 
rcco111111cnd11tion "that as to the clisp11te hctwcen the H11ilw11y Express 
.Agency and its em plorecs represent ell b_r the Clerks, l\l11ch i nists, nn<l 
Blacksmiths Organizations, medi11tion should be resumed" for the rea
son that the dispute "was still i11 mcdiution wlien the proclamation 
was issued." 

2. 

The various proposals and counter· proposals are stated in greater 
detail as follows: 
Wages: Proposal made by the operating employees: 

"That effective J11ly 10, l!J-U, all existing basic daily wage 
rates be increased thirty (:10) percent with a minimum 
money increase of $1.80 on the minimum day. The same per
centage of increase applied to the basic clay will be applied to 
all arbitraries, miscclla11co11s rates or special allowances and 
to daily nnd monthly guarantees." 

Proposal made by the non-operating employees: 
"That cffecti\"e July 10, 1!)-U, there be applied to all rates 

now in effect an increase of thirty (30) eents an hour, pro
vided that no employee shall be pai<l less than seventy (70) 
cents an hour." 

The counter proposal of the cnrriers presented near the close of their 
ease before the Boa rel is in summary as follows: 

A sliding-scale "emergency eompensation pnyment" to run 
from November 1, HJ41, to December 31, 1!)42, effective only 
above the basic rates of pay and applicable only to them, 
with a ceili11g of 15% increase calculated on weekly wa~es 
up to $30.00-that is. a maximum of $4.50 per week for men 
receiving $:JO or more per week. 

The percenta~e factor of variation to be determined from a 
composite index based on gross revenue and the cost of living, 
one-half the gross revenue increase being averaged with the 
full ehanfre in the cost of living. 

The payment to be applied for a three-month period based 
on the composite index for November 1, 1941, with adjust-
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ments at quarterly intervals, but no adjustment to be made 
unless the index has moved five points or more from the date 
of the last adjustment. 

Vacations with pay: The non-operating employees submitted to all 
of the carriers designated in the President's proclamation with the 
exception of the Railway Agency the following proposal: 

"All employees, upon the completion of one year's service, 
and who are regularly employed, shall effective with the year 
1!)40 and thereafter be given annually two consecutive calen
dar weeks vacation with pay. 

"All other employees, upon the completion of one year's 
service, shall, effective with the year 1!)40 and thereafter, be 
given an annual vacation of one working day with pay for 
each month during which they earned compensation during 
the preceding calendar year. 

"During the vacation period, the basis of pay for hourly 
rated employees shall be eight times the hourly rate for the 
service last performed prior to vacation, and for employees 
paid on piece work, mileage, daily or monthly basis, at the 
regular daily rate for the service last performed prior to 
vacation. 

"The vacation period shall generally be between April 1 
and September 30 and employees in each seniority district 
shall be entitled to preferential vacation dates consistent with 
the requirements of the service and their standing on the 
seniority roster; provided, however, that by agreement be
tween the Committee representing the employees and the man
agement arrangements may be made for the granting of vaca
tions to individual employees at times outside the limits 
herein specified." 

The sole counter proposal by the carriers was submitted by the 
Western group as an offset to the vacation with pay proposal of the 
non-operating employees to compensate for the cost to the carriers of 
the granting of such vacations. In his opening statement counsel on 
behalf of the Western carriers stated that this was not an independent 
proposal for a wage reduction, but only a counter proposal. 

Ile added also that the 10 percent fixed in the notice was inserted 
before ascertainment of the cost by the carriers, "with the idea that 
when the cost of applying the vacation demands as made was ascer
tained, the 10 per cent figure could be adjusted to such nn amount 
as would be necessary to offset the cost." 

Changes in R11les: The rules changes proposed by the Western and 
Southeastern carriers in their demands on the non-operating employees 
are in the form of a long memorandum• not fully informative unless 
read against the backgronnd of the rules themselves. Briefly the pro-

• See Appendix C-◄. 
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posal, according to the carriers, was to revise some rules so that, while 
recognizing and confirming the existence of craft and class lines, ,essen
tial work may be accomplished without disproportionate sacrif.ce of 
reasonable efficiency and economy, so that the rules may be clarified to 
permit some flexibility in hours, assignments, and starting time8, and 
so that the revised rules would place on a uniform basis the limitation 
provisions for the presentation and handling of claims and grievances 
of employees. 

Counsel for the carriers, in outlining the rules proposal in his open
ing statement, inf<;:>rmed the Board that the carriers would ask, not for 
a recommendation in favor of the adoption of the proposed changes 
but merely for a condemnation of the existing rules as unduly restric
tive and for a recommendation that the issue be submitted to mediation 
and arbitration if adjustments were not otherwise agreed upon. 

V. WAGE CONTROVERSIES IN THE RAILROAD INDUSTRY 

SINCE 1920 

Labor disputes in the railway industry have been a matter of Federal 
concern for over half a century. It is unnecessary to give the details of 
that history in the present report. However, the present controversy 
may perhaps lie better understood if a brief resume of important labor 
disputes and settlements is presented here.• 

The developments of greatest interest date from the period of World 
War I. During this war period, unprecedented rises in prices 
occurred and the cost of living seriously outran the wages received by 
the railway employees. Demands for increases were already pending 
when, on December 28, 1917, the Federal government took over the 
railways. A commission, known as the Lane Commission, wa:3 ap
pointed by the Director-General of Railroads to investigate the de
mands of rail.way labor for wage increases. This Commission, on 
April 30, 1918, recommended substantial wage increases on a sliding 
scale percentage basis for the bulk of railway labor, primarily on the 
ground that wages of railway labor had not kept pace with the rise in 
the cost of living. The recommendations, with slight modifications, 
were made effective by the Director-General ou May 25, 1918, by 
General Order No. 27. 

Dissatisfaction on the part of railway labor continued despite some 
upward wage adjustments granted to particular groups by the Direc
tor-General on the recommendation of the Board of Railroad Wage:3 and 
,vorking Conditions, a board established in accordance with one of 
the recommendations of the Lane Commission. In the latter part of 
1919 railway labor urged a general increase in wage rates in order to 
adjust them to the continued rise in the cost of living and to align 
them with the higher wages paid in other industries. Nothing was 
done about wages, however, due to the fact that termination of" Fed-

• For a fuller description of the history of railway labor controversies see the 1938 Report of tl,e 
l!.me,iency Board lo the Prtsi<Ufll, pp. 3-8. 

https://sacrif.ce
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eral control of the railways was pending. President Wilson, while 
holdi11:,r th11t the problems presented by labor should be dealt with after 
the roads were returned to their owners, assured labor that there 
would be provided a mechanism for the consideration of their claims. 
The Transportation Act of 1!)20 set up such a mechanism by providing 
for the establishment of the Railroad Labor Board which was author
ized to deal with controversies relating to wages and working con
ditions. 

On July 20, 1!)20, after considering the claim of railway labor that 
wages were inadequate. the iloard granted wage increases ranging 
from 12.5 percent to 26.2 pel'cent and averaging about 22 pel'cent 
for all railroad employees. Due to the business recession of 1920-21, 
wliich caused a substantial decline in net operating income, the car
riers pressed for a decrease in wag-es, and proceedings were instituted 
before the Board. On June 1, 1!)21, the Iloard granted wage reduc
tions averaging 12.2 percent. Further reductions in wages covering 
varying groups of railway employees were granted in 1922. 

For a number of reasons both labor and management grew in
creasingly disinclinerl to invoke determinations by the Railroad Labor 
Board, and undertook to deal with ,rnge pl'oblems by direct negotia
tion. In 19:26 the Board went out of exi!:>tence as a result of the enact
ment of the Railway Labor Act of that year. 

'l'he provisions of the Railway Labor Act of l!l26 placed emphasis 
upon the settlement of railway labor disputes through processes of 
negotiation, mediation, and arbitration. These procedures were nsed 
to dissolve controversies concerning one or another group of employees. 
Up to 1929, increases in wages on the basis of individual agreements 
were secured by almost all groups of railway employees, though in 
general, wage rates equivalent to those established in 1920 were not 
re-established. 

The onset of the depression in l"te 1929 ended further upward wage 
adjustments. As the depression ~1eepened and net railway operating 
income declined, the carriers undertook to secure a general reduction 
in wages. Such a reduction was effected on a national basis by an 
agreement, reached on January 31, 1!)32, between the officials of the 
carriers and the representatives of the employee organizations. This 
agreement provided that, for a period of one year beginning February 
1, 1932, there should be a deduction of 10 percent from the pay check 
of each employee covered by existing contracts. This agreement pro
vided not for a reduction in the basic wage scales then existing. but 
for a temporary deduction from basic wages. The agreement was latei· 
extended to October 31, 1933, and again to Jun: 30, 19:34. 

On April 26, 1934, an agreement was reached between the carriers 
and railway labor for the restoration of the 1932 deduction. It was 
provided that 2½ percf:nt be restored on July 1, 1934, an additional 
2½ percPnt he restored on January 1, 1935, and the final 5 percent 
on April 1, 1935. 

In 1937, with the improvement in business conditions, railway labor 
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moved to secure an increase in wages. After prolonged negotiation 
and mediation, the National Mediation Board, on August 5, 1!)37, and 
on October 3, 1937, succeeded in securing settlements which gave to 
substantially all groups of railway labor wage increases amounting to 
5 cents au hour for non-operating service and 5½ cents an hour for 
train and engine service. Ilardly had these agt·eements been reached 
when business recession set in aud substantial declines in railway uet 
operating income were suffered. This led to an effort on the part of the 
carriers to effect wage reductions to the amount of 15 percent. 
Negotiations were entered into early in 1!)38 by the carriers and the 
labor organizations to handle the matter on a national basis. Efforts 
to settle the controversy by negotiation and subsequently by media
tion were unsuccessful, and it appeared that a nation-wide strike 
would be called if the wage reduction proposals of the carrier!! were 
not withdrawn. In view of the seriousness of the situation aud the 
threat of the interruption of interstate commerce, the President cre
ated an Emergency Board, under section IO of the Railway Labor Act, 
to investigate and report respecting the dispute. After extended hear
ings the Board reported to the President, on October 2!), 1!)38, and pre
sented its conclusion "that no horizontal reduction upon a national 
scale of the wages of railway labor should be pressed by the carriers 
at this time." On November 4, 1938, the railroac.ls advised the Presi
dent that the notices for a 15 percent wage reduction would be 
withdrawn. 

VI. MAJOR CONTENTIONS OF THE PARTIES 

The case of all the employees against all the carriers on all the issues 
was presented on a consolidated record. The non-operating employees 
presented their case first, and the operatiug employees adopted as 
their own much of the testimony and many of the exhibits introduced 
on behalf of the non-operating organizations. This was especiall;, true 
with respect to the employees' case on the financial situati:m of 
the carriers. There were, however, separate opening statements and 
separate briefs presented on behalf of th~ non-operating and of the 
operating groups. 

For the carriers, the situation was somewhat different. The defense 
of the Railway Express Agency was made on a separate record and 
was supported by an independent opening statement and an inde
pendent brief. The special defense of the Short Lines, although made 
on the consolidated record, was confined to contentious predicated 
on their special situation with respect to employees and to the physical 
and financial peculiarities of their operations. 

The other carriers were united in their contentions agaim.t the 
wage proposals of both groups of employees, and the vacation. pro
posal of the non-operating organizations. They were, however, 1·epre
sented by separate committees on the two issues, with separate coun
sel, separate opening statements and separate briefs. There were 
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also independent reprl'sc11tation, 11rgume11t, and hrief in support of 
the rules proposal 11<.lrnuccJ l>y the Western und ~uutheastcrn car
riers. 

\Vith respect to rnlrs, the cnrricrs inYoh·ed were the 1110\·ini,r party, 
and the issue is suflici<'l1tly sepan1te from those in the wage and 
vat·ation cuntro,·crsirs to nwkc it alh-isable to state the opposing 
contentions in the section confined to the rules dispute. The cm
plorPes mlnrnced their wa;..:-e and Yacatiu11 contentions equally, and 
without diffcre11tiation, ai,rai11st all the carriel's, except that the Hail
way Exprrss Ag-ency was i11clnded only in the wag-~ dispute. Their 
special case agai11st the Express Ag,11cy was in the nature of reb:1ttal 
ai,rainst the A;.rency's claims of inclepcndence, separahilitr, and dif
ferc11tiation. These contentions will sta11d out more clearly when 
summal'ized in the sedion confined to the Express Agency. 

\Vith these qualifications we proceed to outline the mn.ior contentions 
of the emplorees and the major contentio11s uf the carriers. The eon
tentions on l>oth sides were supported by clabornte statistical data. 
Such proof will not he summarized here, but will be clenlt with in the 
two sncceecling sections on railroad wages nnd their adeqnac_v and 
011 the financial situation of the ca1Tiers. The sumnrnr_v which fol
lows is confined to an abstract of the principal arg-uments of the 
parties, with no implication of concurrence or dissent on our part. 

A. CONTENTIONS OF TUE El\lPLOYEES 

1. The Fonrteen Cooperating Railroad Labor Organizations. 

The employees in the non-operating sen-ices based their wage case 
on two main contentions: (1) that the rnilroad iml11str_y is en.io~'ing 
a hig-h le\'cl of prosperity and can atfonl to grant wage incrrnses; 
and (2) tlrnt both absolutely llll(I relati,·el_y the railroad employees 
are entitletl to the wa:,re increnscs which they have put in issue. 

The present prosperity of the carriers is the result of the great 
expa11sion in the volume of traffi:!. The employees express their eon
fitlenc:e that still further expansion is inevitable. As Yol11me increases, 
net income increases nt a still higher rate. The recent improvements 
in operating efficiency f!ml in plant and equipment lrn,·e already 
lowered the ratio of wn~e costs to total costs nnd will proi,rres<;ively 
reduce that ratio as traffic npproaches nearer nncl nenrer townrd full 
utilization of the combined facilities of the cnrricrs. Other costs than 
wa:,rcs will also be less per unit of trnffic as the same mils nnd equip
me11t nre more fully employed. A still grenter enhancement of net 
earnings will accrue to those roads which because of past distress 
ha,·c been reorganized with resulting dccrenses in their fixed chnrges. 

The present and prospcctiv'! improvements in the condition of the 
railro11<1 industry as a wh()fe will, it is argued, be reflected in corre
spomling nmclioration ')f the financial status of most individual roads. 
If there are still mnrginal lines which face reorganization. it should 
be recognized that some of them have long been in a hopeless condi-
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tion and that some are controlled by more prosperous roads for which 
they are remunerative feeders. While the necessity for reorganization 
is to be regretted, the necessity is due to already existing conditions 
for which reorganization is the imperative cure. The losses to inves
tors thus registered through reorganization are losses that have long 
been accruing or accrued. The remedy of reorganization restores the 
industry itself to a firmer financial position with new safuguards 
against future deficits in net income. Whatever the unhappy pros
pects of a few roads, the employees assert that the Board in recom
mending wage rates for the entire industry should not be inf.uenced 
by the condition of these marginal lines. It would be essentidly un
reasonable to penalize the workers of an entire industry because of 
the uneconomic position or the improvident operation of II small 
number of roads. 

\Vhile the carriers in recent years have bad to meet competition 
from which they formerly were free, they have made definite progress 
in meeting it, and further progress is to be anticipated, as the car
riers continue to improve their services and as competing forces of 
transportation become increasingly subject to governmental regula
tions and their employees become increasingly unionized. 

The employees pointed to factors which would cushion any post
war slump such as occurred after the first \Vorld ·war. Even this 
recession was a temporary one, and for approximately a decade 
thereafter the railroad industry enjoyed great prosperity. The car
riers, it was protested, advance a peculiar and untenable ar~:ument 
in respect to cycles of depression and of prosperity. Presumably they 
would resist any attempt to raise wage levels in periods of Low earn
ings, yet they similarly resist such efforts in periods of pro~.perity, 
on the theory that, while existing conditions may appear to justify 
an increase in wages, these conditions ma? not continue. At the 
present time, railroad revenues are soaring, properties are being im
proved, competition is being mastered and financial burdens ar,3 being 
lightened. Bence it was concluded that, if ever there was a time when 
labor might justifiably press for a huger share in the frnits of the 
railroad industry, that time is now . 

.Apart from the improved financial position of the railroads, the 
employees presented a number of reasons as justifying wage increases 
and which were summarized under five main heads: (1) wages in 
the railroad indnstry have not improved for twenty years; (~:) rail
road employees possess a high degree of skill in comparison with 
employees in other industries and for which they are not 11dequatel~· 
rewarded; (3) railroad wages are lower than those in other and 
corresponding employment; ( 4) railroad employment is irrc~gnlar; 
and (5) the cost of Living is rapidly advancini:r. 

These contentions, like those dealing with the financial condition 
of the railroad industry, were supported by extensive sta-:istical 
material. The various contentions 11nd the data presented ir their 
support were applied also to the iss1w of 1he mini11111111 wa!!1'. 
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In advancing these claims for increased wages, the employees de
clared that they sought, not a favored position among industrial 
workers, but merely equality of treatment. The requirements of 
service exacted by railroad employment are as severe as those imposed 
by any industry upon its employees, and due recognition should be 
given to the skill and to the responsibilities of the employees involved 
in performing their work. The railroad workers have for two decades 
observed a steady improvement in the wages of the American worker, 
an improvement in which they have not participated, and in which 
they believe they have a right to share. 

With reference to the financial condition of the carriers, the em
ployees drew the conclusion that when the movement for a wage 
increase comes at a time described as one in which the railroads are 
receiving a bounteous portion of the mounting earnings of industry, 
it is essentially unfair that all of the increased profits be diverted to 
management and invested capital. The employees suffered in the 
season of depression even more than did the railroads, and now ask 
for themselves a just division of the fruits of prosperity. 

In support of their plan for a two weeks vacation with pay for the 
non-operating groups the employees offered the following propo
sitions: (1) Enlightened thinkers everywhere have considered vaca
tions socially desirable because they provide necessary relief from 
industrial fatigue and afford opportunity for leisure and change of 
environment which will contribute to the development of faculties 
essential to good citizenship. (2) There is a strong and increasing 
trend toward the granting of vacations to industrial workers. (3) 
This movement may be extended to the railroad industry without 
encountering practical difficulties growing out of either the physical 
structure of the railroads or the present volume of their traffic. ( 4) 
The cost of granting vacations to railroad employees would be 
negligible in view of the financial condition and future prospects 
of the industry. These propositions were elaborated by citations from 
reports of employers stating the good effects which have resulted 
from the adoption of vacation plans for their employees, by records 
of the rapid increase of agreements providing for vacations, and by 
testimony as to the important function of vacations in the improve
ment of the social order. 

The vacation plan, it was pointed out, did not propose vacations 
for those who had not had one year of service. While an employee 
who had not bad substantially full employment during the preceding 
year might be eligible for a vacation, it was noted that an employee 
on furlough does not lose his connection with the industry. The rail
road service of a furloughed employee is not considered as having 
been interrupted by a temporary cessation in the performance of 
active duties. This continuity of the service relationship, though the 
employment may be intermittent, is recognized by both the Railway 
Labor Act and the Railroad Unemployment Insurance Act. 
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2. The Five Operating Jlrotherlwocls. 

The only issue presented to the IJoard by the employees in the 
operating services was thnt of 1111 incr,•ase or wa)!es. 11111.;nrnch as the 
non-oper11ti11g or::cranizations 111111 opened the case for the emplo.,·Pcs 
and had dealt at length a111l in great detail with the financial :-;itua
tion and prospects of the carriers, with the claims of the employees 
that their ,,·a:.rcs were lower than those of employees in simila1· occn
pations in non-railway i11d11:-;tries. nnd with the rising cost of li,·ing, the 
contentions of the opcrntinir brotherhoods on thes~ points were mainly 
cumulati\'e and therefore need not he :-;tated in d:.>tail. 

The basic contentions of the opernti11~ brotherhoods were thns 
set forth in the introduction to their brief: "The eo11tentio11 of the 
operatinir employes that their wages do not fairl? nnd aclecprntcly 
compensate them for the sen·ices they render 111111 their conseqncnt 
proposal for a wage increase rest upon the fol lowing considerations: 

1. The kind and character and characteristics of the work; 
2. The increa:-;e in the scn·ice performance and responsihilit? of 

the men !;ince the fixation of wages at substantially the r,resent 
le\'el; 

3. The increased service performance which is being dem.rnrlerl, 
ancl will be demanded of them in the cmer~enc.v periotl, upon 
which we h1we entered and which will undoubtedly continue 
for many months and probably for many years; 

4. The wa~es paid and wa~e trcnrls in other industries; 
5. The rise in the cost of I i,·ing- which has already ensued and 

the certainty of further marked rises." 
In elaboration and support of these main positions. the operating 

group mlninced a series of more detailed consiclC>rations. The~• laid 
empha!oiis 011 the fact that the labor or the men in the opera1"ing ~:roups 
is skill eel labor. Their work has also other special characteristics. It 
is attended by more than ordinary phy,.;ical hazard, by heavy respo1rni
bility for the safety of the li\'es nnrl property of others, by irr,~gnlar 
day and ni~ht, week-day and Sunday calls to service, hy many hours 
per month spent away from home. with conseq11e11t increase in liYing 
expenses, nnd by peculiarities and difficulties of their tasks whi~h are 
without co1111terpart elsewhere. Over the past twenty yrai-s the 
service performance of these employees has doublerl from the stand
point of the Yolume of traffic moved, and hao,; i:rreatly increirned in 
responsibility as measured by the valne of the traffic units mo\'ecl. The 
work of' the operating men, though li:,?htened somcwhnt in physical 
exertion during the twenty-year period, now demands and receives 
a higher degree of mechanical knowlecl:re, ~reater alertness and Yigi
lance, and increased capacity for sound judl?ment in an emergency. 

It is true that the carriers, as they point ont, now face morE• com
petition than formerly. Their success, however, in the com pet it ive 
race will depend in large measure upon the quality ancl capacity of 
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the men in the service. Upon these men the carriers must rely for 
success in efficient liandling of an expanding volume of traffic with 
heavier loading ancl at swifter pace with superior records of on-time 
arrivals. Upon these men, too, the carriers must rely for the best of 
relations with all patrons of the service as au important factor in 
meeting the force of competition. 

The operating brotherhoods joined with the fourteen organizations 
in expressing confidence that the current improvement in the volume 
of business is not a temporary one, but will continue after the present 
emergency as it did for a long period after the first \Vorld War. They 
added that the high volume of traffic at the moment, even if there 
should be a recession later, makes increased demands for service upon 
the men and that therefore they are entitled to an increase in pay 
whether the emergency ends tomorrow, next year, or ten years hence. 

In connection with the wages of employees in other industries, the 
operating brotherhoods recognized a difficulty in determining com
parability, since the work in the railroad operating service is of a 
character seldom found outside the railroad industry. This unique 
character of their work was assigned as an additional reason for 
wage increases when accompanied by increased service performance 
on the part of the men and by increased net operating income en
joyecl by the carriers. 

Fi11ally it was urged that de:,;ervecl wage inc1·ea:,;es should not be 
denied for fear that sueh an increase might fu1·ther the tendency 
toward inflation. While the employees joined with the carriers in a 
since1·e co11eern over the possibility of excessive inflation, they insisted 
that it is not within the province of an Emergency Board, serving as 
an intern1ediary in the collective bargaini11g process, to attempt to 
control or influence such genernl tc11dencie:,; by recommending that 
an increase in wages, even it' cle:,;erved, should be withheld, because of 
considerations of a. public character that are for other public agencies 
to weigh and act upon. A somewhat similar point was made about 
the possible effect of wag·e increases in furthering the necessity ,of 
the financial reorganization of some of the carriel's. If by reason of 
high fixed charges there are roads that cannot pay adequate wages 
and still meet the interest due to bondholders, then financial reor
ganization should be regarded as a 11ecessal'y 111easul'e to put the 
enterprise on a sol id footing. 

B. CON'fEN'l'lO;'l:S OP 'l'lll, CARHIERS 

The cuuteutions of the cal'riers a.re much more difficult to state 
in :,;u111ma.1·y form, since to a large -extent they necessarily consist in 
denying, t1mtlifying, or minimizing the arguments of the.employees. 
In ge11eral their position was that the proposals of the men are 
gro:,;:,;ly excessive both from the stanclpoiut of the situation of the 
employees a.ncl from that of the past, present, and prospective earn
ings ol' the can·iers. Here again, as in the case· of the employees, 
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extensive statistical data and testimony were offered to support the 
positions advanced. 

The chief counsel for the carriers on the wage issne pointed out 
in his closing argument that the question of the reasonablen,3ss of 
wages does not lend itself to solution by any nice formula. A ease 
of this kind, he said, is largely a matter of measuring equities a:;ai11st 
equities, of trying to weiµ-h conflicting interests in order to reach an 
equilibrium. By way of illustration he noted that wage fixing might 
be simple if viewed solely from the standpoint of the imnwdiate 
interest of the employees, without considering- their long-run iulerest, 
without considering the interest of tht' security holders. or r,f the 
shippers, or the national interest in a healthy, robust and th1·iving 
railroad system. lt would be equally simple if viewed solel.v from 
the standpoint of any other selected interest in entire cl isreµ-a rel of 
all the rest. But all these interests must be put on the scales of 
judgment in order to reach a proper balance. 

Counsel emphasized the importance of the railway industry in the 
national economy, the difficulti"es with which the industry has been 
beset, the widespread distribution of railroad securities. and the i:rreat 
volume of employment which the railwa.vs provide. The health of the 
industry and its continued power to provide ample and efficient 
service are, be said, of major importance to the well-being of the 
nation. 

The carriers presentect statistical evidence of the long lean period 
of the thirties which brong-ht about bankruptcies anrl receiverships 
of railroads and cause,! losses to holders of railroad securities. The 
return on capital invested in the inrlustry has so long been inade
quate that the securing of new capital through long term bonds or 
new issues of stock has become almost impossible. The rail
roads, it was asserted, nerd a net operating income of at least a 
billion dollars a year in order to proYide for the necessary improve
ments and additions to structure and equipment, and to pay adequate 
dividends to stockholders. The wage increa'-e proposed b.v the em
ployees would deprive the carriers of all chance of compensation 
for past deficits and of securing adequate retums to maintain bor
rowing power. It would, furthermore, throw many roads into r<:ceiv
ership and cause additional depreciation in the value of railroad 
securities. This would result in suffering- not only to privnte inVf•stors 
but also to the millions who have a stake in the financial well-being 
of banks, insurance companies, and other institutional holders of 
such securities. 

Even the present prosperity of the railroads will not bring in 1941 
the net income which is essential to financial health in view of the 
accumulated deficiencies of the depression years. The current increase 
in the volume of traffic is due largely, if not wholly, to the defense 
expenditures, and there is no assurance that such a volume of traffic 
will be maintained for any considerable period. Those who propose 
a wage increase have the burden of proof, and they cannot establish 

https://railwa.vs
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that present conditions are more than temporary and that wage 
increases should he granted on the assumption that business expansion 
will long continue. It is to be anticipated that, when the defense 
emerµ-e1;cy is over, traffic volume will decline and the present gains 
will disHppear. 

The n1ilr0Hd workers, it is contended, have fared better, and now 
fare better, than the rank and file of the workers of this country. 
The average compensation of railway employees is• nut exceeded in 
more than a handful of industries for which over-all records are 
available. As a group, therefore, they are in a relatively favored 
position. The recent advances in wage rates in a few selected indus
tries engaged in production of defense materials do not afford a fair 
basis for comparison. Much of the new labor has to be brought from 
a distance with consequent increased expense to the worker, and the 
conditions of work and of living are disadvantageous in contrast with 
the settled employment on the railroads. Many of the recent increases 
in waµ-es in outside industries are due to factors which raised railroad 
wages years ago, and are therefore not of significance as evidence of 
.a general trend which should be applied to all wages. 

The claims of the employees that they have not been adequately 
rewarded for their increased productivity, and that the modernized 
plant and equipment require the use of more skill and effort, are 
without foundation. The increased productivity is due almost wholly 
to hnge expenclit11res for the modernization of the plant and to 
improvement in management. Without the decrease in unit costs 
·of traffic as a result of this modernization, the carriers would have 
been unable to maintain the scale of wages that has obtained. The 
recent improvements in tools and all facilities have made the labor 
of the worker easier rather than harder. The skills required have not 
been shown to be greater than those in other industries. 

Railway employees shared the ill effects of the depression in less 
degree than employees generally. Regularity of employment is higher 
on the railroads than in industries generally. Railroads must operate 
continuously. Many of the outside industries that are now having a 
mushroom growth will inevitably when the emergency is over either 
close down or reduce the number of their employees much more than 
will the railroads. 

·with respect to the demand for a minimum wage, the carriers 
claimed that there is no justification for establishin~ such a rate for 
common labor in excess of the rate fixed by the Federal Administra
tor. An increase in the minimum rate will necessarily have the effect 
of increasing unemployment. 

With regard to the cost of living, it is contended that, neither at 
the time the wage requests were made nor at the present time, bas 
there been any such increase in the cost of living as would support 
or justify a disturbance in the basic rates of pay agreed to in 1937. 
In recognition of the possibility of future increases in prices the 
carriers proposed an arrangement for temporary increases in pay on 
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the basis of an emergency plan of compensation, which would make 
some upward adjustment in wages to offset increases in the cost of 
living. 

The carriers call attention to the fact that we are in the midst of 
an inflationary movement. They indicate that one important factor 
contributing to a spiral of inflation is the increases in wages granted 
to workers. ·while wage increases have admittedly been grall':etl in 
industries other than tlie railroad industry, such increases add to the 
inflationary spiral and are consequently undesirable. Unwarranted 
wage increases should be restricted in order to retard the stro:3g in
flationary tendency. A ·wage increase in the railway industry would 
add to the inflation movement by providing the workers with addi
tional purchasing power, and by increasing raihrny costs of operation 
to an extent which would necessitate rate increases, and hence add to 
the cost of those who need to use the railway services. It is urged 
that the Board should recognize this condition' and should refuse to 
add further to the spiral of inflation by denying an~' increase in 
basic rates of pay. 

On the issue of vacations with pay the carriers make the following 
contentions. This is a time of great national emergency when all 
efforts should be devoted to the national defense program. The 
pressure of this program is such as to place great responsibilities 
upon the railroads of the country to provide essential and efficient 
transportation service. The vacation plan demanded by the em
ployees would, under normal conditions, involve dislocations and make 
necessary many adjustments which would have to be overcome: over 
a period of time by the trial and error method. Under present emer
gency conditions, the inanguration of such a plan would magnify the 
problems and difficulties inherent in the proposal and cause a loss in 
productivity which would impair the ability of the railroads to per
form their best service in this time of stress. On this ground alone 
the present demand for vacation with pay should be denied. 

Aside from this consideration of national emergency the carriers 
contend that the vacation plan advanced is so unreasonable, un work
able and burdensome as not to furnish a proper basis for a vac:ation 
plan even in normal times. The provisions of the employees' request 
make the giving of vacations unnecessarily expensive and are such 
as to unreasonably interfere with the economical and efficient c,pera
tion of the railroads. Particnlarly would this be true from the require
ment that all existing rules shall apply to the giving of vacations and 
the filling of the positions of those on vacation, and from the require
ment that vacations be given to part time and casual employeeB. 

The carriers concede the general social desirability of granting 
vacations with pay to such reg-ular employees as work substantially 
throug-hout the entire year and who are in a real sense attached to 
the industry. Such a plan should be devised to provide reasonable 
and workable arranj:?ements when it is consi,lered. However, in view 
of the defense emergency the plan should not be considered now. 
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VII. THE APPRAISAL OF RAILROAD WAGES 

Jntro<lttction 

Are the wa~es of railway workers inadequateY The employees, 
seeing the inereases,-aetual a11d proi;pective,-in the eost of lh·ing, 
in w11µ-es in other industries, and in the prosperity of the railrou<ls, 
S8? that railrm1<l wug-es are inadequate and demand substantial wage 
i11ereases. The 1·ailro11ds, belie\'ing that the current prosperity is 
temporary, feeli11l! cel'tain that their cumpetith·e situation is destined 
to grow worse after the war, am! that their security holders have 
taken such a "beating" that their future credit is endangered, insist 
thut railroad wuges-exeept perhaps for the period of emergency-
are aderiuate. • 

Whut tests can objective observers apply to determine whether the 
employees or the carriers are correct Y To judge the level of wuges 
in an industry is 1111 exceedingly complex task. One woultl have to 
consider justice as between railroad workers 811(1 all other gronps near 
and far that eo11tribute to antl share in the n11tionul income. One 
would ha\'e to appraise railroad wage policy in relation to other wuge 
policies and the effect of all on the ability of the economic system to 
achieve its social objectives of high protluetion and full employment. 
Aue.I one would huve to examine the adequacy ot' wages-especially 
among low income groups-in enabling their recipients to realize a 
stumlard of health a11d decency. 

Such issues are among the most difficult of any tlrnt face society. And 
it is of first importance that society shoulu find honest rather than 
merely partisa11 answers to such questions. In its early history this 
country depended u11011 individual bargaining anu the adjustments 
of the market to determine wages. Today, as a matter of public 
policy, unions are recognized as full partners in industrial affairs, and 
wages are determined by collective bargaining under public sanc
tions. In other words, conscious eollecti\'e control has been or is being 
substituted for the older indi\'idual adjwstments of the market. Umler 
today's methods, it is of vastly i1icreased importance that we see the 
total effects of wage policies and muke decisions in the light of those 
effects. 

It should be said to the everlasting credit of railroad men-both 
unions and carriers-that they ha,·e wol'l,ed out a system of orderly 
procedure and, in contrast to the temporary and precarious allvan
tages resulting from policies of llirect action, have held resolutely to 
the procedure of orderly democratic process at the cost of delny to 
themselves. Members of the 13oartl have been inspired by the fairness 
and tolerant good humor that has characterized leallers on both sides 
even when engaged i11 tense intellectual struggles. Ilut good temper 
and orderly democratic procedure can be permanently sustainell only 
if basic questions in wage policy such as those suggested above can 
be answered satisfactorily. These are issues to which society must 
find definite answers if it would strengthen the arms of those devoted 
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to the democratic way of reason and justice and lessen the potency 
of those who would use confusion of thought as a justification for 
blind force and partisanship'.·' 

The two parties to this proceeding have placed before thi:; Board 
a wealth of material concerning their industry. But, while rnch aid 
has facilitated the Board's efforts to report on this case, the basic issues 
involved above are beyond the time and scope of a single Board and 
constitute the responsibility of society as a whole. 

For purposes of this case, therefore, the Board has had to ask 
more limited and practical questions in order to test the adequacy 
of railroad wages. It has tried to find answers to seven questions: 

1. Have the hazards of railroad employment and the effort, skill 
and responsibility required of railroad workers b,~en in-
creasing? • 

2. Do railroad workers enjoy comparatively regular or irregular 
employment? 

3. How do wages in railroads compare with wages in other in
dustries and occupations Y 

4. To what extent do railroad wages buy and promise to buy 
less goods than they did on account of chaJ1ges in the cost 
of living? 

5. Would an increase in railway wages heighten the mei:1ace of 
inflation Y 

6. Do the wages of the lower-income groups of railroad workers 
meet reasonable standards of health and decency Y 

7. Is the railroad industry, as a result of increased productivity 
and increased business, able to pay higher wages 7 

'l'HE EFFORT, SKILL AJ.-.o RESPONSIBILITY o~, .RA11.,1t0AD LA30R 

The employees represented by the Five Brotherhoods based their 
case for a wage increase in considerable degree upon the ·contention 
that their wages do not compensate them adequately in view of 

1. The high and increasing requirements of skill, re3ponsi
bility and judgment in their work. 

2. The physical hardships of their work. 
3. The amount of time not free for their own use thB.t they 

spend at home or away from home while holding themselves 
available for railroad service. 

The first contention was advanced also by the non-operating em
ployees represented by the Fourteen Cooperating Organizations. 

To support the first contention the operating employees introduced 
a. series of witnesses with long records of train, engine and yard 
service. These witnesses pointed to the high and stiffening require
ments by the railroads in regard to formal education and physical 
condition; the increasingly complex mechanisms which the train crews 
-especially engineers-must know how to handle and service; the 
many detailed rules specifying the operation of the train that the 
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members of the train crew must master; the increasing savoir fafre 
required of the conductor on the modern passenger train; and, in 
general, the great skill, responsibility and judgment required of the 
men in caring for the safety of the persons and goods they transport, 
as well as for the railroads' property and the property of those along 
the railroads' way. Witnesses for the non-operating employees also 
testified to the high mental and physical standards required of these 
men. Application forms used by the railroads were introduced in 
evidence. The increasing skill and knowledge of complex tools re
quired of several non-operating services, including section men, were 
described in detail. 

The employees presented numerous exhibits showing the remark
able increase in traffic moved per hour of service. For example, gross 
ton-miles per service hour of operating employees increased almost 
three-fourths from 1920 to 1940. It was contended that these in
creases in productivity imply greater efficiency, skill, and responsi
bility of the men. Particular stress was placed on the increased 
quantity of goods handled per man and the greater speed in handling 
traffic. The carriers also dwelt on the considerable increase in pro
ductivity, but attributed this to the huge capital expenditures over 
the last 20 years on roadway, structures and equipment, and to the 
ingenuity and resourcefulness of management in devising more effi
cient methods of operation. They contended that the rise of 104 per 
cent in gross ton-miles per freight-train hour between 1921 and 1940 
was made possible by heavier trains being pulled faster by modern 
locomotives over a better track, and that the inventors and investors 
serving the railroad industry had made this more efficient railroad 
plant possible. 

l\Iuch was said in the course of the proceedings about the physi
cal hardships of railroad work. Witnesses for the employees supplied 
vivid descriptions of the work outdoors, frequently in inclement 
weather, of many of the yard service crew and the maintenance of 
way men; the physical effort required of the firemen in shoveling 
great volumes of coal ; the dangerous work of the switching crew ; 
the hazards involved in the brakemen's and conductors' work in in
specting the train while en route; and the great nervous and physical 
strain to which the engineer of the high-speed passenger train is 
subject. In answer the carriers maintained that improved tools and 
machines had not only greatly reduced the burden of manual labor
a point partly conceded by the employees-but that in the process 
the hazards of railroad employment and the discretionary judgment 
required of the men had also been reduced. They pointed especially 
to the mechanically improved and more comfortable locomotives, the 
increasing replacement of hand firing of locomotives by mechanical 
stoking, the use of mechanical lubricators, automatic air braking, 
automatic couplers, power reverse gear appliances, and automatic 
block signal operations. As evidence of reduced hazards of employ
ment, they introduced statistics showing over two decades a truly 
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remarkable decline in the accident rate among emplo~·ees. In :rurther 
response to the contention that increaseu truin spceu hacl irn:reased 
nen·uus strai11, they stateu that some portion of the benefits of :~reuter 
spee<l had gone tu the operating employees who were euable<l 1.u earn 
their daily wage in fewer hours. 

One of the complaints stressed by the operating employees is the 
eonsi<lerable amonnt of time tlu1t muny of the train aml engine crews 
must spend at their "away from home ter111inal" between run3. The 
time thus spent, the employees stated, is unremunerated, <l1srupts 
their home life, and is a source of expense. In rebuttal the carrins 
claime<l that at least half of the operating men are able to return 
home each day as do workers in industry ~enerally; that e\'cn the 
train and engine crews are at home most of the time when not ai:tually 
on duty; that if a man is held away more than 16 hours, time com
mences against his return trip; that sleeping quarters of a sflrt are 
provided rent-free for certain employees in certain areas; and most 
important of all, thut the amount of time spent by the men at the 
"awuy from home terminal" has been reduced. 

A complaint closely linked to the above is the irregularity of call 
to which trainmen are subject. The operating employees contended 
that trainme11 in the "pool" service hat.I to keep th('rnselves arnilnble 
for call both day and night. The carriers answered that the "pools" 
are run on a first-in, first-out basis, and that the positions ,of the 
men on the pool ltst are posted so that there is little uncertainty with 
respect to the hour of being called. In addition the carriers p11inted 
to rules embodied in union carrier agrec111e11ts stipulating definite 
8 and IO hour rest periods before being recalled to cluty, and to the 
law prohibiting more than 16 hours of serviee in any tweuty-fuur 
hour period. 

The carriers also argued that railway employees lrnve advantages 
that employees in other industries do not enjoy: thnt the retirement 
annuity provisions of the Railroad Act are more liberal tl111n those 
of the Social Security Act; that the uncmploym('nt compe11;;ation 
benefits of the Railroad Unemplo.vment Insurance Act in general are 
larger than those of corresponding stnte acts, and that the johs of 
workers are protected in case of railrm1d consolidutions by the Wash
ing-ton Agreement of l!}:36 and the Transportntion Act of l!J-tO. The 
carriers also stressed the seniority rules as an important advantage 
of railroad employment..The pass privilege also was mentioned. 

After study of the contentions of the parties, so much is plain to 
the 13oard: railroad work requires a wide rnnge of skills, railroad 
employees are men of very high qunlity, and the rnilroads are being 
operated with splendid efficiency. 'fhe truly remarkable gains in op
erating efficiency, from whatever combinations of canses th('y may 
arise, would not have been possible without the hi~h skill a111l hearty 
cooperation of railroad workers on the trains and in the slwp:; ;md 
offices. Beyond this it is difficult to gern~ralize coucerning ch1111~:es in 
skill and strain and effort, for what is true in one railroad occu-
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pation may not be true in another. But the record does not dem
onstrate that all railroad employees are skilled workers; or that the 
skill, effort, and responsibilities of railroad employees, taken as a 
whole, have increased in the last few years, except as heavier traffic 
means more responsibility. However interesting ratios of traffic units 
to man-hours of wol'l, may be to statisticians, such ratios offer very 
little help to the Doard in appraising the qualitative nature of the 
work performed by railroad men, or the qunntitati,·e magnitude of 
their efforts, or the specific contribution of their labor to the output 
of the industry. 'fhe greater speed and mechanizntion of train opera
tions mny have afTeeted the skill required of the train employees and 
the nervous hazards to which they are subject, but these matters are 
difficult to measure. Finally, it should be noted that much of the 
testimony of the employees relates to specific occupations and cannot 
be regarded as an argument in behalf of a uniform percentage in
crease in the .wages of all employees in the operating group or of a 
uniform amount of increase per hour for all employees in the non
operating group. 

INSTABILITY OF EMPLOY111ENT 

In support of their contention that wages of non-operating railroad 
employees are inadequate, the Fourteen Cooperating Organizations 
stress, even more than the disadvantages discussed in the preceding 
section, the instability of employment among the men they represent. 
The volume of railroad employment, they state, has varied wiclely 
from month to month within the year as well as between years. In
stability of employment is not a major contention of the Five Brother
hoods representing the operating men. In reply to the non-operating 
employees' contentions the carriers maintain that the majority of 
railroad men enjoy quite stable employment, that railroad employ
ment is relatively steady when viewed against a broad background of 
industrial experience, and that instability of railroad employment 
has decreased since 1!)37. 

'l'he employees laid great stress on their measure of instability 
within the same year. This measure was made by dividing the mlln
ber of employees (as shown by the mid-month count of the Interstate 
Commerce Commission) in the peak month of the year by the number 
in the trough month. Such percentage differences were computed for 
each occupation in the non-operating group for every year from 
1!)26 to l!J-W. These data reveal startling fluctuations in some occu
pational classes-especially, extra gangmen, bridge and building 
painters, gang foremen, portable steam equipment operators and 
helpers, and laborers on coal and ore clocks. But many occupations 
show Yery slight instability. It does not appear from the measure 
used by the employees that instability has been increasing. 

'fo nppraise the instability to which railroad labor has been subject, 
it is desirable to isolate, however roughly, the major sources of in
stability-secular, cyclical, seasonal and casual. Table 1 discloses 
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one outstanding fact-that the trend of employment has been down
ward in the 71 Interstate Commerce Commission occupational elasses 
for which the non-operating men presented data. In 1940 the vol
ume of employment was just slightly more than half of the figure 
in 1926, while the number of freight ton-miles was only one-sixth 
lower. 

Table I-Number of E11171/oyees in 71 Non-OpP-Tating Occ11pational Class,1s 
(Interslute Commerce Com111i.~sio11 Mid111011th Count) 

Year Nurnber or Employees Yenr Number of Employees 

1026_____ --- _. -- --
1027 _____________ _ 

1928•••• ----------
19·>9_.. _. _. _. _. _.. 
1930_ •• _----------
1931. ___ ----------
1932_. _. -- --------
1033*___ - - ... --- --

1,345,586 
1,311.4,53 
1,245,ta5 
1,247,420 
1,107,462 

0~8.050 
758.0Stl 
603,800 

1934. _•• ----------
1935- ••• ----------
1030••• -----------
)O:J 7• __ -----------
1038. _. -·-·······
l!l:19•••....... --- . 
1040•••• ---- ------

720,00ll 
i07,747 
758,fiOl 
702.5-17 
050,0S0 
007,190 
723,830 

• 1933-40, inclusive, includes three occupntionnl clnssificntions in aclclition to ehe ii occupational
cla~ificutions represented by the 14 cooperating organization~. These are Division o:i, Gang
foremen (shops, emcinehouS{'s and power plants). Division 75, Chief train dispatchers, and Division 
70, Trnin clisputchers. On the basis of 1940, these three groups embrace 4,387 men. 
SOURCE: Employees' Exhibit No. 2tl, p. I. 

The railroad industry participates with great regularity in the 
cyclical fluctuations of general business. In spite of the competitive 
decline of the industry, the freight carried by railroads continues to 
move closely with. the volume of industrial production. The cyclical 
timing of railroad employment also corresponds to that of indu:,trial 
production. Table 1 shows a drop in the employment of non-operat
ing men of 44 percent from 1929 to l!J33, followed by a rise of 14 
percent to 1937, a fall of 17 percent to 1938, and a rise of 10 percent 
to 1940. These cyclical movements would appear more intense if they 
were measured from monthly data, and they would appear still more 
intense if measured from employment figures for individual -:>ccu
pations instead of from aggregates. Similar comments, however, o pply 
to all industries. ,vhile the evidence on cyclical fluctuations sub
mitted in this proceeding is not as thorough as this Board should 
have wished, there is a reasonable presumption that the eyclical fluc
tuations in railroad employment taken as a whole are of about the 
same intensity as the cyclical fluctuations in general industrial pro
duction. The eyclical amplitude of railroad employment is definitely 
smaller than that of employment in the durable goods industries
with which the employees preferred to make wage comparison:;. 

The carriers and the employees agreed that work on the railroads 
is to a considerable extent seasonal in character. The seasonality is 
concentrated in a few occupations, chiefly in work on the maintenance 
of way. Every year a large body of workers are hired for brief periods 
and then leave the industry. The carriers presented evidence that 
the amplitude of the seasonal flucutations in railroad employment 
is not far from the average for manufacturing industries, and that 
if four maintenance of way classes are excluded the seasonality is 
well below average. 
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,. 

What bearing do these facts have on the non-operating employees' 
plea that the instability of their employment justifies an increase in 
their wages T First of all, it is clear that the declining trend in em
ployment has been a disturbing factor in the lives of railroad men. 
But the prospects for railroad employment have much improved in 
the last two years. Whatever else a current increase in wages might 
do, it cannot benefit the men who have been "liquidated" from the 
industry. Second, the burden of instability-whether arising from 
secular, cyclical or seasonal influences-is not borne equally by the 
entire railroad labor force. The seniority system shifts the burden 
largely to the newer employees. Hence any addition to wages as a 
compensation for instability would accrue in the main to the older 
employees who enjoy rather steady employment. Third, the varia
tions in instability from occupation to occupation suggest that if an 
addition were made to wages to compensate for instability, the size 
of the addition would need to vary from occupation to occupation. 
There is no such proposal before this Board, except insofar as this 
is implied by the demand of the employees for a higher minimum 
wage. 

The Board believes that the employees have rendered a public serv
ice in stressing the instability from which their industry suffers. The 
lot of the casual worker is especially unhappy. A measure of in
creased protection is now afforded the employees under the Railroad 
Unemployment Insurance Act, but the carriers cannot discharge 
their full responsibility to society or to their employees merely by 
making payments to the insurance fund. It is especially to be hoped 
that the carriers in cooperation with their employees will investigate 
ways and means of reducing the volume of casual employment. 

WAGES IN THE RAILROAD INDUSTRY COMPARED WITH WAGES IN 

OTHER INDUSTRIES 

The Fourteen Cooperating Organizations contend that the level 
of railroad wages is low and their trend moderate in comparison with 
other industries. To support this claim the employees' witnesses pre
sented many statistical exl1ibits. The Five Brotherhoods, on the other 
hand, emphasize the uniqueness of the services performed by the 
operating crews and the difficulty of comparing their wages with 
wages in other employments. But they too insist that wages have 
gone up in other industries, and that railroad men ru-e entitled to 
share in the general wage movement. The carriers' reply to these 
contentions is that railroad employees enjoy a preferred position in 
the national wage structure, that the recent wage movement has 
centered around defense industries, that employment in these in
dustries is inherently unstable, and that railroad labor is therefore 
unjustified in demanding wage increases. 

Appraisal of these contentions by the parties is a task of consider
able difficulty. No two industries are alike in the skills required, or 
in the effort, responsibility and hazards of the job. The irregularity 
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of hours on the job, working rules, methods of wage payment, and 
so on, vary from industry to industry. So too does instability ,)f em
ployment, whether associated with the seasons or the business cycle. 
The length of the standard work week is not uniform; consequently, 
overtime pay at punitive rates begins after fewer hours of service in 
some industries than in others. It is especially important to observe that 
the standard work week is forty hours in the industries covered by 
the Fair Labor Standards Act, but forty-eight hours in many rail
road occupations. These and the many other things that go to make 
up the "net advantages" of work in different industries are a grave 
obstacle to meaningful wage comparisons. This Board is unable to 
point to any industries that are closely comparable to the railroad 
industry in respect of the range, type and distribution of skills.1 

The comparison of railroad wages with wages in other industries 
can have only one purpose, and that is to determine whether rail
road labor is getting a fair wage in view of the prevailing: con
ditions in the labor market. The best data for this purpo~:e are 
wages of similar occupations. Such data must be used with dis
criminating care : in comparing wages of all employees in any oc
cupation of the railroad industry with wages of employees in the 
same occupation outside of the railroad industry, it is critically im
portant to determine whether the latter represent adequately different 
sections of the country, firms small and large, and localities of differ
ent size. Regrettably, the statistics presented to the Board leave 
much to be desired in these respects. 

The Fourteen Cooperating Organizations (in Employees' Erllibit 
No. 31) compare the average hourly earnings of different oc:cupa
tions-carpenters, ironworkers, painters, masons, bricklayers, plas
terers, plumbers, blacksmiths, boilermakers, electricians, machinists, 
moulders, sheet metal workers, stationary engineers, skilled hE'lpers, 
and laborers-in the railroad industry, the Navy Yards, the T. V. A., 
the building trades, and the shipbuilding, automobile, and stE:el in
dustries. The data as they stand indicate that hourly earnings are 
substantially lower in the railroad industry than in any of the others 
in each occupation. Of course, there is no assurance that occupations 
passing under the same name are the same in fact. But apart from 
this difficulty, the figures with which railroad wages are compared 
cannot be regarded as representative of conditions in the country as 
a whole. They include, in the main, rates paid in the larger cities
where wages ordinarily are above the average for the country. Th,3 data 
for the building trades are restricted to union rates in cities of 40,000 
and over.' The data for the shipbuilding industry, the Navy Yard.s, and 
the automobile and iron and steel industries demonstrate merely 
what certain crucial defense industries must pay to expand their 
labor force. These rates cannot be regarded as representative of the 

1 The Board docs not accept the list of industries selected by the Emergency Board of 1938 
as being comparable to railroad shop crafts-a large group of railroad occupations. 

• Sec Montl,Jy Labor Review, Nov. 1940, p. 1239. 
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wages paid by non-defense industries, or of the wages paid by the 
small employer, or of the wages paid in small cities. 

In Employees' Exhibit No. 32 the average hourly earnings of 
baggage room attendants, truckers, and laborers on coal and ore docks 
and in stations and warehouses of the railroads are compared with 
the average hourly earnings of post office clerks, post office laborers 
and longshoremen. Once again the wages of railroad labor appear 
at a disadvantage. But here both the comparability of the occupations 
and the representativeness of the data are open to serious question. 

Employees' Exhibit No. 48 presents a number of tabulations on 
minimum wage rates. One table gives minimum wage rates in cer
tain establishments having contracts with the United Automobile 
Workers union. These data refer almost wholly to aircraft, auto
motive and accessory establishments located in or around Detroit, 
Michigan. Another table gives union minimum wage scale of laborers 
in the building and construction trades in 1940. These data, of 
course, omit comparisons involving unorganized labor. It is also 
doubtful whether they represent adequately different parts of the 
country. 

Still another table in Employees' Exhibit No. 48 lists a sample of 
minimum wage rate determinations by the Secretary of Labor under 
the Bacon-Davis Act. These data refer to minimum wage rates for 
work performed by contractors on public construction projects. Ac
cording to a witness for the employees, their sample indicated that 
only about 35% of the rate determinations called for minimum hourly 
rates of less than 50c, approximately 46% called for 60c or more, and 
about 21 % for 70c or more. But the carriers countered with a sample 
(Exhibits 130-131) indicating that about two-thirds of the determi
nations called for 40c per hour or less, and almost three-fourths for 
50c or less. In view of the great discrepancy between the two tabula
tions, the Board is forced to treat this part of the evidence as in
conclusive. 

The data in Table 2 throw a more definite light on comparisons be
tween wages of unskilled labor in the railroad and other industries. The 
table shows average daily earnings of railroad section men, farm help, 
common labor on Federal highway construction projects, and unskilled 
employees in 26 major manufacturing industries covered by the Na
tional Industrial Conference Board. The least skilled labor on main
tenance of way is well represented by raiJroad section men. Their wages 
a.re, of course, much above the wages of farm labor. Section men have 
received about the same pay as common labor on Federal highway 
projects, although the latter group currently is improving its posi
tion. The manufacturing sample suffers from the fact that it over
weights durable goods industries, large firms, and large cities. But 
whatever judgment is made concerning the size of the upward bias 
in the manufacturing series, it is notable that the disparity between 
the wages of unskilled labor in the railroad and manufacturing in-
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TABLE 2 

Dail71 Wages of Railroad SecUon Men and Selected Unskilled Labor 

Daily Wages 

Dnt.e Railronrl Fann Labor Unskilled Highwo.~, Con-
Section l\len 1 (Without Board)' Laborf're• etruction Ment 

1923____ -- --- _-- _-- S2.82 S2.18 53.54 $3.1)4 
1924____ -- _--- --- __ 2.85 2.20 3.66 3.12 
1925_____ -- ----- ___ 2.85 2.27 3.64 3.1)4 
192() _____ -- --- --- -- 2.86 2.30 3.69 3.1H 
1927---- --- --- --- __ 2.86 2.28 3.77 3.l2 
1028 _____ -- -- _-- - _ - 2.86 2.26 3.79 3.:!0 
1029____ -- _--- --- -- 2.88 2.25 3.89 3.l2 
1930___ --- --- _-- _-- 2.00 2.12 3.82 3.l2 
193I ____ -- -- __ -- ___ 2.90 UIS 3.68 2.i!S 
11)3?--- - -- --- - - - - - - 2.62 1.25 3.20 2.'/2 
1933____ -- . ---- -- _. 2.58 1.09 3.21 2.\l6 
1934____ --- ---- -- _. 2.63 1.25 3.83 3.:16 
1935___ -- -- ------ -- 2.85 1.32 3.00 3.:!S 
1936___ -- _--- ---- __ 2.90 1.40 4.03 3.1>4 
1037--- -- _. _-- --- -- 3.04 1.58 4.56 3.:!S 
1938_____ --- ---- _-- 3.20 1.58 4.69 3.12 
1030___ -- --- ---- -- _ 3.28 l..'i6 4.75 3.:!0 
1940_____ -- _--- __ -- 3.33 1.58 4.84 3.liO 
March, 1941 ________ 3.43 1.70• 5.11 3.44
JuM, 1941__________ 3.-U 1.981 5.48 3.112 

1 From Interstate Commerce Commission statements M-300. Daily wage equals hocrly earnings'mul
tiplierl by eight.1923-40 from Employees Exhibit No. 49, 1941 611ures from I.C.C. !'1'1-300 sto.tements. 

1 Based on daily 6,iures from "Crops and 11-lnrkels" July 1941, Jan. 1041, April 1940, and Jan. 1939. 
1 National ladustrml Conference Board fi11ures for 26 industries (Employees' Ed1ibit No. •19, p. 1). 

Dllily wnge equals hourly earnings multiplied by eight. 1041 figures arc averages for 25 industries. 
• 1923-1030 from Surocy of Current Busine..-1040 Supplement, p. 45. 1940 from Suroe11 uf Current 

Busine.., February 1941. 1941 figures from Surtu11 of Current Business, Oct. 1941. D,.ily wap
equals hourly earnings multiplied by eight. 

■ Apr. 1, 1941. 
•July 1, 1941. 

dustries is currently increasing at a rather rapid pace to tbe dis
advantage of railway labor. 

The preceding analysis of occupational data is suggestive on a few 
points but docs not lead to firm results. The data are scanty, restricted 
in scope, and for the most part of dubious comparability. These 
defects in the statistics on occupations forced the Board to fall back 
on comparisons of a more general nature. So too did the fact that 
there are no occupations outside the railroad industry comparable 
to the work of the train and engine employees. The Board has, there
fore, investigated the place of railroad wages in the general wage 
structure of the country. If it appears that society has provided less 
well for rajlroad workers than for workers generally, or that the 
position of railroad labor has been deteriorating relatively to that 
of wage-earners as a whole, then there is at least a presumptio:1 that 
railroad wages are inadequate. 

Relative income status may be measured in several ways. The 
comparative device may be the dollar return per hour of survice, 
the return in dollars for full-time service over a period such as a 
year, or the amount actually earned per worker over a period of time. 
The employees contended that the appropriate comparative device 
was the return per hour-i. e., average hourly earnings. They argued 
that what ought to be compared is the return per hour oi servic,~, and 
pointed to differences between industries in standard work weeks and 
actual number of hours per year per worker as invalidating the use 



TABLE 3 

.4verage SalanJ-IVage of Employees (Full-Time Equivalent), By Industrial Divisions, /92.9-40 

:,;i 

Industrial Divison 1929 1930 1031 1032 1933 193·1 1935 19:io 1037 1038 1039 19-10 ~ 
0 

Cl11ss I rnilronds•------------ Sl,74-1 Sl.714 Si,06'1 Sl,406 Sl,445 Sl,508 Sl,653 Sl,735 $1,781 Sl,859 Sl,887 s1.01:1 :,;i
Agriculture, totnl 1. _________ 828 782 032 471 4;l4 4Sl i;J7 MS 006 583 588 582 .., 
l\Hninl(, totul_ _______________ 1,492 1,307 1,186 002 070 1,083 1,12•1 1,100 1,20!1 1,230 1,321 l.:32U 0l\fonulncturing, totnl. ________ 1,542 1,497 1,373 1,139 1,005 1,144 1,208 1,208 1,3,';8 1.2S9 1,347 1.-12:1 ',j
Contract construction. totnJ__ _ 1,004 1,808 1,055 1,450 1,110 1,120 1.149 1,260 1.410 1,308 1,423 1,47:l
Transportation, totnL ________ 1,or.8 1,635 1,568 1,370 1,309 1.371 1.476 1.549 1,613 1,613 1,652 1.671 t_,j 
Power nnd l!M, totnl. ________ 1,604 1,569 1,525 1,429 1,308 1,449 1,547 1,502 1,000 1,7.53 1,706 1,782 is: 
Communication, total_ _______ 1.357 1,403 1,428 1,328 1,22.5 1.305 l,~117 1,41.5 1,48/\ 1,544 1,/\113 1,/\!JO t_,j
Trnde, totnL ________________ 1,588 1,565 1,49,l 1,315 1,190 1,240 1,308 1,325 1,378 1,390 1.400 1.411 
Finance, total 2______________ 1,818 1,816 1,755 1,656 1,595 1,638 1,638 1,704 1,759 1,717 1,726 1,74S ~ 
Government, totnl 3 _________ 1,517 1,508 1,495 1,466 1,344 1,347 1,300 1,435 1,455 1,507 1,511 1,490
Service, totnl 4______________ 1,103 1,066 993 881 810 830 858 804 042 943 959 970 ~ 

ClAll Industrial Divisions _______ 1,472 1,432 1,340 1,170 1,089 1,138 1,180 1,237 1,304 1,284 1,318 1,351 ~ 

t!l 
• Total Compensntion divided by midmonth count of employees. 1929 to 1939 from tion and exhibition, rndio brondcBSting, and other activities primnrily providin11 enter- l;
Intereto.te Commerce Commission, Statislica of R,1,lways in the United States. 1940 tninment; advertising (Ut:encies. trade n.asor.iations, chambers of commerce, and other =:, 
from I.C.C. l\1-300 Statement, Year 1040. enterprises servin" business eatnblishmcnte: domestic service and various industries t::1 

providing services on automobiles, radios, elevators, watcheshnnd other commodities. 1. Does not include unpnid fnmily labor. 2. Does not include eertain miscellaneous 
NOTE: BBSed upon average number of persons working in t e different reported pnyfinancial institutions. 3. Does not include work relief employees. I. Includes re
periods of the year. 

activities; hotels. reeto.urnnte. laundries, cleaning nnd Uyeing establishments, apart SOURCE: U.S. Department of Commerce, "Survey of Current Business," June 1041. 
ment houses o.nd office buildinl!B, bnrber and beauty shops, etc.; motion picture produc- p. 18, except for ClllSS I railroads. 

ligious, private educo.tional. curath•c, lcgnl, accounting, and engineering (consulting) 

https://Intereto.te
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of earnings per week, month, or year. The carriers counter,~d that 
a worker's livelihood depends on his income over a period of time, 
and that the latter depends not only on the hourly earnings ltut also 
on the number of hours of employment opportunity per year per 
worker. Both parties are right. A greater number of hours per year 
represents both a greater amount of service by the employee and a 
greater opportunity to earn income. To judge the wages of ;:he em
ployees in any industry it is necessary to examine hourly and annual 
earnings. 

In Table 3 "full-time" average annual earnings of employees of 
steam railroads are compared with corresponding earnings of em
ployees in all industrial divisions, and of employees in each of the 
separate major industrial divisions, over the period 1929 to 1940. 
Throughout the period, average full-time annual earnings of railway 
employees have exceeded the corresponding average for all industries 
by an amount never less than $275. In 1940 the excess was over $550. 
In the depression following 1929, moreover, the drop in full-time 
earnings was less for railroad employees than it was in industry gen
erally. At all times during the period the earnings of railroad em
ployees topped the list or were near the top of the list of major 
industries. But the figures for full-time earnings of railroad and 
manufacturing industries for recent months indicate that the ad
vantageous position railroad labor has enjoyed is rapidly being lost. 
(See Table 4.) Earnings in manufacturing industries are inc1·easing 
at a very rapid rate, while railroad full-time earnings are barely 
increasing.1 

TABLE 4 
Momhly FNll Time Ear11ings: Employees o.f Class I Railroads and Manufacturing 

Industries, January 1940-Junc 19.1,1 

Monthly Full Time E11rninge R11tio of 
Dnte Employees Railroad Enrni11ge

Railro11d to Allin 1111 l\lfg.Employees• J\fonuf 11cturing Inclustricst 

$105 $115 1.43J11nunry. 1940_____ ------ - - - - -- - - -- ------Febru11ry ______________________________ _ 154 114 1.35 
M11rrh _________________________________ _ 160 116 1.38 
April_ ____________ ------ ___ - - - - - - -- - --- - 15S 115 Ul7 
May _____________ - - ______ -- -- - ------ --- 159 115 1.38
June __________________________________ _ 154 117 1.32 
July _____________ - - -- ______ - - - -- - -- ---- - 159 115 1.38
Au~ust________________________________ _ 162 119 1.30 
September_____________________________ _ 155 121 1.28 
October _______________________________ _ 165 125 1.32 
November_____________________ ------ --- 159 123 1.29 
December__________________________ - .. -- 103 127 1.28 
Jammry, 1941- ______________ .. ---------- 167 126 1.33 

154 130 1.18{;~;;\,11ry - - - -- - - - ------- -------- -------- 1118 132 1.27 
161 133 1.21 

tl'a~l::::::::::::::::::::::::: :: : : : : : : : : 165 140 1.18
June __ . _______________________________ _ 144 1.13163 

t For nll employee,. Baaed upon the mid-month count of employees and total compensation shown 
in the I.C.C. monthly etatemente M-300. . . 

• Computed from figures published by the Bureau of the Census and by t,he Burenu of Lahm· Stat1st1c, 
on Employment nnd Payrolls. 

1 These figure• on full-time earnings should not be interpreted, except in a rough way, a1 
re_presenting either the trend or the level of actual annual earnings per employee, for the length
of the atandard work week, and the distribution of work between full-time, part-time and casual 
workere varies from industry to industry. 
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The Board has also made an analysis of hourly earnings. Table 5 
compares the average earnings per hour worked or held for duty of 
all Class I railroad employees ( excluding executives, officials and staff 

TABLE 5 
Comparison of Average Hourly Earnings of Railroad Employees and Employee8 

in All .Manufacturing Industries 

Average Hourly Earninit• (cents) Percentage 
Ratio ofAll Mnnufncturin11 Industries N.J.C.B. 

Date U. S. Bureau of Labor Statistic•• Series to 
Clo.as I U.S. 

Railroa.det N.I.C.B.1 Durable Non-Durable B.L.S.All Mfg. Goods Goods Serice 

1922 61.3 49.4• 
1923 61.1 54.1 52.0 • • 104.0 
1924 62.5 56.2 54.5 • • 103.1 
1025 63.4 50.1 54.4 • • 103.1 
1926 63.8 511.8 54.8 • • 103.6 
1927 65.1 57.6 55.2 104.3 
1928 66.2 57.9 56.0 • • 103.4 
1929 67.5 59.0 56.6 • • 104.2 
1930 69.0 58.0 55.2 • • 106.7 
1931 70.0 56.4 51.7 109.1 
1932 64.6 49.8 45.8 50.8 42.7 108.7 
!933 64.0 40.1 45.5 48.5 43.7 107.9 
1934 64.8 58.0 54.1 56.7 52.3 107.2 
1935 70.2 59.9 5;;_9 58.7 53.8 107.2 
1936 70.8 61.9 56.4 59.7 53.7 109.8 
1937 72.7 69.5 63.4 08.6 58.5 109.6 
l!l3S 77.0 71.6 63.9 69.8 59.3 112.1 
1939 77.1 72.0 64.4 71.0 59.1 111.8 
1040 77.4 73.9 67.0 73.3 61.2 110.3 

• Data not available. 

TABLE 5 (Continued) 

Average Hourly Enrniogs (cents) 
PRr.:'t'.l~t~re 

All Manufacturing Industries N.J.C.B. 
Dnte U. S. Bureau of Labor Statistics• Series to 

Class I U.S. 
Rnilroads• N.I.C.B.1 Durable Non-Durable B.L.S.All Mfg. Goods Goods Series 

1940
January_______ 78.1 72.7 66.3 72.7 60.7 109.7 
February______ 79.2 72.S 66.3 72.6 60.8 100.8 
March________ 77.6 73.1 66.5 72.8 61.0 109.0
April_ ________ 77.0 73.4 66.5 72.9 60.9 110.4May__________ 76.4 73.7 66.9 73.0 61.5 110.2
June__________ 77.0 74.0 67.2 73.2 61.7 110.1
July __________ 76.4 74.0 66.7 72.7 01.5 110.0
August_ ______ 70.1 74.1 60.8 73.1 01.3 110.0 
September_____ 77.8 74.2 67.1 73.7 61.1 110.6 
October_ ______ 76.3 74.4 67.3 73.9 60.9 110.5 
November_____ 78.2 74.7 67.8 74.4 61.3 110.2 
December_____ 78.9 75.4 68.3 74.9 61.7 110.4 

1941
January_______ 78.2 75.9 68.9 75.8 62.0 110.2 
February______ 80.0 70.4 69.2 76.2 62.1 110.4 
March ________ 78.3 76.9 69.7 7A.8 62.4 110.3 
April_ ________ 77.1 78.4 70.8 78.5 62.9 110.7 
May__________ 70.9 79.9 72.0 80.0 64.1 110.1 
June. _________ 77.2 81.8 73.8 82.2 65.0 110.8 

' For o.ll employees excluding executives, officials, and stuff assistants. Average hourly earnings equale 
"total compensation" divided by the excess of "total time paid for" over "time paid for but not 
worked." This measure of hourly earnings corresponds to that used in the other fleries shown. 
1922-1939 computed from Stati•tiu of Railway. in the Unit,d Stat,s (Interstate Commerce Com
mission). 1940 from I.C.C. J\1-300 statement, "Wage Statiatir.s-Class I Steam Railways in the 
United States, Year 1940." J\Jonthly figures from monthly M-300 statements. 

• National Industrial Conference Board series 1922-1939 from Suroey of Current Buaine,a, Supplement, 
1940. Other figures from current issues of the Sunev of Curre11t Business, 
1923-1931 from Monthly Labnr Re,iew, September, 1940, p. 524. 1932-1939 from U.S. Bureo.u'of 
Labor Statistics RP.leases," Hours and Earnings in Manufacturing and Non-Manufacturing Industries' 
1932-1939" (October 1940). Other figures from current issues of "Employment and Payrolls'
(U.S. Bureau of Labor Statistics.) 

~ Average of six months. 

1 
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assistants) with average hourly earnings of employees in all manu
facturing industries. It appears that until very recently em:ployees 
of Class I railways have received more per hour than the average for 
employees in all manufacturing industries, the differential being 
smaller for the durable goods than for the non-durable goods indus
tries. Furthermore, wages per hour of railroad labor fell less in the 
depression following 1!)29 than did hourly earnings in manufacturing 
industries. It is important to note, however, that since 1933 and espe
cially during the last year the differential favoring railroad wage
earners has narrowed very rapidly, and currently may actually have 
been reversed. 1 

In Table 13 the Bureau of Labor Statistics series for all manufac
turing industries is broken down into its major classes, and average 
hourly earniugs of the latter compared to hourly earnings of railroad 
employees. The findings in the general comparison of 'rable 5 are 
repeated: railroad labor occupied a relatively high position in 1933-
36,_but one which has deteriorated rapidly, especially in recent months. 
Many of the differentials observed in 1933-36 have been reversed. 
The durable goods industries for the most part currently lie, above 
the railroad industry, the non-durable goods industries generally be
low. Moreover, it is in the durable goods industries that the most 
rapid rises have taken place recently, although the increases in most 
of the non-durable goods industries have also been substantial. The 
durable goods group consists in large part of defe·nse ind·ustries, 
several of which have recently been organized for collective bargaining. 

In Table 7 average hourly earnings of railroad employees are com
pared with those for major non-manufacturing industries. The:;e data 
come from the U. S. Bureau of Labor Statistics. Here again we find 
much the same picture-railroad hourly earnings occupying a rela
tively high position in 1933-36, and a somewhat lower position cur
rently. The mineral industries, public utilities, and building con
struction generally lie above the railroad industry; trade and :;ervice 
industries lie below-but the differential is narrowing. 

It is desirable to compare the wage movements in "defens,~" and 
"non-defense" industries in greater detail. Table 8 shows that, in 
general, defense industries are paying higher hourly wages than non
defense industries. But the same was true of these indust:ries in 
1937 before defense activities were important, although the differ
ential was not so clearly defined. Moreover, even in June 19-11 two 
non-defense industries, newspapers and periodicals and antnracite 
mining, had higher hourly earnings than any of the selected major 
defense industries. The increase in hourly earnings since 1937, and 

1 The U. S. Bureau of Labor Statistics series is more reliable than that of the National Indus
trial Conference Hoard. The sample of workers on which the latter series i• based i, smaller, 
its representativeness is inferior, and for most of the period it _overweights the avera_1'e hou_rly
earnin11s of the more highly remunerated (per hour) workers tn the durable goods t::tdust~es. 
There ,s reason to believe that both series have an up1Vard bias because of under•repn-sentatJOD
of small firms and localities of small population. But this difficulty is less serious in tl1e B.L.S. 
■ cries, and is apparently diminishing. As the B.L.S. sample has increased in size over the 
period-the increase in size presumably arising from a greater coverage of small firms "od small 
citie-the gap between the B.L.S. and the N.I.C.B. series bas widened. (See Table 5). 
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TABLE 6 

Average Hourly Earnings of Railroad Employees and Employees of Major Manufacturing Industries 

(Cents per hour) 

Iron & Steel Ma- Non Fer- Leather Chemicals 
Class I and their chinery, rous Textiles and its Food1md Tobacco other thanLumber Stone, 

and Claynnd
Allied GlnssDate Hail- prod. not not incl. Transp. metals and their Manu• Kindred l\!unu- Paper and Petroleum Petroleum Rubber 

Products' prod.•roads• including transport. equip'V and their Prod.• fncture2 Products• fnctures' Printing2 Refining' refining' Products• 
mnchinery2 equip't2 products' 

1933 64.0 50.3 54.1 65.5 
1034 64.8 59.1 50.0 69.6 • • 52.9 • • 50.9 • 66.5 52.0 75.0 f\4.3 
1035 70.2 61.2 61.0 73.3 55.5 41.3 54.8 48.3 52.2 52.0 30.9 68.8 53.9 SO.I 68.3 
1936 70.8 62.0 61.3 75.9 57.0 42.4 55.5 46.8 51.1 53.0 41.0 69.9 55.7 82.7 69.8 
1037 72.7 n.1 69.6 86.3 65.4 47.0 61.5 50.5 53.5 58.7 44.5 74.1 63.2 04.5 76.8 
1938 77.0 75.3 72.5 89.2 67.1 48.4 63.0 49.2 52.1 61.0 46.3 76.8 65.4 07.8 70.5 
1039 77.1 75.9 72.5 89.4 07.7 50.1 05.0 48.4 52.8 61.8 47.6 77.3 66.1 07.4 76.7 
1940 77.4 77.3 74.4 80.9 70.7 52.1 66.7 50.4 54.9 63.2 40.3 79.1 69.0 97.4 77.9 

Jan. 1940 78.1 76.6 73.5 89.4 70.1 51.2 66.4 49.9 53.4 64.1 49.6 78.3 68.0 97.4 77.6
Feb. ______ 79.2 76.4 7:1.7 89.6 60.6 51.3 66.2 50.5 53.7 63.0 49.1 78.3 68.1 97.5 77.8
Mar, _____ 77.0 76.3 73.9 00.0 69.7 51.5 6C.4 50.5 54.1 6-1.l 40.0 78.9 67.0 07.1 77.9 
Apr... ____ 77.0 76.4 73.9 90.2 70.0 51.8 06.4 49.5 54.3 64.3 49.3 79.3 66.5 97.4 77.9
May ______ 76.4 76.7 74.1 90.2 70.1 52.1 66.4 49.6 55.5 64.7 40.7 79.4 68.6 07..5 77.8
June______ 77.0 77.4 74.3 90.5 70.2 52.3 66.4 49.6 55.3 64.1 50.5 70.7 70.2 98.3 78.0
,July ______ 70.4 77.7 74.4 89.1 70.1 51.9 00.5 50.2 55.3 62.5 50.2 70.l 70.0 98.6 78.5
Aug. ______ 76.1 77.7 74.5 89.7 70.3 52.6 66.8 51.2 55.4 61.5 49.2 78.9 70.7 97.7 77.0
Sept. _____ 77.8 77.0 7-1.0 90.0 71.0 52.5 67.2 51.4 55.8 00.3 48.7 79.2 70.0 97.5 7S.O 
Oct. ______ 76.3 77.8 74.9 89.8 71.2 52.4 07.1 50.0 55.7 OJ.0 48.4 70.2 68.7 96.3 77.4 
Nov. _____ 78.2 78.1 75.2 90.2 72.7 52.6 07.1 50.4 5il.5 63.2 48.6 79.3 60.6 96.6 78.1
Dec. ______ 78.9 78.0 70.1 00.0 73.8 52.8 68.0 /i0.7 /;,5,2 64.1 49.0 79.9 70.1 96.8 78.-J 
Jan. 1941- 78.2 78.6 76.8 91.1 7<1.0 52.9 68.2 51.2 55.5 64.9 49.8 80.2 70.6 97.0 78.8
Feh. ______ 80.0 79.1 77.2 91.8 74.0 53.4 68.5 51.4 56.4 05.1 40.5 80.3 70.7 97.0 79.2
Mnr. _____ 78.3 79.5 77.8 92.0 74.8 54.1 68.9 51.7 ii7.2 6.5.5 49.7 80.7 70.5 00.7 79.9 
Af.r.______ 77.1 84.1 78.9 92.3 74.9 54.7 f>0.5 52.4 57.0 0.5.5 50.6 80.5 70.7 09.5 80.4 
l\· BY------ 76.9 85.8 81.8 94.5 77.0 55.6 71.0 53.0 59.0 67.0 50.0 81.l 74.4 100.8 81.6 
JunP______ 77.2 86.3 8:l.2 97.0 70.-1 57.0 71.7 .53.4 r,n.n 67.2 51.7 82.fi 76.1 102.0 8:l.O 

I For all employees, excluding executh·es, officials, and staff assistants. A ,·ernge • 1033-August, 10 lO from U.S. Bureau of Labor Statistics release, "Flours nnd Earnings 
hourly onrmngs equals "Total Compensntion" divided by the excess of "Total Time in Manufucturing and Non-manufacturing Industries, 1932 to 1939," (October 1040)
Paid For" over "Time l'nid lor l.lut Not Worked." This measure of hourly earnings Mny 19-11 nnrl June 10-11 from U.S. Bureau of Lnbor Statistics release, "Hours o.nd 
corresponds to that used in the other series shown. 1933-1930 computed from Earnings, July 1941" (September 19, 1941). Other figures from current issues of 
annunl Statistic• of Rnil1Day1 in l~e United Statta (Interstate Commerce Commission) "Employment and Payrolls." (U.S. Bureau of Labor Statistics). 
1940, from J. C.C. l\1·300•tatement. "Wage Statistics-Class I Hnilwnys in the United • Datu not available. 
States," ye,n- 1940; monthly 6glll'es from monthly M-300 stateme111s. c., 
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TABLE 7 c,;, 
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Average Hourly Earnings of Railroad Employees and Employees of Major Non-Manufacturing Industries 

(Cents 71cr hour) 

Date Class I 
Rnil-

roade1 

Con! !\'liningIAntbra- Bitumi-
cite2 nous2 

Metalli-
fcrous 

Mining' 

Public Utilities
Quarrying Crude 

and Petrolrum Tele- Street 
Non- Produc- phone and Electric Rnihrnys

metnllic tion1 Tele- Light & and 
l\1.ining1 graph' Power 1-a Buseat-i 

Whole-
sale 

Trader--• 
Retail 

Trader--, 

Hotels 
(Year

Round) 
......... 

Dyeing 
Laundries' and 

Cleaning' 

Private 
Building 
Construe-

tiont 

1933_______ 
1934_______ 
1935 _______ 
1936 _______ 
1937 _______ 
1038_______ 
1939_______ 
1940 _______ 

64.0 
64.8 
70.2 
70.8 
72.7 
77.0 
77.1 
77.4 

81.8 
82.6 
82.3 
83.3 
87.3 
02.2 
02.3 
92.9 

50.1 
67.3 
74.5 
79.4 
85 6 
87.8 
88.6 
88.3 

40.5 
55.9 
59.3 
60.5 
70.0 
67.8 
70.5 
73.3 

41.0 
47.4 
47.5 
47.5 
53.3 
54.3 
55.0 
56.7 

•• 
78.5 
76.8 
82.7 
84.4 
87.3 
88.1 

•••••
79.7 
80.0 
80.6 

69.3 
77.5 
70.0 
80.3 
85.3 
8.5.8 
80.9 
88.4 

57.7 
60.0 
61.6 
63.8 
67.6 
70.7 
71.4 
72.2 

••
64.8 
66.7 
69.8 
70.0 
71.5 
73.9 

•
52.8 
52.1 
52.2 
65.1 
54.3 
54.8 
54.0 

•
27.3 
27.9 
28.7 
30.8 
31.5 
32.4 
33.2 

•
37.7 
36.6 
37.4 
39.1 
41.1 
41.7 
42.2 

•
44.3 
43.7 
44.2 
47.0 
48.3 
49.0 
48.9 

•
70.5 
81.5 
82.4 
90.3 
00.8 
93.2 
95.8 

Jan. 1940__
Feb. _______ 
Mar, ______ 

78.1 
79.2 
77.6 

91.9 
91.0 
93.6 

87.6 
87.8 
88.4 

73.7 
73.0 
73.0 

55.0 
56.2 
56.0 

87.8 
88.3 
88.4 

80.8 
80.8 
81.1 

88.0 
87.4 
87.6 

72.0 
71.9 
71.R 

72.4 
72.6 
73.1 

54.3 
54.3 
54.0 

33.1 
33.2 
32.0 

41.5 
41.3 
41.7 

40.5 
48.5 
48.8 

97.0 
90.2 
07.0 

~··-------ay _______ 
June_______ 
July_______ 
Aug. _______ 
Sept. ______ 
Oct.. _______ 
Nov. ______ 
Dec, _______ 

77.0 
76.4 
77.0 
76.4 
76.1 
77.8 
70.3 
78.2 
78.9 

92.7 
93.2 
94.1 
93.0 
93.6 
93.6 
92.5 
92.6 
91.9 

88.0 
88.2 
88.7 
88.0 
88.7 
88.3 
88.6 
88.9 
88.7 

72.8 
72.2 
72.5 
72.4 
73.1 
73.2 
73.6 
74.3 
74.6 

55.6 
56.1 
56.7 
56.9 
56.7 
5fl.7 
57.0 
S8.S 
58.7 

87.9 
87.3 
88.3 
87.4 
87.6 
89.5 
87.5 
88.1 
8\l.4 

80.9 
80.4 
80.3 
80.4 
79.8 
80.1 
80.8 
80.7 
81.1 

87.8 
87.4 
89.0 
88.7 
88.5 
89.2 
88.0 
80.3 
90.4 

71.7 
71.6 
72.3 
72.4 
72.2 
72.6 
72.5 
72.6 
73.0 

73.7 
74.1 
73.7 
74.0 
,73.6 
74.S 
73.9 
74.7 
75.6 

54.6 
54.5 
54.8 
54.9 
54.1 
53.3 
53.2 
53.7 
52.2 

33.0 
33.1 
33.3 
32.9 
33.0 
33.6 
33.3 
33.6 
33.9 

42.0 
42.1 
42.2 
42.1 
42.2 
42.7 
42.8 
43 1 
42.6 

4!1.4 
48.9 
49.1 
48.6 
48.1 
49.2 
40.0 
49.4 
48.6 

95.8 
9.5.5 
94.8 
94.7 
9.5.6 
94.7 
95.7 
96.5 
96.7 

Jnn. 1941-_
Feb. _______ 
l\1nr. ______ 
Apr. _______ 
May_______ 
Juue_______ 

78.2 
80.0 
78.3 
77.1 
76.9 
i7.2 

02.5 
92.fl 
92.7 
02.3 
94.5 

100.2 

88.5 
88.4 
88.3 
8-1.1 

100.5 
102.3 

74.8 
75.6 
75.4 
78.5 
70.9 
80.2 

57.6 
58.2 
58.9 
60.0 
61.7 
63.5 

88.3 
90.4 
89.3 
90.0 
01.1 
!)3,4 

80.4 
80.5 
80.6 
70.6 
79.7 
80.2 

90.3 
00.8 
91.4 
00.6 
90.7 
02.9 

73.1 
73.4 
73.2 
73.1 
73.0 
74.5 

75.6 
76.6 
77.2 
77.5 
78.1 
78.4 

54.5 
54.9 
54.8 
55.0 
56.4 
57.2 

33.8 
34.1 
33.7 
34.0 
34.1 
34.2 

42.9 
42.7 
42.6 
43.4 
43.7 
43.9 

4'3.8 
49.0 
40.4 
51.1 
50.2 
50.6 

98.6 
90.7 

100.0 
98.0 
00.3 
90.7 

1 For nil emJ?lo~·ees excluding Executives, Officials, and Staff Assistants. Average 1040); !\lay 1041 and June 1041 from United States Bureau of Lnbor Statistics 
kho'!rly_e!'rnrngs_ eq~\s."Totnl Compcnsntiot,>" _di':!de~ by ~~tul,,hou':! actuu\ly w,orked relense, "Hours and Earnings, July 1041" (September 19, 1941): other figures from 

or netcl 1or work. 1 ms mettsurc currctsvum.u; Lu Luul. Utit:u u, tut: uLut:r "~"~n auv ....·u. ~lffi'lHi.t i5Di.iCJO vf 11Empk,:n:nc.nt ur1d I.._:1;1vll.o" (U. e. Durcuu uf Lubur Stu!iatko).
103~-19:lO Computed from Statistics of Railways in the United States (lnteratate • Data for 1038 and subsequent years are not strictly comparable to prior data, ns the 
Commerce Commission); 1040, from I. C. C. M-300 Statement, "Wage Stntistice latter ,data include data for executives and employees whose duties nre mainly
Clnsa I Steam Rnilwnys in the United States" Year 1940; monthly figures from monthly supervtsory. 
M-300 St<\tementa. • Cnsh payments only. 

'1033-August 1040 from United States Bureau of Labor Stntietics release, "Hours and • Data not available. 
Earnings in Manufncturing and Non-manufncturing Industries, 1932-1939" (October 

https://11Empk,:n:nc.nt


TABLE 8 

Average Hourly Earnings in Selected Defense and Non-Defense lndustries1 

Industry 

Average Hourly Earnin1111 (Cents) 

Jan. June 

Indexes of Average Hourly Earnings, 
(1037=100) 

Jan. June 
1937 1038 1939 1940 1041 l!l4l 1038 1939 1040 1041 1941 

Defense Industry
Blast furnaces, steel works. and rolling mills 
Electrir.nl machinery, npparatus, and 

Fo:,~af}:~~j ;-,;ncl;i~-e:shop-p;oc1;.,i;,=== === 
Aluminum manufactures. _______________ 
Shipbuilding___________________________ 
Machine tools______________ .... ________ 
Aircraft. _____ ..... ______ ...... ________ 
Explosives____ ._ .... _______ .... ________ 
Bra.es, bronze, and r.opper products_______ 
Smel.tlng and refining-copper, lend, and

zinc_______ .. ________________________ 

81.8 

71.1 
68.0 
64.3 
81.4 
71.6 
60.6 
78.3 
69,7 

67.6 

83.5 

74.1 
71.l 
07.9 
83.7 
73.3 
72.8 
80.9 
71.9 

68.5 

84.3 

74.0 
71.6 
08.0 
83.5 
75.2 
74.5 
Sl.2 
72.3 

69.9 

84.8 

75.7 
73.4 
71.6 
87.0 
76.8 
74.3 
84.7 
76.9 

72.0 

86.1 

77.3 
;.5.7 
75 3 
80.4 
711.7 
ii 6 
8!l.0 
80.7 

75.5 

96.4 

84.5 
81.9 
83.1 
95.l 
83.1 
79.7 
88.6 
86.2 

70.8 

102.1 

104.2 
104.6 
10.5.0 
102.8 
102.4 
100.3 
103.3 
103.2 

101.3 

103.1 

104.1 
105.3 
105.8 
102.6 
105.0 
111.9 
103.7 
103.7 

103.4 

103.7 

106.5 
107.0 
111.4 
100.9 
107.3 
111.6 
108.2 
110.3 

106.5 

105.3 

108.7 
111.3 
117.1 
100.8 
111.3 
116.5 
113.7 
115.8 

111.7 

117.8 

118.8 
120.4 
120.2 
11(1.8 
116.l 
110.7 
l I:!.2 
123.7 

118.0 

Non-Defense Industry 

Food products ... __________ ... _________ 
Boots and shoes.. ______________________ 
Tobacro m11.nufo.ctures .. _________________ 
Women'• clothing______________________ 
N~wepnpera and periodicals______________ 
AnthracitP mininK-- ____________________ 
Book anrl job prinling and publishing.... 
Whol•snle trnde•______ .... __________ .... 
Retnil tmde•.... _____________________ . _ 
Furniture (manufnclure) ______________ .. 

58.7 
51.5 
44.5 
56.8 
90.2 
87.3 
77.3 
09.8 
5.5.1 
50.7 

61.0 
40.7 
46.3 
5.3.8 
98.7 
92.2 
79.8 
70.0 
54.3 
52.9 

61.8 
50.3 
47.6 
/il.9 

100.4 
9~.3 
80.4 
71.5 
54.8 
53.0 

63.0 
52.6 
4\J.3 
5~.8 

103.3 
92.4 
81 1 
73.9 
54.0 
54.7 

64.9 
53.0 
40.8 
55.3 

104.8 
92.5 
81.3 
75.6 
54.5 
55.2 

67.2 
57.3 
51.7 
54.3 

100.9 
100.2 
82.0 
78.4 
57.2 
59.7 

103.9 105.3 107.3 110.6 114.li 
96.5 97.7 102.I 102.9 111.3 

104.0 107.0 110.8 111.9 llfl.2 
94.7 91.4 94.7 97.4 05.6 

102.6 104.4 107.4 108.0 111.l 
105.6 100.9 105.8 )06.0 114.8 
1U3.2 10-1.0 104.9 105.2 106.9 

---------- ---------- ---------- ---------- ----------
104.3 104.5 107.9 -- 108.9 -- 117.8 

1 1037-39 from U. S. Bureau of Labor Stntisties Release. "Hours and F.arnin~s in • 1937 not strictly comparable with Inter figuree.
Manufacturing and Non-manufacturing Jndustrioe, 1032 to 19:!9" (October, I040lj 
Moy nnd June 1041 from U.S. B.L.S. Hclea,e, "Hours and Earnings, July, !UH' 
(September 19, 10•11). Other fi11ures from current issues of "Employment nnd Pay
rolls" (U. B. B.L.B.) 



----------

co 
(X) 

TABLE 9 
Changes in Average Hourly Earnings, .Average Hours Worked per Week, and Employment in Defense and 

Non-Defer,se Industries, June 1940 to June 1941 
( Cents per hour) 

Rank 
Defense meat %

Average Hourly Earnings1 Average Hours Worked per Week• Employ-

Industry or Non- Chan~e Changes Changes Changes 
Defense June, 1940 June, 1941 % June, 1940 June, 19-11 % June, 1940- in Hourly in Hours in Em-

Change Change June, 1041' Enrnings per Weck ploymcnt 

D 71.0 83.1 17.0 39.7 42.2 0.3 29.-1 1 12 7Aluminum Manufactures_ - - - -- - - - - - - - - - -
Brass, Bronze, and Copper Products ______ D 75.5 86.2 14.2 39.8 44.7 12.3 49.3 2 5 4 
Blast Furnaces, Steel Works, and Rolling 

D S-1.9 96.4 13.5 37.1 41.0 10.5 26.0 3 8 8Mills_---- _____ - --- - -- - - - - - - - - - - -- - -
Foundry and Machine Shop Products _____ D 72.8 81.9 12.!; 40.4 46.0 13.9 44.2 4 4 0 
Smelting and Refining, Copper, Lead, and 

Zinc ____________ - - - - - - - - - - - - - - - -- -- D 71.3 79.8 11.9 38.7 40.5 4.7 10.7 5 16 10 
Electrical Machinery, Apparatus, and 

D ifl.4 84 5 10.0 40.2 43.9 9.2 53.4 6 9 3Supplies________ - - - - - - - - - - - - - - - - - - - -
ND 49.6 54.3 9.5 32.7 35.7 9.2 6.8 7 10 13\Vomen's Clothing____ - - - -- -- - - - - - -- - -- -

Ship Building ________ --- - - - - - - -- - -- - - -- D 86.9 95.1 9.4 39.2 45.2 15.3 105.8 8 3 2 
ND 54.8 59.7 8.9 38.1 42.4 11.3 17.8 9 7 9Furniture i\lu.nufocture...•. -- -- - -- --- -- -

Anthr.>cite Coal Mining_________________ ND 92.2 100.2 8.7 29.3 34.0 16.0 - 2.0 10 2 20 
D 76.6 s:1.1 8.5 47.9 52.0 8.6 47.1 11 11 5i\lachine Tools ______ - - - - - - - - - - - -- - - - - - -

Boots and Shoes________________________ ND 53.1 57.3 7.9 32.3 38.:l 18.3 11.9 12 1 11 
,\ircruft _ __________________ -- ---- ------ D 74.2 i!l.7 7.4 42.7 45.0 5.4 106.4 13 14 1 
Wholes11le Tracie ____ - - - -- - -- - - - -- -- - - - - ND 73.7 78.4 0.4 41.2 41.4 0.5 3.9. 14 18 

(l 
17 

D 83.0 88.0 G.0 39.9 44.6 11.8 15 
Food nnd Kindred Products _____________ ND li4.l 67.2 4.8 40.1 41.0 2.2 4.1 16 17 16
Explosives ___________ - - - _ - - - - - - - - - - - - - - ----------

ND 54.8 57.2 4.4 42.9 42.8 - 0.2 G.2 17 19 14Hetnil Trade________ . - - - - - - - - - - -- - - - - - -
News'};npers nnd Periodicals:

nnting and Publishing ____________ ND 103.0 106.9 3.2 35.9 35.8 - 0.3 1.0 18 20 18 
ND fi0.5 51.7 2.4 38.1 37.6 - 1.3 0.9 19 21 19Tobacco ~lo..nufnctures .. - - - - - - -- - - - - - - - -

Book nnd Job Printing and Publishing ____ ND 82.0 82.0 0.7 37.9 39.7 4.7 4.6 20 15 15 
Class I Rnilruucls• ______________________ 77.0 77.2 0.3 45.6 48.1 5.5 11.7 21 13 12 

1 Except for Class I Rnilroads, dntn nre those of U. S. Bureau of Labor Statistics; 1 Ezcludee executives, officials and staff assistants. Based on data of lntl'rstnte Com
June, 1940 from "Employment 1md Payrolls" (August. 1940); June, 1941 from release merce Commission; monthly M-300 statements for June, 1940 and June, 19-il. See 
"Hours nnd Earnino-July, 1941" (September 19, 1941). Footnote 1, Table 7. 

•Pt1ta. not avaiiab1e. 
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especially in recent months, has been considerably more rapid for the 
defense than the non-uefense iuuustries. The increases in hourly 
earnings for the non-defense industries taken as a group, however, 
have also been substantial. At least six of _the ten non-defense in
dustries have had increases of over 10% since 1937.1 

In Table 9 are shown the changes in hourly earnings from June 
1940-a date which marks the beginning of the expanded defense 
effort-to .June 1941. In general the defense industries show the 
largest changes in average hourly earnings. These industries taken 
as a whole also experienced the largest increases in average hours 
worked per week and in volume of employment. However, the cor
relation between changes in average hourly earnings, on the one 
hand, and changes in employment and hours worked per week, on 
the other, is far from perfect. Aircraft and shipbuilding, with the 
largest changes in employment, were thirteenth and eighth respec
tively in the size of their changes in hourly earnings. Aluminum 
manufacture, with the largest change in hourly earnings, ranked 
seventh in change of employment, and twelfth in hours worked per 
week. The railroad industry had the lowest change in hourly earn
ings but led eight of the industries in change in employment, and 
eight in change in hours worked per week. 

The figures of the preceding tables in no wise provide an exhaustive 
analysis of factors underlying current changes in basic hourly rates. 
The increases in average hourly earnings have been due not only to 
increases in basic rates, but also to an increasing proportion of hours 
worked at overtime punitive rates. Although the defense industries 
whose labor force has been expanding most rapidly have generally 
given the more spectacular wage increases in recent months, it is 
notable that industries no more influenced by the defense program 
than the railroads have also been impelled to grant substantial in
creases. In contrast to most other industries, basic wages in the rail
road industry have been unchanged since 1937. 

The Board is not unmindful of the faet that wage differentials serve 
an economic function. As shifts in demand take place, it is to be 
expected that they will be reflected in wages-the more so the more 
the workers are specialized to an industry. The high wages now being 
paid in some defense industries are the price that the nation pays to 
lure labor from other employment or from idleness. In part the high 
wages are a premium for the unstable nature of the new employments. 
Railroad labor cannot justifiably measure its deserts with reference to 
the more spectacular wages being paid in some defense industries. 
At the same time railroad labor may rightly urge that it not be left 
behind in the wage movement now under way over practically the 
entire range of industry. Wage differentials have no claim on society 
to be preserved in perpetuity; but when they change sharply in a 

1 In drawing conclusions from these data, it should be observed that the average hourly
earnings figures for January and June 1941 for food products, tobacco manufacturing, women'• 
clothin,, and retail trade are subj~t to a substantial correction for seasonal "Yariations. The 
corrections, however, would not change mnj or conclu&ions. 
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brief period to the disadvantage of a substantial body of wc,rkers, 
the men have a grievance that cannot be slighted. 

Some sketchy data submitted by the carriers on the "quit rate" 
suggest that the railro.ads are not experiencing an unusually high 
degree of voluntary labor turnover. But the statistics lead o:nly to 
negative conclusions. They do not prove that the employees are satis
fied. They indicate at most that the employees are not sufficiently 
dissatisfied to sacrifice their present attachment to job and cc,mmu
nity. This condition may change abruptly. From an operating point 
of view it is wiser to forestall a high "quit rate" than to wait until 
many employees leave before raising wages. 

THE RISE IN THE COST OF LIVING AND THE THREAT OF INFLATION 

One of the reasons urged by the employees to justify their demand 
for increased wages is the rise that has taken place recently in the 
cost of living. This rise, it was argued, is only the beginning· of a 
sharp upward surge in prices. The carriers denied that the cost of 
living has as yet increased substantially, and argued that what in
crease had taken place did not justify a wage adjustment, par
ticularly in view of the 20% decline which occurred from 19'28 to 
1932 before there was any downward wage adjustment. At the same 
time they agreed that a price inflation was in prospect and that the 
apprehensions of the employees concerning possible future increases 
in the cost of living _deserved consideration. They therefore proposed 
a plan for temporary adjustments in wages at quarterly int.?rvals 
from November 1941 to the end of 1942, in accordance with an index 
reflecting changes in the cost of living as well as in the gross revenue 
of the carriers. 

The first question to clarify is the magnitude of the rise in the 
cost of living that has occurred to date. There is no single answer 
to this question. Much depends on the particular date that is selected 
as the comparison base, on the index of the cost of living that is 
used, and on the interpretation that is placed on the index. The 
parties agreed on using the Bureau of Labor Statistics index of the 
cost of living. The employees preferred to measure the rise from 
August 1939, the month preceding the outbreak of war. On thi:; base 
the index of the cost of living in September 1941 stood at 109.7. The 
carriers, on the other hand, preferred June 1937 as the base, on the 
ground that this month reflected the situation prevailing at the time 
the last wage adjustments were made. On this base the index of the 
cost of living in September 1941 is only 105.2. Of course the differ
ence between the two reflects the fact that .the cost of liviniI was 
higher in June 1937 than in August 1939. Examination of the cost of 
living index over the entire period since the spring of 1936 discloses 
that the cost of living was practically at its lowest in August 1939, 
and almost at its highest-barring of course recent months-in June 
1937. These facts were duly noted by the Board as well as the reasons 
assigned by the parties. 
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The Board recognizes that in times such as the present an index of 
the cost of living requires especially careful interpretation. (1) In 
a period of rising prices, some prices may remain unchanged or 
change only slightly while the producer adjusts the size of his 
package or lowers the quality of his product. Such· changes are 
price rises in their practioal effects, although they are not reflected 
in index numbers. (2) Index numbers average out the price move
ments in different parts of the country. If the changes in the cost of 
living in individual cities were measured from the particular month 
or quarter in which they reached their minima in 1939, instead of 
from the same date in all cities, the rise in the cost of living would 
appear larger than is shown by the published index numbers. (3) It 
must also be observed that the rise in the cost of Jiving that has 
taken place in recent months is due largely to the rise in prices of 
food-stuffs. From August 1939 to September 1941, the cost of living 
index advanced 9.7 percent, but the food component of the index rose 
18.3 percent. It is common knowledge that expenditures on food-stuffs 
tend to decline, relatively to total expenditures, as income increases. 
It follows that if au index of the cost of living were available for 
employees of different income levels, instead of for the wage earning 
class in general, we should find that the cost of living has risen more 
for the low income class than for wage earners in general. The Board 
concludes, therefore, that the rise in the cost of living in recent 
months is probably understated by published index numbers and that 
the degree of understatement is largest for employees in the lowest 
wage brackets. 

Although the rise in the cost of living since the outbreak of the 
war is not yet very large, there is widespread apprehension that it may 
be considerably extended in the year ahead. Between August 1939 
and September 1041 wholesale prices rose 22.4 percent on the average, 
considerably more than retail prices or the cost of living. Food prices 
during this period rose 33 percent at wholesale, 18 percent at retail; 
the prices of clothing rose 18 percent at wholesale and 11 percent at 
retail; the prices of house furnishings, 14 percent at wholesale and 
11 percent at retail. Past experience teaches that wholesale prices 
fluctuate over a wider range than retail prices; but experience also 
teaches that retail prices lag behind wholesale prices, so that the 
steady climb of wholesale prices in recent months gives a foretaste 
of what is yet to happen to the cost of living. The vigor of price 
movements now under way is most strikingly disclosed by the index 
of wholesale prices of twenty-eight basic commodities currently pre
pared by the Bureau of Labor Statistics. This index jumped from 100 
in August 1939 to 117.5 in December 1940. A few months later, in 
September 1941, it reached the staggering figure of 155.6. 

To appreciate the full significance of these price movements it is 
necessary to go back a few years. The sharp break in general business 
in the fall of 1937 came to a halt in May 1938. Between that elate 
and August 1941, the Federal Reserve Board index of industrial 
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production advanced 98 percent; the floor space covered by construc
tion contracts increased 269 percent; car loadings, 67 percent. 'l'hese 
tremendous gains in physical output have been accompanied by rapid 
expansion in _the volume of employment; thus factory employment 
increased 52 percent and the average number of hours per week per 
wage earner increased 17 percent. In the early stages of the recovery 
it was possible to increase output without boosting prices. As the 
expansion continued, every fresh increase in demand bas met inc:rnas
ingly stiff resistance on the side of supply and prices have risen. In 
recent months the rate of increase in production has tapered off while 
prices have been moving forward at au alarming pace. Between March 
and September, 1941, the Federal Reserve index of industrial produc
tion advanced at an average rate of 1.5 percent per month, while 
wholesale prices rose at a rate of 2.1 percent per month. 

These trends are sure to be intensified unless the Federal Go,ern
ment promptly takes vigorous steps to check the inflationary spiral 
already under way. The flow of national income is now at a rate of 
about 90 billion dollars per year, and approximately 73 perceo.t of 
this swelling total is being paid out in wages, salaries, pensions, and 
relief-a greater proportion than is recorded for any previous year. 
Defense expenditures are running at a rate exceeding 1.3 billion dol
lars per month, and the pace is being stepped up steadily. 'rhe huge 
incomes disbursed by both defense and civilian industries magnify 
the demand for civilian goods. But the output of civilian goods is 
not likely to expand significantly, if it expands at all, in the months 
ahead. This ccmclition alone sets the stage for a dangerous inflation, 
and the process is being activated by wage adjustments to rising 
living costs and price adjustments to rising wages-the familiar vieious 
circle. 

The hard problem facing this Board is how to square justice to 
the railroad employees with the national interest. Insofar as the na
tional interest requires a healthy, efficient, and justly treated labor 
force operating the railroads in these trying times, there is no con
flict. But insofar as the national interest requires that inflation be 
checked, only a vigorous policy by the Federal Government can save 
this Board from the charge that it has meted out justice to a de
serving body of wage earners by blinking the nation's best interests. 
No group has more to lose from inflation than the nation's wage 
earners. To save the nation from the blight and chaos of inflation 
it will probably be necessary to impose drastic new taxes on the 
public as a whole, immobilize a part of the expanding purchasing 
power by some organized scheme of saving, and most important of 
all, adopt a comprehensive plan in regard to wages, profits, and the 
prices of both agricultural and industrial commodities. 

SPREAD OF WA.GES IN THE RAILROAD INDUSTRY 

This Board is confronted with different wage demands by the Four
teen Cooperating Organizations representing the non-operating em-
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ployees, and by the Five Brotherhoods representing the train and 
engine men. In addition, the non-operating employees have requested 
special treatment of their lowest paid members. Knowledge of the lead
ing facts about the wages of operating and non-operating employees is 
a prerequisite to a wage adjustment that aims, above everything else, 
to be equitable to the million and more employees of the railroad 
industry. 

Table I in Appendix D gives the average hourly earnings during 
the months from January to May 1941 of the 101 occupational 
classes listed by the carriers as being involved in this dispute. Of these 
occupations, 79 belong to the non-operating group and 22 to the 
operating group. A casual glance at the table will suffice to reveal 
how much hourly earnings vary within the railroad industry. In the 
non-operating group the range runs from 38 cents per hour for mes
sengers and office boys to $1.21 per hour for claim agents and in
vestigators. In the operating group engineers and motormen head 
the list with $1.97, and switch tenders and outside hostlers' helpers 
trail with 71 cents. Clearly, the hourly earnings of the operating 
men lap over a considerable part of the range of earnings of the non
operating men. Nevertheless, there is a significant difference in the 
level of hourly earnings of the two groups: the average is 66 cents 
for the non-operating employees and $1.10 for the train and engine 
service.• 

Table II in Appendix D demonstrates that annual earnings of the 
operating men likewise run.higher than those of the non-operating men. 
This table supplies also valuable information on the stability of em
ployment of major classes of railroad workers. Engineers and con
ductors take first rank in the amount of earnings and sec011d rank 
in stability of employment. Among the non-operating groups four 
have comparatively high earnings and stable employment-gang fore
men, station agents and telegraphers, skilled workers on maintenance 
of equipment, and clerical workers. At the bottom of the list are 
found extra gang men, other maintenance of way laborers, and station 
and platform laborers. The direct correlation between approximately 
full-time average earnings of an occupation (an average for employees 
with some service in all twelve months) and the degree of stability 
of employment in the occupation is a fact of outstanding social im
portance. Low hourly rates and unstable employment seem to shadow 
one another. 

These facts on hourly and annual earnings provide some guidance 
to the Board in making its recommendations for wage adjustments. 
The problem of unstable employment and low incomes cannot be 
solved by adjusting wage rates per hour or day. However, the prob
lem of low incomes can be met in part by adjusting rates. In the 
judgment of this Board it is desirable, therefore, to give the greater 
advances to low-paid employees. Their needs are greater at all times; 
and especially so today when, as we have seen in the preceding sec-

• Carrien' E:.hlblt 84. 
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tion, the cost of living is rising faster for this group than for any other. 
The Board is limited in the extent to which it can apply thiE prin

ciple. But there are three devices that will conduce to the general 
end in view. The first device is to recommend a flat addition to the 
hourly rates of non-operating employees. A flat increase expressed 
in cents per hour means a higher percentage increase to low-paid 
occupations than to more highly paid ones. The second device is to 
use a flat amount that yields on the average a higher percentage for 
non-operating· than for operating employees, the reason being that 
the former as a group are not so well off as the latter. The third 
device centers around minimum wages and requires more extended 
discussion. 

AN INCREASED MINIMUM WAGE 

Society takes, and properly takes, a different attitude towa:rd the 
wages of the lowest income groups than toward wages in general. 
By the Fair Labor Standards Act and in other ways, it has decided 
that the wages especially of those whose incomes do not pe:~mit a 
proper American standard of living must not be determined by the 
blind forces of competition. Ability and willingness of an indu:,try to 
pay should not be the determining consideration. The state intervenes 
to say what is necessary to protect the welfare of its least favorably 
situated citizens. 

In setting a minimum or any other rate in conformity with the 
scale of wages paid elsewhere, the Board rejects the contention of 
the carriers that "any minimum to be fixed for an industry which 
covers the whole country must be fixed ... with respect to the 
lowest wages prevailing in the various geographic areas served by 
the industry."• The Board feels that under collective bargain:.ng on 
an industry-wide basis, the scale should not be fixed by either the 
highest or the lowest rates prevailing in any locality served by that 
industry. It must be recognized that one of the disadvantages, from 
the employees' point of view, in industry-wide bargaining is tl:.e fact 
that rates in the industry cannot equal those prevailing in certain 
localities where, for special reasons, extra high rates may he paid. 
Likewise industry-wide bargaining must result in certain disadvan
tages to the employers in that they cannot set their standards by those 
prevailing in the lowest-paid localities. The industry-wide standards 
must strive to reach some balance between these extremes. 

The Board rejects the contention of the carriers that it :,hould 
not consider the minimum wage question because of the passage of 
the Fair Labor Standards Act. There is nothing in the Act which 
prevents the setting by collective bargaining of minimum rates higher 
than those prescribed by the Act. The carriers do not deny tl:.at the 
unions have made a demand for the establishment of a higher mini
mum. Since this question is obviously in dispute, the Board may 
investigate it. 

• Brief in behalf of the Railroads, p. 449. 
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The Board has already pointed out that the recent changes in the 
cost of living are larger for the low income groups than for the high 
income groups because the former have less "margin" between income 
and expenditure and because the increase in the cost of food, which 
has been greater than the increase in the total cost of living, affects 
a larger proportion of the budget of the low income groups. 

This Board believes that, as technological improvements continue 
and productivity grows, society should continue to see that the low
est income groups advance absolutely and relatively. However, this 
Board believes that in executing such a policy the increases should 
not be taken in one or two large jumps lest wide mechanization re
sult and large numbers of workers be suddenly displaced. Such 
mechanization will and should come as a means of sustaining higher 
production and higher incomes. But the speed in advancing the 
minimum should represent a balance between what is ultimately 
desirable and what will afford society a fair chance to absorb the 
displaced employees. 

This Board, therefore, believes that, the first modest step having 
been taken by the Vvage and Hour Administrator by raising the basic 
minimum wage in the railroad industry to thirty-six cents per hour on 
March 1, 1941, another advance is now due. 

CONCLUSIONS FROM THE PRECEDING APPRAISAL OF RAILROAD \VAGES 

The following conclusions may be drawn from the preceding analysis 
of railway wages and railway labor: 

1. In the men and women who run and maintain American railroads 
the public possesses an invaluable resource. These employees 
exemplify the best of American standards in skill, effort, and 
responsibility. 

2. The last two decades have witnessed an amazing improvement in 
the operating efficiency of American railroads. That efficiency 
has made it possible to meet the needs of the present defense 
emergency much more successfully than that of 1917. In this 
improvement the general advance of technology and the resource
fulness of management have played determining parts. The 
investor has contributed essential capital. But without the skill 
and cooperation of railroad labor the result could not have been 
achieved. 

3. There is no convincing proof that the hazards of railway employ
ment are increasing; such general tendency as exists seems to 
point the other way. Nor was definite evidence submitted that the 
increased mechanization and speed of railroads have added gen
erally to the strain of railroad employment, although they un
doubtedly have done so in certain cases. 

4. Work on the railroads is to a considerable extent seasonal in 
character. The seasonality is concentrated in a few occupations, 
chiefly in work on maintenance of way. Every year a large body 
of workers are hired for brief periods and then leave the industry. 
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5. During the Great Depression, nearly half of the railroad wc•rkers 
were laid off. Many lost job, skill and security. This experience 
of railroad labor was not unlike that of industrial labor gen
erally. However, while the wages of manufacturing labor began 
to decline in 1929 and 1930, the wages of railroad labor were 
maintained until 1932. At that time railroad employees t,)ok a 
10 percent temporary deduction, in contrast to much larg,~r re
ductions in industry generally. 

6. Since 1933, however, labor in manufacturing and other major 
industries has slowly gained on railroad labor in spite of the 
gains which the latter made through the restoration by Ul35 of 
the 10 percent deduction in 1932, and the increase in basic rates 
of 7 to 8 percent in 1937. Since the development of the extensive 
defense program the advantageous position railroad labor has 
enjoyed is rapidly being lost. Hourly earnings in manufacturing 
and in most other industries are increasing at a rapid rate, while 
railroad hourly earnings have been practically constant since 1937. 
The increase is especially marked in defense industries, but in 
at least six of ten major non-defense industries there have been 
increases of at least 10 percent since 1937. Since the relatively 
high position of railroad labor in the national wage structure 
has deteriorated abruptly in recent months, railroad labo:r has 
a right to ask society to correct this situation. It should he re
membered that the standard work week of non-operating railroad 
labor is longer than that of manufacturing labor. 

7. Due to the twenty-five percent decline in the cost of living from 
1929 to 1933, the dollars received by railroad employees fortunate 
enough to remain on the payroll increased greatly in purchasing 
power. Since then the cost of living has moved irregu:tarly, 
standing 17 percent higher in September 1941 than in 1933. 
Much of this increase has occurred in the last few months. The 
index for September 1941 is 109.7 with August 1939 as the base, 
or 105.2 with June 1937 as base. 

8. These index numbers understate the recent increase in the· cost 
of living, especially for the low-income groups. Moreover, recent 
movements in wholesale prices foreshadow a further increase in 
living costs. These changes combined with the recent deteriora
tion of railroad labor's position in the wage structure indicate 
a need for a wage adjustment. 

9. The menace of an extreme price inflation confronts the country. 
Although it is important not to increase this danger, it would be 
discriminatory to refuse railroad workers a wage adjustment to 
which they are entitled, especially in the absence of a coordinated 
national policy designed to restrain the movements of prices, 
wages, and profits. 

10. In view of the 'many uncertainties in the national outlook, the 
increase in railroad wages should be a temporary addition to pay, 
not an increase in basic wage rates, except for the minimum wage 
later recommended. 
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11. 'rhe "Emergency Compensation Plan" proposed by the caxriers, 
although it has many excellent features, is not recommended 
by this Board-and for the following reasons : 
a. Labor fears that such a plan would tend to place a ceiling on 

"real" wages. 
b. Labor's policy has been to win increases in periods of pros

perity and to hold them during periods of depression. Labor 
believes that whether the wage scale should be maintained or 
not in a depression is a question to be negotiated in each in
stance. The Board agrees that processes of collective bar
gaining and the procedures under the Railway Labor Act are 
superior to the automatic process suggested in these hearings. 

c. Under the "Emergency Compensation Plan," adjustments 
would lag considerably after events. 

d. The plan would not be easily understood by the rank and 
file of workers. 

12. The problem of unstable employment and low incomes cannot 
be solved by adjusting wage rates per hour or day. However, the 
problem of low incomes can be met in part by adjusting rates; 
and in the judgment of this Board it is therefore desirable to 
give the greatest advances to low-paid employees. Their needs are 
greater at all times; especially so today when the cost of living 
is rising faster for this group than for any other. 

13. The facts indicate that an increase in the basic minimum wage 
is in order throughout the industry. 

RECOMMENDATIONS: 

In the light of these conclusions concerning railroad labor and 
railroad wages, and the analysis of the railroads' ability to pay which 
follows this section of the Report, this Board recommends : 

1. That in view of the uncertainties confronting the economy of this 
country for the duration of the existing emergency, all increases 
in wages constitute a temporary addition to pay, not a change in 
basic wage rates ;• 

2. That these temporary additions shall be effective as of Septem
ber 1, 1941, and shall terminate automatically on December 31, 
1942, unless the parties extend the arrangement by agreement; 

3. That the employees represented by the Five Operating Brother
hoods receive an addition of seven and one-half per cent over 
their present wages rates; 

4. That the employees represented by the Fourteen Cooperating 
Railroad Labor Organizations receive an addition of nine cents 
per hour over their present rates;•• 

5. 'l'hat a permanent basic minimum wage of forty-five cents an hour 
be established in all Class I railroads throughout the railroad in
dustry. This involves no monetary addition to the above recom
mended temporary increases since those increases, if adopted, 
would bring the compensation of all railroad labor to at least 
forty-five cents per hour. 

• Except for the minimum wage (See Recommendation S) . 
.. This would be equivalent on the average to an increase of thirteen and one-half per cent. 
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VIII. ABILITY OF THE RAILROADS TO PAY 

We have already noted that in their presentation of testimony 
and exhibits as well as in their arguments, both parties to this dispute 
have divided the problem into two distinct issues: (a) The question 
whether the present rates of wages are inadequate and if so to what 
extent; and (b) the question whether the railroads can afford t,J in
crease these wages and if so to what extent. The employees con
tend not only that wages are inadequate but also that the carriers 
can well afford to make good the deficiency. .And the carriers con
tend not only that wages are adequate but also that they cannot afford 
to grant any substantial increase. • 

In a later part of this section, we shall comment on the bearing 
of the issue of "ability to pay" on the recommendations of our report. 
Meanwhile we discuss on its merits the differences of opinion between 
the two parties as to the adequacy of railroad revenues, present and 
prospective. 
Meaning of "adequate": Before considering directly the question 
whether railroad revenues are adequate to support any sugg,~sted 
increase in wage rates, we must first ask what we mean by "adequate" 
in this connection. Obviously, "adequate" revenues mean revenues 
sufficient to serve some purpose or purposes deemed desirable. Those 
purposes that were given particular mention in this case are three
fold: first, the purpose of giving to investors in railroad securities 
the compensation (in the form of interest and dividends) to which 
they are fairly entitled in view of their contributions of capital to 
an essential public service; secondly, the purpose of maintaining 
earnings, after the payment of wages an<l taxes, sufficient to enable 
the railroads to finance the replacements, improvements, and additions 
necessary to provide good public service; thirdly, the purpose o:i: en
abling the railroads to preserve such a share in the total traffic that the 
railroad employees themselves, most of whom could not readily adapt 
themselves to other occupations, will continue to enjoy a livelihood 
in the great industry to which they have dedicated their lives. 

In any attempt to draw a fine line of distinction between adequate 
and inadequate railroad revenues, each of these three major stand
ards of "adequacy" might require separate consideration. No :mch 
nice distinction, however, is required for present purposes. On the 
contrary, the suggestion of carriers' witness, Barriger, that rail:road 
earnings which are adequate to preserve the railroad mechanism in 
good health as a medium of transport may also be taken as earnings 
adequate to keep faith with existing investors and to preserve rail
road employment as a long-run livelihood, can fairly be accepted for 
the purposes of this broad sketch of railroad earning power as a 
factor in the present dispute. 

In the light of what has just been said, the question whether the 
railroads can "afford" to pay any specified increase in wage rates 
can be given a more definite meaning. We are faced with the quei;tion 
whether such an increase, if granted, will so impair the net-earning 
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power and the financial credit of the railroads as to threaten their 
ability to function effectively as the country's major transportation 
agency, both during the present period of national emergency and 
afterwards. 

The necessity of spending the limited available time subsequent to 
tlie close of the liearings in studying a voluminous record and in delib
erating upon our recommendations has prevented us from presenting 
in this report, a systematic analysis of the evidence relating to "ability 
to pay." Faced with the choice between devoting our utmost thought 
and energies to an attempt to reach intelligent recommendations and 
of devoting a large share of it to literary exposition, we have chosen 
the former expedient as the more urgent need. 

In this section of the report, therefore, we must be content to do 
little more than to state our own "findings" or conclusions, with only 
the briefest reference to supporting evidence. However, in our finan
cial appendix (Appendix E) we have not only brought together 
some of the more pertinent statistical data but have also presented 
memoranda on some of the more controversial aspects of the problem. 
Fortunately, moreover, the financial status of the railroads is a mat
ter of more general knowledge and of more statistical information 
than is that of any other single industry. 

THE RECENT AND CURRENT FINANCIAL STATUS OF THE RAILROADS 

To those familiar with the railroad industry, Table I of Appendix E 
will tell a more revealing story of the recent financial history of the 
railroads, when viewed together as a single group, than would any 
short literary exposition : while Tables 11 and III of the same Appendix 
give some indication of the wide diversity of earning power within 
the industry itself. 

During the 1920's, railroads as a whole were fairly prosperous 
and enjoyed good credit which enabled them, from 1923 to 1930, to 
make gross additions and imprnvements to road and structures of more 
than 3½ billion dollars and to equipment of more than 3 billions. Dur
ing the 1930's, on the other hand, the railroads, like most other indus
tries, suffered the devastating effects of the most severe and prolonged 
business depression in the country's history. For Class I railroads, 
the rate of return on unclepreciated book value, which had averaged 
better than 4 percent during the 20's, declined to an average of 
2 percent during the following decade. In consequence, by 1940, about 
1/a of these railroads in point of mileage, were in receivership or bank
ruptcy trusteeship, where most of them remain. 

\Vhat is peculiar, however, to the railroads as distinct from most 
other industries is that, during this prolonged period of depression, 
there developed clear indications of a downward, non-cyclical, trend 
in traffic, clue to the increasingly severe competition of other forms 
of transport. This trend is indicated by the extreme righthand 
column of Table I, Appendix E, which shows the railroads in 1939 
as enjoying only_ 77.7% of the share of total "potential" traffic 
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that they enjoyed in 1928. The menace of this situation, however, 
was even greater than would be indicated by the percentage figure 
just stated; for the new competition, in addition to taking traffic from 
the railroads, compelled them to make considerable reductions in 
freight and passenger rates in order to retain such a share as they 
did, in fact, retain. 

Despite this gloomy outlook toward the end of the 1930's, the rail
roads have recently enjoyed a truly remarkable increase not (Inly 
in gross revenues but also in earnings available for interest and 
dividends and (by virtue of the factor of "leverage") an even more 
striking increase in net income after fixed charges. A part of this 
financial improvement might well have occurred as a consequence 
of a "normal" recovery of the country to a stage of relative prosperity. 
Much the larger part, however, is almost certainly due to the effects 
of the national defense program. 

The prospects for the calendar year 1941, estimated for the last four 
months of this still unexpired year, indicate a. financial condition for 
the Class I roads in total that could fairly be called prosperous could it 
be expected to remain typical throughout the indefinite future. (See the 
memorandum on estimates for 1941, Appendix E.) To be sure, even 
for this current year, Class I railroads will probably have earned a 
return (after payment of operating expenses, rentals and taxes) of 
only about 4 percent on the undepreciated book value of their trans
portation property plus working capital. But the Interstate Com
merce Commission has repeatedly refused to accept undepreciated 
book value as an appropriate base rate. Taking the Commissic,n's 
latest official valuation of Class I Railroads as a whole and bringing 
it down to date by additions and subtractions for subsequent changes 
in book value, the railroads may be expected to earn a return of about 
5.3 percent on the so-called "fair value" of their properties. Quite re
cently, however, the Bureau of Valuation of the Interstate Commerce 
Commission has proposed a lower rate base-lower, we surmise, beca.use 
of a larger deduction for depreciation than has been made heretofore. 
If this new proposed base rate should be accepted by the Commission 
as applicable to earnings for the year 1941, it would reveal a rate of 
return of about 5.7 percent (see Table V, Appendix E). 

Looking at Class I railroad earnings from the standpoint of cover.9.ge 
of fixed charges rather than from the standpoint of an overall return, 
the 1941 estimate indicates that the accrued charges will be earned 
1.9 times. However, as employees' witness, Bacus, pointed out, a con
siderable portion of this accrued interest is not being paid cun-entl.v 
since it represents liabilities of railroads in default (Table I, Appen
dix E). 

So far we have spoken of Class I railroads as a whole, ignoring 
the fact, emphasized by the carriers, that their earnings cannot be 
pooled and that important Class I roads earn substantially less than 
the average when measured either by reference to a rate base or 10 a 
coverage of fixed charges. Tables II and III of App.endix E give sonw 

https://cover.9.ge
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indication of this diversity of financial status among individual roads, 
although they use the lower revenue figures for 1940 in the absence of 
data permitting a similar showing for 1941. Some large carriers, such 
as those serving the Southern \Vest Virginia coal fields, and the Penn
sylvania Railroad, are well above the average in prosperity. But their 
unusual earning power, while it may well have a favorable indirect 
effect on railroad credit in general, cannot be used directly to make good 
deficient earnings of other railroads. 

Even viewing the Class I Railroads by large groups rather than by 
individual roads, the discrepancies in relative earning power are 
substantial and give rise to serious problems of finance and of rate 
regulation. If, for example, we use a familiar three-fold division into 
geographic groups, we find a ra.te of return on undepreciated book 
values for the calendar year 1940, of 3.06 percent for the Eastern roads 
(including the Pocahontas), of 2.57 for the Southern roads and of 
2.06 for the \Vestern roads. Even wider discrepancies among these 
three major groups of carriers would be revealed by comparisons as 
to their coverage of fixed charges. 

PROSPECTIVE EARNING POWER OF THE RAILROADS AFTER 1941 

Needless to say, the degree of prosperity of the railroads as a whole, 
or of any railroad in particular, cannot be judged solely or even 
mainly by reference to the income statement of a single year. What, 
then, is the future outlook of the railroads in view of their recent 
remarkable recovery of traffic and of revenues Y The recent and cur
rent market quotations, not only of railroad stocks but also of railroad 
bonds, indicate that the general attitude of investors is still pessi
mistic. (Carriers' Ex: 56 shows an average price quotation for all 
domestic railroad bonds listed on the N. Y. Stock Exchange of about 
61½ for the first nine months of 1941.) What the future holds in 
store for the railroads is a highly controversial question, on which 
the employees presented the bright side while carriers presented the 
dark one. (See App. E, memorandum on future prospects.) 

On the basis of the exhibits and testimony presented at these hear
ings, and on the assumption of no change in freight and passenger 
rates, we are of the opinion that gross revenues are likely to increase 
materially, though not spectacula.rly, during the next year or two of 
the national defense program. The extent, however, to which such an 
increase in gross revenues could be expected (in the absence of wage 
increases) to improve net railroad operating income, as well as net 
income after fixed charges, is uncertain. 

To be sure, within recent years the railroads have succeeded in reduc
ing their operating ratio by making remarkable progress in the tech
nique and efficiency of their operation-progress made possible by the 
introduction of costly, modern equipment, and other improvements. 
Relying on this recent reduction in operating ratio, employee witnesses 
anticipate still further economies and therefore anticipate that a very 
large share of any further increases in gross revenues will be re-
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tained as net income. While this hopeful expectation may possib{;y be 
realized, we are convinced that it cannot safely be relied upon. The 
very economic forces that have led to the present demand for in
creased railroad wages will probably increase the prices that the rail
roads must pay for materials, supplies, and equipment. State and 
local taxes are also likely to become an increasing burden on the, car
riers. Moreover, as national defense business increases and creates 
traffic jams, tendencies toward an increase in operating costs may 
reveal themselves, as they did to a dramatic (and probably much more 
critical) extent during the First World War. 

In view of these probabilities, it would be dangerous to basH our 
recommendations in this case on the assumption that the year:; im
mediately following 1941 will result in any great improvement in 
net railway operating income, irrespective of any increase in wage 
rates on the one hand or of freight and passenger rates on the ,Jther 
hand. 

As to what may be in store for the railroads when the period of 
national emergency ends, or at least when the generally anticipated 
period of business depression following this emergency begins, the 
record is full of highly interesting surmises based partly on the re
cent history of transportation, and partly on the anticipated e:ffects 
of the national defense program. The employees point to the elight 
improvement in the railroads' share of "potential" traffic whic:b. oc
curred even in 1939 as indicating that an equilibrium has at last 
been reached between the railroads on the one hand and the com
peting agencies of transportation on the other hand. The carriers 
point with anxiety to the current program, realized and pros
pective, for the development of airplanes, roads and trucks, and in
ternal waterways, as indicating the probability that, when the "arti
ficial" aiid temporary period of national emergency is over, the rail
roads will face competition of a more intensive and serious nature 
than ever before. This competition the carriers hope to be able to 
meet successfully. Their success, they believe, depends on the at
tainment of a financial position which will permit them to engage 
in an extensive program of modernization and to reduce railroad 
rates to a point where traffic will not be pulled unduly to other modes 
of transportation. From the standpoint of the case now before us, 
the chief significance of these forecasts as to the post-emergency period 
lies in the plea of the railroads against the establishment of higher 
"basic" wag«::· rates-rates which can be reduced, if at all, only under 
the greatest pressure and after a menacing time lag. A permanent 
or indefinitely prolonged increase in wage rates, so the carriers con
tend, might be fatal to the railroad industry and hence might bring 
about a catastrophic drop in the employment of railroad labor. 

The Board has listened with keen attention and with deep concern 
to these conflicting forecasts as to the long-run future of the rail
roads. It is hardly necessary to add that the members of the Board 
have no such insight into the future as would enable them to pass 
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upon the merits of these conflicting views. The most competent and 
most nearly unbiased experts in the field of transportation economics 
not only differ in their prophecies, but also generally agree that what
ever prophecies they make are likely to turn out wrong. 

POSSIBILITY OF AN INCREASE IN RAILROAD RATES AND FARES AS A MEANS 
OF ENADLING THE RAILROADS TO :MEET THE COST OF INCREASED 

WAGES DURING THE EMERGENCY PERIOD 

.l!,or reasons summarized in the two preceding topics of this section of 
our report, we are unable affinnatively to find, on the basis of the rec
ord, that the Class I railroads are now enjoying, or presently will suc
ceed in enjoying, revenues in excess of those needed to permit them 
to render the service which the country is now calling upon them to 
render. Whether or to what extent the railroads can fairly be called 
upon to absorb a portion of the wage increase which we recommend 
is a question on which we express no opinion. The duty of answer
ing this question, iJ' raised by the carriers through a request for per
mission to increase their rates, has been assigned by the Congress to 
the Interstate Commerce Commission-a Commission of recognized, 
outstanding ability, and one which has command of data that this Board 
could not possibly hope to secure. 

In justice, however, not only to the parties but to the public at 
large, we feel obliged to say that our recommended increases in rail
road wages have been made on the assumption that the railroads can 
secure needed relief from resulting inadequate net revenues by obtain
ing permission to increase their transportation rates. Indeed, our rec
ommendations are made on the assumption, though not on the affirma
tive finding, that a large portion of the increased wage bill involved in 
our recommendations will be made good to the carriers through in
creased rates. 

Our recommended wage increases (including those of the Express 
employees), together with our recommended six-clay vacation, are 
estimated by us to involve an increased cost• of about $270,000,000 
per year if applied to a payroll like that of 1941. If this burden on 
the railroads should be shifted entirely to shippers and passengers, 
in the form of a rate and fare in(;rease, such an increase would average 
about 5 percent. 'rhis percentage estimate, however, takes no account 
of the likelihood that uniform, horizontal increases in rates and fares 
might be unwise or impracticable; nor does it take into account the 
possibility that, even during the emergency period, increases in rates 
and fares might lose for the railroads some traffic that they would 
otherwise carry (.App. E, staff memorandum on methods of increasing 
income). 

In view of our belief that a considerable share, at least, of the cost 
of our proposed wage increases will necessarily be borne by the gen
eral public in the form of higher transportation rates ( unless the 
alternative of governmental subsidy should be chosen as the lesser 
evil), it follows that, in our opinion, the much larger wage increases 

• Sec. App. E, Memorandum On Cost of Compliance. 



54 REPORT OF EMERGENCY BOARD 

requested by the employees would involve not only a much heavier 
but a much more widely distributed draft on the shares of other par
ticipants in the national income. If the entire cost of meeting the 
employees' proposed wage scales were to be met by horizontally in
creased rates and fares, such an increase would be on the order of 17 
percent on the basis of 1941 data. 

SUMMARY OF CONCLUSIONS ON TIIE R,\JLROADS' ABIL11'\" TO p AY 

INCREASED WAGES 

Our conclusions as to the merits of the disputed issue of the rail
roads' ability to pay increased wages, without a menacing ac1'lerse 
effect on their ability to give good public service, may now be sum
marized briefly : 

First, the financial and operating prospects of the railroads dur
ing the remainder of the pending period of "national emergency," 
as disclosed by the record in this case, do not justify a confident 
expectation that the Class I roads can properly be caJled upon to 
a.bsorb more than a part of the added costs involved in the wage 
increases and in the paid-vacation plan which we recommend else
where in this report. 

Secondly, in making these recommendations despite the conclusions 
just noted, on the ground that the employees have sustained the 
burden of proving that present wage rates are inadequate, we assume 
that a considerable share of the resulting financial burden upon the 
railroads can and should be shifted to the general public by appro
priate increases in transportation rates, unless by some form of gov
ernmental aid or subsidy should be chosen as an alternative remedy. 
An expression of opinion as to the type of relief that may be reCJuired 
in the light of public policy and of national defense economy is beyond 
the purview of our assignment. 

Thirdly, the outlook for the railroad industry after the eud of 
the present period of national emergency, and in view of the pos
sibly serious menace of revived competition with other forms of trans
port, is so largely unpredictable that any action taken by us should 
leave room for the utmost flexibility in the long-run adjustments of 
railroad wages. For this reason, and in view of the history of railroad 
wage adjustments indicating the lengthy delays in either upward or 
downward adjustments of basic railroad wages designed to meet new 
conditions, we do not feel warranted in recommending any present 
changes in "basic" wage rates, other than an increase in the minimum 
wage on Class I railroads to 45 cents and on other railroads to 40 
cents per hour. 

Finally, we refer to Appendix E for a discussion of certain as
pects of the issue of "ability to pay" that received notice in the 
record but that could not be treated here without unduly prolonging 
this section of our report. 

MATERIALITY OF THE EVIDENCE ON THE RAILROADS' "ABILITY TO J>AY" 

Having summarized our conclusions as to the adequacy of current 
and prospective railroad earnings, we must now return to the prior 
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question: \Yhat, if any, weight should be given to proof or disproof 
of such adequacy in the pending wage dispute? 

On· this issue we are left in some doubt as to the contentions of 
counsel and witnesses for the opposing parties. Some of the answers 
given by representatives of both sides to questions from the Board, 
if taken literally, suggest the queer paradox that neither side regarded 
the testimony on "ability to pay" as relevant but that each side 
nevertheless introduced such testimony in order to rebut the other! 

Thus, the employees insisted that, even if the carriers could prove 
"inadequate" earning power, such proof would not constitute a valid 
defense against the obligation to pay fair wages. In support of this 
position, which they stressed particularly with respect to individual, 
financially-weak railroads, they noted that such railroads cannot take 
advantage of their weakness in order to secure price reductions from 
material and supply houses or from coal companies, nor can they 
secure specially favored terms from the Pullman Company. In all 
such cases, the weak railroads, like the strong, must pay the "going 
market prices." Similarly, a weak railroad, or even a financially weak 
railroad industry-so it is argued-cannot fairly ask its employees 
to accept less than the going rates of wages paid to comparable workers 
in other industries. 

Conversely, the carriers, in objecting to the proposed Fage in
creases, have not offered their testimony on "inability to pay" as self
sufficient, or even as evidence which should lead the Board to rec
ommend wage scales that are admitteclly "inadequate." On the con
trary, the carriers have insisted that present wages are quite adequate 
when· judged either by standards of decent minimum living or by 
comparison with wages and wage trends in other industries. Indeed, 
in answer to a question from the Board, one of counsel for the 
carriers conceded that, with some qualifications, adequacy of wages 
probably deserves priority over adequacy of return to investors 
(Transcript of the Record, Vol. 32, p. 6600). 

We refer to these contentions of the parties, not with any intention 
of holding either side to its supposed formal pleadings, but merely 
in order to indicate the nature of the problem faced by the Board. 

Without discussing this issue from the standpoint of the general 
principles of wage determination, we feel called upon, in fairness 
not only to the parties but also to the public, to comment upon the 
influence which the "ability to pay" issue has had upon our recom
mendations in this case. 

First, as is so often the experience of people seeking to reach intel
ligent conclusions, the Board has found it possible to reach an agree
ment upon recommendations, acceptable to all of its members, without 
attempting to attach a definite, mathematical, weight to each of the 
various material factors brought to its attention. This statement applies 
to the factor of "ability to pay" no less than to the many other pertinent 
considerations. 

Seconclly, with respect to the Short Lines (as distinct from the 
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Class I railroads), the failure of the employees to introduce evidence 
on ability to pay, in the face of the evidence of the American Short 
Line Railroad Association, tending to show that the obligation on 
their part to meet the wage rates of standard railroads would make 
the financial situation of many of them truly desperate, and cfospite 
the readiness of the employees to meet the "ability to pay" argument, 
"head on," with respect to Class I roads, was one of the contr,)lling 
factors leading to our refusal to include these Short Lines in our 
recommendations, save only for our proposed increase of the minimum 
wage rate for them to 40c per hour. 

Thirdly, insofar as "ability to pay" means the ability of indiYidual 
railroads to pay increased wages without being forced into bank
ruptcy, we have declined to make recommendations designed to fore
stall this danger by any system of differential wages favoring finan
cially weak Class I roads. This decision is believed to be in accord 
with the prevailing precedents of previous wage-case adjustment:; save 
for those extreme cases, like that of the Rutland Railroad, where 
financial weaknesses go to the point of threatened abandonment or, at 
least, of serious impairment of service. 

Fourthly, insofar as "ability to pay" refers to the adequa,:iy of 
railroad revenues without benefit of railroad rate increases or of any 
forms of government aid, we have not accepted this standard as a 
limit upon the wage increases recommended by us. 

Fifthly, we have not allowed any doubts that might be raised as 
to the adequacy of railroad revenues to deter us from recommending 
such wage increases as seem to us to be fairly warranted b:v the 
record in this case, when judged by standards of adequacy of wages 
without reference to the railroads' ability to pay. 

IX. VACATIONS WITH PAY 

The enjoyment of a vacation with pay has long been one of the 
more important aspirations of American labor. It has been a goal of 
labor, not only because it makes possible leisure and relief from 
everyday cares and duties, but also because the right to a vacation 
with pay is a mark of social status and a recognition of the ·;vorth 
and dignity of the ordinary laboring man. The constant improvnment 
in the economic and social position of labor has the effect of g:iving 
the rank and file of American workers faith and confidence in our 
economic institutions and our system of government. Many authorities 
recognize that a vacation with pay results in the improvement of 
morale with its corresponding good effects on the willingness of 
workers to cooperate on the job and to lend every effort to improve 
production. 

The growth of the vacation movement bas been a very rapid one 
during recent years. Vacation plans have been widely adopted in all 
fields of industry to include both salaried employees and wage ea:~ners. 
Almost forty percent of over 8½ million wage earners employed in 
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manufacturing industries were under some form of vacation plan in 
1937.1 In some industries the percentage of wage earners receiving 
vacations was extremely high. For example, in the petroleum pro
ducing industry 88.6 percent of the wage earners surveyed were under 
such plans. It is the policy of the Federal Government, as well as 
of many states, to accord vacations with pay privilege to civil service 
employees,2 and to many employees not on civil service. 

The carriers have recognized the validity and pertinence of much 
of what is said above. Counsel for the carriers stated in their brief :3 

"At the outset we wish to make clear to the Board that the carriers here 
represented recognize the general social desirability of vacations with 
pay to full-time employees on a basis that will actually afford them a 
reasonable time away from their duties for the purpose of rest and 
recreation." The issue, as viewed by the carriers, is not whether there 
is validity in the request of the non-operating employees for vacations 
with pay, but rather whether a vacation plan should be instituted at 
this time of grave national emergency and on the terms proposed by 
the employees. 

The carriers have urged that the national defense program bas 
placed great pressure upon the railroads to maintain constant, rapid 
and efficient service. Thus they urge that to accomplish this end it is 
necessary that there should be no disturbance in the continuity of 
railway operations. Further they maintain that the probable dislo
cations and many adjustments that the adoption of a vacation plan 
would involve precludes its consideration under present emergency 
conditions. The Board has considered these arguments and although 
it appreciates the fact that the emergency has increased the responsi
bility and the strain upon the railroads of the country, it recognizes 
too that the pressure of the emergency and the more continuous 
operation of the railroads at near or full capacity has placed greater 
responsibilities and strain upon the workers in the industry. If a 
vacation plan is inherently sound under more normal conditions, it 
is equally sound under emergency conditions that increase the strain 
upon the physical and mental powers of the employees. Confirmation 
of this point of vie~ is to be found in a recent statement with regard 
to holidays and vacations for British workers made by Prime Min
ister Winston Churchill, when he said: 

"First of all, if we are to win this war-and I feel solidly con
vinced that we shall-it will be largely by staying power. For that 
purpose you must have reasonable minimum holidays for the 
masses of the workers, there must, ... be one day in seven of 
rest as a general rule, and there must be, subject to coping with 
bottlenecks and with emergencies which know no law, a few 
breaks and where possible one week's holiday in the year. Since 

1 Employees' Exhibit No. ◄. 
1 EmployttS' Exhibits Nos. 10, 11, 12. 
1 Brief on Brbalf of the Carriers, Request of Fw,tun Cooperating Brotherhoods Jo, Va,ation1 

u,iJ/1 Pa:,, October 18, 1941, p. 10. 
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what I will call the Dunkirk three months datum period, we have 
undoubtedly relaxed to that extent. Sunday work is prac:tically 
eliminated, and brief periods of leisure have been allowed to 
break the terrible routine strain of continuous employment. 
am quite sure that if we had not done so, we should have had 
a serious crack which would have cost far more in production 
than these brief periods of rest from labor." 

It is the conclusion of the Board that employees of the Fourteen 
Cooperating Organizations should not be denied a week's vacat:.on for 
purposes of rest and recreation on the ground that this is r.ot the 
appropriate time for them to enjoy such a period of relaxation. 

It is admitted that the adoption of a vacation plan may cause dis
locations and make necessary numerous adjustments which may be 
somewhat more difficult to overcome under the present eme:rgency 
conditions. Despite this, it is the opinion of the Board that these 
difficulties are not insurmountable even under present conditions, and 
particularly in view of the qualifications of the Board's recommen
dations on the vacation issue as stated below. 

The carriers, in addition to their argument that the present time 
is not appropriate for the institution of a vacation plan, co11":ended 
that the employees' proposal is so unreasonable, unworkabl,~, and 
burdensome as not to furnish a proper basis for a vacation plan even 
in normal times. The provisions of the request, they argue, make the 
giving of vacations unnecessarily expensive. :Moreover, the insistence 
of the employees that all existing working rules and conditions shall 
apply to the giving of vacations would interfere with an economic 
and efficient operation of the railroads. 

The Board is of the opinion that the views of the carriers on these 
points have merit and the recommendations of the Board give cog
nizance to them. With particular reference to the rules, as they may 
apply to the operation of a vacation plan, the Board believes that 
necessary adjustments need to be made. It should be recogni::ed by 
all concerned that the present rules were developed for the industry 
at a time when the parties did not contemplate arranging for vaca
tions with pay. It would appear that some of the existing rules if 
strictly applied to the Yacation problem would result in excessive 
vacation costs to the carriers. It is possible that some of the rules 
would work other types of hardships upon both carriers ar.cl em
ployees and hence that they should be adjusted to meet the vacation 
situation. These adjustments in the rules, because of their technical 
nature, cannot be determined to the best advantage by this Board; 
they must of necessity be decided upon by the parties involved. It is 
the opinion of the Board that any changes in the working rules as 
they apply to vacations should be the subject of negotiations between 
the proper officials of the carriers and the employee organizatiorui. 
It is, furthermore, the view of the Board that the rules should be 
disturbed as little as is necessary to permit the operation of a vacation 

https://vacat:.on
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plan on a reasonable and workable basis. Negotiation should be en
tered into immediately and any necessary changes in rules should 
be agreeu upon by January 1, 1!)42. 

The administrative details of a satisfactory plan can only be deter
mined by those who have intimate knowledge of the intricacies of the 
business of railroading. It would be unwise for a lay Board to offer 
a blueprint which might thereafter lead to controversy over meaning 
and interpretation. It is far better that the parties to this dispute 
agree upon specific provisions following a general outline supplied 
by this Board. The recommemlation for vacations is thus made in 
the sure knowledge that the genius for peaceful negotiation and set
tlement of disputes displayed by the employee organjzations and the 
carriers in recent years will not fail in this matter. 

Tlic employees' vacation proposal asked that two consecutive calen
dar weeks vacation with pay be given to all regular employees upon 
the completion of one year's service. Further, that all other employees, 
upon the completion of one year's service, should be given an annual 
vacation of one working day with pay for each month in which they 
earned compensation during the preceding calendar year. The plan, 
as requested by the employees, was to be effective with the year 1940. 

The carriers contended that a vacation period of two weeks was 
unreasonable in view of the typical plans of vacations for wage 
earners in the manufacturing and extractive ind nstries. They ob
jected, furthermore, on the ground that the employees' proposal was 
too broad in its coverage and did not confine the obligation to grant 
vacations with pay to employees whose service is substantially per
manent and continuous. 

It is the opinion of the Board that, as a minimum, a vacation period 
of six (6) consecutive work days should be allowed the employees of the 
Fourteen Cooperating Organizations and that this period of vacation 
with pay should be granted to all employees who work substantially 
throughout the year, or who are attached to the industry as a result 
of reasonably continuous emplo~'ment. 

It is the recommendation of the Board that any employee who works, 
sickness and injury excepted, not less than sixty percent of the total 
work hours per year figured on the basis of the forty-eight hour week 
shall be entitled to the six day vacation with pay. 

It is recommended that the vacation with pay should be granted dur
ing the year 1942 and each year thereafter to those employees who were 
regularly attached to the railroad industry as above qualified during 
the year preceding their vacation. 

The proposal of the employees stated that as a general rule, the vaca
tion period should fall between April first and September 30th. The 
carriers objected to this limitation on the ground that it does not per
mit the adjustment of the labor force to seasonal and business fluctu~ 
tions, nnd that in many instances it would be highly undesirable, if not 
impossible, to allow employees to go on vacation during this six month 
perincl. The Board belieYcs that the nature of railroad operations is 



60 REPORT OF EMERGENCY BOARD 

such that to impose a six months' limitation on the vacation puriod 
would be unduly burdensome. It recognizes that seasonal conditions 
and business fluctuations make undesirable the limitation of the vaca
tion period to any one part of the year. Therefore, the Board proposes 
that vacations be spread over the full year. 

The Board's finding that vacations with pay should be granted to the 
railroad employees engaged in the non-operating services is based on 
the accepted premise that such vacation periods are socially desirable. 
It would follow from this that the employees who are eligible for vaca
tions should be required to take advantage of this rest and recreation 
period and should be released from their duties in order that they may 
enjoy the freedom provided by the vacation opportunity. If, however, 
the carriers find that they cannot release a given employee for a vaca
tion, because a satisfactory relief worker cannot be obtained to take hi-, 
place during a vacation period, then such an employee shall receiYe an 
extra week's pay. 

The Board also is of the opinion that the caniers should hire vaca
tion relief workers. It is our judgment that a vacation system should 
not be used as a device to make unnecessary jobs for other workers. 
If a vacation relief worker is not needed in a given instance, and if 
failure to hire a vacation relief worker does not burden those employees 
remaining on the job, or burden the employee after his return :from 
his vacation, the carrier should not be expected to replace every em
ployee on vacation with a relief worker. 

Finally, the Board is agreed that whenever more favorable arrange
ments exist with regard to vacations either by agreement or cmfom, 
these arrangements shall be continued. 

THE BOARD FINDS : 

1. That the paid vacation in industry has become an importan-: ele
ment in our American standard of living. 

2. That it is necessary to the maintenance of physical and m,3ntal 
well-being of workers. 

3. That productive efficiency tends to be enhanced by a periodic 
respite from labor, and vacations with pa.y greatly improve :.abor 
morale. 

4. That the cost of vacations is offset in part, a.t least, by the in
creased productivity resulting therefrom. 

5. That the increasing strain upon the individual produced b:, the 
defense effort accentuates the need for an annual leave. 

6. That the introduction of a vacation plan a.t the present time would 
not hamper unduly the efficient operation of the railroad industry. 

THE BOARD RECOMMENDS: 

1. That a vacation of six (6) consecutive work days should be 
granted with pay to all employees in the Fourteen Cooperating 
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Organizations who work substantially throughout the year or who 
are attached to the industry as a result of reasonably continuous 
employment. Any employee who works, sickness and injury ex
cepted, not less than sixty percent of the total work hours per 
year calculated on the basis of the forty-eight hour week shall 
be entitled to the six day vacation with pay. All such employees 
who have been so employed during the year preceding January 1, 
1942, shall receive vacations with pay and all employees there
after who have been similarly employed during a preceding ·year 
shall be entitled to a vacation with pay. It shall be understood 
that the vacation plan shall be effective as of January 1, 1942. 

2. That it should be recognized by all concerned that the present 
rules were developed for the industry at a time when the parties 
did not contemplate arranging for vacations with pay. Any 
changes in the working rules as they apply to vacations should 
be the subject of negotiation between the proper officials of the 
carriers and the employees' organizations. Negotiations should 
be entered into immediately and any necessary changes in rules 
should be agreed upon by January 1, 1942. 

3. That the period during which vacations may be taken shall be 
from January 1 to December 31 each year. Due regard consistent 
with efficient operations shall be given to the desires and prefer
ences of the employees when fixing the dates for their vacations. 

4. That all employees who are eligible for vacations shall be required 
to take them and the carriers shall release such employees from 
their duties for the vacation period. If a carrier fiuds, in the 
event of an extreme emergency that it cannot release a given 
employee for a vacation, then such an employee shall receive an 
extra week's pay. 

5. That the carriers should hire vacation relief workers and that a 
vacation system should not be used as a device to make unneces
sary jobs for other workers. If a vacation relief worker is not 
needed in a given instance, and if failure to hire a vacation relief 
worker does not burden those employees remaining on the job, 
or burden the employee after his return from his vacation, the 
carrier should not be expected to replace every employee on 
vacation with a relief worker. 

6. Tha.t whenever more favorable arrangements exist with regard to 
vacations either by agreement or custom than those recommended 
by this Board, such vacation arrangements shall be continued. 

X. RULES CASE 

The carriers' proposal sets forth ten rules which, in the opinion of 
the carriers' representatives, will clarify and simplify the existing 
rules structure, eliminate costly and wasteful personnel practices, 
and greatly increase the efficiency of the railroad industry. This 
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Board is not asked, however, to consider the merits of the specific 
rules proposed. Rather, it is the request of carriers that the following 
findings, and these only, be made: 

A. No sufficient consideration in negotiation or mediation has 
so far been given to the proposed changes in the non-operat
ing rules. 

8. The showing presented to the Iloard demonstrates that the 
conditions to which the proposed rules are addressed require 
correction ; and the changes proposed are such as to merit 
careful consideration. 

C. The parties should, therefore, promptly resume negotiations 
upon these proposals, and endeavor in good faith to arrive 
at an agreement. Any such proposals or portions thereof 
which are not settled through direct negotiations shoul1l be 
submitted to mediation. If, following mediation, there still 
remain any proposals or portions thereof not fully settled, 
these should be submitted to final arbitration as between the 
parties. 

D. In view of the foregoing recommendations and findings, no 
condition presently exists which would justify the employees 
in striking because of the carriers' rules proposals.1 

The carriers further contend that although there is variation among 
individual agreements, there is a general pattern to which the con
tracts held by a particular craft conform; that General Chairme:1 on 
individual roads lack the authority to negotiate or agree to any sub
stantial change in their individual agreements; and that, there::ore, 
the only practical method of negotiation is Oil an industry-wide s~ale. 

The Fourteen Cooperating Railroad Labor Organizations have 
answered the proposal by asserting a lack of good faith Oil the part 
of the carriers. \Vhile it is recognized that "any given rule may 
become 11rchaic or that in the course of time it may take on a sig11ifi
cnnee which is no longer consistent with the best interests of the 
parties conccrnecl,"2 it is argued that this proposal "would eng:rnft 
upon existing agreements certain general principles which are not 
related nor limited to any specific rule or rules but whose ramifica
tions extend through all of the provisions of such agreements t,) an 
extent which the proponents have not explained to this Board, and 
which may only be guessed at by the employees' representatives."3 

Seven fundamental objections were offered to the carriers' pro
posal by the Cooperating Organizations: 

1. In its submission, there was no compliance with the spirit, 
intent and purposes of the Railway Labor Act. 

2. Change is sought in violation of the existing contractual 
provisions for effecting amendments. 

J Mrmorandunr Brirf 'and Aroumtnt of Confertnce Com,,,itlee of Fourteen Coop,ratin,1 Rail
road 1-nbor Organi:at1ons, p. JS. 

1 /bid., p. l~J. 
• Jbitl., p. IH. 
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3. It seeks to standardize contracts "which are indh·idual in 
their nature to each craft or class of employees and to each 
carrier."1 

4. It is general and vague and fails to enumerate the specific 
changes sought. 

5. The language is confusing, indefinite, and not. capable of in-
telligent comprelrnnsion. • 

6. It would in effect nullify thousands of agreements which have 
been slowly and laboriously built up. 

7. Management will once again be able to ructate working con
ditions to labor should it be adopted. 

The employees' position is that the rules case had already passed 
through mediation, and that nothing is to be gained by resubmission. 
They said that: "... if any individual railroad desires to change the 
language of any particular rule in any agreement, we stand ready to 
discuss the matter. If it is the purpose of the carriers to draft agree
ments with the various organizations which are national in scope and 
whose provisions would have a uniform interpretation and a uniform 
application tliroughout tlie industry, we are likewise ready to consider 
the proposition."2 The Board is requested to dismiss the proposal 
without recommendatiou. 

THE BO.ARD l!-,INDS : 

1. That it has jurisdiction over the rules ruspute pursuant to 
Section 10 of tbe Railway Labor Act. 

2. That the 14 Cooperating Organizations issued a strike ballot 
which included, among otlter things, the rules proposal stated herein, 
after refusing to keep the rules dispute in mediation pending a set
tlement of the wage and vacation disputes; that the said group refused 
to accept the offer of arbitration of the National Mediation Board 
which the carriers accepted; that the 5 operating brotherhoods agreed 
with the carriers to keep a similar mies dispute in mediation, but to 
hold it in abeyance until the proceedings over their wage dispnte is 
settled. 

3. 'rhat for the Board to attempt to reach conclusions that could 
be supported by findings which would change the rules, would be an 
impossible task for the following reasons: (a) A lack of sufficient time 
and opportunity in which to im·estigate and study the nature and 
effect of the rules, (b) A lack of sufficient knowledge on the part of 
members of the Board as to the history, background and intricacies 
of the rules as they now affect the railroad industry, or would afi"ect 
it in the event of their change, ( c) A lack of a record sufficiently com
plete upon which findings as to the individual rules could be based. 

4. That many of the existing rules developed during the early hi~ 
• Transcr;p1 of Proceedings. p. 5914. 
• Memorandum Brief, p. 157. 
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tory of the industry when railroad operating problems were mu1!h less 
complex than those which characterize the industry today; that the 
development of labor saving devices, the great increase in speed of oper
ations resulting from the perfection of railroad mechanisms, the effect 
of competition and many other influences have resulted in what both 
parties agree is a "new industry." Hence the Board finds that the 
present situation calls for a re-examination of many rules necessary 
in the past which now may need changing to meet the requirements 
of this "new industry." 

5. 'l'hat each of the railroads herein has its own code of rules and 
regulations. \Vhile the rules and regulations are similar, they a:rn not 
identical and they are not being interpreted alike by the manag,~ment 
and employees of the respective railroads; that there appear to be 
conflicts of jurisdiction over the division of work among the respec
tive classes and crafts involved as evidenced by conflicting Awards 
made by the Adjustment Boards; that the number of requests for 
interpretations of the present rules, instead of lessening, appear to 
be increasiug; that the several divisions of the Adjustment Board have 
not always followed consistent policies in comparable cases, tlrns set
ting up conflicts and causing confusion in operations. Unf'ortn::rntely 
the Railway Labor Act makes no satisfactory provision for final 
adjudication of such conflicts. 

RECOi\Il\iENDATJONS: 

The rules dispute between the carriers and the employees of the 
Fourteen Cooperating Railroad Labor Organizations should be re-sub
mitted for further consideration and determination under th,~ pro
cedures of the Railway Labor Act. This Board assumes that whatever 
changes may be made in the application of present rules, the basic 
guarantees to railroad labor as to .seniority and craft and clasB lines 
will be preserved. 

The Board makes the foregoing recommendation for the reason that 
the rules dispute is one which lends itself to settlement by negotiation, 
meditation, arbitration, or hearings before a Special Emergency Board. 
It is not one which should be settled by a test of economic force. If a 
Special Emergency Board is appointed to hear the dispute, it should 
ha.ve among its members persons thoroughly versed in the practical 
problems of railroad labor and of railroad operations. 

XI. SPECIAL CASE OF THE SHORT LINES 
The short line railroads involved in these disputes are nineteen 

in number.• They were represented before the Board by the .A.merican 
Short Line~ Railroad Association, and ap1Jearances were entered by 
J. M. Hood, President, and C. A. Miller, Vice-president and General 
Counsel. 

The President of the Association, Mr. J. M. Hood, appeared before 
the Board, was duly sworn, and after a preliminary statement c,ffered 

• See Appendix C-6. 
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his testimony in written form. The testimony was copied in the 
Record. Mr. Hood held himself available for cross examination, but 
no cross examination was requested by counsel for either of tlle 
organizations of employees. Counsel for the employees did not refer 
to the Short Lines in argument or in their briefs. There is nothing 
in the Record to suggest that the employees question any of the testi
mony presented on behalf of the Short Lines. 

This testimony establishes that existing scales of wages, rules of 
service, nature of the employment, characteristics of physical opera
tion, and financial situation of the carriers, are on the whole quite 
different in the short line railroads from those found in the Class 
I roads. All but one of ihe short line roads represented in this case 
are Class Il and Class III carriers, having annual operating revenues 
of Jess than $1,000,000 or less than $100,000. Class II and Class III 
carriers have long had a different history from Class I carriers. They 
were not subject to the Adamson Law of 1916, if independently owned 
and less than 100 miles in length. If less than 100 miles in length, 
they are given special treatment by the Interstate Commerce Com
mission under the authority of the Railway Mail Pay Act. Generally 
speaking, they report to the Interstate Commerce Commission under a 
simpler system of accounting than that prescribed for the Class I 
railroads. 

The uncontradictcd testimony further shows that the conditions of 
labor on the short lines differ in essential features from those on the 
trunk lines. Since the short lines are short, there is a greater pro
portion of turn-around runs on them than on the trunk lines, with 
the result that the employees have less time away from home and 
consequently less expense. The residence of employees is usually in 
small towns where rents and other costs of living are lower than the 
average. The strain of operations on short lines is less than that on 
trunk lines. With rare exceptions, Class II and Class III roads 
operate on single-track lines, greatly simplifying the requirements 
of knowledge and experience Qll the part of the employees. On many 
of the short line roads only one train crew is employed on the entire 
line or on a definite part of it. All of these differentiating features 
operate to reduce examinations, both physical and mechanical, and 
examinations on the book of rules. They also make relatively simple 
and infrequent the investigations that employees are called upon to 
make. 

While the testimony on behalf of the Short Lines was in consider
able part argumentative, in emulation of much of the testimony 
offered before the Board, the fact that the employees did not qnestion 
it requires that for present purposes we accept it as giving an accurate 
picture of the facts. 

There was further uncontradicted testimony that as the short lines 
differ collectively from the trunk lines, so do they differ from each 
other. For these reasons they have not participated in many of the 
negotiations and conferences over general railroad and labor prob-
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lems. Likewise for these same reasons they object to mediation in 
proceedings involving them together with the Class I roatls, or involv
ing them collectively, and prefer conference and adjustment on the 
individual properties. Only by such conferences, they believe, can due· 
consideration be given to the special and peculiar features o:c the 
financial and physical operations of the lines and of the nature of 
the work and the co11ditions surrounding it as it affects the employees. 

From all this uncontradicted testimony it obviously would be• 
wholly inappropriate to apply our general recommendations without 
modification to the short line railroads. It does not follow, however, 
that there is a sufficient basis for a recommendation that there should 
be no vacations or increases of pay on the short line roads. The testi
mony is that the short lines differ among themselves. While it is clear 
that many of them are in a precarious financial condition, it i3 not 
clear that all of them are. Indeed, the testimony of President Hood 
points out as an advantage to the employees that "By reason of the
affiliation between many Class II and Class III lines and indu:;tries. 
primarily served, certain flexibilities of employment exist ,,:hich 
operate to ensure continuous employment." For all we know, some 
of the short lines may be what we might call "captive roads" of pros
perous industries. Therefore, as it would be unwarranted to apply our 
recommendations wholesale to all the short lines, so would it be unwar
ranted to recommend that they should receive wholesale imm·.mity 
from them. 

On one point our judgment is clear that the immunity of the Short 
Lines should be only a partial one. A basic minimum wage is jm;tified 
by considerations which dictate its application to all railroads, wbcther 
long or short, rich or poor. The only debatable question is one as 
to the amount. ,ve believe that the special situation of the Short 
Lines is adequately recognized if they are required to establish a 
basic minimum rate of 40 cents an hour. This in our judgment gives 
to the Short Lines at least the full favorable differential over the 
Class I carriers to which they can lay ai1y rightful claim. 

Different considerations may apply to the demand of the operating 
employees for n minimum money increase of $1.80 added to the basic 
daily wage rate. We have not been presented with either facts or 
figures essential to a reasonable judgment as to the reasonableness 
of applying such an increase to the Short Line railroads. ,vith respect 
also to vacations recommended by us in response to the propornl of 
the non-operating employees, we are not advised sufficiently of the 
facts to enable us to form a judgment as to the suitable application 
of this recommendation to the Short Lines. We certainly, however, 
do not wish that our enforced ignorance should serve as the ba:;is of 
any infrrence that vacations are in any way unsnitahle for employees 
of Short Lines. 
RECOMMENDATIONS: 

Our recommendations with respect to the Short Lines are therefore 
that for non-operating employees there shall be a basic minimum 
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hourly rate of 40 cents, and that some wage increases for the em
ployees of the Short Lines should be agreecl upon among the parties 
through the processes of negotiation, mediation, arbitration, and, if 
necessary, the findings of another Emergency Board. Similarly there 
should be negotiation and further procedures on the issue of vaca
tions with pay for the non-operating employees. It is our judgment 
that negotiation over these matters should be initiated by conferences 
on the individual properties and that if later there are proceedings on 
regional or national lines, these proceedings, whether mediation, arbi
tration or fact-fi11ding and recommendations by an Emergency Board, 
should be confined to employment on the Short Lines so that the 
special problems of such lines and of their employees may be con
sidered independently without confusing them with similar issnes 
arising between the trunk lines and their employees. 

XII. THE RAILWAY EXPRESS AGENCY CASE 

On June 10, l!J-U, the Railway Express Agency, Inc. (11ereinafter 
called tl1e Agency) was served with notice by the Brotherbood of

• Railwny and Steamship Clerks, Freight Handlers, Express and Sta
tion Employees, the International Association of Machinists, the 
International Brotherhood of Blacksmiths, Drop Forgers, and Helpers 
(hereinafter called the Brotherhoods) with a demand for an increase 
of 30c au hour in the rates of pay of all employees represented by the 
Agency, providing also tlrnt no employee be paid less than 70c an 
hour, effective July 10, l!J-ll. The Ag-ency demanded a change from 
a 44-hour week to a 48-honr week, and a change in the vacation rule, 
but these counter-proposals were withdrawn at the hearings. All the 
demands were considered in negotiation and mediation, but mediation 
was terminated by the strike order of the Fourteen Non-operating 
·Organizations of which the Brotherhoods were members. 

'fhe President's Emerg-ency Proclnmation of September 10, 1941 
included the aforeimid parties and upon this basis the Board after 

:hearing and overruling n motion to exclude the issues presented by 
the parties took ,inrisdietion. It entered an order that the hearing of 

·this dispute should be made upon a separate record following the 
~onelusion of the railroad wage case. 

The contentions of the Agency may be summed up as follows: 
1. The Express Company problem requires separate dispoc.;ition anrl 

independent determination from the main wage case because: 
(a) The conduct and nntnre of the express and the railroad 

business are quite different. The Agency proYicles a com
pletely expedited transportation service using not only its 
own facilities, but those of several other agencies of transport 
for the actual point-to-point transportation. 

(b) The duties and responsibilities of express employees are 
different from those of the rail employees; about one-third 
of express labor is engaged in collection and delivery. 
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(c) 'l'he vehicle employees are represented in part by the Inter
national Brotherhood of Teamsters, with which it negotiates 
separately from the standard railway unions. 

(d) A scale of wages and rules of working conditions have been 
developed which bear no relation to those of railway em
ployees, but which reflect conditions in the express bu:,iness. 

(e) Except in 1932, 1935 and 1937, express wages have been 
determined at different times and in different amountii than 
the wages of railroad employees, and even in these instances 
separate negotiations with the Brotherhood of Teamsters were 
required. 

2. The wages of express employees are the highest they have ever 
been, on any basis of calculation, using (a) average annual pay 
per employee on the computed basis prescribed by the I. C. C. ; 
(b) the average annual pay per employee using the mid-month 
count; or (c) the average pay per straight-time hour. 

3. The wages of express employees are higher in relation to the cost 
of living than they were in 1929. 

•4. The wages of express employees are higher generally than the 
wages of employees engaged in similar work. 

Direct comparisons are .made between the hourly rates of pay of 
v~rious types of express employees and employees performing similar 
services in other industries, in 369 cities. The increase in the number 
of applications for work with the Agency, especially in larger cities, 
speaks for the satisfactory level of express wages and workini~ con
ditions. 
5: The Agency cannot afford a general increase in wage rates. 

The proportion of express revenue paid to the owning railroads 
as Express Privileges bas declined from about 51.5% in 1929 to about 
34% in 1940 and in the first seven months of 1941. The reason for the 
decline is that because a large proportion ( over 77%) of the Agency's 
expenses consists of labor costs, it has not been possible to adjust 
cost of operation to the declining revenues which have resulted from 
the depression and increasing competition. 

While it is difficult accurately to determine the actual cost to the 
railroads which may be allocated to express, cost studies made for 
1922 and 1933 should be given great weight and consideration. The 
latter, made by Federal Coordinator Eastman, in Passenger Traffic 
Report, shows that for 1933 the aggregate costs incurred by th,~ rail
roads chargeable to express exceeded by $54.3 millions the payments 
for Express Privileges received by them. In the opinion of :Mr. L. 0. 
Head, President of the Express Agency, the present Privileges do not 
compensate the railroads for the services perfornied in connection 
with express traffic. In short, the express business is now being 
operated at a loss. The wage demands, if applied to the fiseal year 
ending .June 30, 1941, would have reduced the Express Privileges to 
17% of gross revenue, leaving ~ery little to apply to the railroads' 



69 REPORT OF EMERGENCY BOARD 

'3osts of handling their express traffic. The current increase in the 
volume of business will not increase the amount of the Privileges sub
stantially because such a large part of the Agency's expenses is wage 
costs that little latitude remains for a decreasing operating ratio. 

6. Increased wage rates can only be met from increased express 
rates, which, in view of the levelling off in the volume of business 
and a probable future decrease, would further reduce volume. 

The contentions of the Brotherhoods may be summed up as follows: 
1. Generally since 1929, wages of Express employees have been 

handled concurrently with general movements for changes in 
railroad employees' wages. 

2. The Agency can itself neither make nor lose money. It is owned 
by the railroads and its business is an integral part of the business 
of railroading. From every practical point of view, its employees 
are railroad employees, and they should receive the same con
sideration as that shown the railroad employees. 

CORPORATE HISTORY OF THE RAILWAY EXPRESS AGENCY 

The corporate structure of the Agency in its relation to the rail
roads is put in issue by the Brotherhoods as the basis for their con
tention that the Agency is in fact a part of the railroad systems 
involved in this case. The Agency, which is a Delaware corporation, 
came into existence under the following circumstances: ·when the 
railroads were taken over by the Government during the last war, 
the Director General of Railroads suggested the consolidation of a 
number of Express Agencies into one company. This resulted in the 
incorporation of the American Railway Express Company which 
was to act as the joint Agency for the conduct of the express busi
ness. Subsequently the Agency was set up by the railroads for the 
purpose of purchasing the transportation properties of the American 
Railway Express Company. 

The Agency has a capital stock of one thousand shares without par 
value, all of which is owned by the principal railroads in proportion 
to the amount of business transacted over their respective lines. Each 
railroad has entered into a similar form of contract with the Agency. 
One of the conditions of the contract provides that after deducting the 
Agency's expenses and other charges from its gross revenue, the bal
ance should be paid to the respective railroads in return for their 
transportation services. These payments have been designated GS 
Express Privileges. 

The plan further contemplates that no dividends are to be paid· 
on the Agency stock. 

The money to purchase the properties and business of the American 
Railway Express Company was financed through the sale in 1929 
of an issue of $32,000,000 of 20-year, five percent serial bonds by• 
the Agency pursuant to authority granted by the Interstate Com-' 
merce Commission. These borids are i,,ubject to retirement at the rate 
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of $800,000 each six months, with funds advanced by the railroads: 
which are stockholders of the Agency. 

On December 28, 1938, the bond issue outstanding had been reduced 
to $16,000,000 and was called for redemption. The funds required 
for such redemption were obtained by the Agency through the sale 
of an issue of ten-year serial notes at varying rates of interest ave:rag
ing about 1.998%. These notes have been retired at the rate of 
$800,000 each six months with funds advanced by the stock holding 
railroads. The interest on such advances is clrnrged against the r,?ve
nues of the Agency in arriving at the amount of the Express Privi
lege, and is payable to the railroads under the provisions of the 
standard operating agreements. Tbe money advanced for tbe retiring 
of tbe bonds or notes is obtained by monthly withholding from amounts 
due the stock holding railroads as Express Privilege. Such amounts 
are calculated and recorded in the books of the Agency and are 
regarded by the Agency as a debt to the railroads. 

The percentage of Agency revenues paid to the railroads for Express 
Privileges has dropped from 39.83% in 1936 to 33.67% for the cal
endar year 1940. Tllis has been due to the increase in the amc,unt 
of taxes, wages, and other expenses of the Agency. There is not suffi
cient evidence to show whether the monies turned over to the railroads 
by the Agency for Express Privileges is sufficient to make the service 
Qirectly and financially profitable to the railroads. There are some 
statements by several witnesses for the Agency to the effect that I.hey 
are confident that the cost to the railroads is more than has heen 
turned over to them by the Agency. 

WAGE CONDITIONS OF RAILWAY EXPRESS AGENCY 

In Agency Exhibit No. 4, p. 24, it is sl1own that there are 1326 
employees of the .Agency who receive less than 40c an hour, and that 
if these employees had a basic wage of 40c per hour, the annual addi
tional cost would be $70,159.92. 

The wage scales of the seYeral groups of employees of the Agency 
appear to be affected more by competitive rates of pay in the large 
cities than are the wages of employees represented by the fourteen 
non-operating groups employed by the carriers. One difficulty in 
appraising the evidence relating to comparative wage increases is that. 
the wage changes outlined therein are not national in scope, but are 
frequently limited to narrow territories. 

Since 1927 there have been but two general wage increases-2½c 
an hour in 1927 and 5c an hour in 1937. In addition to these wage 
movements wliich affected all of the employees, various groups have 
received other benefits from time to time. Most of these changes 
were local in nature, affecting only employees in individual cities. 
For example, certain members of the Brotherhood of Railway Ckrks 
received pay increases of from 3 to 4 cents an hour in 1929 in the 
larger cities. In the same year, the machinists gained from 2 to 13 
cents per hour in four large cities, and the clerical force in New York 

https://70,159.92
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received a flat 3 cent per hour raise. The Teamsters' Union, which 
is not represented in this dispute, but some of whose members are 
employees of the Agency, has secured various increases for its mem
bers ranging up to $9.47 a week in New York City in the period 
1927 to 1D-U. 

There was a general 10% reduction in 1932, which was restored 
completely by 1935; 2½% in 1!)34, 2½% on January 1, 1!)35, and 
the balance on April 1, l!J35. The application of the 44-hour week 
to Agency employees, beginning with the teamsters in 1939, involved 
a further benefit to the employees, since no reduction in weekly pay 
accompanied the decrease in the number of hours worked. Vacations 
were also granted beginning with 1937. 

It will be noted that the other non-operating groups of the carriers 
since l!J30 have not received increases other than that of 1937, nor 
have the great majority of them received vacations; none of them 
has had the working week shortened from 48 to 44 hours. 

Trm BOARD FINDS: 

1. That the entire capital stock of the Agency is owned by the 
principal railroads of the country in proportion to the amount of 
business transacted over their respective lines; 

2. That all revenues of the Agency, after deducting operating 
expenses, taxes, and other charges, are paid to said railroads for the 
transportation services provided by them for the Agency, these pay
ments being designated as Express Privileges; 

3. That the Agency is owned by the railroads, and that the Agency 
is an integrated part of the railroad system; 

4. That of the employees of: the Agency, approximately 1,326 
receive an hourly rate of pay of less than 40c per hour. 

5. That the employees of the Agency have an advantage over the 
non-operating employees of the railroads in that their average hourly 
earnings are substantially higher than the average for the non-opera.tr 
iug employees of the railroads. 

RECO"MlllENDATJONS: 

The Board recommends that the pay uf all the Agency employees 
receiving less than 45c nn hour be raised to a basic minimum rate of 
45c an hour; and that the basic rate of all other employees of the 
Agency should remain unchanged, but that all employees shall receive 
an addition of 7½c per hour over present rates of pay, the same to 
begin as of September l, 1941. and to terminate automntically AS of 
December 31, ID42. 

Xlll. PARTIES SUBJECT TO THE JURISDICTION 
OF THE BOARD 

As stated i11 the opening sentence of this Report, the j urisdictio.n, 
powers and duties of this Emergency Board were created and estab-

https://non-opera.tr
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lished by the terms of the Proclamation issued September 10, 1941, 
by President ]i'ranklin D. Roosevelt.. This opening sentence states 
in short the decision of this Board as to its jurisdiction. 

At the pre-hearing conference held on September 15, 1941, the 
Board announced on the record to representatives of the Confer
ence Committees of the employees and of the carriers that it would 
assume that all the parties listed in the Proclamation of September 
10, 1941, were subject to the jurisdiction of the Board until the 
contrary was clearly shown. 

A telegram was sent on the same day to all the carrier pa:rties 
not represented at the September 15 conference but named in the 
President's Proclamation except those which had made stand-by 
agreements or had notified the National Mediation Board that they 
would abide by the disposition of the disputes resulting from na
tional handling. This telegram notified the parties that the Board's 
formal investigation of the disputes would begin in Kimball Hall 
in Chicago, Illinois, at 10 a. m., September 16, 1941. 

The telegram, as shown by the record, was sent to the following 
groups of carriers: (1) those carriers that declined to be repre
sented at the mediation proceedings held prior to the appointment 
of the Emergency Board; (2) those carriers that refused to respond 
to the National Mediation Board's proffer of mediation; (3) fhose 
carriers represented by individuals such as Mr. J. M. Hood of the 
American Short Line Railroad Association, Mr. Jos. T. Johnston 
of the Macon, Dublin and Savannah, Mr. F. S. Collins of the South
ern Short Lines, and others. 

The employees involved in the disputes were fully represented by 
their Conference Committees, and needed no further notice. 

The Board announced on the record at the first public hea:ring 
on September 16, 1941, that all parties named in the President's 
Proclamation of September 10, 1941, would be considered by the 
Board as falling within its jurisdiction in the absence of convfoc
ing proof to the contrary. 

The Board was assured by representatives of the employees that 
a strike vote had been taken with the result that a threat of 
strike was pending in at least one department of operations of •!ach 
of the carriers named in the President's Proclamation.1 The Board 
ruled that on the basis of such assurances and in the absenc,! of 
proof to the contrary, it was to be deemed that such threatened 
strikes fell within the meaning of that language of the President's 
Proclamation of September 10, 1941, reading "which disputes have 
not heretofore been adjusted under the provisions of the Railway 
Labor Act as amended now threaten substantially to interrupt inter
state commerce to a degree such as to deprive the country of essen
tial transportation service." 

After a study of the complete record of this case, the Boar::l is 

t See Transcript of Proceedings, Vol. 3, pp. 505 ff., and Transcript of Proceedings Appc·ndix, 
Vol. I, pp. 19 ff. 
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satisfied that the preponderance of evidence clearly supports a 
finding that all of the parties listed in the President's Proclamation 
of September 10, 1941, are subject to the jurisdiction of the Board. 
The proof in the record is convincing that a strike vote was taken 
by the several operating brotherhoods and the non-operating or
ganizations respectively in at least one or more branches or depart
ments of the operations of the carriers named in the Proclamation.1 

The record shows that various carriers named in the President's 
Proclamation protested the jurisdiction of the Board. Their ob
jections fall into three rather definite patterns: (1) the disputes 
of certain protesting carriers are not susceptible of national dispo
sition because of said carriers' low operating income and because of 
other characteristics peculiar to their limited type of operation; 
(2) certain carriers had recently concluded agreements with their 
employees with respect to disputes similar to those pending before 
the Board; and (3) certain objecting carriers are not "carriers" 
as defined by the Railway Labor Act. 

The first group of protestants fall within that general class of 
carriers represented by the Short Lines. Although the Board ruled 
that it has jurisdiction over the Short Lines, it nevertheless de
cided, upon the basis of the record, to make certain special recom
mendations covering the Short Lines case as set out in Section XI 
of this Report. 

The second group includes such carriers as the Hudson & Man
hattan Railroad Company, the Atlanta, Birmingham and Coast Rail
road Company, and the Alabama, Tennessee & Northern Railroad 
Corporation. These carriers were duly certified by the National 
Mediation Board to the President and therefore are properly in
cluded in the Proclamation. The recommendations of this Board 
apply to such carriers insofar as pending disputes in their opera
tions threaten substantially to interrupt interstate commerce. 

The aforementioned third group of protestants are represented 
by such concerns as the Burlington Refrigerator Express Company, 
the Freight Carriers Express Company, Western Freight Express 
Company, Merchandise Despatch Transportation Corporation, and to 
Western Mining Company. As a group they represent corporations 
owned or controlled by a single railroad or a group of railroads. 
The Board believes that it was proper to include such protestants 
within the President's Proclamation of September 10, 1941, and 
make them subject to the jurisdiction of the Board because of the 
previously mentioned fact that their pending labor disputes as evi
denced by the strike vote "threatened substantially to interrupt 
interstate commerce to a degree such as to deprive the country of 
essential transportation service." 

Thus the Board has not seen fit on the basis of the record to 
exempt' from its jurisdiction any of the parties named in the Presi
dent's Proclamation of September 10, 1941. 

' s;.,. Appendix C-5. 
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The Board refused to take jurisdiction over an alleged dis:rmte 
between certain carriers and the United Transport Service Em
ployees of America, an independent organization representing 
thirty-five hundred workers in the railroad industry, including red 
caps and station ushers. The Board's decision rested on the ground 
that the President's Proclamation did not list the United Transport 
Service Employees of America as a party, nor did it include its 
alleged dispute with the carriers within the terms of the Procla.ma
tion.1 

The Board also denied several petitions of intervenor filed by 
various third parties such as the Natioual Grange, the Amer.ican 
Fann Bureau l!,ederation, and by l\Ir. :Martin J. Gillen representing 
certain investors. The ruling was based on the fact that the juris
diction of the Board was necessarily limited by the President's 
Proclamation to an im·estigation of pending disputes existing be
tween the parties mentioned therein and on the further ground that 
limitation of time, plus the adoption of reasonable rules of procedure 
supported a denial of the petitions of intervenor. 

However, the Board did permit such third parties to file written 
statements setting forth their special interests in the railroad dis
putes and said statements were noted in the Appendix volume:; of 
the Transcript of Proceedings and made available to the parties 
and to the Board.1 

XIV. CONCLUSIONS AND RECOMMENDATIONS 

lt is impossible to make a satisfactory decision on wage policy in 
a single industry under the circumstances which confronted this Board. 
Counsel for the carriers in opening his final argument outlined var:ious 
conflicting considerations which should enter into the Board's final 
judgment. It is not possible to attach precise mathematical wei.ght 
to each of such considerations on a definite and unchanging scale of 
values. However, we have given our most careful attention and our 
best effort to an evaluation of all the varying considerations inherent 
in the task of deciding the issues of this ease. 

Although; as individuals, we are not in full agreement with every
thing said in our joint report, nevertheless we believe that such differ
ences of emphasis have been given appropriate offsetting evaluations 
so that in presenting the conclusions and recommendations here made 
we are, as a Board, in unanimous and unqualified agreement. The 
unanimity of the Board is aH the more remarkable when one considers 
the fact that the mass of record in this case contains ample statistical 
data and evidence which would support a variety of decisions on the 
varying issues. 

The task of the Board became one of rendering value judgme,nts 
which discarded the extreme positions taken by the parties on both 
sides of the dispute. \Ve endeavored to use the standards of common-

t See Transcript of Proceedines Appendix Vol. II, pp. 269 ff. 
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sense judgment in evaluating the evidence and contentions submitted 
by the parties. 

We recognized that in a sense we sat as the public's representatives 
in a dispute which is of vital concern not only to the economic welfare 
of the carriers and to the railroad employees, but also to the economic 
welfare of the entire nation. The country is in a period of incipient 
inflation such as ordinarily occtirs in times when great wars derange 
the economic Ii.lie of the world. 

The record of the case contains convincing proof that our national 
economy is being subjected to great strains and stresses. Wholesale 
prices within the last two years have risen rapidly and the cost of 
living is mounting. \Vages are increasing. Defense contracts, which 
necessarily regard cost as a matter of secondary concern, are being 
let on a huge and growing scale. The percentage of our national 
production which goes for military needs is steadily mounting and 
the percentage devoted to civilian production is already declining 
and will undoubtedly continue to do so as long as the national emer
gency exists. 

The expansion of productive activity, clue in large measure to 
Government expenditures, is resulting in a swelling of the stream 
of consumer purchasing power...As a result the increased supply of 
dollars in consumers' hands available to buy a diminishing supply of 
civilian goods is giving ever greate1· impetus to price increases. In 
the absence of a coordinated national policy of economic control, the 
nation appears to be in danger of severe inflation. 

A small rise in prices at the start of such a national emergency 
may be desirable in that it helps to bring all of the idle facilities into 
productive activity. Thus for a short time we can have both "guns and 
butter." But it must be recognized that an extreme inflationary rise 
in prices and costs is injurious to all save a few who adroitly profit 
from speculative activity and those who profit from defense contracts. 
Nearly everyone else loses-wage earners, people on fixed salaries or 
pensions, farmers, investors and most business men. They lose during 
the boom aml they lose still more severely in the deflationary "morning 
after" which follows a runaway boom. 

During the recent depression the country needed and sought to 
have the stream of consumer purchasing power increased. Now it 
would appear that the opposite course is necessary if the supply of 
consumer dollars is to be brought into any sort of equilibrium with 
the supply of civilian goods available. This cannot be done by policies 
adopted by or for one industry and its labor alone. Effective attack 
on the problem can only be made for all classes, groups and industries. 
Such a comprehensive attack, if it is going to be made at all, must 
be made by the government. It must grnw out of a carefully formu
lated and well coordinated plan covering prices, wages, profits, taxes, 
credit, investment and priorities. 

This Board is confident that the government of the United States 
is cognizant of the problem. 1n the absence of such a coordinated 
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policy the natural and understandable efforts of each group ,)r class 
to avoid or minimize the sacrifice which the present national emer
gency demands of it, and to shift that sacrifice to others, will en,!ourage 
inflationary trends from which all will suffer. 

However, it is not fair or reasonable to expect or insist that the 
labor of one industry should have imposed upon it a sacrifice in the 
form of low wages before there has been shown a firm deterre.ination 
to formulate and execute measures involving equal sacrifices on the 
part of all groups. There is no justification for asking railway labor 
to become martyrs. On the other hand, to adopt the reverse policy 
and measure the adequacy of railroad wages by the highest dis,!overed 
wage rate would serve but to accelerate the spiral of wage:3, costs 
and prices. A temporary expedient seems therefore to be the only 
possible course, pending the evolution of defe1!£e policies to the point 
where the threat of inflation may be moderated and a policy of 
equality of sacrifice among those able to share in that sacrifice is 
devised. 

On the other hand, we cannot recommend the denial of d,~served 
increases to the employees in this case on any theory that the rail
roads, under long established governmental policy, have not that full 
freedom to increase their prices that is accorded to purely private 
enterprise. 'fhe purpose of governmental regulation of railroad rates 
is not to put railroad workers on a plane inferior to that of workers 
in unregulated industries. The purpose is to prevent the c:arriers 
from charging rates that are possible only because of monopolistic 
advantages. 

It has always been recognized that railroad costs are one of the 
two determining factors of railroad rates. Over many of such costs 
there is no control except the control of the market. Wage costs 
would similarly be determined in part by the bargaining power of 
labor with its lever of collective refusal to sell labor's services for less 
than what the employees deem to be a fair price if there were no 
intervention of public authorities in the process as a guide to modera
tion on the part of both participants in the bargaining endeavors. 

Public authorities, however, have no such plenary control over the 
prices which public utilities must pay as over the prices whieh they 
may demand. The plea on the part of the carriers of inability to 
pay wages comparable to those paid in unregulated industries because 
they are subject to governmental control is in effect one thE:t puts 
on government the onus of denying wage increases because of govern
mental power. We do not believe that our government has any desire 
to take on such a bur'1en of responsibility. Certainly no judgment 
to the contrary can be premised on the fact that there is divi3ion of 
labor among different governmental agencies in dealing with wage 
rates on the one hand and traffic rates on the other. We must assume 
that the agency with control over traffic rates will give full recog
nition to the costs that ensue from any change in the level o:E wage 
rates.' The public has no right to expect railroad labor to suffer low 



77 REPORT OF EMERGENCY BOARD 

standards of wages simply because existing traffic rates are not suffi
ciently high to enable railroad labor to receive wages commensurate 
with those paid in comparable industries. 

The task of determining what are fair and reasonable wages in 
an industry such as the railroads, with its governmental regulatory 
features, is one which involves primarily a balancing of the interests 
of the employees, the carriers, and the public. This Board does not 
have the power to determine what share of the increased wage bill 
the public should pay by way of increased traffic rates. However, the 
Board is satisfied that the wage increases recommended are fair and 
reasonable, and that, if the financial conditions of the railroads do not 
make it possible for them to make sufficient profits on the basis of 
present traffic rates and still pay such wage increases, then traffic 
rates should be increased. The public would not be justified in expect
ing railroad labor to continue to work on the basis of its present wage 
rates in light of the wage increase trends in industry generally, the 
rising cost of living, and the importance of the services performed 
by railroad labor in this time of national emergency. 

SUMMARY OF RECOMlVIENDATIONS 

A-Recornrnendations with Respect to Wages 

In light of the conclusions concerning railroad labor and railroad 
wages, and from the analysis of the railroads' ability to pay as pre
viously set out in this Report, the Board recommends that: 

1. In view of the uncertainties confronting the economy of this 
country for the duration of the existing emergency, all increases 
in wages constitute a temporary addition to pay and not a 
change in basic wage rates, except for minimum rates herein
after suggested for the railroads.• 

2. These temporary additions shall be effective as of September 1, 
1941 and shall terminate automatically on December 31, 1942, 
unless the parties extend the arrangement by agreement. 

3. The employees represented by the Five Operating Brotherhoods 
shall receive an addition of seven and one-half percent over 
their present wage rates. 

4. The employees represented by the Fourteen Cooperating Rail
road Labor Organizations shall receive an addition of nine cents 
per hour over their present rates.•• 

5. The wage increases recommended by the Board for the period 
to December 31, 1942, shall be added to present wage rates. How
ever, the Board further recommends that a permanent basic 
minimum wage of forty cents per hour shall be established for 
the employees of the so-called Short Lines, and a permanent basic 
minimum wage of forty-five cents per hour shall be established 
for all other employees in the railroad industry, including the 

• See Recommendation S . 
.. Thi5 would be approximately equivalent to an average increaae of thirteen and one-half percent. 
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Railway Express Agency, and that no one shall be paid. below 
these basic wage figures for his class of employment. With the 
exception of the Short Lines, this involves no further monetary 
addition since the wage increases as recommended will bring rail
road workers in their respective classes to or above the su1~gested 
basic minimum wage rates. 

6. The employees of the Railway Express .Agency shall receive a 
wage increase of seven and one-half cents per hour. 

The Emergency Board is unable to recommend a. specific wage 
increase for the employees of the so-called Short Lines ·beyond 
the proposed forty cent minimum, because the record of the case 
does not contain sufficient data on which to base an intelligent 
wage recommendation applicable to them. l\Iost of the Short 
Lines are in a precarious financial condition and are character
ized by other distinguishing factors justifying further considera
tion of their wage problem through the l)rocedures of the Railway 
Labor Act. 

Hence, it is the opinion of the Board that some wage increase 
for the employees of the Short Lines should be agreed upon 
among the parties through the processes of negotiation, media
tion, arbitrntion, and if necessary, the findings of a.nother 
Emergency Boai·d. 

B-Recommcnclations with Respect to V acatfons 

The Board recommends that: 

1. A vacation of six ( 6) consecutive work clays shall be granted 
with pay to all employees in the Fourteen Coopnrating 
Organizations who work substantially throughout the year or 
who are attached to the industry as a result of reasonab:.y con
tinuous employment. Any employee who works, sickness and 
injury excepted, not less than sixty percent of the total work 
hours per year figured on the basis of the forty-eight hour week 
shall be entitled to the six day vacation with pay. All snch em
ployees who have been so employed during the year preceding 
January 1, 1942, shall receive vacations with pay and all em
ployees thereafter who have been similarly employed d11ring a 
preceding year shall be entitled to a vacation with pay. 

2. It should be recognized by all concerned that the present rules 
were developed for the industry at a time when the parties did 
not contemplate arranging for vacations with pay. Any changes 
in the working rules as they apply to vacations should be the 
subject of negotiation between the proper officials of the carriers 
and the employees' organizations. Negotiations should be entered 
into immediately and any necessary changes in rules should he 
agreed upon by January 1, 1942. 

3. The period during which vacations may be taken shall be! from 
.Jannary 1 to December 31 each year. Due regard cq11siste11t with 
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efficient operations shall be given to the desires and preferences 
of the employees when fixing the dates for their vacations. 

4. All employees who are eligible for vacations shall be required to 
take them and the carriers shall release such employees from 
their duties for the vacation period. If a carrier finds in the 
event of an extreme emergency that it cannot release a given 
employee for a vacation, then such an employee shall receive an 
extra week's pay. 

5. The carriers shall hire vacation relief workers. It is our judgment 
that a vacation system should not be used as a device to make 
unnecessary jobs for other workers. If a vacation relief worker 
is not needed in a given instance, and if failure to hire a vaca
tion relief worker does not burden those employees remaining on 
the job, or burden the employee after his return from his vaca
tion, the carrier should not be expected to replace every employee 
on vacation with a relief worker. 

6. Whenever more favorable arrangements exist with regard to vaca
tions either by agreement or custom than those recommended by 
this Board such vacation arrangements shall be continued. 

C-Recommendations with Respect to Rules 

The Board recommends that: 

1. The rules dispute between the carriers and the employees of 
the Fourteen Cooperating Railroad Labor Organizations should 
be re-submitted for further consideration and determination 
under the procedures of the Railway Labor Act. This Board 
assumes that whatever changes may be made in the application 
of present rules, the basic guarantees to railroad labor as to 
seniority and cra::-t and class lines will be preserved. 

2. It is the Board's opinion that the rules dispute is one which 
lends itself to settlement by negotiation, mediation, arbitration, 
or hearings before a Special Emergency Board. It is not one 
which should be settled by a test of economic force. If a Special 
Emergency Board is appointed to hear the dispute, it should 
have among its members persons thoroughly versed in the prac
tical problems of railroad labor and of railroad operations. 

D-Recommendations with Respect to Short Lines 

1. For non-operating employees there shall be a basic minimum 
hourly rate of forty cents. 

2. Some wage increases for the employees of the Short Lines 
should be agreed upon among the parties through the processes 
of negotiation, mediation, arbitration, and, if necessary, the 
findings of another Emergency Iloard. 
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3. Similarly there should be negotiation and further procedures 
on the issue of vacations with pay for non-operating employees. 

It is our judgment that negotiation over these matters should 
be initiated by conferences on the individual properties a.r.d that 
if later there are proceedings on regional or national line~, these 
proceedings, whether mediation, arbitration or fact-finding and 
recommendations by an Emergency Board, should be confined 
to employment on the Short Lines so that the special problems 
of such lines and of their employees may be considered. inde
pendently without confusing them with similar issues arising 
between the trunk lines and their employees. 

E-Recomniendations with Respect to the Railway Express Agency 

1. The pay of all the Railway Express Agency employees receiv
ing less than forty-five cents an hour shall be raised to a basic 
minimum pay of forty-five cents an hour. 

2. The bl,!sic pay of all other employees of the Agency shall 
remain unchanged. 

3. All employees shall receive an increase of seven and one-half 
cents per hour over present rates of pay, the same to begin as 
of September 1, 1941, and to terminate automatically as of 
December 31, 1942. 

RULINGS WITH RESPECT 'l'O PARTIES SUBJECT TO THE 
JURISDICTION OF THE BOARD 

1. The Board decided that all parties named in the President's 
Proclamation of September 10, 1941, were subject to the jurisdiction 
of the Board because of the fact that the record of the case made clear 
that their pending labor disputes as evidenced by the strike vote 
threatened substantially to interrupt interstate commerce to :mch a 
degree as to deprive the country of essential transportation service. 
Hence, it was proper to include such parties within the President's 
Proclamation of September 10, 1941, and make them subject to the 
jurisdiction of the Board. 

2. The Board refused to take jurisdiction over an alleged c\ispute 
between certain carriers and the United Transport Service Employees 
of America, an independent organization representing thirty-fivr 
hundred workers in the railroad industry, including red caps and 
station ushers. The Board's decision rested on the ground that the 
President's Proclamation did not list the United Tnrnsport Service 
Employees of America as a party, nor did it include its alll'~l'd dis
pute with the carriers within the terms of the Proclamation.'• 

3. The Board also denied several petitions of intervenor filed by 
various third parties such as the National Grange, the American Farm 
Bureau Federation, and Mr. ~fartin J. Gillen representing certain 
investors. The ruling was based on the fact· that the jnrisdict ion of 

• See Transcript of Proceedings, Appendix, Vol. II, pp. 269 ff. 
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the Board was necessarily limited by the President's Proclamation to 
an investigation of pending disputes existing between the parties 
mentioned therein and on the further ground that limitation of time, 
plus the adoption of reasonable rules of procedure, supported a denial 
of the petitions of intervenor. 

However, the Board did permit such third parties to file written 
statements setting forth their special interests in the railroad disputes 
and said statements were noted in the .Appendix volumes of the 
Transcript of Proceedings and made available to the parties and to 
the board.• 
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APPENDIX A 

Stipulated Time Extension Agreement 
of September 16, 1941 

BEFORE THE PRESIDENTIAL EMERGENCY BOARD 

APPOINTED UNDER THE TERMS OF SECTION 10 OP' 
THE RAILWAY LABOR ACT: 

DEAN WAYNE L. l\foRSE, Chairman 
PROFESSOR THOMAS R. POWELL 
PROFESSOR JAMES C. BONDRIGHT 
HONORABLE JOSEPH H. WILLITS 
HONORABLE HUISTON THOMPSON 

Concerning Proclamation of the President, September 10, 1941. 

EXTENSION OF TIME FOR THE BOARD TO INVESTIGATE 
DISPUTES AND REPORT ITS FINDINGS TO THE PRESIDENT 

Upon recommendation of Dr. Wayne L. Morse, Chairman, Profes
sor Thomas R. Powell, Professor James C. Bonbright, Honorable 
Joseph H. Willits, and Honorable Huston Thompson, members of and 
constituting the Emergency Board appointed by the President of the 
United States by his proclamation of the 10th day of September, 1941, 
it is hereby announced, with approval of the President, that the time 
limit of 30 days fixed by the aforesaid proclamation is hereby ex
tended to allow the parties to the disputes covered therein until 
October 18, 1941, for closing of formal argument and to allow the 
Emergency Board until November 1, 1941, to report its findings to 
the President, both dates inclusive. 

The parties to the disputes have agreed to the above extensions and 
stipulated that if the report of said Board is made prior to midnight 
Saturday, November 1, 1941, it shall not be challenged or objected 
to by any of the parties to the disputes on the ground that it was not 
made within 30 days after the creation of said Board. 

The signed stipulation of the parties is attached hereto and made 
a part hereof. 

By order of the EMERGENCY BOARD, this 16th day of Septem
ber, 1941, at Chicago, Illinois. 

By WAYNE L. MORSE 
Chairman, Emergency Board 

The White House 
Approved-September 16, 1941. 

FRANKLIN D. ROOSEVELT 
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Approved and agreed to by following counsel : 
J. CARTER FORT 

for Railroads represented by Carriers Conference Committees 
ALBERT l\I. II.ARTUNG 

for Railway Express Agency, Inc. 
CIIAS. l\L II.A Y 

for Five Operating Brotherhoods 
FR.Al"\TK L. ::MULIIOLL.AND 

for the 14 Cooperating Organizations 
JOS. F. JOIINSTON 

Counsel for Vacation Committees of Eastern, Western and 
Southeastern Railways 

APPENDIX I3 

Stipulated Time Extension Agreement 
of October 22, l!J41 

BEFORE TIIE PRESIDENTIAL El\IERGENCY DO.ARD 

Appointed under the terms of Section 10 of the Railway Labor Act~ 
DEAN WAYNE L. l\foRSE, Chairma.n 
PROFESSOR TllOMAS Il. POWELL 

PROFESSOR JAMES C. BoNnmarrT 

IloN. JosEPrr II. WILLITS 

HON. IlUSTON TilOl\IPSON 

Concerning proclamation of the President, September 10, Hl41. 

EXTENSION OF TIME FOR TIIE BO.ARD TO INVESTIGATE 
DISPUTES AND REPORT ITS FINDINGS TO TIIE PRESIDENT 

Upon the joint recommendation of the Emergency Board appointed 
by the President of the United States by his proclamation of the, 10th 
day of September, 1941, and the parties to the disputes covered by 
that proclamation, due to the death in the family of one of the mem
bers of the Board, it is hereby announced with the approval c,f the 
President that the time limit of thirty (30) days fixed by the nfore-
sa.id proclamation, as supplemented by the time extension to November 
1, 1941, approved by the President on September 16, 1!)41, is hereby 
further extended until November 5, 1941, to allow the Emer1~ency 
Board to report its findings to the President. 

The parties to the disputes have agreed to the above extension and 
stipulate that if the report of said Board is made prior to midnight, 
Wednesday, November 5, 1!)41, it shall not be challenged or objected 
to by any of the parties to the disputes on the ground that it was not 
made within 30 days after the creation of said_ Board. The signed 
stipulation of the parties is attached hereto and made a part hereof. 
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By order of the Emergency Board this 22nd day of October, 1941, 
at Chicago, Illinois. • 

WAYNE L. MORSE, Chairman 
Emergency Board 

THE WIIITE IIOUSE 
Approved-October 22, rnn. 

FRANKLIN D. ROOSEVELT 

Approved by Counsel : 
FRANK L. 1\IULTIOLLA~TD 
J. CARTER F011T 
JOS. F. JOHNSTON 
ALBERT l\I. HARTUNG 
CIIAS. 1\L II.A Y 
CLARENCE A. :MILLER 
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APPENDIX C-1 

1. Exhibits Referred to in President's Proclamation of 
September 10, l!J41. 

EXIIIBIT "A" 

CARRIERS 

Eastern Regwn 

Akron & Barberton Belt Railroad 
Akron, Canton & Youngstown Railway 
.Ann Arbor Railroad 
Baltimore & Ohio Railroad 
Bessemer and Lake Erie Railroad Co. 



88 REPORT OF EMERGENCY BOARD 

Boston and Maine Railroad 
Brooklyn Eastern District Terminal 
Bush Terminal Company 
Central Railroad Co. of New Jersey 
Central Vermont Railway, Inc. 
Chicago, Indianapolis & Louisville Railway 
Chicago Union Station Company 
Cincinnati Union Terminal Co. 
Delaware and Hudson Railroad Corporation 
Delaware, Lackawanna and Western Railroad Co. 
Detroit & Toledo Shore Line Railroad 
Detroit Terminal Railroad 
Detroit, Toledo and Ironton Railroad Company 
East Broad Top Railroad & Coal Company 
Erie Railroad 

Chicago & Erie Railroad 
New Jersey & New York Railroad 

Grand Trunk Western Railroad Co. 
Huntington and Broad Top Mountain Railroad & Coal Co. 
Indianapolis Union Railway 
Jay Street Terminal 
Lehigh & New England Railroad 
Lehigh Valley Railroad 
Maine Central Railroad Company 

Portland Terminal Company 
Monongahela Railway 
New York Central System 

New York Central Railroad Co.-Buffalo & East 
New York Central Railroad Co.-West of Buffalo 

(Incl. Ohio Central Division) 
Boston & Albany Railroad 
Chicago River & Indiana Railroad Co.-Chicago Junction 

Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. 

(Incl. Peoria and Eastern Ry. Co. and Louisville & Jefferson 
Bridge and R. R. Co.) 

Cleveland Union Terminals Company 
Indiana Harbor Belt Railroad Company 
Michigan Central Railroad Company 
Pittsburgh & Lake Erie Railroad Co. (Incl. Lake Erie and 

Eastern Railroad Co.) 
New York, Chicago and St. Louis Railroad Co. 
New York Dock Railway 
New York, New Haven and Hartford Railroad Co. 
New York, Susquehanna & Western Railroad 
Pennsylvania Railroad 

Baltimore and Eastern Railroad Co. 
Long Island Railroad 
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Pennsylvania-Reading Seashore Lines 
Pere Marquette Railway Co. 

Fort Street Union Depot Company 
Pittsburgh, Chartiers & Y oughiogheny Railway 
Pittsburgh & West Virginia Railway Company 
Pittsburgh & Shawmut Railroad 
Pittsburgh Shawmut and Northern Railroad 
Reading Company 
River Terminal Railway 
Staten Island Rapid Transit Railway 
Union Belt of Detroit 
Union Depot Company (Columbus, Ohio) 
Union Freight Railroad Company (Boston, Massachusetts) 
Washington Terminal Company 
Wheeling and Lake Erie Railway Company (Incl. Lorain & West 

Virginia Railway Company) 

Southeastern Regum 

Atlantic Coast Line Railroad 
Atlanta and West Point Railroad Co. 

Western Railway of Alabama 
Atlanta Joint Terminals 
Central of Georgia Railway Company 
Charleston & Western Carolina Railway 
Chesapeake and Ohio Railway 
Clinch:field Railroad Company 
Florida East Coast Railway Company 
Georgia Railroad 
Gulf, Mobile and Ohio Railroad 
Jacksonville Terminal Company 
Kentucky & Indiana Terminal Railroad Company 
Louisville & N ashille Railroad Company 
Nashville, Chattanooga & St. Louis Railway 
Norfolk & Portsmouth Belt Line Railroad 
Norfolk and Western Railway 
Richmond, Fredericksburg and Potomac Railroad Co. 
Seaboard Air Line Railway Company 
Southern Railway Company 

Alabama Great Southern Railroad Co. 
Belt Railway Company of Chattanooga 
Cincinnati, Burnside & Cumberland River Ry. 
Georgia Southern & Florida Railway 
Harriman & Northeastern Railroad 
New Orleans & Northeastern Railroad 
New Orleans Terminal Company 
St. Johns River Terminal Company 
W ooketock & Blocton Railway Company 
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Tennessee Central Railway Company 
Virgiuian Railway Company 

Western Region 

Alton Railroad Company 
Alton antl Southern Railroad 
Atchison, Topeka & Santa Fe Railway 

Gulf, Colorado & Santa Fe Railway 
Pauhanu.le & Santa Fe Railway 

Baltimore & Ohio Chicago 'fenniual Railroad 
Belt Railway Company of Chicago 
Burlington-Hock lslancl Railroad Company 
Camas Prairie Railroad 
Chicago & Eastern Illinois Railroad 
Chicago & Illinois l\lidlanu. Railway Company 
Chicago and North Western Railway Company 
Chicago & Western Indiana Railroad 
Chicago, Burlington & Quincy Railroacl Co. 
Chicago Great Western Hailway 
Chicago, l\1ilwaukce, St. Paul and Pacific Railroad 

Chicago, Terre Ilaute & Southeastern Railway Co. 
Chicago, Rock Island & Pacific Railway Company 
Chicago, St. Paul, l\Iinneapolis and Omaha Railway 
Colorado and Southern Railway Co. 
Colorado & ·wyoming Railway Company 
Davenport, Rock Island and Northwestern Railway 
Denver & Rio Grande Western Railroad Company 
Denver & Salt Lake Railway Company 
Des l\foines Union Railway 
Duluth, l\Iissabe & Iron Range Railway 
Duluth, Winnipeg & Pacific Railway 
East St. Louis Junction Railroad 
Elgin, Joliet & Eastern Railway Company 
Escanaba and Lake Superior Railroacl 
Fort Worth and Denver City Railway Company 

Wichita Valley Railway Company 
Fort Worth Belt Railway Company 
Galveston, Houston & Ilenderson Railroad 
Galveston 1Vharves 
Great Northern Railway 
Green Bay ancl ,vestern Railroad Company 

Kewaunee, G1·cen Bay aml "restern Railroad Co. 
Ahnapee and \Vestcrn Railway Company 

Gulf Coast Lines 
New Orleans, Texas & Mexico Railway 
Beaumont, Sour Lake & ,vestern Railway 
Orange & Northwestern Railway 

https://Pauhanu.le
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St. Louis, Brownsville and l\Iexico Railway Company 
Iberia, St. l\Iary and Eastern Railroad 
New Iberia & Not·thern Hailrnad 
Houston and Brazos Valley Hailway Company 
San Antonio, UYalde & Gulf Railroad Company 
Sugar Land Railway Company 
Rio Grande City Railway Company 
Asherton and Gulf Railway Company 
San Antonio Southern Railway Company 
San Benito and Rio Grande Valley Railway Co. 
Asphalt Belt Railway 
Houston North Shore Railway 
International-Great Northern Railroad 

Houston Belt & Terminal Railway Company 
Illinois Central Railroad 

Yazoo and Mississippi Valley Railroad Co. 
Vicksburg, Shreveport & Pacific Railway Co. 
Alabama and Vicksburg Railway Company 
Gulf and Ship Island Railroad Company 
Chicago & Illinois Wes tern Railroad 

Kansas City Southern Railway 
Kansas City Terminal Railway 
Lake Superior Terminal & Transfer Railway 
Los Angeles Junction Rail way 
Louisiana & Arkansas Railway 
l\fanufacturers Railway Company 
:Midland Valley Railroad 

Kansas, Oklahoma & Gulf Railway 
Minneapolis & St. Louis Railroad 

Railway Transfer Co. of City of l\rinncapolis 
l\finncnpolis, Northfield and Southern Railway 
l\1inneapolis, St. Paul & Sault Ste. l\Iarie Railway 

Duluth, South Shore & Atlantic Railway 
l\Iineral Range Railroad 

Minnesota & International Railway Company 
Big Fork & International Falls Railway Co. 

Minnesota Transfer Railway 
l\Iissonri-Kansas-Tcxas Railroad 

Missouri-Kansas-Texas Railroad Co. of Texas 
1\Iissonri Pacific Railroad 

l\Iissonri-Tllinois Railroad Company 
Northern Pacific Railway 
Northern Pacific Terminal Co. of Oregon 
Northwestern Pacific Railroad Company 
Ogden Union Railway & Depot Company 
Oregon, California & Eastern Railway Co. 
Outer Ilarbor Terminal Railway Company 
Peoria and Pekin Union Railway Co. 
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Port Terminal Railroad Association 
Pueblo Union Depot & Railroad Company 
St. Joseph Terminal Railroad Company 
St. Louis-San Francisco Railway Company 

St. Louis, San Francisco and Texas Railway Co. 
St. Louis Southwestern Railway 

St. Louis Southwestern Railway Co. of Texas 
St. Paul Union Depot Company 
San Diego & Arizona Eastern Railway 
Sioux City Terminal Railway 
Southern Pacific Company (Pacific Lines) 

Southern Pacific Co.-Former El Paso & Southwestern 
Southern Pacific Co.-Former Arizona Eastern Railroad Co. 

South Omaha Terminal Railway Company 
Spokane, Coeur d'Alene and Palouse Railway Co. 
Spokane, Portland and Seattle Railway 

Oregon Trunk Railway 
Oregon Electric Railway 
United Railways Company 

Spokane Union Station Company 
Terminal Railroad Association of St. Louis 
Texas and New Orleans Railroad Company 
Texas and Pacific Railway Company 

Cisco & Northeastern Railway Company 
Abilene & Southern Railway Company 
Weatherford, Mineral Wells and Northwestern Railway Co. 
Texas-New l\Iexico Railway Company 

Texas Mexican Railway Company 
Texas Pacific-Missouri Pacific Terminal Railroad of New Orleans 
Union Pacific Railroad 
Union Railway (Memphis) 
Union Terminal Company (Dallas) 
Union Terminal Railway Company (St. Joseph) 
Wabash Railway Company 
Western Pacific Railroad 
Yakima Valley Transportation Company 

EXHIBIT "B" 

CARRIERS 

Eastern Region 

Akron & Barberton Belt R. R. 
Akron, Canton & Youngstown Ry. 

(Includes Northern Ohio Ry.) 
Ann Arbor Railroad 
Baltimore & Ohio Railroad 

Baltimore & Ohio (New York Terminals) 
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Baltimore & Ohio Elevators 
Baltimore & Ohio Warehouses (Baltimore and Cincinnati) 
B. R. & P. Warehouse Inc. (Rochester) 
'l'erminal Storage Company (Wasllington) 
Dayton & Union Railroad Co. 

Bangor and Aroostook R. R. Co. 
Bessemer and Lake Erie R. R. Co. 
Boston and l\laine R. R. 
Boston Terminal Co. 
Brooklyn Eastern District Terminal 
Buffalo Creek Railroad Co. 
Bush Terminal Co. 
Canadian National Ry. Lines in New England 

Champlain & St. Lawrence R.R. Co. 
St. Clair Tunnel Co. 
United States & Canada Rail Road Co. 

Canadian National Ry. Lines in N. Y. 
Canton Railroad Co. 
Central Railroad Company of New Jersey 

New York and Long Branch R. R. 
Wharton & Northern R. R. 

Central Vermont Railway, Inc. 
Central Vermont Terminal, Inc. 

Chicago, Indianapolis & Louisville Ry. 
Cincinnati Union Terminal Co. 
Chicago Union Station Co. 
Dayton Union Ry. Co. 
Delaware and Hudson R.R. Corporation 
Delaware, Lackawanna and \Vestern R.R. Co. 
Detroit and Mackinac Ry. Co. 
Detroit, Toledo and Ironton R. R. Co. 
Detroit & Toledo Shore Line R. R. 
Detroit Terminal R. R. 
Erie Railroad 

Chicago & Erie Railroad 
New Jersey & New York R.R. 

East Broad Top R. R. & Coal Co. 
Grand Trunk Western R. R. Co. 
Greenwich & Johnsonville Ry. (N. Y.) 
Hudson & 1\Ianhattan R.R. Co. 
Huntington and Broad Top Mountain R.R. & Coal Co. (Pa.) 
Indianapolis Union Ry. 
Jay Street Terminal 
Lackawanna & Wyoming Valley R.R. Co. 
Lehigh Valley R. R. 
Mackinac Transportation Co. 
Maryland & Pennsylvania R. R. Co. 
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Maine Central R. R. Co. 
Portland Terminal Co. 

Merchants Despatch Transportation Corp. 
Montour Railroad 
Monongahela Railway 
Mystic Terminal Co. (Charleston, l\Iass.) 
Montpelier & Wells River R.R. and Barre and Chelsea R.R. Co. 
New York Central System 

New York Central R.R. Co.-Buffalo & East 
New York Central Grain EleYators 
New York Central Stockyards (Du!Talo) 

New York Central R.R. Co.-West of Buffalo 
New York Centro! R.R. Co.-Ohio Central Lines 
New York Central IL R. Co.-Grand Central 'l'ermiual 
Boston & Albany Railroad 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. 

(Inc. Peoria and Eastern Ry. Co. and Louisville & Jeffe:rson 
Bridge and R. R. Co.) 

Cleveland Union 'l'erminals Co. 
Chicago River & Imliana R.R. Co. (Chicago Jct. Ry. Co.) 
Indiana Harbor Belt R. R. Co. 
Michigan Central R. R. Co. 

Detroit Stock Yards 
Pittsburgh & Lake Erie R. R. Co. 

(Including Lake Erie and Eastern R.R. Co.) 
Troy Union Railroad Co. 

New York, Susquehanna & Western R.R. 
New York Dock Ry. 
New York, Chicago and St. Louis R.R. Co. 
New York, New Haven and Hartford R.R. Co. 

New York Connecting R.R. Co. 
New York, Ontario and Western Ry. 
Pennsylvania Railroad 

Long Island Railroad 
Pittsburgh Joint Stock Yards 
Baltimore and Eastern R. R. Co. 

Pennsylvania-Reading Seashore Lines 
Pere l\Iarquette Ry. 

Fort Street Union Depot Co. 
Pittsburgh & Shawmut R.R. 
Pittsburgh, Chartiers & You::rhiogheny Ry. 
Pittsburgh & West Virginia Ry. Co. 
Railroad Perishable Inspection Agency • I 

Reading Company 
Philadelphia, Reading & Pottsville Telegraph Co. 

Staten Island Rapid Transit Ry. 
Toledo Terminal Railroad 
Union Belt of Detroit 
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Union Freight Railroad (Boston) 
Union Inland Freight Station (New York) 
Union Depot Company (Columlms, Ohio) 
Washiugton Terminal Co. 
Wheeling and Lake Erie Ry. Co. 

(Including Lorain & West Virginia Ry. Co.) 

Soutlteastern Region 

Alabama, Tennessee & Northcrn R. R. 
Albany Passenger 'l'erminal Co. 
Atlanta, Birmingham & Coast R.R. Co. 
Atlanta 'l'crminal Co. 
Atlantic and Yadkin Ry. 
Atlantic Coast Line R R. 

Winston-Salem Southbound Ry. 
.Atlanta Joint Terminals 
Atlanta and "\Vest Point R.R. Co. 

Western Ry. of Alabama 
Birmingham Terminal Co. 
Central of Georgia Hy. Co. 
Chesapeake and Ohio Ry. 
Charleston Union Station Co. 
Charleston & "\Vestern Carolina Ry. 
Chattanooga Station Co. 
Clinchfield Railroad Co. 
Columbus and Greenville Ry. 
Columbia Union Station Co. 
Durham Union Station Co. 
Florida East Coast Ry. Co. 
Fruit Growers' Express Co. 
Georgia & Florida R. R. 
Georgia Railroad 
Gulf, l\Iobile and Ohio R. R. 
Gulf Terminal Co. • 
Jacksonville Terminal Co. 
Kentucky & Indiana Terminal R.R. Co. 
Lexington Terminal R. R. Co. 
Lenoir Car "\Yorks 
Louisville & Nashville R. R. Co. 
:Macon, Dublin & Savannah R. R. 
l\Icridian Terminal Co. 
Meridian and Bigbee River Ry. Co. 
Mississippi Central R.R. 
l\Ionroe Railroad Co. 
Nashville Terminals Co. 
Nashville, Chattanoo~a & St. Louis Ry. 
Norfolk Southern R. R. Co. 
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Norfolk and Western Ry. 
Port Utilities Commission (Charleston) 
Relay Depot Assn. (E. St. Louis) 
Richmond, Fredericksburg and Potomac R. R. Co. 

Richmond Terminals Co. 
Savannah & Atlanta Ry. Co. 
Savannah Union Station Co. 
Seaboard Air Line Ry. Co. 

Tampa Union Station 
Southern Railway Co. 

Alabama Great Southern R. R. Co. 
Cincinnati, Burnside & Cumberland River Ry. 
Cincinnati, New Orleans & Texas Pacific Ry. 
Georgia Southern & Florida Ry. 
Harriman & Northeastern R.R. 
New Orleans & Northeastern R.R. 
New Orleans Terminal Co. 
St. Johns River Terminal Co. 
Woodstock & Blocton Ry. Co. 
Belt Ry. Co. of Chattanooga 
Carolina & Tennessee Southern Ry. Co. 
State University R. R. Co. 

Southern Short Lines 
Blue Ridge Ry. 
Danville & Western Ry. 
Carolina & North Western Ry. 
High Point, Randleman, Asheboro and Southern R. R. 
Yadkin Railroad 

Tennessee Central Ry. Co. 
Virginian Railway Co. 

Western Region 

Arkansas & Memphis Railway Bridge & Terminal Co. 
Alameda Belt Line 
Addison l\'liller 
Alton and Southern Railroad 
Alton Railroad Co. 
American Refrigerator Transit Co. 
Atchison, Topeka & Santa Fe Ry. 

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

Atchison Union Depot & R. R. Co. 
Ashley, Drew & Northern Ry. Co. 
Baltimore & Ohio Chicago Terminal R. R. 
Belt Railway Co. of Chicago 
Burlington Refrigerator Express Co. 
Burlington-Rock Island R. R. Co. 
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Butte, Anaconda & Pacific Ry. 
Camas Prairie R. R. 
Chicago & Eastern Illinois R. R. 
Chicago & Illinois Midland Ry. Co. 
Chicago and North Western Ry. Co. 
Chicago Produce Terminal Co. 
Chicago, Burlington & Quincy R. R. Co. 
Chicago South Shore and South Bend R. R. 
Chicago Tunnel Company 

Chicago Tunnel Terminal Co. 
Chicago & Western Indiana R. R. 
Chicago Great Western Ry. (Includes South St. Paul Terminal 

formerly operated by St. Paul Bridge and Terminal Ry.) 
Chicago, Milwaukee, St. Paul and Pacific R. R. Co. 

Chicago, Terre Haute & Southeastern Ry. Co. 
Chicago, Rock Island & Pacific Ry. Co. 

Peoria Terminal Co. 
Chicago, St. Paul, Minneapolis and Omaha Ry. 
Chicago, West Pullman & Southern R. R. 
Colorado and Southern Ry. Co. 
Colorado & Wyoming Ry. Co. 
Cupples Station (St. Louis) 
Dallas Car Interchange & Inspection Bureau 
Davenport, Rock Island and Northwestern Ry. 
Denver & Salt Lake Ry. Co. 
Denver & Rio Grande Western R.R. Co. 
Denver Union Terminal Ry. Co. 
Des l\Ioines & Central Iowa R. R. 
Des l\foines Union Ry. 

Iowa Transfer Ry. Co. 
Duluth, Missabe & Iron Range Ry. 
Duluth Union Depot & Transfer Co. 
Duluth, Winnipeg & Pacific Ry. 
East Portland Freight Terminal 
Elgin, Joliet & Eastern Ry. Co. 
El Paso Union Passenger Depot Co. 
Escanaba and Lake Superior R. R. Co. 
Fort Dodge, Des Moines & Southern R. R. 
Fort Worth and Denver City Ry. Co. 

Wichita Valley Railway Co. 
Galveston Wharves • 
Galveston, Houston & Henderson R. R. 
Great Northern Ry. 
Green Bay and Western R. R. Co. 

Kewaunee, Green Bay and Western R. R. Co. 
.Ahnapee and Western Ry. Co. 

Gulf Coast Lines : 
New Orleans, 'l'exas & Mexico Ry. 
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Beaumont, Sour Lake & Westcrn Ry. 
Orange & Northwestern R R. 
St. Louis, Brownsville and l\Iexico Ry. Co. 
New Iberia & Northern H. R. 
Ilouston and Brazos Valley Ry. Co. 
San Antonio, Uvah.le & Gulf R.R. Co. 
Sugar Land Ry. Co. 
Rio Grande City Ry. Co. , 
Asherton and Gulf Ry. Co. 
San Antonio Southern Ry. Co. 
Iberia, St. l\Iary and Easter11 R. R. 
San Benito and Rio Grande Valley Ry. Co. 
Asphalt Belt Ry. 
Ilouston North Shore Ry. 
International-Great Northern R.R. 

IJannibal Union Depot Co. 
Harbor Belt Line R. R. (Los Angeles) 
Ilouston Belt & Terminal Ry. Co. 
Illinois Central R. R. 

Yazoo & 1\Iississippi Valley R. R. Co. (Including Alabama and 
Vicksburg Uy. Co.-Vicksburg, Shreveport & Pacific Ry. 
Co.) 

Gulf and Ship Island R. R. Co. 
Chicago & lllinois Western U. R. 

Illinois Northern Ry. 
Illinois Terminal R. R. Co. 
Joliet Union Depot Co. 
Kansas City Southern Ry. 

Joplin Union Depot Co. 
Kansas City Terminal Ry. 
Keokuk Union Depot Co. 
King Street Station (Seattle) 
Lake Superior & Ishpeming- R.R. Co. 
Lake Superior Terminal & Transfer Ry. 
Litchfield and l\Iadison Ry. Co. 
Los Angeles Union Passcng-er Terminal 
Longview, Portland & Northern Ry. Co. 
Louisiana & Arkansas Ry. 
Louisiana and North West R.R. 
Market Sen·ice .Assn. (Chicago) 
Memphis Union Station Co. 
l\Iidlancl Valley R.R. 

Kansas, Oklahoma & Gulf Ry. 
Oklahoma City-Ada-Atoka Ry. Co. 

Midland Continental R. R. 
Minneapolis, Northfield and Southern Ry. 
Minneapolis, St. Paul & Sault Ste. 1\Iarie Ry. 

Duluth, South Shore & Atlantic Ry. 
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Mineral Range R. R. 
l\iinneapolis & :::it. Louis Railroad Co. 

Hail way Trausl'cr Co. of Lhc City of l\Iinneapolis 
Minnesota & Jutcrnatioual Hy. Co. 

Dig- Fork & Iulernatioual l◄'alls Ry. Co. 
l\[innesota Transfer Ry. 
]Hiuncsota Western Hy. Co. 
l\lissouri-Kausas-Tcxas R. R. Co. 

J\lissouri-Kansas-Tcxas R R. Co. of Texas 
Beaver, Meade & Eug-lewoo<l R.R. 

l\Iissouri Pacific H. H. 
J\lissouri-llliuois R. n. Co. 

l\1issouri Produce Yar<l (Kausas City, l\Io.) 
Missouri and .Arkansas Ry. Co. 
New Orleans PuLlic Belt R. It. 
Northcru Pacific Hy. 
Northcru Pacific Terminal Co. of Oregon 
North Pacific Coast Freight Bureau 
Northwestern Pacific R H. Co. 
Ogden U11io11 Hy. & Depot Co. 
O1·cg-on, California & Eastern Ry. Co. 
Pacific Cur Dcmurrug-e Bw·eau 
Pacific Coast R. R. Co. 

Pacific Coast Co. 
Pacific Electric Ily. 
Pacific Fruit Express 
Paris & J\lt. Pleasant R. R. 
Peoria and Pekin Union Ry. Co. 
Port Terminal R. R. Assn. (Houston) 
Pueblo Union Depot & Hailroau. Co. 
Pueblo Joint Intcrchang-c Bureau 
Quanah, Acme & Pacific Ily. 
Rapid City, lJlack Hills & Western R.R. 
Rock Island-Frisco Terminal Ry. Co. 
St. Joscp\1 Terminal R. H. Co. 
St. Louis & O'Fallon Ry. Co. 
St. Louis-San Francisco Ry. Co. 

St. Louis, San Francisco and Texas Ry. 0<>. 
Birming-ham Belt R.R. 

St. Louis & Belleville Electric Co. 
St. Louis Southwestern Ry. 

St. Louis Southwestern Ry. Co. of Texas 
Dallas Terminal Ry. & Union Depot Co. 

St. Paul Union Depot Co. 
Salt Lake City Union Depot & R. R. Co. 
San Diego & Arizona Eastern Ry. Co. 
Sand Springs Ry. Co. 
St. Joseph Union Depot Co. 
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Sacramento Northern Ry. 
Southern Pacific Co. (Pacific Lines) 

Southern Pacific De Mexico (In U. S.) 
South Omaha 'l'erminal Ry. Co. 
Spokane Union Station Co. 
Spokane International Ry, 
Spokane, Coeur d'Alene and Palouse Ry. Co. 
Spokane, Portland and Seattle Ry. 

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

Stock Yards District Agency (Chicago) 
Terminal Railroad Assn. of St. Louis 
Texarkana Union Station Trust 
Texas and New Orleans R.R. Co. (Sou. Pac. Lines in Texas 

and Louisiana) 
Texas and Pacific Ry. Co. 
Texas Pacific-Missouri Pacific Terminal R. R. of New Orleans 
Texas Mexican Railway Co. 
Toledo, Peoria & Western R. R. 
Trans-Continental Freight Bureau 
Tulsa Union Depot Co. 
Tremont & Gulf Ry. Co. 
Union Pacific R. R. 
Union Railway (Memphis) 
Union Terminal Co. (Dallas) 
Union Terminal Railway Co. (St. Joseph, Mo.) 

St. Joseph Belt Railway 
Wabash Railway Co. 
Weatherford, Mineral Wells and Northwestern Ry. Co. 
Western Fruit Express Co. 
Western Pacific R. R. 
Western Warehousing Co. (Chicago) 
Wichita Falls &. Southern R. R. Co. 
Wichita Union Terminal Ry. Co. 
Yakima Valley Transportation Co. 

EXHIBIT "C" 

CARRIER 

Railway Express Agency, Incorporated 

APPENDIX C-2 

CONFERENCE CO:J\OUTTEE OF 
TRANSPORTATION ORGANIZATIONS 

A. Johnston, Grand Chief Engineer, Brotherhood of Locomotive En
gineers 
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C. J. Goff, Assistant President, Brotherhood of Locomotive Firemen 
& Eng-inemen 

H. W. Fraser, President, Order of Railway Conductors 
A. F. Whitney, President, Brotherhood of Railroad Trainmen 
T. C. Cashen, President, Switchmen's Union of North America 
Charles l\L llay and Carroll J. Donohue, of the law firm of Hay & 

Flanagan, St. Louis, Missouri, counsel for the above named organi
zations. 

APPENDIX C-3 

CONFERENCE COl\Il\IITTEE OF FOURTEEN 
COOPERATING RAILROAD LABOR ORGANIZATIONS 

Frank L. l\Iulholland} Ht1Willard H. l\lcEwen orneys 
B. l\I. Jewell (Chairman) 

President, Railway Employes' Department, A. F. of L. 
V. 0. Gardner, President 

The Order of Railroad Telegraphers 
H. J: Carr, Vice President 

International Association of Machinists 
Chas. J. l\IacGowan, International Vice President 

International Brotherhood of Boilermakers, Iron Ship Builders 
and llelpers of Ame'ric·a 

John Pclkofer, Vice President 
International Brotherhood of Blacksmiths, Drop Forgers and 

Ilelpers 
L. l\L Wicklein, General Vice President 

Sheet l\Ietal Workers' International Association 
J. J. Duffy, International Vice President 

International Brotherhood of ¥lectrical ·workers 
T. E. Losey, Representing 

Brotherhood Railway Carmen of America 
George Wright, Vice President 

International Brotherhood of Firemen; Oilers, Roundhouse and 
Railway Shop Laborers 

George l\I. Harrison, Grand President 
Brotherhood of Railway & Steamship Clerks, Freight Handlers, 

Express and Station Employees 
E. E. Milliman, President 

Brotherhood of l\laintenance of Way Employees 
A. E. Lyon, Grand President 

Brotherhood of Railroad Signalmen of America 
James J. Delaney, President • 

National Organization Masters, Mates and Pilo_ts Qf America 
Samuel J. Hogan, President '· ' 

National l\Iarine Engineers' Beneficial Association 
R. A. ·walton, Vice President 

International Longshoremen's Association 
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APPENDIX C-4 

STATEl\IENT OF ISSUES 
in 

THE RULES CASE 

Submitted on Behalf of the Carriers 
Presented to 

The President's Emergency Board, 
September 25, 1941. 

1. The Parties. 
Notice of proposed changes in non-operating rules was served by 

all major trunk line carriers in the western district and all except 
two in the southern district, respectively represented by the western 
and southern conference committees. 

Such notices were served on the representatives of the non-operating 
organizations, involved in the wage and vacations disputes, on each 
carrier where there are working agreements with employees re·pre
sented by those organizations. Neither the marine employees, nor the 
organizations representing them, are involved in the rules case before 
this board; the proposals made to them are being handled individually 
by the comparatively few carriers interested. 

2. The Proposed Rules. 
The non-operating rules changes as presented to the employees in 

negotiation are compiled in the form of an agreement, which consists 
of a preamble, and ten numbered sections, (Nos. 1 to 5, and 7 to 11, 
inclusive) and a covering paragraph, (No. 12). They are set forth in 
full on Exhibit A attached hereto. 

The essential features of the proposals are, generally speaking·, as 
follows: 

The rules are proposed in order to enable the railroads to 
have the men do available work which tl\ey are able to per
form, even though it is not regularly performed by members 
of their group, when work to keep them busy in their particu- -
lar field is not available (rules 1 and 2) ; to fit the starting 
times and spread of hours of employees to the requirements of 
the service (rule 10) ; to provide the use of part time men 
when the work required for a full tour of continuous duty 
is not available because of fluctuations in work (rule 3); and 
to provide, when the work available for an employee does not 
flow in a constant volume but, on the other hand, is inter
mittent in character, for the intermittent service of that 
employee (rule 4). 

The proposals provide (rule 5) for the payment of actual 
overtime only, when employees are called for a small amount 
of work immediately in advance and continuous with the 
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regular assignment or when men are recalled to duty after 
leaving for the day, a short time after the close of the tour 
of duty. ·when special kinds of work are done and special 
allowances are provided therefor, the proposal (rule 7) 
would eliminate overtime for such special work done outside 
of the regular tour of duty. When employees change location 
or shifts, or transfer accounts as the result of the exercise 
of seniority, or for their own convenience, the proposal 
(rule 8) provides that the carriers be put to no extra expense. 
Claims and grievances woul<l be required to be filed and 
progressed promptly, and those not so filed and progressed 
would be deemed to be barred (rule 9). 

,\There temporary vacancies occur it would not be neces
sary, under proposed rule 11, to fill their positions with other 
employees who might not be needed. 

3. The disposition of the non-operating rules issues 
proposed by the carriers. 

The disposition urged upon this board is generally stated in the 
following portion of the opening statement upon the rules issues, made 
by Mr. W. T. Joyner on behalf of the carriers on September 16 
(Tr. 223-225) : 

"Therefore, we now frankly say to this Board that we will 
not ask you, upon the evidence, to write or find language for 
any one of our proposed rules in your recommendations. We 
will not even ask you, upon the evidence, to say that any of 
the proposed rules should or should not be the applicable 
rule. We shall confine our request to this single objective
that you find as a fact that the conditions created by existing 
rules appear unduly restrictive on the carriers and that it is 
your opinion that the restrictive conditions should be inquired 
into and necessary correction made through the machinery of 
negotiation or, if that fails, by arbitration; that it is your 
opinion that the organizations should endeavor to agree with 
the carriers upon fair changes, and failing therein should 
agree to arbitrate the differences arising under the proposed 
rules as provided for by the statute. 

"'Ve are asking that this Board provide the necessary im
petus toward a full and fair review of this important matter 
by finding that the proposed rules present issues which should 
be negotiated to a conclusion or arbitrated. Toward that very 
narrow, but very important, objective all of our proof will 
be directed. And we here formally repeat and renew our 
offer to submit to arbitration the rules proposals here in 9ues
tion. 

"And of course, as a corrollary, the ultimate finding on the 
facts, we shall request the Board to make the ultimate finding 
that the employees concerned with the rules chauges are not 
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justified in striking about the proposed rules changes with 
respect to which they have made no effort to compose the 
differences, and with respect to which they have refused to 
further meuiate or arbitrate." 

The Operating Rules. 

Substantially all of the Class I railroads represented by the Con
ference Committees before this Board served upon the organizations 
representing their operating employees, notices of proposed changes 
in certain operating rules. 

By agreement between the carriers and the operating brotherhoods 
the operating mies proposals have been continued in mediation, with 
the understanding that following the final disposition of the wage 
issues as between the carriers and operating employees, mediation of 
the operating rules proposals will be resumed. Consequently no iEsue 
is before this board as to operating rules. 

RULES· PROPOSED BY WESTERN AND SOUTHEAS'rERN 
CARRIERS 

1941 

PREAl\:IBLE 

The parties to this agreement, realizing that an obligation rests 
upon management, upon each organization of employes, and upon each 
employe to render honest, efficient, and economical service to the ear
rier serving the public; that the spirit of cooperation between n:.an
agement .and employcs being essential to efficient operation, hoth 
parties will so conduct themselves as to promote this spirit; and that 
management having the responsibility for safe, efficient and economical 
operation, action of the management is not modified or restricted ex
cept as provided' by this agreement and the respective schedules and 
agreements of which it becomes a part, enter into this agreement be
tween each of the Carriers Listed and defined in Appendix "A" and 
Appendix "B" attached hereto and made a part hereof (represented 
respectively by their duly authorized Conference Committees signatory 
hereto) as parties of the first part, and the employes of said Carriers 
(represented by the organizations, signatory hereto, by their respective 
duly authorized executives) on whom requests for changes in rules 
have been made as shown in the said Appendix "A" and Appendix "B" 
above identified, as parties of the second part. This agreement i:; to 
be considered as a separate agreement by and between and in behalf 
of each of said Carriers and its cmployes on whom said requests were 
made, to the extent and only to the extent that requests have been made 
for changes in rules with respect to any carrier and with respec:: to 
any class or craft of employes. 
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(As originally presented to the employees, the last sentence was not 
a separate sentence. A comma has been added in the first line.) 

1. The following shall be added to existing rules covering scope 
and exceptions or to classification rules: 
(a) All regularly or temporarily assigned full time positions, the 

employe incumbents of which perform only work of the char
acter performed by employes of the above classification or 
classifications <luring the full period of assignment, shall be 
filed by employes covered by this agreement, except that this 
shall not apply to positions included in the above list of ex
ceptions; however, this agreement does not convey the exclu
sive right to the performance of all work of the character 
performed by employes falling within the above classifica
tions; and nothing contained in this agreement shall prevent 
or be construed to prevent the performance of such work by 
an employe not covered by or excepted from the terms of this 
agreement, whether such work is performed as a part of the 
duties of a regular or temporary assignment or is performed 
by such employe temporarily or at intervals as the circum
stances or needs of the service require. 

(b) When the work assigned to a position consists of work, 
whether of one or different kinds, performed by more than one 
class or craft, such position sllall be deemed to fall under that 
agreement covering wages, rules and working conditions of 
the class or craft of employes who perform work of the char
acter constituting the major percentage of the work assigned 
to such position. The classification of a position having been 
established in this manner shall remain in effect so long as 
the work assigned to it is of the character performed by more 
than one class or craft, but, if the work determining the 
original classification is removed or disappears from the posi
tion it shall be reclassified in accordance with the above prin
ciple. However, it is agreed that if any of the work assigned 
to any position requires specialized qualifications, nothing 
herein sllall be construed to prevent the classification of the 
position under the agreement governing wages, rules and 
working conditions of that class or craft of employes who 
perform work requiring such specialized qualifications, re
gardless of the relative proportion of such work or the per
centage of total time of the position devoted to it. 

(c) Officials, subordinate officials and supervisors (including fore
men) are not to be restricted in doing any class or kind of 
work performed by their subordinates or in connection with 
accomplishment of the work under their jurisdiction or in the 
performance of any other function. 

(d) These rules will not apply to individuals paid a salary of 
$50.00 or less per month for the regular performance of spe-
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cific work normally performecl by employes coming under the 
above classification 01· classifications and whicli normally re
quires less than four hours per duy, at locations and <luring 
the hours cmployes covered by this agreement are nc,t on 
duty 01· when such cmploycs are on duty but are not arnilahle 
to perform such specific service in connection with their 
regular assignment; nor shall these rules be construed to 
require the performance by employes covered by this agree
ment of work, normally performecl by them, which is insuf
ficient to warrant or justify moving employes for its per
formance. 

2. (a) Under this agreement, employes on one seniority district or 
covered by one seniority roster may be designated or assigned 
to perform any wo1·k of the same or different class or kind on 
another or the same seniority district, or to perform wot·k of 
the same or different class or kind generally performed by 
employes on another or the same seniority roster, whether 
such work is performed as a part of the duties of a regular or 
temporary assignment, or is performed by such employes tem
porarily or at intervals as the circumstances or needs of the 
service require. 

(b) The rate of pity established for a position under this agree
ment ( including positions classified thereunder in accordance 

. with the provisions of section 1 (b) ), which includes regu
larly assigned varying duties of the same or different occu
pational classifications, shall compensate for all of the va,:ying 
dtities assigned thereto. • 

(c) A temporary assignment or designat.ion contemplates th,~ ful
fillment of the duties and responsibilities of the position dur
ing the time occupied. As."listing a higher rated employ,~ due 
to a temporary increase in the volume of work does. not con
stitute a temporary assignment or designation. Unless the 
regular incumbent is being paid for time not worked, an 
employe temporarily or at intervals assigned or designated 
to perform work assigned to a higher rated position will re
ceive the higher rate of pay on a minute basis, in lieu of his 
regular rate of pay, for such assignment or designation with 
a minimum of one hour at the higher rate for each day 
worked on such assignment or designation. \Vhcn a regularly 
assigned employe is temporarily or at intervals used to per
form work on a lower rated position, his rate will not be 
reduced. 

8. (a) A regular force of full day employes shall be estabEshecl, 
where and to the extent that their services can be utilized for 
a full day period on work required by the Carrier. Work 
which cannot be handled by this regular full day force, Hither 

• (Al originally presented to the employes, the word "of" appeared os "or," a typographical error.) 
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because of peak load requirements of• fluctuations in volume, 
daily or more·or less frequently, may be performed by em
ployes, assigned regularly or usctl irregularly, to work less 
than eight hours per day. Such employcs, assigned or used 
regularly or irregularly less than eight hours per day, shall 
be paid the pro rata hourly rate for time actually worked 
with a minimum of two hours for each tour of duty. Time in 
excess of eight llours in any one <lay shall be paiu for as over
time. 

(b) Section 4 shall have no application to part time employes cov
ered by paragrapll (a) of this section 3. 

4. (n) ·when the requi1·ements of the service at any depot, station, 
office, storehouse, shop, engine house, yard, section or other 
poiut or place of employment are such that certain kinds of 
work performed by an cmploye or by any employcs covered 
hereby need not be performed continuously but must be per
formed at intermittent intervals, an employe or cmploycs may 
be assigned to work eight (8) hours within a spread of twelve 
(12) consecutive hours. An employe filling such a position 
shall be paid not less than eight (8) hours within a spread of 
twel Ye ( l~) consccutiYe hours, and overtime shall be paid for 
all time worked in excess of eight (8) hours from time required 
to report for duty to tile time of release "·ithin twelve (12) 
consecutive hours and also for all time in excess of twelve 
(12) consecutive hours computed continuously from time first 
required to repo1-t until final release. Time, except the meal 
period, shall be counted as continuous service in all cnscs 
when the intcn-al of release from duty is less than one (1) 
hour. The meal period may be less than one hour ancl shall 
not be included in time paid for. 

(b) The operation of this Section 4 shall not be restricted by the 
condition that other cmployes may be performing work of 
the same or different class or kind during the period or 
periods of release of cmployes assigned to work intermittently, 
or that the service of the employe or cmployes so assigned 
could be used on other kinds or classes of work. 

5. (a) Time worked or on duty in excess of eight (8) hours, ex
clusive of the meal period, continuous with, in advance of 
and/or following the regular assigned hours on any clay, will 
be paid for on the actual minute basis as overtime. 

(b) Employes who !Ja,·e completed their regular tour of duty and 
have been released and required to return for further service 
may, if more economical, be compensated as if they had not 
been released. 

7. Arbitrary payments or special allowances agreed upon and 
made to cmployes for services performed during or outside 
the hours of regular assignments shall constitute full com-
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pensation for such services, and if performed outsid,~ the 
hours of regular assignment the overtime and call rules of this 
agreement shall not apply to such services. 

8. (a) No allowance will be made for away-from-home expense:. and 
no compensation will be paid for deadheading or traveling 
time when caused by or resulting from the exerciBe of 
seniority (displacement or otherwise), or the application of 
assignment rules, or to serve the convenience of the em
ployes. 

(b) When changing shifts as the result of the application of 
seniority ( displacement or otherwise), assignment and r,!duc
tion-in-force rules, or when done for the convenience of the 
employes, only pro rata rates will be paid for the time worked 
on the shift to which changed. 

(c) When transfer of accounts is required, the employe who is 
exercising seniority rights (making a displacement or other
wise), or whose convenience is being served, will not be com
pensated for time consumed therein. 

9. Limitation on Filing Claims: 
All claims or grievances under existing agreements not made 
in writing within thirty (30) days from date of the o~cur
rence on which claim or grievance is based are barred and 
will be deemed to have -been abandoned. Claims and griev
ances made within thirty (30) days from date of the o,~cur
rence and disallowed are barred and will be deemed to have 
been abandoned unless appeal is taken to the proper officer 
within thirty (30) days from the date of notice disallowing 
the claim. 
Initial decision and decision by each officer in the cour.,e of 
appeal shall be made in writing within sixty ( 60) days from 
the date claim or grievance is received by him or within thirty 
(30) days from the date conference is concluded if confer
ence is had thereon. Appeal from any decision sball be made 
in writing within thirty (30) days from the date of decision 
appealed, or the claim or grievance shall be barred and will 
be deemed to have been abandoned. 
Decision by the highest officer designated to handle disputes 
shall be final and binding unless within sixty (60) days after 
written notice of such decision the said officer is notified in 
writing that his decision is not accepted. All claims or griev
ances involved in such decision shall be barred and de(imed 
to have been abandoned unless within six (6) months from 
date of said officer's decision proceedings are instituted before 
a tribunal of competent jurisdiction established by law or 
agreement to secure a determination or adjudication oJ: the 
rights of the parties. 

10. (a) Regular assignments or shifts of employes shall have a :5xed 
starting time which need not be the same each day and may be 
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changed by notice to the employe or employes involved before 
the completion of his or their preceding tour of duty. 

(b) Inclividual employes or groups of cmployes of the same or 
dilfel'ent classes or crafts, at the same place or point of em
ployment, may be assigned starting times diffel'ent from that 
of tile shift with which they work or are identified. An em
ploye 0l' the groups of employes so assigned shall be identified 
with that shift the assigned hours of which cover the major 
part of the hours of his or their assignments. 

(c) Only those employes assigned eight (8) consecutive hours, 
without a meal pet'iod, shall be allowed, at a time when serv
ice requirements will permit, not to exceed twenty minutes 
in which to eat, with no deduction in pay. 

(d) Individual employes or groups of employes, whether or not 
working in consecutive shifts, may be assigned to work eight 
(8) consecutive hours, without a meal period, where continu
ous hours are required during the period of such assignments 
and will be allowed, at a time when service requirements will 
permit, not to exceed twenty minutes in which to eat without 
deduction in pay. 

(e) Except as provided in paragraphs (c) and (cl) employes may 
be assigned to work eight (8) hours within a spread of not 
to exceed nine (9) hours with a meal period of not to exceed 
one (1) hour to be taken between the encling of the 3rd and 
beginning of the 7th hour of their respective tours of duty. 

11. Positions to be bulletined for seniority choice may be left 
vacant until such time as successful applicant is placed 
thereon. Any position left vacant by absence of regular in
cumbent need not be filled. 

12. The foregoing provisions contained in Preamble and Sections 
numbered 1 to 5 and 7 to 11, inclusive, are hereby made a part 
of the schedules and agreements between the Carriers and the 
employes covered hereby, to the extent, and only to the extent, 
that reqnests have been made for changes in rules with respect 
to any Carrier and with respect to any class or craft of em
ployes, and supersede and cancel those provisions of any rule, 
agreement, understanding and practice, or interpretation of 
any thereof (whether contained in agreements or in awards, 
decisions or decrees), which are in conflict with or, if con
tinued in effect, would change or modify any of said first men
tioned provisions or interfere with their application. 

This agreement shall be effective on ................ day of 

..................19 ..... 

FOR THE CARRIERS FOR THE EMPLOYES 
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APPENDIX C-5 
[Cnrrie,s' Exhibit No. 2021 

WESTERN RAILROADS 
Li,st of Corriers as Heprllliented by the Western Carriers' Conference Commillee, and 
Their Employaes Represented by The Brotherhood of Locomotive Enuinecr8, B:0 otherhood 
of Locomotive P-iremen & Enginemen, Order of Railway Conductors, Brotherhood of 
Railroad Trainmen and Switchmen's Union of North America, as Jndicateu 1,y "X," 

-in Connection with Notices/or Waue Increases Served by the Orunnizat:ions 

BofL SU 
Carriers RofLE F & E OofRC BofRT of NA 

Alton RR_________________________________________ X X X
Alton & Southern HR____________________________________ _ •x X 
Atchison, Top<•kn & Santa Fe Ry_____________________ X X X 

Gulf. Colorado & Santa Fe Ry___________________ X X X 
Pnn Ham.Ile & Santa Fe Ry______________________ X X X 

Bnltimore & Ohio Chir.ago Terminnl RR______________ X X
Belt Railwny Company nf Chicngo__ _________________ X X 
Burlin11ton-Rock Island RR_________________________ X X 
Camas Prairie RR__________________________________ X X 

Chicn110 & Eastern Illinois H.R_ __ __ __ ____ ____ ____ ____ X X X X 
Chir.ngo & Illinois l\li<llan<l H.y_______________________ X xX: X •X 

T Chicago & North Western Ry________________________ X ux X 
Chicni:o & Wc•lern lndiunn HR______________________ ______ •X •x 
Chicago, Burlington & Quincy RR____________________ X X •-•x 
Chir.ni:o Great We•tern Ry__________________________ •X •x nx X 

XT Chicago, l\lilwnukee, St. Pnul & Pncific RR____________ X X 
T cc~iClll!O, Terre Haute & 8outheastcrn Ry_____________ x~ X X
T icago, Rock Island & Pncific Ry __________________ _ X X 

Chieago, St. Pnul, Minnenpolis & Omaha Ry__________ X X •x 
Colorado & Southern H.y____________________________ X X X MX 
Colorado & Wyoming Ry__________________________________ •X t•IOX 

Davenport, Hock Island & Northwestern Ry___________ ------ •Xx 
T Denver & Rio Grande Western RR___________________ X X ,-,x 

Denver & Snit I.nke Ry_____________________________ X X X X 

Des Moines Union Ry______________________________ X X X 
Duluth, J\lissabe & Iron Runge Ry___________________ X X 11-nx 
Duluth, Winnipeg & Pacific Ry______________________ X X X
East St. J.ouis Junction Ry_______________________________ _ •X X 
Elgin, Joliet & Eastern Ry__________________________ X X X 
Escannb:i & LakP. Superior RH____________________________ _ •X IDX 

Fort Worth nnd Denver City Ry_____________________ X X X X 
Wichita \'alley H.y______________________________ X ~ X X 

Fort Worth Belt Ry ________________________________ ------ 1 

Galve•ton, Houston & Henderson RR_________________ ______ •X 
Gnh·eoton Whnrvrs_________________________________ ______ •X 
Great Northern Ry_________________________________ X X ux ,x 
Green Bay & Western HH___________________________ X X X X 

l(ewnunee, Green Bay & Western RR_____________ X X X X 
Ahnapee and Western Ry_______________________ X X X X -----------------------,----------------

Gulf Const Lines-Comprisini: X 
T New Orleans. Texns & l\lexieo HY--~------------- X ux 
T Beaumont, Sour Lake & Western Ry_____________ X X ux 
T Orange & Northwestern Ry______________________ ux X ux 
-----------------------;----------------T St. Louis, Brownsville nnd Mexico Ry ___________ _ X X X ux 
T Iberia, St. l\'lnry and Eastern Uy ________________ _ X X
T New Iberia & Northern RH ____________________ _ X X
T Houston & Brazos Vnllcy Uy ___________________ _ X --x:-- X ---- X---- ------

1---1-----1---
T San Antonio, Uvalde & Gulf RR________________ _ x X X X
T S~ll•• Land Ry _______________________________ _ X X X X
T R,o Grande City Ry___________________________ _ X X X ____ X ____ ------T Asherton and Gulf Ry _________________________ _ 
-----------------------;--- -------------
T San Antonio Southern Ry ______________________ _ X X 
T San Benito and Rio Grnndc Valley Ry ___________ _ X X
T Asphalt R,•lt Ry _______________________________ _ X X 
T Houston North Shore Hy_______________________ _ X 
T lntcrnution:il-Grent Northern Rll_______________ _ X --x:--

Houston Belt and Terminal Ry______________________ X X 
lllinois Centrnl Rnilr.,nd_____________________________ X ,x 

Ynzoo 11ml Missisoippi Vnlley RH________________ X X 

See footnotes at end of table. 
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Carriers' Exhibit No. 202-Continued] 

\VESTER~ RAILROADS-Continued 
ui8t of Carriers as Represented liy the Western Carriers' Conference Committee, and 
Their Employees Represented by The Brotherhood of Locomotive Engineers, Brotherhood 
of Locomotive Firemen & Enyinemen, Order of Railway Conductors, Brotherhood of 
Railroad Trninmen and Switchnren's Union of North America, as Indicated by "X," 
in Connect-ion with Notices for Wage Increases Served by the Organizations-Continued 

BofL SU 
Carriere BofLE F&E OofRC BofRT of NA 

Illinois Central ltailroud-Continued 
Vickshur11, Shre,·eport & Pncific Ry_______________ X X X X 
Al:lbnmn nnd \'irksbur11 Ry______________________ X X X X 
Gulf anJ Rhip lslnnd RR________________________ 11X X X 
Chicago nnJ Illinois Western RR----------------- X --X-- X 

---1-----1----
l{nnsns Cit;v Southern Ry___________________________ X X 
l{an~n,. City Tt>r111innl Hy___________________________ X 
Lake Superior Terminnl & Transfer RY---------------- _____ _ 
Loo Anaeles Junction Ry____________________________ X 
Louisiunn & Arkansas lty___________________________ X 

l\lnnufaeturera Rnilway _____________________________ ------ •X --X ,x· X 
Miillnnd \'all,•y RIL________________________________ X X 

KanSRs, Oklahomn & Gulf Hy____________________ X X X X --X--
R Minnenr.olis & St. Louis llR__ ______________________ X X X X 

0llmlwny Trnnsfer Co. of City of Mnpls______________________________ ---------- X 

Minnenpoli•. Northfield and Southern Ry__________________ _ •x X X 
T l\linnear,olis, !'!t. Paul & Sault Rte. Mnrie Ry__________ X X X X 
T Du uth, South Shore & Atlnntic Ry_______________ X X X X 
T l\linnal Hano:e HH_____________________________ X X X X 

Minnesota and lnternntional Hy_____________________ X X X X 
Bi11 Fork & International Falls RY---------------- X X X X 

Minnesota Trnnsfer Ry___________________________________ •X X •X 
Missouri-Knnsas-Texa• RH__________________________ X X MX 

J\lissouri-lfonsas-Texns RR Company of Texns____ _ X X ,-,x 
T Missouri Pacific RR________________________________ X X •x
T J\liasour!-lllinois Rll____________________________ ______ 1X X 

Northern Pacific Ry________________________________ X X rx 
Northern Parific Terminal Co. of Oregon______________ X X •X 
Northwestern Pacific RR____________________________ X X X 
Ogclcn Union llnilway & Depot Company_____________ X X X 
Oregon, Cnlilornin nm! Eastern Ry___________________ X X 
Outer Harbor Terminal Ry__________________________ ______ •X 

Peoria & Pekin Union Ry___________________________ X X X 
Port Terminul Rnilrond Aseoc:otion_._________________ ______ 1X _____ _ X 
Pueblo Union Depot nnd Rnilrond Company ____________________________ _ •X 
St. Joseph Terminal RIL____________________________ X X _____ _ X 

T St. Louis-San Francisco Ry_________________________ _ X X 
St. Louie, San Francisco & Texas Ry ............ _____ _ X X 

T St. Louia Routh1Yestern Ry _________________________ _ X X 
T St. Louis Southwestern Ry. Co. of Texas _________ _ X X 

St. Poul Union Depot Company _____________________ _ X X 

San Diego & Arizona Eastern Ry_____________________ X X 
Sioux City Terminnl R.v __________ . _______________________ _ •x 
Southern Pacific Co. (Pacific Lines).__________________ X X X •X 

Sou. Puc. Co.-Former El Paso & Southwestern_____ X X X X 
Sou. Poe. C.o.-Fnrmor Arizona Eastern____________ X 

Spokane, Coeur d'.~lene & Pnlouee Ry _______________ _ 
Spokane, Portland & Seattle Uy _____________________ _ X 

X --:x-- X 
X 
X 

South Omnhu Terminal Ry _________________________ _ X X X---;c-
Oregon Trunk Ry _____________________________ _ X X X X 
Oregon Electric Hy ____________________________ _ X X X X 
United lluilwaye Company _____________________ _ X X X X 

Spokane Union Station_______________________________________________ _ 
Terminal llnilrond Association of St. Louis____________ X X ------
Texas and New Orleans UH_________________________ X X X 

Ciscu & Northeastern Ry________________________ X X X X 
Abilene & Southern Ry_________________________ X X X X 

Toxns and Pacific Ry_______________________________ X X X •x 

Weatherford, !\1inernl Welle & Northwest'n Ry____ X X X X 
Tesns-New i\lexit'o llnil"·ny_____________________ X X X X 

i:!ee footnotes nt· enJ of table. 
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[Carriers' Exhibit No. 202-Continued] 

WESTERN RAILROADS-Continued 

List of Carriers as Represented by the Western Carriers' Conference Commillee, and 
Their Employee,1 Representr.d by The Brotherhood of Locomolive Engineers, Bro1herhood 
of Locomoliue Firemen &: Enginemen, Order of Railway Conductors, llrothe.·hoorl of 
Railroad Trainmen anti Switchmen's Union of North America, as lndicaled /,y "X," 
in Conneclion with Notices for Wage Increases Served by thP. Oroanizolions-Cc,ntinued 

Carriers 
Bofl, 

BofJ.E F & E OofnC BofnT 
SU 

of NA 

X 
X•x
•x 
X 

Union Tcrminnl Rnilwny Company (St. Joseph) ________ ------
R Wnbnsh Ruilwoy___________________________________ X 
T Western l'ueific f!JL________________________________ X 

•X 
X 
X 

___X__ _ 

X 
Ynkima Valley Trunsportntion Company____________________ ------------

NOTES: 
1 Covers white firemen, white flngmen nnd white yardmen only. 
1 Includes ynrdmnRters. 
• Includc!:l engi11cers. 

Includes South St.. Pnul Terminal. 
Hcprcscnts yur,lmnstcrs only. 

I Represents i:1witchtcu<lcrs only. 
lnrludes dini11~ ~ur stcwur<la. 
I nclude.q tnp room st cwnrds. 

1 lucludes diuing <'nr chefs and cooks. 
10 Includes co11d11ctors. 
11 lnclurlcs ynrdmusters. 
11 Includes fireme11 nml hostlers. 
u lnrlml<'.s yurd foremen, Chicago SY.itching District. 
11 Covers white O:,~mcn. while L>rukcmcu u.nd white ynrclmen only. 
Iii lnrhu.Jcs while fircmeu. i 
1• lnC'ludcs <liumonil Hwitchtcndcrs and switC'htc11rlt"rs. 
n lncluclr.~ 2 u~il'4tnnl ynrdmustcrS Iron Hanu:c Divi:;ion nncl 2 n.ssistnnt yardmasters l\'lissnbc Division. 
11 Includes forcmP.11 Laredo ynrd nud swilchmcn in Loredo. 
11 lncludc1:1 hrukcruen. 
10 Co,·crs ynrcl111c11 only. 
11 Covers white cnuine foremen only. 
n luC'ludes ArknnstlB \\'e1:1tcrn Ry. 

T-Trustecship; R-Rcceivership;-Subject to approval of Court. 

Chicago, October 9, 1041. 

For the Carriers: For the Organizations: 

https://forcmP.11
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[Carriers' Exhibit No. 2051 

For the organizations: For the carriers: 
J. P. SHIELDS. H. E. JONES. 
H.J. ARRIES. D. A. 1\-!Acl\ENZIE. 
H. w. FRASER. T. C. CASHEN. 

EASTERN RAILROADS 

Represented by lhe 

EASTERN CARRlERS' CONFERENCE COMMITTEE-1941 
On which the Following Notice was Filed, June 10, °f.941, by the Five Enuine & Train 

Service Oruanizalions: 
"That eflcctive July 10, 1041, nil c,isting b:isic rtaily wnge rntes be increased thirty (30) per 

cent wilh R minimum money inr.rc:ise of SJ .80 on the minimum dny. Tl,e snmo percentage 
of incrrnse uppHe<l to the b:i~ir. du.,· will Lr. npplicd Lo 1111 arLiLru.,ietj, miscellu.neoutt rutos or 
epecfo.J allowances nnrl to dnily and monthly p;unrantees." 

(Authority is co-extensive wit b notires filed nnd "-ith 
the SetJpe of ogrceme11ts ns to clnsses of employees) 

Engi Fire- Con- Trnin• Switch• 
Railroads, etc. neP.rs men duefnrs m~n men 

Bo!LE BLF&E OofRC Bo!HT SUofNA 

(1) (2) (3) (4) (5) IG) 

Akron & Barberton Belt Rnilrond ComP.nny, The.. X X 
T Akron, Canton & Youngstown lln1lway (incl. 

Northern Ohio Rnilway) .•.. -.. ·--······-·-· X X X X X 
RAnn Arhor Unilroad Compnry, The...••····-·-· X X X X ·-······ 

Bnltimore & Ohio Rnilron<I Company, The.. ·-·· X X X X (e) ·--·-··· ---------------------1-------- ------------
Bessemer & T.nke F.rie Rnilroad Company_··---· -······· x (al X X X 
Boston & l\·laine Rnilroad .......... ·-········· X X X X (h) ·--·-··· 
Brooklyn Eastern District TerminaL---·-····-· X X

---------------------1-------- ------------
Bneh Terminal Compnny.·······-···········-· X X X 

T Central Rnilrond Company of New Jersey, The... X X X 
Centrnl Vermont Rnilwuy, Jue ________________ _ X X X 

T Chicago, lndinnapolis & Louisville Railway Co.._ X X X
---------------------1---- ---- ------------

Chicago Union Station CompnnY.---··-······-· .••..... ·-· ... ·- X 
Cincinnati Union Termi11n) Compnny___________ X X 
Dt•luwarc & Hudson Rnilrond Corporntion.... --. ···x··· X ··-xci) X 
Delnwnre, Lucknwanna & Wcstcru Rnilrond Co__ X X X X ·-·x··· 

---------------------1---- ---- ------------
Detroit & Tuledo Shore Line Railroad Compnnv..- X X X (f) X X 
Detroit Termi11al llnilrond Company........ :... X (c) ·•-•·•·· X (b) X 
Detroit, Toledo & Ironton Railrond Compnnv.._. X X X (b)
EU8t Brood Top Railroad & Coal Company, ·Tho. X ··-x:·-· X --·--··· 

T Erie Rnilrond Company•...... - .. ·-······-···· X X X (f) X 
Chicnito & Er;e Ruilrond Compnny_........ X X X (f) X 

T New Jersey & Now York R.nilrond Company_. X X X (f) X ·-··---· 
Grand Trunk Western Railroad Compnny....... X X X X(e-b) ···--··· 

71 ----
Huntinudon & Broad Top Mountain Railroad & 

Cool Co., The•• ·-··················-·-····· X X 
lndinnnpolis Ui,ion Railway Compnny__ ········ X X 
Jay Street Termiual. .............. ·-•········ ............... . 

Lehiirh & New En1<lnnrt Unilrond Company·-··-· X (n) X X ··-··- ·-
Lehigh Vnllcy Railro:1d Compnny·--·-·-·--···· ·-·x··· X X X(e-i) ·····-·· 
Mnine Ceutrnl Rn;lroud Compnny·-·----·--···· X X X X (h) ·---·--· 

Portlaud Terminal Compnny....·--······-· X X X ~ (h) ·-······ 
Monongnheln Railway Compnny, The... -...... X X X ____________..:._...:.....:._______j____ ---- ________,__ 

NEW YORK CENTRAL llAILROAn CO:\1· 
PANY, THE, AND ALL LEASED I.INES: (e) 

New York Central Railroad Co.-BulTalo & 
F.net.......................... ___ .... . X X X X 

New York Central Ruilrond Co.-West ol 
Bufinlo, (incl. Ohio Ccntrnl DivisionL .... X X X X (b) X 

Boston & Alhnny Rnilroacl. ..._.. _.... _... . X X 
C. R. & I. H. R. Co.-C. Jct. Rnilwny Co.. . X X 
Clc,·elnnd Union Terminnls Company, The.. X X 

C. C. C. & St. T.. R.nilway Co., (iucl. 
L. & J.B. & R.R. and P. & E. Rnilway)._. X X X X 

ln!1ia!1a Harbor Belt llnilrond Compnny·-·-· X X 
l\·!1ch1gan C'cntrnl llnilrontl Co., The....... . X X
P1ttsbutRh & Lnke Erie R.R.Co. (incl. L.E.&E.) X X 

See footnotes at end of tables. 
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[Carriers' Exhibit No. 205-Continncdl 

EASTERN RAILROADS-Continued 

Represmilecl by the 

EASTERN CARRIERS' CO~FERE.i':CE COMMITTEE-1!)41 

On which the Following No!ice was Filed, June 10, 1.91,1. h!J the Five E11yine & Train 
S,:n•ir:e Orgn11iwtio1(11:-Cunli1111cd 

..Thnt eff,.rtivf" July ltl. l!l-11, aH rs!stinl,! ba~:r d:,ily \\"tn:r rafr:J hr inrrrnSl'd th!rty 1:to, J)"r
t"'rrn wit.h :t minimum nionry incrt-n•,• of I l.80 on ,h,. tttininunn ,ti\:-,. Th•· s:,•nl" 1.1Cr:~t:-n:nge 
of inc:t::t'ft' Rpulirtl ,o tht: ba~ir du:-• w:11 hr arpfi..il r,., ulJ 11rb1:.rsri~s. ruidct-lluueous .:at.es or 
epe,:iaJ allo\\·aocc:-s nnrt to daily urnJ. mnr,thl.\· a.cu:1rnutN•:.4."' 

(..\ut.hori1y ia ro-cxt.rnsivP with m.1tires filrd Anti wilh 
thr scope or agrec111e111d :.s to claa.~•i1 of rmplu:, r-cs) 

Railrouds, etc. 
En,:i-
llt."('f'S 

n..fLE 

Fire-
men 

DLF&E 

Cnn• 
rliar.!•"~ 
Uufl!C 

Tr.tin• 
•~en 

D,,fHT 

Swi1ch• 
me:1 

H'uf:-A 

(I) (2) (3) (4) C5l (Gl 

Ne"· York Dnc:k llnilwn~·---·------------------ X X 
New York, Chioagu & tit. J.ou;s Ruilroncl Compnny X XX X X _______ _ 

T New York, N,,w llawn & H:irlford Huilron, Co. X _ X(b-,,) _______ _ 
---------------------1----1---- ------------
T New York, R11s<111ehunnn & Western llnilrond____ X X X (f) X _______ _ 

Peunsylvnnin lt:iilron<l Company, The_.________ X X X X(e-L) _______ _ 
Ballimnrc & En•lcrn Rnilrond Compnny _. __ X X X X 
Long laluml l!ailroncl Cumpnny, The_______ X X X X (j1 ____,_________,_____ 

Penusyh·ani:1-llcadin1,t Se:ishore Lines---·-·-·--- X X X X 
Pere ~Jarquellc ltuilway Compnny_____________ X X X X X (g)

FL. Street Union Ocpol Company__________ X X X (t) _______ _ 
---------------------,---- ------------- ----

Pitt1-1b11r.ah ,it: 8hn\\·n111t Railroad Companv, The_ x X X X 
R J'iushur~h. ~h:1w11111l & Northern ltnilruud Co., The X X X 

Pitt~lmrµ-h & \\'est \"ir1-ti11in Huilway Compnny, The X X (0 X (b) _______ _ 
Pittsburgh, Churlicni & Youghiughcuy Hailwny

Company--·-- ______________ . __ ..... ______ _ X Cc)--------________ X (h) _______ _ 
---------------------,---- -------- ---------

Read in" Company____________________________ X X X X(h-m) _______ _ 
River T<•rminal Hailwny Company, The_________ X X X 
Staten lslnml l!apitlTrunsiLH:iilwuyCumpnny, The X X X X 
Union Bell of D!'lroit_ ________________________________ -------· ------·- X 

---------------------,---- -----------------
U11~on qc1?ot Cfln_1pany (Columbu~. Ohio) __ ·---· ________ ---·;---·------- X 
U111011 l•rcu:ht Ha1lronrl Company Cllostun, 1\luss.) ________ X ·------- X --------X (b) _______ _\Vushiugton Termi11nl Company, The .. ·------··-------· X (n) ----··--

,vlu!t!lin~ &. J.akc Erie ltailro:ul Cu. (incl. Lor-.iin & 
\\'p...;f \'ir!!i11i11 Huilwn.\' C"n .. ThcL---·······-· X X X X 

R-Heceivership T-Truslecship (Sec followi1111 puge for Noles) 

.I 

https://Pitt1-1b11r.ah
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[Cnrrier.1' Exhibit No. 205-Continued] 

EASTER~ RAILROADS-Continued 
Represented l1y the 

EASTERN CARRIERS' CONFEREKCE COMMITTEE-1941 
On which the Following No/ire tt·n8 Filed, June 10, /,9!,I, by the Five Engine & Train 

Service Or{lnnizatio11s:-Conti11 ucd 
"'Thnt effeeth·e foly 10. JOH, nil e,istinl( bnsic rloil.v wnge rotes he increnserl thirty (30) per 

rent wi 1 t,, a minimum mo11c'.\· increase nf St.SO on the minimum rlny. The ~nmP ncrcrntnJ?e 
of iurrc.'l~C npplic<l to th(' bru;i~ tiny will he npp1ietl t.o nll nrhitrorics, mi.sccllanoons rates or 
speciul llllowu.nces nnd to duily und monthly guarantees." 

(Authority i:-i co-e~tr.m;h-e with notices filed nnd with 
the scope of ugreemonta as to elnsses of employees) 

NOTF.S: 
(a) Bc,.rmer k Lnkr F.rie Rnilrond 

1.c!--.iah & New F.nclanrl Ruilrond 
'\Vushington Tcrmi11nl Company 

(b) C".Il. k I.R.R. C:o.-C. Jrt. Rwy. Co. 
nptroil Trrmim.1I Rnilroacl f'o. 
Detroit, T1olc<lu & Ironton n.R. Co. 
Ft. Rtl"f'CI Union Oepol Company
lnrlinun llnrb,,r Belt tlnilrond Co. 
N. Y., N. H. k H. R:1ilru:11l Co. 
P. C. & Y. Hnilwny Cumpon_,, 
Pit~buruh S:. \\'r~t \riruinia Rwy. Co. 
\\'oshi11gtun Terminnl Compnny 

(c) Detroit Terminnl Railroad Co. 
J>. C. & Y. llnilway Co. 

(d) lndinnapolis Union Railwn)" 

(e) Balt.imore & Ohin Rnilrnnd Co. 
\lmraJ Trunk \\'c:;trrn lluilrond Co. 
Le?,igh Vullry Hnilrnnd 
N.Y.C.ll.Il. (F'111-line A~rcrments) 
N. Y., N. II. & II. f!ailrnnJ Cu. 
Pcnnsyh•nnin Ilailronrl Co. 

(f) Deluwore & Hurlson Rnilrond Corp.
Detroit & Tulr,lu Shore Line R.R. Co. 
Eri~ HniJrnntl Company 

Chirago & Eric H:1ilrnnrl Cornpany 
N. J. & N. Y. H:,ilru:1d Compnuy

N. Y. S. & W. Hnrlruod 
Pill,burgh & Weal \'ir~inin Rwy. Co. 

(g) Pere l\lorquette Rnilwny Company 

(h) Gr11nd Trunk Western Railroad Co. 
:Mui11e Ccn!rnl Iluilroud 

P1,rtlnn<l Termi1uil Compnny
N.Y.C.ll.l!. ((lhiu Ceulrul Dh•ision) 
Heading Company 

(i) Lel.igh Vnlley Unilrnnrl 

(j) Long lslnnd Rnilrood 

(k) Indi:ma Hurbor Belt Railroad 

(L) Pennsyl.-uniu Unilrond Company 

(m) Rending Company 

(n) Boston & Alhnny Hailroad 

Chicago, Ill., 
September 5, l!l41. 

Includes en.itincers represented by the-Brotherhood or 
Locomoth·c Firtme11 t1nd Enginen1tm.} 

l
Inc-ludes conductors represented by the-Brotherhood ot 

Ruilrond Trainmen. 

l Inrludes firemen r,,prcsented by the-Brotherhood of 
J Locomotive Engineers. 

Indudc.s trainmen represented by the--Or<ler or Rnilwny
} Comluclors. 

Inrlucles Dining Cnr Strwnrrls represented by th
Brotherhood of Iluilrond Trainmen. 

Includes Ynrdma.sters represented by the-Order of 
Hailway Conductors. 

lnrluclcs Ynrdmnstc-1'8 rcprcsonted by tho--Switchn,en'e
} Union of Nvrth America. 

) 
Includes Ynrdmnsters represented by tbo-Brotberhoo 

of Hnilroad Tr.iiumen. 

I 
\ Includes Cnr Hirlrr,. Perth Ambny Cllol Dc,r.1,, repre
J senterl by the-Brotherhood llf Hnilruad Truiumeo. 

Inrluclr.s Guards rrpresented by the-Drotherbood or 
} Huilrun<l Trainmen. 

lnclude.<1 Trlcw;raphers, Lc"·crmen and Si,.-itchlender,. 
c,pcnrloro represented by tbo-Urolherhood of Huilroad } Trni11men. 

lnclurlcs Hump ~lotnr Car Operators reprr.sented by the 
} -Urutbcrhuud of H.uilroad TnUnnieu. 

\ Includes Cnr Droppers, Port Rending Tt'rminnl repre
J sentc<l by the-13rotherhufld of Ruilro:.u.l Truiumen. 

Includes Hood Brakemen, Bu~i;ngemen ond Flngmeo, 
\ rcproseuted by the-Order of H.ailwuy Conductors. 

https://N.Y.C.ll.Il
https://Trrmim.1I


116 REPORT OF EMERGENCY BOARD 

APPENDIX C-6 

THE· EIGHTEEN CLASS II AND CLASS' llI SHORT/LINE 
RAILROADS INVOLVED 

Alabama, Tennessee & Northern R. R. Corp. 
Ashley, Drew & Northern Railway Company 
Atlantic & Yadkin Railway Co. 
Blue Ridge Railway Company 
Canton Railroad Company 
Carolina and Northwestern Railway Company 

Chicago Tunnel Co. 
Chicago Tunnel Terminal Co. 
Danville and Western Railway Co. 
High Point, Randleman, Asheboro & Southern R. R. Co. 
Maryland & Penna. R. R. Co. 
Midland Continental Railroad 
Minnesota Western Ry. Co. 
New York Dock Railway 
Paris & Mt. Pleasnn t R. R. Co. 

Quanah, Acme & Pacific Railway Co. 
Sand Springs Railway Co. 
Yadkin R. R. Co. 



----------------

----------------

----------------

----------------

----------------

------------ ----

----------------

----------------

----------------

117 REPORT OF EMERGENCY BOARD 

(Cnrricrs' Exhibit No. 2091 

SOUTHEASTERN RAILROADS 

Represented by the 

SOUTHEASTERN CARRIERS' CONFERENCE COMMITTEE-1941 
(Authority is co-extensive with requests filerl and with 
the scope of agreements as &.o clasHCe of en1ployce) 

(rw indicates representation for rules nod wage matters) 

R.nilroads Bo!LE BLF&E Oomc BomT SUolNA ---------------------,---- ----------------
Atlantic Const Linc__________________________ _ rw rw rw rw (a) ______ ,.._ 
Atlanta & West Point________________________ _ rw rw rw rw 

Western Railway of Alnbnrnn _____________ _ rw rw rw nv 

Atlantn Joint Terminals______________________ _ rw rw rw 
• Central or Georgia___________________________ _ rw rw rw rw 

Charleston & Wcatern Carolina _______________ _ rw rw rw rw 

Chesap,,ake & Ohio __________________________ _ rw rw rw (a)rw ------ ... -Clinchfield _____ . ____________________________ _ rw rwrw rw
• Florida Euet Const__________________________ _ rw(b) rwrw rw 

Georicia ____ . __ - - .. ___ .. ______ . ____ - - - ...... - rw rw rw rw 
Gulf l\lobile & Ohio__________________________ _ rw rw rw rw 
Jacksonville Tt?rmirmL .. _____________________ .. rw rw rw 

J{entucky & lnclinnn Terrninnl_ _______________ _ rw rw rwL'lui,ville & Naslwille________________________ _ --------rw rw rw rw (n)
Na..h,·ille Chattanooga & St. Louis. ___________ _ rw rw rw rw(a) ,.. _______ 

Norfolk & Portsmouth Belt Linc ______________ _ rw rw rw
Norfolk & W·swrn __________________________ _ rw rw rw rw 
Richmond r-rerlericksburg & Potomac....... ___ _ rw rw rw rw --------• Seahonrd Air Line ___________________________ _ rw rw(a)rw rw 

(c) Southern .. _. _____________________________ _ rw rw rw rw(n) --------Alabamn Grent Southern _________________ _ rw rw rw rw 
Belt Rnilway Co. of Chnttnnoogn __________ _ rw rw rw 

Cincinnati Burnside & Cumh. Riv_________ _ rw rw rw 
Cincinnati Nrw Orlenns & Tex. Pac _______ _ rw rw rw rw --·,;cdi 
Georgia Southern & Floridn _______________ _ rw rw rw rw 

Harriman & Northcnst<'rn ________________ _ rw rw rw rw 
New Orleans & Northenstrrn. _. _______ . __ . rw rw rw rw 
New Orleans Terminnl_ ___________________ _ rw rw rw 

St. Johns Rivc-r Tnrminnl_ __ ,.. _____________ ,.. rw rw rw 
Woodstock & Blocton ____________________ _ rw rw rw rw---------------------!--------------------

rw rw 
rw rw 

a) Includes dinina car stcwnrd9. 
bJ Covers hostlers and outRirle hostler helpers only.
c) Includes East St. Louis TPrminnl. 
cl) Cincinnati, Ohio, nn,! Ludlow, Kv. terminals only.t Authority given is subject to apµrovnl of court. 

APPROVED: 

A. ,I. Bum 

For Railroads For O. of R. C. 

J.P. SHIELDS D. A. MACKENZIE 

For B. of L. E. For B. of R. T. 

H.J. Annrns A. P. BnrNDLEY 

For B. of L. F. & E. For S. U. of N. A. 

9-!'r•U 



[Employes' E:rhibit No. 11 .... .... 
f;tatement showing carriers on which Organizations served the original vacation with pay request on or about May 20, 1940, a:, 

and the wage increase proposal on or about June 10, 1941. 

ORGANIZATIONS 
(1) International A~socint.ion of l\fnchinists. (8) Order of Railroad Tclcgrnphers. 
(2) I ntermu ionnl Brothcrhooc.l of Boilcrmukers, Iron Ship Builders nnd Helpers of (0) Brotherhood of l!nilwny nnd Steamship Clerks, Freight Hnndlers, Express nnd 

Amrricn. Star ion EmployP~. 
3) Internationnl Brotherhood of Blnck•miths, Drop Forgers nnd Helpers. (10) Ilrotl,crhood of .\lnintennnre of Wny Employes. 
4) ~hrct i\lrLal \Vorkr.rs' I ntPrnntion:il 1\~sncint ion. (11) Brotherhood of Hnilrond ~iu:nnlmc>n of Amrricn. 
5\ lntrrnnt.ionul Ilrot.hcrhno•I of F.lt't:trirnl Workers. (12) Nationnl Ora::unizn1.io11 l\Instrre, l\lot.rs & Pilot@ of America. 
G) Brotherhood Hnilwuv Cnrmf"ft or Anll'ricn. (13) Nntionul l\tnrinc Eni;z:inerr~• Benefirin) ARSocintion. 
7) J11tl'rnationnl BroLhCrhood or Firemen nnd Oilers. (14) Intcrnutionul Longshoremcn's Assorintion. !

Ilnil,,·ny Employes' Dt•pnrtment 
Amcricnn Federntion of Labor Mns- Mn

Teleg- ter•, rinc Long
Nnrne of Cnrrier Sheet Elcc- Fire- rnph- Clerks M. of Signnl- ":i~'Js engi shore
(Enstern Region) 1\fn- Boiler- Black- metnl trical Car ::':3 ers W .E. men pilots neers men 

cliin- mnk- smiths work- work- men 
istd ere crs ers oilers 
-------------------------------1---+--+---1---

(!) (2) (3) (4) (5) (0) (7) (S) (0) (JO) (11) (12) (13) (14) 
---1---1---1·--- ------------------------

Akron & JhrLerton Belt R.H.Co. _________________________________ ------ ______ ------ ------ ______ ______ ______ ______ ______ X _______________________ _ 
Akron. Cn11to11 & Youngstown Ry. Co. 

(lnr-ludes N,,rthcrn Ohio lly.)__________________________________ X 
Ann Arbor lluilronc.l Co.----------------------------------------- X (i) 

-----------------------------1----1--- ---1---1---t--- ------------1---1---t---
Bn1111nr ,\: Aroostock Hl!Co._____________________________________ X X X X ------ ------ --X-- ~ X X 
Bcs,emer & J.nk,· P.llricCllR Co____________________________________ ___X___ XX --X-- --X-- --X-;-- ---X;-- X x· X X ·-x-- :::::: :::::: :::::: 
Rnst.011 & lllnine R o_________________________________________ , - X X X _________________ _ 
lloston ·rcr111in~ll Co. ____________________________________________ ------------------ ------ ------ ------ ------ x1 X X X ____________ -----· 
Brooklyn Eastern District Tern1inuL ______________________________ ------ ______ .,.. _____ ------ __ ,.. _______________ ------ X 

e X• ------ ------ ------ ------
A:~:i~1 

1\~;,~i~~nl~~-~~~~-- -- -- -- -- -~-- -== ::: ::: :::::::::::::::::::,:::::: ======, ::: ::: ::::::,::: ===,=== ===,==== :: _-~--,
C11nndi1111 Nutiorml Ry. Lines in NP.w England_____________________ X X X X X X X X• X 

C'hamplnin & St. J.nwrence ll.ll. Co.--------------------------____________ X ------ ______ X ___________ _ X 
St. Clair Tunnel C"·---------------------------------------- ------ ______ ------ ------ X ------ ______ ------ X •-r -1======1======1=== ===!======
Uui,ed Statt:s & Canndn Rnilrond Co. _________________________ ------ ______ ------------------ X ______ ------ X X ···--- ------ ----·· ------

https://l\lot.rs
https://Vorkr.rs


-----------------------------1---------
Cemm! Vermont Rnilwoy, Inc.---------------------------------- X X X X X X X X X X

Cr.ntrnl \'errnont 1'crn1innl. Inc. _____________________________________________________________________________ _ 
Chirouo, lmlii111n1,nlia & Louisville Hy.____________________________ X X X X X X X X X 

X 
-·x·· x·· :::::: :.::_: :::::: 

Cin,·iunnti Union Terminal Co·-------·------·----------·--------- X X X X X X X X X X X ··-··· ............ 
Cl,bu:o Union Stutiou Co. _____ .................................. X ...... --···· ··--·· X X X X (nl X •••••• •••••• •••••• ··--··----------------------------·•------------------------------------------
g~t.~:::;r~i,t~~~.~n:it:=:=::::::::::::::::::::::::::::::::::::: ··x.-· ··x.-· ·-x.-· ··x.-· --x.-· ~: ·-x.-· ~ ~ X 

X X 
X 

Deluwurr. Lnrkuwnnnu & Western RR.................... ·--···-· X X X X X X X X X (n) X X 
D1•1.roit l."1 \lnckinun ·-------------------------------------------- --·--- ______ ------ ______ ------ ------ ------ ------ ------ X 
Dctruil,, Tulcdo & Ironton RR••••••••••.. ·····················-· X X X X X X X X•----------------------------·I--------------------------------- ---------
Do•troil ,I: Toledo Shore I.inc Il!L •. -················-············ X X X X X X ------ ------ X X 
Dciroit Trr111inul Rll Co••••••• ••···················-············ X X x• X X X
Eric Hnilrond Comµany _____ ... ________________________________ - __ X X X X ··x-· ·-=c X (n) X 

Cl,icae:o & Erie ltnilroad Co··········-·········-···-····-··· X X X X X X X (n) X 
New Jersey & New York RH.·-·····-·········-···-········-· X X X X X X X (n) X

-----------------------------1--- ---------------------------------------
Ens1, O•n1ul Top RR & Coal Co•••••••• ·-·······················-· •••••• ·····----··· •••••••••••• ···--· •••••• ····-·...... X -·x.·· ··x·- ··x.·- -·-··· 
Grand Trunk Wrstcrn HH Co.••••··-·······-···--·········--···- X X X X X X X X X X • •
Gn:r.11,\·icl1 ,~ .lol1n!:lonville............................ ------------------------------ ________________________________ .,.___ ______ ______ ______ XI ________________ .,. ______ _ 

X 1 
I·lumi11~lon & JlroaJ Top l\lountain RR & Coal Co. (Pu,).- ••...••....•... ··-·····-··· ...... ··--····-··- .....• -···-·...... X• ...... ··-··· ...... --·-·· 
llu•IHOll l(: ~lu.nh:Lttnn RR Co. ___________________________________ --------------------~--------------------- ------ ------ ------ ------ ------ ------

-----------------------------•--- --------------------- ------------------
}~~~t•~:.,~1~,-~~\~~112'~.~.o_-:::::::::::::::::::::::::::::::::::::: ..~ .. :::::: :::::: :::::: :::::: ·-~-- :::::: ..~.. ~ -·~·- ..~ .. :::::: :::::: :::::: 
Lnckuwnnnn & \Vyomin't Vu.Hey RR______________________________________________________________________________ X• X _______________________ _ 
l.r.hi•h Valley Rll Co............................................ X• X• X 1 X• X• X• X• X X X X X X 
l\luckinnr. Trnn~portation Co. _______ .., _______________________________________________________________________________________________ ··x·- X 
-----------------------------1--- --------------------------- ' ---------
l\:1nrylarnl & Pfmnf:lylvnnin RR __________________________________ _ x, X• X• X• X• X X 
l\fainc Ccntn,l RR Co•••••••• ••················-················ X X X X X X 

Porthuul Tcrmin11I Co. ___________ ... ____________________ ... ___ ...... X X ··x·· X X X X 
l\'fcrclurnt~ D"spatch Tran~portntion Corp. ________________________ _ X X X X X
:l\·lontnur Rui!rond. _____ ...... _... _... _...... ________________ ...... _______ ...... ___ ... X X X X X ···-·= : ... :: X• ····-· •••••• •••••• ••••••-----------------------------1--- ---------------------------------------
M 011ongnhr.l11 lbilwuy Co.................... ··-·· .... ·-· ....... . x X X X X X X X X• X 
l\lyslic Tr.rmin11I, Cn. (Churlcston, l\lnss.) ·····-·--·········-····· X X X X 
l\lontpr.lii-r & \Vclls RR 11ml Bnrrc & Chclsr.n _____________________ _ X 1X• ··x:.-· -····· ···-·· ·-···· X• ••••• : •••••••••••••••••• ···-·· ····-· ···-··-----------------------------1·-- ------------------ ---------------------
Nrw York C"cntrnl und All 1.•nscn Linea: 

Nrw Yt•rk Centrul-lfoffuln .I: Enst•••••••• ·-·······--·········· X X X X X X X X X (d) I X X X ·-···- XN•?W \·ork Cr.ntrnl Grnin Elr\'ntors ___________________________ _______________________________________________ _ 

New York Central Stockynrds (Bu.ffnlo).-······-·-············ ·····- -·-··- ··-·-· ·--··- -·-··· ·-···- ···-·· ·-··- ~ '·····- -··-·· •••••• 1•••••• ··-··-

Boe footnotes at end 011 table. 



--------- --- ---------------
------ ------ ------
------ ------ --------- - ---------

------

[Employee' E:rhihit No. I-Continued] .... 
1:-.:1 
0 

Statement showing carriers 011 which Organizations served the original vacation with pay rt>quest on or about /ifay 20, 1940, 
and the wage increase proposal on or about June 10, 1941. 

Railway Emplo;ves' Department 
American FcJcruLiuu or Labor Mns• Mu.•tr.rs.Trleg- rine LongmatesName of Carrier Sheet- Elcc- Fire• rnph· Clerks M. of Signal- "nqi shoreonc.J 

pilots(Enstern Region) 1\fa- Boiler- Black- metal trirnl Car• men era W.E. men neera men 
chin- tnnk- smiths work- work- men nnd 
ists ers ers ers oilers 

(]) (2) (3) (4) (5) (6) (7) (8) (0) (10) (11) (12) (13) (14) 

New York Central-West. of Buffalo.···········-····-···-·-···· X X X X X X X X X XX )dl ------ ------ ------
New York Cent.ml-Ohio Central Linc•··-······················ X X X X X X X X X cl) X X 
New York Ccntrnl-Grnnd Central Terminal..................... X X X X X X X X• X (d) X X 

Boston & Albany Rnilroad•••••••••.••••-·····················- X X X X X X X X X X X ------ ------ ------Cleveland, Cincmnnti, Chicallo & St. Louis Ry. Co. 
(Inc. P. & E. Hy. and L. ,to J. 0. Hill-··-··--···-·---·--······ X X X X X X X X X X X ------ ---------------------------------1------------------------------------------

Cleveland Union Terminals Co.................................. X X X X X X X X X(d) X X 
0 X X X X X Xi ...... X (cl)fn~~•:~ n~~bofdc'l~1tli 6~~ .~~-.~~~•~~~~~!~:~.~l_'.·.~.~~=::::::::: ~ X X X X X ...... X (c.ll X 

---1·---+----1---1---l-- ------------------
Micl,ign!' Cent.ml RH Co..._.................................. X X X X X X X X (c) X (fl X X ...... ····-· ··-··· 

D!!t,ro1tStock Ynrds...............•....••.....••.••••••••••.•••...•••••..••.. ·-···· ···-·· .....••••.•• ····-· X .................. ·-···· ···-·· 
Pittsburgh & Lake Erie Hll Co. (lnduding L. E. & E.}............ X X X X ...... ·-···· X X X (d) X X ...... ·-···· ·····-
Troy Union llailrond Co••• ·-·····-·················-·········· •••••••••••••••••• ···-·· ···-·· •..••••••••• ·-···· X X ........................ 

--------------------------- ---•1----,1---1--
New York, Susquelmonn & Western RR............. ·-············ X X X X X X X X X X X X 
New York Dock lly··-·-·········-······························ •••••••••••••••••• ·-···· •••••••••••••••••• -····· X 
New York, Chicago & St. Louis HH Co.•·····-······-············ X X X X X X X X X 
New York, New Haven & Hartford HR Co........................ X X X X X X X X X 

New York Connecting HH Co.....••············-············ .••••.••••••..••••..•••• -····· ..... -............ X 

New York, Ontnrio ,\: Western lly. Co............................ X X X X X X ...... X X X X 
l'cnnsylvuniu Rnilron<l Co......................................................... ··-··- ...... ···-·· ...... X X X X X• X 

Long Isluncl flnilrond Co ••• ··········-······················ X X X X X X X X X (g) X X X• X 

~~{i:'11
1~~i;;'i'Th'!~,~~~c~l;.

0c'!~·.::::::::::::::::::::::::::::::: :::::: :::::: :::::: :::::: :::::: :::::: :::::: :::::: ..~~. ··x-- ··x·· ··x-· •••••• --x·· 

Pennsyivanin•ttondm~ :,enshore Line•-·-·········-···-·--···--····1······1····-·1·-···-1·--···1·-···- •••••• X• •••••• X ~a) X X •••••• ·-···· ·····-
Pere ~larquet.te Ry. Co••••••••••••••••• ·-···········--········· X X X X X X X X X X X X X ··-··· 

Fort St. Union Depot Co••••••••••·-·············-·····--··· X X X X X X ···-·· X X X --···· ·--··· ···--· .-•··· 
Pittsbur,ih & Shnwmut llll Co ••••• ·-·····-·-···-···-·--·····-···----··-···-· ·--·-- ·-···· ·-··-· ·----· -·--·· -·---· •••••• X ···-·- ··--·- -----· -·-·-· 
Pitt.sburRh Chartiers and Yougbioheney RR-·-···-······-·····--·· •••••• ·-···--··-·---····--···----···-···--···----··--· X• -·--·· ··---- ·----- ···--· 

https://larquet.te
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STtn te n lslond Rnpid Tl rnndsit Ry. Co______________________________ XX: xx: xx:, xX: X XX X XX(") --x·--x_-- __ x_·_____ x____ -_-_-_-_-_-__--_-_-_-_-_
1 1 1or.co Tcrmina llui roa --------------------------------------- - _ X • ______ • e _ _

Union Belt of Detroit___________________________________________ X• X• X• ______ X 1 X• X• ______ X X _______________________ _ 
Union Freight ltnilroarl (Boston)_________________________________________________________________________________ X _____________________________ _ 
Union Inland Freight StnLion (New York)_________________________________________________________________________ X _____________________________ _ 
-----------------------------,------------------------------------------

X X X _________________ _X 
X X ------ ------ ------ ------

1 Does not Involve Vacation Issue. (f) lncludPs certain Offircs and Dcpts. sprcificnlly listed in Notice. 
1 Docs not Involve Wage Increase Issue. (g) lnrludee Raggn,te and l\luil Messengers. 

(n) lncluclcs Red Caps. (h) Includes only employees not now covered by Rule 47, existing aitreement 118 to 
(b) Inr.ludPd Employees of former B.R.& P. R.R. vacation is1me. 
(c) 13nltimore Harbor. (i) Cnrricr SP.rved counter proposal for 10% Woge Decrease in connection with Vaca
(d) Vucntion request covers only employC?es paid on daily, hourly or piece work basis. tion issue. 
(e) lnclucles Dispatchers. (j) Includes Carrier counter proposal for certain specified changes in rules. 

September fi, 1941. 



-----------------------------------------------------------------------

(Employea' Exhibit No. l·AI 

Statement showing carriers on which Organizations ser11ed the original Vacation with Pay request on or about May 20, 1940; on which organizations 
served wage increase proposal on or about June 10, 1941, and on which carriers served rules change 71ro71osnl on or about June 9, 1941. 

ORGANIZATIONS 

(I) Intr.rnationnl A,..ocintion of Machinists. (S) Order of Railrond Telep;rnphers .. 
(2) lntr.rnntionnl Brotherhood of Boilcrmnkcrs, Iron Ship Builders and lfolpcrs or (O) Brutloerl1ood of R.nilwuy und Steamship Clerks, Freight Handlers, Express and 

A111ericn. Station Ernployt•s.
(3) Internntionnl Ilrothr.rhnod of Blnr.ksmiths, Drop Forp;ers nod Helpers. (JO) Brotherhood of ;\lnintennnre of Way Emplorcs. 
(4) Sheet ~lt>tnl \Vorkl~rH' lntrrnntionnl ARsoriution. (11) Brothcrhoorl uf llnilrond Signalmen of A111rnra. 
(fi) Intcrnntionnl Brotherhood of Eleetricnl \Vorkers. (12) Nntiona.l Orgo.nit.1\\.ion ~taslN'B, ~Intra & Pilots of America. 
(G) Brotherhood Hnilwny Cnrmcn of America. (13) Nntionnl i\lurinc Engineers· Bcueficinl Associution. 
(i) lnternntionnl Brotherhood of Firemen and Oilers. (14) lnternationul Longshoremen·• Association. 

Rnilwny Employrs' Depnrtmrnt
Americnn Fe<lcr::itiou uf Lnbor l\fos• Mn•tr.rs. T.onit•rinoName of Carrier Tclrg :-.1. or Signal· mnt.P.s sh 1,rc-Sheet Elr.e• Firemen <'ng.i-(Southeastern Region) Ma Boiler Rine!<• rnpbcrs Clerks W.E. men nml menmr.tal trical Carmen nnd nccrschinists makers smiths pilotsworker~ workers oilers 

----1•----+----+-----1---- ----------------------------
(I) (2) (3) (4) (5) (G) (7) (OJ (10) (Ill (12) (13) (14) 

X•·• 

--------------------1·---------------------------------------------------
Atlantic & Yu<lki1t •••• -·-------·--··-·-···-· ·······- ·-······ •••••••• -······· •••••••••••••••••••••••• X• X• 
Atlunlic Coru,t Line RR.·-···-···-····-····· X 1 X• X 1 X• X• X• X• X ---x--· X X• X• 

\Vinston-S:1lcm Southbound._._. _____ . ___ --····-- .. _.. ___ .. 
Atlanta Joint Terminals--·-················· X X X X X X X• •• X ~ -··~··· :::::: :::::: :::::: :::::: 
Atluntu & West Puint. •••••••·-············· X X X X X X ···x--- ··-····· .............. -····· ··-··· ···--· 

Western Ry. of Alabnmn .. ·- ............ X X X X X X X 
-------------------•1------------ ----1----1-----1•--- ------------------------
Birrni1tghnm Termin•I Co.................................... ····-----·---··· X•·• X• 
Cent nil of Georgia.......................... X X X X X X 
Chrsuµcoke & Ohio Ry.. ••·-····-···-·-·---· X• X• X• X• X• X• x• x• x• (cl
Chnr1eston Union ~lution Co. ________________ -------- ________ -·-·- .. --·---·--· .. - .... - .. 
Clrnrlest.ou ~ \\'cstl:rn Cnrulinn................ -. X X X X X
--------------------1---- ------------------------------------------------
C'hnttanno,;::1 Rt11•1nn f:n. • __ ••••••• ........ ._ ... _._ ........ ·····-··,····-··-, X• I 
Clinrhf:cl<l 1!11ilro:ul........ _......_._....... X X X X X X -·····-· X 
Columbus .le Greenville RY····-···--·-·-·-··· X X X X ···-···· X X• X ?f ••::·••1======1======1======X -····· •••••• •••••• ····-· Culun1bia Unio1, Stntion Co.. --•------··----- ·------- _______________________________________ .,. ----·--- _______ _ X• -····· ·-···· •••••••••••• 
Durham Uu.ioo Statiou Co•••••••••• ·-··-···· -··-·--· ·-··-···1••••••••••••••••••••••••1 ··-···-· ·-·-···· ····--·· I-··----· --·--- --·--- -·---- ---- ... 

https://Clrnrlest.ou


XFlorida East Coast RY---·-·······-········· X X X X X X X X X X 
• ··-··· X•-•· •••••• X1 •. : ..................... .Georgin & Flnrida... -...................... X•·• X•-• x1-1 X1• 1 ····x··-· X•·• 

Georgia Rnilroad •• -················-····-·· X X X X X X 
Gulf, l\lol>ile & Ohio RR.•--················ X (d) X (dl X (d) X (d) X (d) X(d) ··:,c"{ci)". X X X X (d) ................. . 

Fruit Growers' Express Co ................................................... ·······- X• 

Louis,·ille & Nash\-ille RR................... X•·• X•-• X•·• XH X•·• X (b) X X X 
l\focnn, Dublin & Savannah.................. X• X• X• X• X• X• X• X• x• 

x• • ·--··· --···· -·-·-· ---·-· 
l\lcridinn Terminol Co ....•··········-······- ................................................ ·-······........ X• 

t1~~/!:,i~pf J~~~,;.j River::::::::::::::::::::::::::::::::::::::::::::::::::::~::::::::::::::::::::::::::::::::::::::: X• ··•••• .•.••• •••••• •••••• 

Monroe Rnilrnatl........................... ........ ........ ........ ........ ........ ........ ........ X•·• 
Nnsh,·ille TerminRls Co ...................................................................... •··············· X• 
Nnshville, Chattanooga & St. Louis .... _...... X X X X X X X X (h) X X 
Norfolk Southern RR....................... X• X• X• X• XM X• X• X•(j) x• x• 

X 1 

1----1----+----1------------------------------
x• x• 

1----1----+----1------------------------------
Richmontl, Fre<.lericksburg, & Potomac RR.... X X X X• X X X X X (g) X 

Richmond Terminols Co ........................................................................ . X X (g) 
Savnnnnh & Atlanta........................ X• X• X• X• X• X•------------------·1----1--- -------------1----.J----1·----l----1---+---I 
Savannah Union Station............................................. ······-·........ X•·• X• X X 
Seaboard .~ir Line.......................... X X X X X X X X X (h) X x x• x• 

Tampa Union Station........................................... ······-··-······ ........ •-······•······· X (h)
-------------------1-------- -------->----+-----,---- -----------------------
Routhern Rnilwny Co....................... X X X X X X X X X (e) X X x• x• ·-··-· 

Alahama Great Southern................ X X X X X X X X X (e) X X 
Cincinnati, Burnside & Cumberland River 

RY·---···············-·············-··•···-- ................ ···-··-·........................ X X (e) X X 
Cincinnati, New Orleans & Texas Pacific 

Ry,. ...._........................... X X X X X X X X X (el X X 
Georgi:\ Son them & Florida Ry ......... _. X X X X X X X X X (ei X X 
Harriman & Northeastern Ry............ X X X X X X X X X (e) X X 
New Orleans & Northenstern RR X......... X X X X X X X X X (e) X 
New Orleans Terminal Co.··········-··· X X X X X X X X X X X 
SI. Johns River Terminal Co.• ·-·····-··· X X X X X X ·-······ X X (el X X 
Woodstock & Blockton......•.•......••.•.•..... ···-···· •••.•.•. ······-· .•..••••..••.••. ·-······ X• ....... . X 

~~
1r~f;~ t f:n";!:~~~0 ~~;,t.he;;.::::::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: X 

X 

State University•••••••••.•.•••••.•••••• ·-····-··-·--··· •••••••••••••••• •·····-·-·······--······-···········-··· X 

See footnotes at end of table. 



[Employee' Ewbit No. 1-A-Cootloued) 

Statement showing carriers on which Organizations sen•ed the original Vacation with Pay request on or about May 20, 19¥); on which organizations 
served wage increase proposal on or about June 10, 1941, and on which carriers served rules change proposal on or about June 9, 1941. 

Railway Employee' Department
American Federation of Labor Mas·.----,-----,-----1 Matere, LongrineName of Carner Teleg• M.of Signal- mates shoreSheet Elec• Firemen engi(Soutbeaatero Region) Ma Boiler Black• rnphere Clerks W.E. men and menmetal trical Cnrmen nod neerschiniats makers smiths pilotsworkere workers oilere 

(l} (2) (3) (4) (5} (OJ (7) (8) (9) (10) (11) (12) (13) (14) 
-------------------+-----1----1-------------------------1----1----1,---1---1---1---
Southern Short Lines 

i'::vi11f:ti~stern.Ry.......................................................................... ···x• •• ·--x, •• 
Carolina & Northwestern ••••••••••••••• --··---·--···------·-·-·----··------··--·--·-----·-·-·-·- X• 
~~'filn~oint, Randleman, Asheboro & Bou __ --··--··-·-····--·--·-----·--------·--·- ________ ·-·-·-·- ~: 

--------------------1---- ------------------------------------------------x,T~n'?e!'"ee C~ntral Ry...................... . X X X X X X (a) X X 
V1rgiruao Radway......................... . X X X X X X X ________ ----·--- ----·- ____________ X• 

1 Does not Involve Vacation IS!!ue. (e) Includes Red Cnps. 
• Does not Involve Wage Increase IBBue. (f) Includes Linemen. . 
1 Does not Involve Rules Change Issue. (g) lnr.ludes Clerical Employees only in V aeatioo IS!!ue. 

(a) Includes Dispatchers. (h) Vacation Request Includes nil employees represented by organization, ezcept those 
(b) Vacation IBBue does not include Group I-Clerical Workers. Wa~e and Vacation now covered by Rule 2 of ezieting Clerks' agreement,.

Issues include pursers o.nrl a.ssiatant pursers. Wage 188ue indudce certain coul Jock (i) Wul(C Iucrcusc Notice indu<lcs Freight Humllr.rs BL Piers o.t Lo.rubert Point., Vo.. 
employees. (jJ Carriers proposed 20% Wai;te Decrease and Revision certain RulP.s in connection 

(cl Vacnt1on Il!l!ue applies to Toledo. Ohio, docks only. with Employee Vacation Notice. 
(d) Ezcludes Alabama, TenneBBee nod Louisiana Divisions on Vacation iBBue. 

September 5, 1941. 

't 

https://Humllr.rs
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(Employe■' Elthibit No. 1-B) 

Statement showing carriers on wh?"ch Organizations served the original Vacation with Pay request an or about May 20, 1940; on which carriers served 
10 per cent wage decrease coitnter proposal; on which organizations served wage increase proposal on or about June 10, 1941, and 

on which carriers served rules change proposal on or about June 9, 1941. 

ORGANIZATIONS 

International Association of Machinists. Order of Railroad Telegraphers. mInternational Brotherhood of Boilermakers, Iron Ship Builders and Helpers of Brotherhood of Railway and Steamship Clerks, Freight Handlers, Eltpress and 
America. Station Employee. 

3) lnterno.tional Brotherhood of Blacksmiths, Drop Forgers and Helpers. 10) Brotherhood of lllaintenance of Way Emplores.
Sheet Metal Workers' International Association. 11) Brotherhood of Rnilroad Signalmen of America.ii International Brotherhood of Electrical Workers. 12) National Orgnnization Mast.era, Mates & Pilots of America. 

6) Brotherhood Railway Carmen of America. 13) National Marine Engineers' Beneficial AMociation.i !
(7) International Brotherhood of Firemen and Oilers. (14) International Lon~horemen's Asaociation. 

Railway Employ~s• Department
American Federation of Labor Mas- l\In-ters, Long-rincName of Carrier Teleg M.of Signal- mat.es shore-Sheet Eleo- Firemen engi-(Western Region) Ma Boiler Black raphers Clerks W.E. men and menmetal trical Carmen and neerschinists makers smiths pilotsworkers workers oilers 

----------------------------~----1--------------------
(1) (2) (3) (4) (5) (6) (7) (8) (0) (10) (11) (12) (13) (14) 

--------------------1-----1---- --------1----1----1·--- ------------------------

ir:::.~~te~I[hi~his Bridge & Term. Co•••••••••••••••••••••••••••••••••••••••••••••••••••••••••••••• ···X ··· ···x··· ======== ====== ====== ====== ====== 
Addison Miller..................................... ........ ........ ........ ........ ........ XH 
Alton & Southern Railroad................... X• X• X• X• •···x···· X• •··x··· •··x··· 
Alton Railroad............................. X X X X X 
-------------------+---+----+----1----1----1----1----·l----1----11----1--- ---------
American Refrigerator Traosit••·-··-········· X• •••••••• X• X• •••••••• X• X• • X • ···x··· ········ --x·· ··x·· ··x ·· ······ 
Atch~~it I:~ro:ad~ :as'::!t!F~liy=========== ======== ======== ======== ======== ======== ======== ======== x x x ...... ·-···· ······ 

Panhandle & Santa Fe RY---··-········· •••••••••••••••••••••••••••••••• ·-·······-·······-······ X X X -·-··- ••••••••.... 
Atchison Union Railway & Depot Co......................................................... ···-·-·· X X 

Butte Anaconda & Pacific RR•••••••••·-·····1 X•·• x•·• X•·• 
Camas Prairie............................. . X X X 
Chicago & Eastern Illinois Ry··········-···-· X X X 
Chicago & Illinois Midland Ry•• ·-··········· X X X 
Chico.go &,Northwestern RY.·-······-······· X X X 

• 

https://Chico.go
https://Signal-mat.es
https://Teleg�M.of


Chicago Produce Terminal Co_______________________________________________________________________________ _ X ___ x ___ --x·- :::::: :::::: ::::::Chicago. Burlington & Quincy RR____________ X X X X X X X X X (cl
Chicago South Shore & South Bend RR_______ X•-• ________ X•-• ________ ________ X•-• X•-•-• _______ _ X•-•-• x•-• ------ ------ ------ ------x•-• 
Chicc;'!,~c~~~'Wa?e 

0 
h'::~::t-T~~;;,1i,nico::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: x•-• 

Chicago & Western Indiana RR _____________ _ X X X X X X X X X X X 
Chicago Great Wrstern RR (Includes South 

St. Paul Terminal formerly operated by St. 
Paul Bridge & Term. Ry) ________________ _ X X X X X X X X X X X ____,_____,_____,____ ------------ -----1---+---·1---

Chicago, Milwaukee & 8t. Paul & Pacific RR___ X X X X X X X X X X X x•-• ------ -----
Chicago, Terre Haute & Southeastern Ry__ X X X X X X X X X X X x,.. ------ ------

Chicago, Rock Island & Pacific Ry____________ X X X X X X X X X (a-d) X X 
Pcorin Tcrininnl Co_____________________________________________________________ X• X•-1-4 X X• X!!-1-4 

--------------------1------------____,_____,_____,____ ------------------------
Chicago, St. Paul. lllinnenpolis & Omaha Ry __ _ X X X X X X X X X X 
Chirngo, West Pullman & Southern__________ _ x•-a-, X•-1-, 
Colorado & Southern Ry ___________________ _ X X X X X X (e) _______________________ _X X 
Colorado & Wyoming Ry ___________________ _ x•-, x1-1 XI-I ··x,-,-- _______________________________________________ _x•-• 

--------------------!------------------------
X 
X --x -- ------ ___ ::: :::::: 
X X ------ ------ ------x•-•-• 

--------------------!----------------------------------------------------
Des Moines Union Ry_______________________ X X X X X X X X X 

lawn Transfer __________________________________________ ------------------------ X X 
Duluth, Missabe & Iron Range RR.__________ X X X X X X X X•-• X(b) XDuluth Union Depot & Tr1msler Co__________________________________________________ _ X•-t X X 
Duluth, Winnipeg & Pacific Ry_______________ X X X X X X X .X~ ··5c.-.,--

Fort Worth & Denver City__________________ X X X X X X X X X X 
Wichita Valley_________________________ X X X X X X -------- X X X X 

Galveston Wharves _________________________________________ -------- ________ ---------------------------------------- X•-• 
Galveston, Houston & Henderson RR_________ X X X • X X X X X X X --x-- :::::: :::::: ::::::
--------------------!----------------------------------------------------
Great Northern ________________________ ~ ___ _ X X X X X X X(a-b-1<) x· X 
Green Bay & Western RR _________________ _ X X X X X X X X• 
►"41\Kewaunee, Green Bay & Western RR ____ _ X X X X X X X X• 
' Ahnapee & Western Ry ________________ _ X X X X X X X x• 
Sae footnotes at end of table. 



------------ ------------

IEmployes' Exhibit No. 1-B-Continuedl 

Statement showing carriers on which Organizations served the original l'acation with Pay request. on or about May 20, 1!)40; on which carriers served 
10 7Jer cent wage decrease counter 7Jroposal: on which.orr1onizations served wage increase 7iroposal on or about Ju.ne 10, 1941, and 

on which carriers served rules change 71ro71osol 011 or about Jmw 9, 1.'J41. 

Rnilwny Employcs' Department 
American Federation of Lubor Mas i\·ln

tera, Longrinc 
Sheet Elcc:- Firemen engiTeleg 111. of Signal mates shore

Nume of Currier I'\'la Boiler Black raphers Clerks W.E. men and menmctul tricul Carmen und neers
(\Y cstern Hcgion) chini.!,ts rnukcrs smiths pilotsworkers workers oilers 

---------------------------- -----1-----1----1--- ---------
(I) (2) (3) (4) (5) (G) (7) (S) (!J) (IUJ (11) (12) (13) (14) 

---- ____,____,____,____ ------
Gulf Const Lines: 

New Orleuns, Texas & l\lexico Hy _______ _ X X X X X X X X (h) X X X 
Bcumnout, Sour Lake & \Vestcru Hy_____ _ X X X X X X X X (h) X X X 
Orange & Northwestern UH _____________ _ X X X X X X X X (h) X X X 
St,. Louis. Bruwns,'1llc & l\Iexico JUL ____ _ X X X X X X X X (h) X X X 
New Iberia & Northern RR _____________ _ X X X X X X X X (h) X X X 
Houston & Bruzos Valley Hy ____________ _ X X X X X X X X (h) X X X 
Sun Antonio. Uvulde & Gulf HH _________ _ X X X X X X X X (h) X X X 
Sugnr Lum.I Uy ________________________ _ X X X X X X X X (h) X X X 
Hiu Gmndc Cit.y Hy ___________________ _ X X X X X X X X (h) X X X 
Asherton & Gulf Hy ___________________ _ X X X X X X X X (h) X X X 
San Autonio Southern Hy_______________ _ X X X X X X X X (h) X X X 
Iberia, St. Mary & Enstern Hy __________ _ X X X X X X X X (h) X X X 

XSun Benito & Hio Grande Vnllcy Hy _____ _ X X X X X X X X (hl X X
Asphalt Belt Hy _______________________ _ X X X X X X X X (h X X X 
Houston North Shore Hy _______________ _ X X X X X X X X (h) X X X 
Intcrnationul-Grcat Northern RR ________ _ X X X X X X X X (h) X X X 

--------------------1----------------------------------------------------
x:i-a-,Ifonnibal Union Depot Co ___________________ --- ...... - ---,..,-- ...-.· ---,... - X .X v.• -- -------

Harbor Belt Line (Los An~elcs)_______________ A ., ., A " X x• 
Houston Belt & Terminal Hy________________ X1--1 x1-,i x1-4 X1--1 x1--1 x1--1 X X X X :::::: :::_:: :::: __ 
Illinois Ccntml RH_________________________ X X X X X X X X X X X ------ ------ ------

y~~~&·\~\~~s~s-•:ePJt!~e::~~~l-~l-1'.~l~~~~~- X X X X ·x X X X X X X 
Gulf & Ship lslund HH__________________ X X X X X x_,: X X X X X 
Chicngo & lllinnis \Vestern HJL __________ ________________ -------- ------~- -------- -'- X X 

--------------------1----------------------------------------------------



• 

Kansas City Terminal Ry___________________ X X X X X X X X X (a} X X _________________ _ 
Keokuk Union Depot Co ____________________________________________________________________________________ x,-a-. _______________________________ _ 
King Street Station (Seattle)_________________ X X X X X X X X X _______________________ _ 
Luke Superior & Isphcming __________________ x1-a-4 Xl-3-<4 x1-3-4 x1-:,-4 x1-:s-4 x,-a-4 -------- -------- -------- -------- ------ ------ ------ ------
Lake Superior Term & Transfer Hy___________ X X X ________ ________ X X>-• _______________________________________________ _ 

1----1----1-----1--------------------------------

Litchfield & 1'fadison Hy __ - - . - _______ --· -- . - -------. - - . - . - -- -- - - - --- X X X 
Los Angeles Union Pnssenger Term ___________ • X•--1 Xt-4 x1--1 x1--1 x1-4 x,-.i X X (a} X 
Longview, Porllnnd & Northern _____________________________________ _ x1-a--1 

Loui.siunu & Arknnsus Hy. Co________________ X X X X X X X X 
Louisinim & Northwest______________________ xa--t xa--1 xa--1 xa-4 xa-4 

--------------------1----------------------------------------------------
x._1-,1 x1-.i xa-,1 x1-a-4 ------ ------ ------

X X X 
X X ::dX X .,,l':I--------------------1---- ---- ---------------------------- ----------------

i\·lidluud ContincntuL __ ____________________________________ _ 
i\linncapolis, Northfield & Southern Hy_______ X. 3 X 1 x• x• X• X3-4 ::d 

0 

i\·liun. SL. Paul & Sault, Ste. i\luric____________ X X X X X X X X X(i} X >'l 
Duluth, South Shore & Atlantic Hy_______ X X X X X X X X X 0l\lincrnl Runge!{!{_____________________ X X X X X X X X X "!l 

l.zjX X X 
X X ~ 
X X l':I 
X X ::d 

G'lX X l':I zx_a-i 
X X(i) X X X X (h} X (u-m} X X 0 

'1X X d) X X X X (h} X (a-m} X X 
X t;:, 

X X X X X X X (u) X 0X ------ ------ ------
X X X X X X X ------ x1-4 x1-.- _____ _ > 

------------------- ----~---+----(---- ------------------------------------ ::d 
0.Missouri Produce Ynrcl (Kansas City, ~Io.) ___________________ _ 

-------- -------- -------- -------- -------- -------- x.1-,1:Missouri & Arkansas Hy_____________________ xa-,1 x._ 3 --1 x•-• x•-• x•-• X'"' xa-. x•-•(kl _______ _ 
New Orleans Public Belt HH_________________ x•-• XH xa-,1 xa-, xa-4 -------- -------- x1-3-4 
Northern Pacific l{y________________________ X X X X X X X X X 
Northern Pnciffo Terminnl Co. of Oregon______ X X X X X X X X X 

Pacific Const RR ___________________________________________________________________________________________ X•-H 
Pacific Coast Co________________________________________________________________________________________ X>-•-• I-' 

~ See footnotes at end of tnble. e.o 



0 

[Employes' Emlbit No. l•B-Continued] .... 
t.:) 

Statement showing carriers on which Organizations Berved the original Vacation with Pay request on or about May !!0, 1940; on whiah carriers served 
10 per cent wage decrease counter proposal; on which organizations served wage increase proposal on or about June 10, 1941, and 

on which carriers served rules change pro71osal on or about June 9. 1941. 

Railway Employee' Department
Americnn Federation of Labor Mas· 

tcrs, Ma: Long• 
Name of Carrier Teleg• 1\1. of Signal• mn tea rine ehore

Sheet Elec• engi• men(Weat.ern Reition) J\fo. Boiler• Black• Carmen Fi~e:Jen raphers Clerks W.E. men andmetnl trical necrschiniets makers smiths pilotsworkers workers oilere 
----1----+----1------------------------------

(1) (2) (3) (4) (5) (6) (7) (8) (0) (11) (12) (13) (14) 
----1----+----1----1---- ---------------------

X X 

X•·• ........................ 
------------------·1--------------------------------1----+---·1---1---1----I•--

Rapid City, Blnck Hills & Western................................................................................... X•·•·• ........................ 
Rock Island-Frisco Terminal Co............................................................................. X ···x··· ·.·.·.·..··. ·.·.·..··.·..··..··..··...··..··..· 
St. Joseph Terminal RR Co.................................................................. X X X (m)
St. Louis & O'Fallon................................................................ X .................................................. --···· 
St. Louis•San Francisco Ry.......................................................................... X X X X ................. . 

tt~nu~~-n~B;i~ant.°~-~--=~~~~.~::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: ~ i i i :::::: :::::: :::::: 
St. Louis & Ilelleville Elco. Co........................................................ X•-•·• ....................................................... . 
St. Louis Southwestern Ry................... X X X X X X X X X X X 1-< ................. . 

SI. Louis Southwestern Ry. Co. of Tex.... ........ X ........ ........ ........ X X X X X XH ................. . 
0 0 0 

St. p~il'u'n?~';;'B·.:i:80~. !~~.~.e~. .t.~. --.-.-::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: :::::::: x?al i :::::: :::::: :::::: :::::: 
SSalt Lake City Union Depot & RR Co........................................................................ XXta) X ....................... . 

an Diego & ArizoM Eastern Hy............. X X X X X X X X X ....................... . 
Snnd Sprin~s Ry. Co........................ X•·• X•·• X•·• X•·• X•·• X•·• ....................................................... . 

~t- Joseph UNionhDepot Co•••••••••••••••••• ···x··· ••••..•• ···x··· ···x··· ···x··· ···x··· ···x··· ···x··· f .::::::: ::.::: ··x·· ··x·· -····· 
acramento ort •rn Ry.................... .•. •··:.=··· ·.- !,. ... ... ,.- • 

Suu.110111 ruciiic (Pucific Lincsi •••••••••••••••l •• •• •• ~ ~ I ~ ~ I .X ~a) I .X I X I X I X 1······"' 
Southern Pacific DeMexieo (In U.S.).............. ........ ........ ........ ........ ........ ........ ........ X• ............................... . 

South Omo.ha Terminal Ry.......................................................................................... X•·•·• ........................ 

• 



Spokane Union Station Co__________________________________________________________________________________ _ 
Spokane lnternntional Ry __________________________________________________________________________________ _ 
Spokane Coeur d'Alene & Palouse____________________________________________ X•-• ________ ________ X 

Spokane, Portland & Seattle Ry ______________ X X X X X X X X X 
Oregon Trunk Ry _______________________ X X X X X X X X X 
Oregon Electric H~--------------------- X X X X X X X X X 
United Railways o_____________________ X X X X X X X X X 

St,ock Ynrds District Agency (Chicn,io) _______________________________________________________________________ _ X•-• 
Tcrn,innl llnilroad Assn. of St. Louis__________ X X X X X X ________ X X (a)
Tcxurknnn Union Stution Trust _____________________________________________________________________________ _ X(a) 
Tcxns & New Orleans HH (Sou. Pac. Lines in 

Texas & Louisinnn) ________________._______ XH ________ ________ X X X X•-• X X X X 

Texns & Pncific_____________________________ X X X X X X X•-• X X (a) X 
Texns Pncific-lllo. Pncific Term. HH__________ X X X X X X X X X 
Texns lllexicnn Rnilwny Co__________________ X X X X X X X• ________ X•-• X• __________________ ------
Toledo J.>corin & \Vestern____________________ ________ ________ ________ ________ ________ ________ X•-2-• -------- __________________________________ ------

Trans-Continentnl Freight Bureau____________________________________________________________________________ X 1·" _______________________________ _ 

--------------------1-----t----1----·-----1-----t----1---- ------------------ ------
Tulsa Union Dr.pot Co______________________________________________________________________________________ X 
Tremont & Gulf llll_ _______________________________________ -------- -------- -------- -------- -------- -------- -----·-· 
Union Pnr.ific Rfl___________________________ X X X X X X X X X (n-m) 
Union Hailwny Compnnv (l\lemphis)__________ X X X X X X X X•·• X 
Union Ter111inal Co. (Dallas).________________ X X ________ ________ X X X X X (a) 
--------------------J----·l----1----1---- ------------------------------------
Union Terminal Rf\ilwn~· Co. (St. Joseph, Mo.) _______ . _. ____ . ________________________________________ . __ . ______ . X X

Rt. Joseph 13clt llnilway Co______________ ________ ________ ________ ________ ________ ________ ________ ________ X X 
Wabash Railway___________________________ X X X X X X X X X (m) X 
Weathrrfnr,J. llliarral Wells & Northwestern Hy. _______________________________________________________________ _ X•·• 
Western Fruit Express Co____________________________________________________ -------- X 1-, 

We•tern Par.ific IUL________________________ X X X X X X 
--------------------1--------------------------------1·----t-----l--- ---------x,-....,

X•-•-• 
X (a)
X•·• 

• Does not involve Vacn.tion Tssue. (0 Inclmles Jlfrchnnic• nncl Helpers in the Water Service Sertion in the Maintenance 
t Dnetz not involvr \\'nt:te lncrPa!ie Js.q-ue. of Wuy Dernrtntent. 
1 Does uot involve H11lrs Chnngr l~ue. (g) Wn~r Inrr~Rsc Notice includes Ore Dock Foremen, Ass't. Foremen o.nd Red Caps. 
' Doe~ not involvr IO% Wnge Decrense Issue. (h) Includes T.inemrn. 

(s) lnrludr.s Re<l Cnrs. (i) Wngr lncrrns•: Notice exclurle• Ore Dnrk Laborers. Ore Dock Foremen and A.,.'t. 
(b) \Vni,:e lnrrenile Nolir.e esclnrles or(' <lock laborers. Foremen nnd Commercial Dock Frei1d1t Hanrllers (Superior). 
r.) Includes Tirnbcr Trenting P1nnt EmployeC's. (j) lnrlmlrs Water Service and Plumbin11 Employees. 
cl) Wn~<· lnrrcnsc Notice includes excepted positions. Rules Notice excludes Red Caps. (k) Inoluclrs Dispatchers. 
e) Includes Shop Laborers. (m) VncaLion Notice excludes certain •pecified employees.~ ,... 

c.:,,...SeptNnber 5, 1941. 



APPENDIX D 

TABLE I 
Average Hourly Eamiuys* of Railroad Employees 

January-May, 1941 

A vcrngc N umher of Employees, Hl-10 
Avcrngc Hourly
EnrningFI, .lnn.

i\lny, 1941 I 
:\Iiclmonth 

Count: 
\Vho Hcceivcd 

Pay During 
i\lonth2 

No. r.c.c. Division 

.:!SI 

.asu 

.423 

.42,5 

.42(; 

.4::12 

.4:l:l 

.442 

.-149 

.470 

.-171 

.480 

.483 

.494 

.497 

.507 

.521 

.530 

.5:H 

.55U 

.5G4 

.5S9 

.til I 

.tilfi 

.GIS 

.G2G 

.G-11 

.H48 

.tMS 

.Otil 

.liG4 
,liHU 
.u94 
.iiHS 
.708 
.710 
.715 

3,389 
14,2.57 
9s,4:31 

1.5 
:ll ,484 

1UTI\l 
4,SGG 
.\,113 
S,S20 

20,107 
885 

:l,llflfl 
n,Im2 
a,.502 

12,Stil 
G.2:!3 

18,3-14 
928 
,1\)0 

n,nn.5 
2,S0•I 
2,StH 
4,SH 
2,10n 
8,818 
1,001 
1 •>37 

n2:57!! 
1,210 

:J29 
1 l,2:J7 

n~•!~:!.:.,,,uo,.J 
1 5•J•J 

12:539 
1,016 

3,!l91i 
15,520 

117,558 
HJ 

43w,--,
1:0:iu 

20,028 
,'i,3\.1 
5,043 
!l,G21. 

22,5:iS 
932 

4,20H 
7,122 
4,70fi 

13,777 
7,05!) 

•).J ?'J'i 

-1:iiiii 
05,5 

7,fi:H 
2,!194 
:l,078 
fi,OiO 
~.394 

10,sas 
1.040 
1,Hli.~ 

G7,22G 
1.274 

:lH4 
12.0S7 

.,?•~K~ 
1'.11:i 

12,790 
1,03G 

15 
10:J 
42 
25 
41 
:J7 
71 
2H 
4:J 
G7 
70 
Ill 
l•I 
Hr. 
!),I 
72 
Si 
!)•) 

102 
:m 
3-1 
24 
74 
IS 
4!) 
\)I 
liS 
na 
(;4 
(i,5 

so 
30 
s 

!O 
32 
10 
G9 

Non-Operating Employees 
'.\lcsscn~cr uncl Office Boys
Crossing nnd Bridge Flngmcn and Gatcmcn 
Section men 
Teamsters and Stablemen 
Extra Gnnp; :\lcn 
Pnmpinl'.( Equipment Operators 
General Laborers (Shops, cnginchouscs nnd power plants)
,Janitors und Cleaners 
:Maintenance of \Vay Laborers (other thnn truck and rou<lwny), nn<l Gnrdeners nnd Farmers 
Coach Cleaners 
Classified Luborers (Shops, enginchouscs and Power Plants) 
Elevator Opemtors nnd other office uttcndunts 
Tclr.phonc switchbourd operators u11d office nssistnnts 
Hcgular upprcntiecs (i\-Inmtennnc:e of Equipment and stores) 
Common Laborers (stations, warehouses, platforms nnd grain clcvntors) 
Gcncrul Laborers (stores and ice, reclamation, nnd timhcr-trcating J)lnnts)
Baggage, parcel room, urn.I station uttcndunts 
Truckers (stations, wnrchouscs 1 und platforms) 
Bridge operators and helpers 
Pnrtahl1! steam eqnipme11t operator helpers 
.i\-luintcnance of \Vu,v and Structures helpers and npprcut.iccs
i\lotor vehicle nnd mntnr r:nr npernt.ors 
Stationary firemen, oilers, coal passers, and water tenders 
Putroln1c11 a11d \Vntchmcn 
Signuhncn and sig1m) maintainer helpers 
Cullcris, loaders, scalers, scalers and pcrishnblc-frcight inspectors
Gang foremen (shops, cnginchouscs and power plnnts) 
Laborers (coal and ore docks uncl gmin clcvuturs) 
Skilled trncle5 helpers (mnintcnnncc of cf)uipmcnt and stores) 
llclpcr apprentices (muintennncc of equipment nnd stores) 
Baggage agents and assistants 
Bridge uml buih.liug carpenters 
:\lechanicnl rlcvicc operntors (office) 
r•~i:11:, or ~cc ♦ ·::m. rQ!'~!!!':!!! 

Bridge and building painters 
Stcnogruphers uncl typists (Bl 
Gang foremen (stores nnd ice, reclnnmtion 1 nn<l timber-treating plants) 

;o 
t"l 
"t:' 
C 
;o.., 
0..,, 
t"l 
i,:: 
t"l 
;o 
0 
t"l z 
a 
>1 

See footnotes at the encl of table. 



TABLE 1-(Continued) 

.Avemge lli,urly 
Earnings, .Ju11.-

:\Iuy, Jn-11 1 

A,•1~rngo Numhcr nf Employees. 1940 

:\·Iiclmonth \Vho Hccch·cd 
C,1u11t1 Pai· Dnriug 

~lonth' 

No. I.C.C. Division 

.72:{ 

.7:ll 

.i:l4 

.7:3:J 

.7fl1 

.7:J:i 

.7f,,I 

.7,;n 

.7tif1 

.778 

.78S 

.791 

.S20 

.821 

.829 

.s:12 

.s:is 

.S.'iO 

.S51 

.Sti7 

.882 

.SS7 

.S93 

.sos 

.!102 

.90-1 

.907 

.907 

.913 

.917 

.923 

.930 

.0•12 

.043 

.073 

.o7S 

.uuu 
1,025 

7,liS•I 
:!,fi:!O 
1,:12s 

J.l,2fll 
2,7fM 

rn,02n 
77,:.!01 

0,51i0 

2,1.50 
l,5fi-l 
.;,fi22 

n.,a 
-l:J,571 

2an 
2,WO 
1,:J09 

718 
1,082 

1,5,l 
:i,1n 

J.l,07fl 
0,007 
o,,no 
4,771 
3,175 

37,8fl4 
21:l 

7,920 
1,038 

10,.524 
1,09-l 

fi85 
S02 

2,001 
34:3 

9,288 
5,0-11 
0,-152 

S.710 
2,7?',2 
1,-Mn 

lfi,07:l 
:1,210 

l-1.,no 
81.101 

7,:17,5 

:!,!!21 
1,fi70 
:,,s,;:~ 

tiSA 
•lli,li70 

20a 
2,:io2 
l,4ll5 

7fif. 
1,SOfl 

ViS 
:J,190 

l•l,S•l5 
7,190 
7,09-l 
5,024 
:i,:!78 

30,l).;r, 
219 

8,371 
1,057 

11,155 
1,134 

603 
857 

2,019 
351 

0,389 
6,060 
0,545 

S2 
:is 
4~ 
so 
:lfi 
s:i 

7 
9S 

00 
n 
7f) 
2:1 
;,7 
00 
fi9 
:J:J 
:ll 
,t7 
sn 

0 
r,n 
.in 
5S 
,5•1 
20 
fil 
39 
63 
28 
55 
12 
H2 
81 
11 
88 

6 
53 

5 

Non-Operating Employees 
Clerk-telegraphers und clerk-telephoners
Gang foremen (extra gnng and work-train laborers) 
A:-:-i:.:t.a11t, :.:igrrn) meu nrnl a::sist.nnt signnl muintaincrs 
Station agents (telegraphers and tclc}lhoners) 
Portuble steam equipment operators 
Telegraphers, telephoners nnd towcrmen 
Clerks (B nncl C) 
Officers. workers, and nttcndunts 011 bnrges, lnunchcs, ferryboats, towing vc:-:isel~. nnd steamers, and shore 

workers 
Ga11J,!; foremen (freight station, warehouse, grain elevator and dock labor) 
Stntionury engineers (steam) 
Station ugents (smuller stations-nontelcgraphcrs)
~lisccllu11cnus trades workers (other than plumbers)
Cnrmen (C nnd D) 
Electrical workers (C) 
Electrical workers (B) 
~lusons, bricklayers, plasterers, und plumbers
Bridge und huildinµ; ironworkcrs 
Linemen nml 1,tnmndmen 
As:sistant gene.ml foremen (freight statious, warehouses, gruin elevators, and dockti) 
Stenographers und sccreturics (.A) 
Carmen (A and B) 
Signnlmen n11d signal maintainers 
Electrical workers (A) 
Blucksmi ths 
Britlf,l;e and building gnng foremen (skilled labor) 
1\·lnchinists 
Gnng foremen (bridge and building, signal and telegraph laborers) 
Sheet-metul workers 
i\:lnintennnce of wny and scale inspectors 
Boilermnkcrs 
Ticket ngents and assistant ticket agents
l\'loltlers 
Chief telegraphers and telephoners or wire chiefs 
Storekeepers, sules u~ents a11d buyers 
Oenerul foremen (freight stutio11. warehouses, grnin clevntors, and docks) 
Clerks nnd elericul specialists (A) 
Gang foremen and gang leaders (skilled labor) 
Chief Clerks 

!::1l 
t=:1

"' 0 
!::1l 
>-3 

~ 
t=:1 
~ 
t=:1 
!::1l 
C) 
t=:1 
z 
a 
>'-1 

t::1 
0 

~ 
0 

See footnotes at the end of table. 



TABLE !-(Continued) 

Average Number of Employees, 1940 
Avernge Hourly 
Earnings, Jnn.-

May, 1041' l\lidmonth 
Count' 

Who Received 
Pny During 

Month• 

No. I.C.C. Division 

Non-Operating Employees 

1.020 
1.040 

975 
145 

1,008 
160 

45 
77 

Gang Foremen (Signal and telegraph skilled trades labor) 
Train Directors 

1.119 
1.210 

348 
826 

350 
828 

21 
20 

Freight Claim Agents or Im·estigntors 
Claim Agents or Investigators 

Train and Enfine Service Employees 

.708 

.708 

.781 

.8:io 

.809 

.801 

.uaa 

.003 
1.008 
1.034 
l.O(ll 
1.10S 
1.104 
1.105 
1.221 
1.2-10 
1.27!) 
1.207 
1.50,5 
1.011 
1.62G 
1.97::1 

2,7aO 
978 

3,690 
15,444 

l,!?,56 
15,522 
:rn.~:rn 

7,255 
14,746 
2-1,.500 
14,2St 

6,445 
15,550 

1,171 
9,087 
a,S07 
9,53,5 
6,781 

i:l,50•1 
6,805 
i,941 
8.US!i 

a,1as 
1,204 
4,31.5 

17,274 
1,520 

17,020 
42.303 

8,402 
15,623 
25,743 
1,5,00,'; 
7,024 

16,699 
1.212 
9,804 
·l.110 
9,9S·l 
7,520 

14,202 
7,211 
8,704 
0,200 

107 
110 
JOO 
12S 
108 
118 
120 
127 
119 
117 
124 
114 
126 
112 
116 
115 
113 
123 
122 
111 
125 
121 

Switch tenders 
Outside hostlers' helpers 
I nsicle hostlers 
Yu.rd firemen and helpers 
Outside hostlers 
Road freight brakemen and llng111cn (local nnd wny freight) 
Yard brakemen nnd yard helpers 
Road freight firemen and helpers (local noel way freight) 
Ynrd conductors nnd yard foremen 
Road freight brakemen nnd flagmen (through freight) 
Yard engineers nnd motormen 
Hand freight conductors (local nnd way freight) 
Road freight firemen and helpers (through freight) 
Assistant road passenger conductors}lnd ticket collectors 
Road passenger brakemen nnd flagmen
Road pa.ssenger bnggngemen 
Rand freight conductors (through freight) 
Road freight engineers and motormen (local and way freip;ht) 
Road freight engineers u.nd motormen (through freight) 
Hoad pnsscngcr conductors 
Road passenger firemen nnd helpers 
Road pnssengcr engineers nnd motormen 

• Average compensation per hour actually worked or held for work. 
'Carriers' Exhibits Nos. 85-89, incl. 
• Employees' Exhibit No. 2, pp. 7-Q. 



TABLE II 
Average Llnnual Earnings of Employees on Clas.• I Railroads-19.'J.'J 

Classified by Occiipalional Groiips and 11fonths of Service in Year 
·- . - - -::::-:::=-..:....;_-_.___ 

12 Months' 
11 Months' 
Service or 

10 Months' 
Service or 

0 Months' 
Service or 

6 Months' 
Service or 

All Employees 
in Service 

Service !\lore More More More in Year 
Occuputionnl Group 

s 
Percentage 

of Totul 
in Group 

s 
Percentage 

of Totul s 
in Group ,_ 

p~rT~~:fe 
in Group 

s 
Percentage 

of Total 
in Group 

s 
Percentage 

of Total 
in Group 

s r~rT~!:fe 
in Group 

Train nnd Engine Service: 
Enl(:inccrs and Conductors __ 
[i'ircmcn, Brakemen, Switch 

men, and Hostlers _______ 

2826 

2206 

80.6 

00.7 

2805 

2159 

90.0 

71.9 

2789 

2120 

92.9 

75.3 

2774 

2083 

94.3 

78.2 

2739 

1909 

96.7 

85.9 

2604 

1734 

100 

100 

Non-Opt!rn.ting EmployPes: 
Gnng Foremen ____________ 1878 89.3 1869 92.0 1861 93.5 1853 94.7 1831 97.0 1786 100 
Station Agents nm! Telcg-

rnphers __ _______________ 189.5 S4.9 1870 88.3 1862 00.1 1847 01.7 1810 94.8 1728 100 
:\·[nintcnunce of Equipment,

Skilled. ________________ 
1031 75.9 100·1 81.4 1884 84.4 1805 86.6 1814 91.3 1688 100 

Clrricnl. __________________ 1802 86.5 1701 88.4 1781 89.6 1769 91.! 1738 93.9 1044 100 
l\faintenunce of Wny und 

i;true.tures, Skilled _______ 1770 70.6 1742 76.1 1717 80.0 1601 83.3 1622 00.3 1489, 100 
1-Ic]pcrs nnd ApprentiC'e:-1 ____ 
l\:(nintenu.ncc of Equipment,

Unskilled _______________ 

1404 
1144 

02.tl 
nS.1 

137S 
1127 

68.8 
02.4 

t:i57 
1111 

72.7 
115.2 

1338 
10114 

75.7 
67.9 

1275 
1031! 

83.2 
74.7 

110,5 
82:l 

100 
100 

Stntion and Plutform
Laborers________________ 1104 46.2 1135 49.8 1107 52.3 1083 54.7 1006 61.5 645 100 

l'\'lnintennncc of \Vay Lnbor 
ers, Other than Extra Unng

Extrn Gnng J\fon __________ 
908 
939 

38.4 
9.2 

801 
897 

42.3 
11.3 

874 
849 

45.4 
13.0 

853 
794 

48.8 
17.3 

782 
619 

57.8 
31.9 

482 
259 

100 
100 

----
SOU HCE: "Compcnsntion. Service, nnd Age-, H.nilroad EmployeeR, 10:.Hl," Railroad Retirem<'nt Boa.rd, Washington, D. C., ~:[ny 1041. 



....APPENDIX E Ci:>
c:n 

TABLES AND MEMORANDA ON RAILROAD TRAFFIC 
AND FINANCES 

TABLE I 
1'raffic, Revenue, and Income Statist.ics of Cluss I Railways, 19!!1-1940 

Rate of %of 

Year 
Revenue 

Ton-milesi 
(billion) 

Revenue 
Passenger.-

milcs1 

(billion) 

Revenue 
per

Ton-mile2 

(cents) 

Revenue 
per 

Passenger-
mile! 

(cents) 

Operntini: 
Revenue~ 
S million 

Operating
Expense•
S million 

Tnxcs• 
$ million 

Return 
on 

Book Vnlue' 
% 

Net 
Income• 

S million 

Accrued 
Interest 
Actually 

Pnid• 

Average 
Rate of 

Dividend 
on all Stock• 

% 

Percent 
Actual of 

"Potential" 
Trnflicl 

1921_ ________ 307 37.:J 1.28 3.09 ,5,517 4,563 276 2.81 314 ----------- 4.09 -------------
1922•• -------
l\J2:J. - - - -----
1924 ••• _-- ---102,5_________ 
1026••• ------
1027••• ------
1928. _. _-- ---
1929••• ------
1930••• --- ---
1931- ••1932 _-----_________ 
1933 _________ 

1034. - - ------
193-5....... _.1030 _________ 

1037•••• -- ---
1038. - - -- • ---
1930. ______ --
1940. __ -- _---

:J30 
413 
ass 
414 
444 
429 
433 
447 
383 
300 
234 
249 
200 
282 
339 
361 
290 
333 
373 

35.5 
38.0 
:m.1 
30.0 
35.5 
33.6 
31.6 
31.1 
20.8 
21.9 
17.0 
16.3 
18.0 
18.5 
22.4 
24.7 
21.6 
22.7 
23.8 

1.18 
1.12 
1.12 
1.10 
I.OS 
1.08 
1.08 
1.08 
1.00 
1.05 
1.05 
1.00 
0.08 
0.99 
0.97 
0.94 
0.98 
0.97 
0.95 

3.03 
3.02 
2.98 
2.9·1 
2.04 
2.90 
2.85 
2.81 
2.72 
2.51 
2.22 
2.01 
1.92 
1.94 
1.84 
1.70 
1.87 
1.84 
1.75 

5,559 
0,290 
5,021 
6,12:l 
0,383 
6,136 
6,112 
6,280 
5,281 
4,188 
3,127 
3.095 
3,272 
3,4.52 
4,053 
4,166 
3,505 
3,995 
4,297 

4,415 
4,895 
4,508 
4,537 
4,600 
4,574 
4,428 
4,506 
3,031 
3,224 
2,403 
2,249 
2.442 
2,.593 
2,\131 
3,119 
2,722 
2,918 
3,089 

301 
332 
340 
350 
380 
376 
389 
397 
349 
304 
275 
250 
240 
237 
320 
326 
341 
356 
396 

3.52 
4.28 
4.20 
4.71 
4.90 
4.28 
4.61 
4.81 
3.28 
1.99 
1.24 
1.82 
1.78 
1.93 
2.57 
2.27 
1.43 
2.25 
2.59 

370 
555 
558 
701 
809 
673 
787 
897 
524 
135 

-139 
- 6 
- 17 

8 
165 
98 

-123 
93 

189 

-------------------------------------------------------
-----------
----------------------

94.58 --
92.53 
85.95 
83.10 
78.25 
75.63 
76.82 
69.21 
70.54 
69.16 

3.75 
4.03 
4.25 
4.48 
5.20 
5.26 
5.33 
5.99 
6.01 
3.99 
1.12 
1.16 
1.62 
1.54 
2.11 
2.07 
1.02 
1.55 
1.95 

----------------------------------------------------
-------------

100.0 
98.3 
97.4 
94.1 
87.2 
87.2 
8S.2 
85.8 
85.3 
84.9 
77.7 
78.5 

-------------

' From Carriers' Exhibit No. 18. 
1 From Carriere' Exhibit No. HJ. 
1 From Carriere' Exhibit No. 7. 
• Cumpui.cU irum Cu.rricrs· Exhibit No. 4i. 
• From Carriere' Exhibit No. 42. 
• From EmployPes• Exhibit No. f>4R, p. 1, ••Per~Pnt baACd on production." "Potential" means 1928 traffic adiuatP-d for chanaea in the total supply of commo<Hties . 

.. 
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TABLE II 
Number of Class I Line-Haul Railroads by Rate of Return Earned in 1940, and Their 
Revenue; also by Rate of Ret1mi Which Would /Jave Been Earned if Wage Increases 

Had Been In Effect. 

'\\'ithout Wage lncrco.ee' With Incrense of 10 Degrees• 

Revenue Revenue
Rate of 
Return• Amount AmountNumber NumberThousands % or Total Tbouaands % of Total 

of Dollars of Dollnrs 

13.50• 13.99.____ 1 27.555 .641 
13.00- 13.49. __ ._ ----······· ····•···•·• .......... . 
12.50· 12.99. __ ._ ··-········ ..................... . • • • • 27,555 .641 
12.00- 12.49•••• - -·-········ ••••••••••• •••••••••••••••••••••• ------····· ····-----·· 
11.60· 11.99. ____ ·········•· •••••••••••••••••••••• ••••••••••• -·-········ ··-····---· 
11.00· 11.49·-·-· ••••••••••• ·•········· ••••••••••• ········-·· ·········-· -·-·--·--·· 
10.50· 10.99. __ •• ••••••••••• •••••••••••••••••••••• ···-······· ········--· ····--·-·-· 
10.00· 10.49.. ... I 3,584 .083 
0.50- 9.99.. _............. -·········· .......... . 3,584 .083 
9 00- 9.49.. ... 1 1,587 .037 
8.50· 8.99 ___ ._ 1 2,373 .055 
8.00· 8.49.. -.. 2 21.707 .,507

• 7.50· 7.99..... 2 6,095 .163 • •• 2 19,613 .456 
7.00· 7 19. ---· ••••••••••• ••••••••••• ••••••••••• 1 3,741 .087 
~.50- 6.110 .. _.. 2 lM,858 3.604 2 6,995 .163 
6.00- 6.49..... 3 108,706 2,530 1 2,373 .055 
5.50- 5.119...... 4 32,070 .746 2 135,451 3.153 
5.00· 5.40.. --· 5 40,859 .9.51 5 156,387 3.040 
4.50· 4.99.. _.. 3 16,571 .386 3 29,777 .693 
4.00· 4.49.. ... 6 86,511 2.014 5 20,160 .609 
3.50· 3.99.... .. 4 203,828 4.744 3 27,471 .639 
3.00· 3.49.. -.. 11 877,HH 20.415 4 (10,773 1.414 
2.50- 2.99..... 9 223,680 5.206 7 281,8116 6.560 
2.00- 2.49.... _ 18 1,326,847 30.881 10 759,779 17.683 
l.5U• 1.99... .. 17 ~77,074 15.758 12 420,553 9.788 
l.00· 1.49..... 13 281,579 6,5f,4 21 1,318,870 30.929 

0.50- 0.99... .. 6 88.385 2.057 15 040,380 14.904 
0.00· 0.49... .. 6 60.8.!6 1.625 10 192,473 4.480 
0.50· - 0.01..... 4 16,860 .292 7 92,280 2.148 
1.00- - 0.51..... 3 0,030 .210 6 24.823 .678 
1.50- - 1.01... .. 3 4,136 .090 4 36,805 .857 
2.00-- 1.51. •••• ··-········ ••••••••••. ·······•·•· 2 2,521 .059 
2.50•- 2.01. .•.. ··········· ..................... . I 1,615 .038 
3.00· - 2.51... .. 1 3,455 .080 
3.50-- 3.01 ••••• ··•········ ••••••••••• ••••••••••• ••••••••••• ••••••••••• ·········-· 
4.00· - 3.51... .. 1 1,366 .032 
4.50•- 4.01. •••• ••••••••••• ••••••••••• ••••••••••• ••••••••••• ••••••••••• ••••••••••• 
5.00·- 1.51 ..................................... . 
5.50- - 5.01..... 1 1,587 .037 1 1,366 .032 

- 6.00-- 5.,51. •••• ••••••••••• ••••••••••• ·····-····· 2 5,042 .117 
- 6.50· - 6.01. .... 2 7,186 .167 
- 7.00·- 6.51. •••• ••••••••••• ••••••••••• ••••••••••• 6,017 .140 

=~:zt: r~t::::: ::::::::::: ::::::::::: • 1,169=====~===== ····1 .027 
- 8.50•- 8.01. •••• ••••••••••• ····•··•··· ••••••••••• ••••••••••• ••••••••••• ••••••••••• 
- 9.00·- 8.51. •••• ••••••••••• ······-···- ••••••.•••• ••••••••••• ••••••••••• ••••••••••• 
- 9.50-- 9.01. ••••••••••••••• •••••·••••• ····-······ ••••••••••• ••••••••••• ••••••••••• 
-10.00·- 0.51 .•••• ··········• ••••••••••• ••••••••••• -·········· •••••••••••••••••••••• 
-J0.50·-10.01. •••• ··"········ ••••••••••• ·········•· •••••••••••••••••••••• ••••••••••• 
-11.00--10.51. •••• •••••···••• ·••••·••••· ..••...••...••...••..• ··--······· ••••••••••• 
-11.50--11.01. •••••••••••••••..••••••••. ·•••·•·••·· •••·••••••• ••••••••••• ··•········ 
-12.00·-11.51. ••••••••••••••• •••••··•••· ····-······ •••.•••••••••••••••••• ••••••••••• 
-12.50--12.01..... I 1,156 .027 ................................ . 
-13.00·-12.51. ••••••••••••••• ••••••••••• ••••••••••• ••••••••••• ••••••••••• ••••••••••• 
-13.50--13.01 _____ ----------- ----------- ----------- --~-------- ----------- -----------
-14.00·-13.51. •••• ••••••••••• ··········- ••••••••••• ••••••••••• ••••••••••• ••••••••••• 
-14.50--14.01. •••• ••••••••••• ···••······ ••••••••••• ••••••••••• ••••••••••• ······•···· 

::1!::!:!1_::=:="\?" ".:~!!E!= ::;~=~;==~ \~:::: :::~::::-· 

1 On book value as computed by carriers. 
1 Computed from datn of record. 
• I.e., 10 cents per hour for non•ooerating nnd 10 percent for operating employees involved in the di,

putc. Cost or vacations, and ndditionnl cost or minimum rates not included. No allowance made 
£or reduction or express privilege revenue or railways resulting from increased wages to expreaa
employees. 
Estimated by staff or Emergency Board from data or recor<l. 

https://14.50--14.01
https://14.00�-13.51
https://13.50--13.01
https://13.00�-12.51
https://12.50--12.01
https://12.00�-11.51
https://11.50--11.01
https://11.00--10.51
https://J0.50�-10.01
https://10.00�-0.51
https://9.50--9.01
https://9.00�-8.51
https://8.50�-8.01
https://7.00�-6.51
https://5.50--5.01
https://5.00�-1.51
https://4.50�-4.01
https://3.50--3.01
https://2.50�-2.01
https://2.00--1.51
https://1.50--1.01
https://1.00--0.51
https://0.50-0.99
https://2.00-2.49
https://2.50-2.99
https://6.00-6.49
https://0.50-9.99
https://12.00-12.49
https://13.00-13.49
https://lncrco.ee
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TABLE III 
Number of Class I Linc-Haul Railroads by Rate of Return Earned in 1940, 01,d Their 
Revenue; also by Rate of Return Which Would Have Been Earned if Wage Increase~ 

Had Been in Effect (Cumulative) 

,vithout Wuge lncrcasc2 With fncrclldC of 10 Dcg·;cca• 

Revenue Revenue 

Rate of Return• Number Amount Number Amount 
(Thousands %of (Thouo11nda % of 

Total Totalof Ooll11rs) of Dollars) 

l:l.ii0 or better__._ 
13.00 " • ----
12.1;0 • • -- __ 
12.00 • • ----
11.50 G ----II 

11.00 • • ----
10.50 a " ----
10.00 • " ---- 3~,130 .125 
9 ..50 " " ---- .ns 

:J 32,726 ,762 
4 :l5,009 .8179.00 " " ----

8.50 • " ----
6 50,806 1.3248.00 • • ----

1_486 4 50,7fi2 1.181 •7.50 • • ---- 8 o~,801. 5 54,403 1.2087.00 • • ----
10 218,710 5.001 7 01,4.88 1.4316.50 • • ----
13 327,425 7.621 8 03,801 1.4866.00 • • ----
17 350,495 8.307 JO 199,312 4.6395.50 • • -- --

5.00 • • ---- 22 400,354 9.318 15 355,009 8.279 
4.50 25 41G.025 !l.704 18 385,470 8.972 

II II •••• 

31 503,•130 11.717 23 411,030 9.5814.00 a a ----11 35 101,201 1U.4Ul 20 439,107 10.2203.t.O • ----
46 l,58~,428 30.870 30 400,8S0 11.034 

2..:;o a " ---- 55 1,808,108 42.082 37 781,746 18.1053.00 • • ----

73 3. 134.955 72.9114 47 1.541,525 35.8782.00 • • ----1.50 a • ___ _ 00 3,812,029 88.722 59 1,002,078 15.600 
103 4,00:i,r,08 9.5.275 80 3,290,954 76.5941.00 • " ----
100 4,181,0!)3 07.333 95 3,9:H,334 )l.4990..50 • • ----

0.00 • • ___ _ 115 4,2.'H,810 98.958 105 4,123,807 )5.078 
- 0 ..50 • • ___ _ 119 4,208,fliO 911.350 ll2 4,210,087 )8.126 

118 )S.704- J.00 • " ..... 122 4,277,715 90.5U0 4,240,910 
- 1 50 • • ___ _ 1:s 4,28!,851 99.057 122 4,277,715 :)9.560. 124 4.2S0,230 :l0.619 
- 2.00 • • ---- . - 2..,0 • • ___ _ 1~5 4,2S!.851 :m.057 
- 3.00 • • ___ _ 4,28;~,306 

11- 3.50 • ___ _ 

'1,28~,072 
- 4.,::;o • " ----
- 5.00 • • ----

- 4.00 • " ----

120 4,2!<3,217 !19.688- 5.50 ll G ..... 4,28~,250 
- 6.00 • • ___ _ 128 4,28~,259 no.800. - 0.50 • " ___ _ 4,20~,445 

4,29!,270 !l0.046 - 7.00 • • ----
- 7 . .50 • • ___ _ 
- 8.00 • • ___ _ 4,2!1~.445 H0.973 
- 850 • • ___ _ 
- 0.00 • • ___ _ 
- 0.50 " a ..... 

-10.00 • " ----
-10.50 • • ----
-11.00 • " ----
-11.50 • 1,1 ___ _ 

-12,00 G A ----

131 4,20~,601 100.,000-12.50 " " ---- .
-13.00 • " ----
-13.50 " " ----
-14.00 " " ----
-14..50 " " ----
-t.5.00 " " --~-
-15.fi0 .a " --~- 131 4.290.001 100.000 
-IG.U0" " --·· 

131 4,201\,U0l 100.000131 4,2n0,001 100.000TOTAL - - - -- - -

• On book value as computed by cnrriers. 
t Computed from <lata of record. 
1 I.e., 10 cents prr hour for non-op,-.rnt ing nnd 10 pcrm·nt for operutine; employccb iuvolvf",l in the 

dispute. Cost of vncntio11~. unrl nclditionnl cost of rni1dmum rates not iucluclcd. No allowa11ce mnde 
for rr,1uctiou of ex.press privilege revenue of railways rct!uh.iug from iucrcused wa1t<'B to expreas 
employcPs, 
Estimntcd by stufT of Emergency Rourd from <lotn of record. 
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TRAFFIC AND lNCOl\IE ESTlMATES FOR CLASS I RAILWAYS, 

CALENDAR YEAR 1941 

'l'raffic. A witness for the non-operating unions presented two esti
mates of the volume of railroad traffic in the calendar year 1941. These 
were used as the basis for alternative estimates of revenues and in
directly of net earnings. \Vhile there was other discussion of traffic 
prospects these two figures are the only ones of the kind which play a 
serious part in the arguments of the parties as to the ability of the 
roads to pay inc1·easecl wages. The lower figure is 42,418,760 carloads; 
the higher, 44,000,000. 

The first figure is derived as follows: The increase in carloads from 
the first half of 1940 to the second half was 13.8 percent. The car
loads for the first half of 19-U were known at the time the estimate was 
made. It was assumed that the percentage increase from the first half 
to the second half of 1941 would be somewhat greater than in 1940. 
The precise ratio of increase from the first to the second half of 1941 
was assumed to be 15.4 percent. This is the same as the percentage 
increase in freight revenue from the first to the last half of 19-10, as 
calculated by the witness; this coincidence, however, was not explained 
in the record and does not appear to be part of the argument. The 
estimate for the second half of 1941 is added to the known figure for 
the first half to produce the total, 42,418,760 cars. 

The higher figure was estimated by an economic analyst for the 
Department of Commerce, published in that Department's Sttrvey of 
C1irrent Business for July, 1941, and accepted by the witness. Its 
author showed that there is a general relationship between the annual 
Federal Reserve index of industrial production and annual carload
ings. Broadly speaking, the higher production is, the higher carload
ings are. Ile generalized this relationship in the form of a sloping line 
on a chart on which horizontal distances represent the index and 
vertical distances the carloadings. Dots for each year are shown. In 
some years the number of carloadings was higher than the line would 
suggest as corresponding to the Reserve index for the year, in other 
years, lower. Rearranging these deviations in the order of time, the 
author found that there has been a downward trend in the relationship 
of the actual carloadings to those indicated by the line. This he at
tributed to motor competition and other circumstances which cause 
traffic to fall behind production. Ile assumed that the Reserve index 
for 1!)40 would be 150 and computed the number of carloads which, 
in accordance with his sloping line and the trend away from it, would 
correspond to a production index of 150. To estimate l.c.l. carloadings 
he used a similar method, except that the national income adjusted for 
price changes was substituted for industrial production in the analysis. 
It was assumed that 1941 income at 1940 prices would be 85 billion 
dollars. Estimates produced by the two methods total 44,000,000 
carloads. 
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The highest Reserve Index for any of the years on the experience 
of which this method of estimate is based is 123 for 1940. To rusume 
that the relationships observed will hold good in connection with an 
index of 150, therefore, is to make a fairly bold projection of past 
experience. 

The carriers do not seriously question the lower estimate of approxi
mately 42,419,000 cars. They do question the higher estimate. Since 
the estimates were made, actual figures through September haYe be
come available. Carloadings, to total 44,000,000 for the full year, 
would have to average 980,000 per week during the remaining three 
months, which the carriers' witness believes unlikely. The averafe for 
the first 9 was about 800,000. 

'l'he trend of influences other than seasonal ones may be followed 
in monthly carloadings figures adjusted for seasonal factors, except for 
a complication in recent months. The seasonally adjusted figure, rise 
from April, 1939 to October of that year. With the development of 
the "Sitzkrieg," they decline through March, 1940. As active warfare 
was resumed in the west, they rise until the fall of France in ,June. 
Thereafter, the curve lies flat through October. Then, as the American 
defense and lease-lend program got under way, the adjusted figures 
rise to a peak in June of this year. ('l'he rise was temporarily inter
rupted by the coal strike in April.) 

Since June, if the usual seasonal factors are applied, a decline is 
indicated. In July a slight seasonal decline was to be expected on the 
basis of past experience; actually there was a greater decline. In 
August a rise was to be expected ; the actual rise was less and the 
adjusted figure therefore shows a decline. In September a further rise 
was clue on seasonal grounds; actually there was a decline; the sea
sonally adjusted figm·e of course declines even more. 

The most probable interpretation is that since June the ordi_nary 
seasonal influences tending to produce increase over the June figures 
have had little chance to operate, because key industries were ali:eady 
operating at capacity. On the other hand, the war and defense demand 
will tend to keep output up to capacity and hence to work agaim,t the 
sharply depressing seasonal influences usually to be expected in No
vember and December. A reasonably optimistic expectation is that the 
average weekly carloaclings in August (the peak, in the unadjusted 
data) will be maintained throughout the last three months. The agri
cultural part of the traffic is certain to show a decline, which indeed 
is already in evidence in the grain traffic. Average monthly carload
ings in August were 893,000 cars. For the remaining 13 week:; this 
would mean 11,609,000 cars. Actual loadings for the first 39 '.veeks 
were 31,262,000 cars, making an estimated total for 1941 of 42,871,000 
cars. This is only about 1 percent in excess of the lower employees' 
estimate. 

The lower estimate of carloadings in 1941 submitted by the em
ployees, 42,419,000 cars, may be accepted as about right, .or, if any
thing, too high. Their higher alternative estimate may be disregarded. 

• 
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a 

Reveniie. The conclusion that carloadings for the remainder of 1941 
cannot average higher than loadings for August would seem to apply 
to freight revenues also. 

Operating revenue for August was as follows in millions of dollars: 

Freight . . . . . . . . . . . . . . . . . . . . . . 410 
Passenger . . . . . . . . . . . . . . . . . . . . 50 
Mail, express, etc.. . . . . . . . . . . . . . 34 

Total .................. 494 

Passenger revenue will almost certainly show a seasonal decline for 
the remainder of the year. It would surely be optimistic to assume 
that total revenue will average as high as in August during the la,;t 
four months. Even if it does the total revenue will bP : 

Actual, 8 months .............. H,40H 
pl us 4 x 494 ...................... 1,976 

Total, 12 months .............. 5,:379 

The carrier estimate, $5,300,000,000, or the lower employee estimate, 
$5,331,164,000 may be accepted as a max.imum limit. 

Although the lower estimate of the employees as to revenue in 1941 
is about the same as the carriers' estimate, the corresponcLlng estimates 
for net railway operating income and net income are about $200,000,000 
apart. The principal sources of this discrepancy are to be found in 
the different treatment of operating expenses and taxes. 

0 pemting expenses. From the first half to t.he last half' of ] 940, 
accordiug to a calculation hy a witness for the non-operating unions, 
operating revenues increased 15.3 percent. Operating expenses in
creased 6.8 percent. The percentage increase in expense was thus only 
about 2/5 of the percentage increase in revenue. The exact ratio 
is 0.41. This witness estimates that from the first half of 1941 to 
the last half, the inc1·ease in i·evennc will be lD.9 percent. He assumes 
that the percentage increase in opera.ting expense from the first 
half ol' 1941 to the last half will be 0.41 x 19.9 percent or 8.2 percent. 
Operating expenses for the full 12 months of 1941 are thus placed 
at 208.2 percent of the known expense for the first six months, or at 
$3,493,651,000. 

A witness for the railroads calculates that operating expenses in 
the first 6 months of 1941 were 12.1 pe1·cent higher than in the cor
responding months of 1940. In July, 1941, the increase over the pre
ceding July was 18.3 percent. August of this year exceeded August 
of last year by 17.3 percent. The witness concludes that there is a 
continuing upward trend in the ratio and places expenses for the 
entire year at 15.7 percent over 1940. This is equivalent to assuming 
that expenses in Septembe1· to December, inclusive, will exceed those 
in the corresponding months of 1940 by 19.8 percent. The absolute 
figure for the full year 1941 is $3,575,000,000. 
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'fhe method employed by the unions' witness is based on the theory 
that the railroads are an industry in which aggregate costs do not 
increase in proportion to volume of business. This view, however, 
does not necessarily lead to the ratio-of-percentage-increase-to-per
centage-increase method employed. The carriers' witness cites no rea
son for bis assumption that the rise in ·the ratio of each month to 
corresponding month of last year will continue. He states that he 
assumes prices for railway materials and supplies no greater, on the 
average, for the rest of the year than for the first 8 months. 

'fhe employees' estimate in effect assumes an operating ratio of 
65.5 percent, and the carriers' estimate one of 67.5 percent. Both of 
these are well below any annual ratios observable in the past 20 
years. This, however, is true of the actual ratio for the 12 months ended 
August 31, 1941, which was also 67.5. 

Broadly speaking, if allowance is made for technological impr,we
ment and changes in wage rates, the year-to-year changes in revenue •
and operating ratios of past years support the theory that cost~ do 
not vary in proportion to revenue. This is particularly noticeable 
beginning with 1938, as the following figures indicate: 

Year Revenue Operating 
(Millions) Ratio 

Ca 1endal' 1938 3,565 76.4 
Calendar 1939 3,995 73.1 
Calendar 1940 4,296 71.9 

Septembe1·-A 11g11st 1940-41 4,957 67.5 

On their £ace these figures suggest that within the range of variation 
covered an increase of $100,000,000 in revenue is accompanied by a 
drop of something like 0.64 points in the operating n1tio. Tf this re
lationship would hold good for a higher range of revenue up to the 
figure of $5,300,000,000 virtually agreed upon by the parties, the 
employee witness' 1·atio of 65.5 percent would be about right. 

Taxes. The employee witness assumes that taxes will amount to 
9.2 percent of operating revenue, the same percentage as in Hl40. 
Applied to his lower estimate of 1941 revenue this comes to $490,-
467,000. The carrier witness again applies his trend-with-respect-to
last-year method. For the first 7 months the increase was 36.2 percent 
over 1940; for August 55.7 percent. On the basis of these two facts 
he estimates an increase over last year of 41.4 percent for 1941 a.s a 
whole. In this conncetion he notes that taxes are on au accrual basis, 
reflecting the judgment of tax accountants, which, he presumes, be
comes better as the year wears on and experience accumulates. 14,1.4 
percent of last year's taxes is $560,000,000. 

The assumption that the ratio to revenues will be the same this 
year as Jast appears over-simplified. The remarks applied to carrier 
witness' method of estimating expense also apply to his tax method.· 

Railroad taxes consist of state taxes, federal retirement and unem-
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ployment insurance taxes, certain minor federal items, and the fed
eral income tax. 

The amount of state taxes accrued in recent years, in millions of 
dollars, has been as follows : 

1!)27 ...... 292 1931. ..... 293 1936• ..... 228 
28 ...... 301 32 ...... 263 37• ..... 253 
29 ...... 307 33 ...... 230 38• ..... 219 
::io ...... 309 34 ...... 220 39• ..... 213 

35 ...... 212 40 ..... 214 

'l'hese figures suggest a tendency of state taxes to follow business 
conditions with a considerable but variable lag. A slight upturn in 
1940 will be noted. $218,000,000 is a reasonable guess for 1941. 

For 1941 retirement and unemployment taxes will be 6 percent of 
wages subject to tax. The carriers' principal witness on wages regards 
this as equivalent to 5.8 percent of all wages and salaries. A straight 
line projection of the relationship between operating revenues and 
the percent thereof which is spent for wages, beginning in 1938, in
dicates a wage ratio of 39.6 percent of revenue. The ratio for the 
year ended June 30, 1941, is about 41.5 percent. 

Minor federal taxes amounted to $3,542,000 in 1938 and $4,021,000 
in 1939. The principal item is capital stock tflxes. $5,000,000 would 
seem a liberal allowance for 1941. 

The federal income tax amounts to 24 percent of net corporate 
income, plus a surtax of 6 percent on the first $25,000 and 7 percent 
on the remainder. Corporations having income under about $38,000 
are subject to lower rates. A rate of. 30 percent may be used. The 
amount cannot be calculated until net income before federal income 
tax is known. The computation will be made at fl later step in this 
analysis. 

Miscellaneous Income Account Items. 'rhe carriers were able to 
reduce equipment and joint facility rents from $132,288,000 in 1939 
to $128,655,000 in 1940 despite increased volume of business. 'l'he 
employees' witness assumes a further reduction to $125,000,000 in 
1941. Carriers' witness states the item has run "slightly" above 1!)40 
so far as recorded for this year, flnd puts it flt $135,000,000 for the 
full year. This seems a little high. In contrast with past years, car
riers will handle a considerable vol nme of' oil to the East this fall, mos1 
of which will move in private car:;;. $132,000,000 is a reasonable guess. 
Employees' witness assumes a rise in other income from $169,000,000 
in 1940 to $180,000,000. Since this will come largely from subsidiary 
roads it does not appear unlikely. Carriers accept it, in another 
connection, on brief. Miscellaneous deductions (a small item), fixed 

• Up to the middle of 1939 unemployment insurance for rai1road workers was adminis• 
tere<l through the states. In that year a new system came into operation, administered 
entirely through the Railroad Retirement Board. The state taxes reported in StatisticJ of 
Railways include unemployment taxes under the former system. For 1938 and 1939 the 
amount so included (46 and 24 millions respectively) has been deducted to arrive at the fig
ures in the table. The amount for I 936 and 1937 is not known but was considerably smaller 
than in 1938. 
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charges, and contingent charges (another small item) may reasonably 
be taken to be the same as last year. 

Income Before amd After F'eclera,l Income Tax. It seems de:,irable 
to present, in Table V, an optimistic and a more conservative esti
mate of net earningR. 'l'he former is based on the employees' revenue 
estimate of $5,331,164,000, an operating ratio of 65.5 percent, and a 
ratio of wages to operating revenue of 39.6 percent. The other is 
based on the carriers' revenue estimate of $5,300,000,000, an operat
ing ratio of 67.5 percent, and a. wage ratio of 41.5 percent. 

Tru<es (incl. Nr.t Railway I
Fcdernl in operating N•!t 

come) income lncc,me 
(After Federal Income 1'ax) 

Employees _______ . _____________________ _ ,190 1,220 736
Carriere _______________________________ _ 560 1,030 525Estimate I _____________________________ _ 609 1,096 610
Estimate JI ____________________________ _ 579 1,014 534 

A carrier witness testified that net income as reported to the Bu
reau of Internal Revenue does not differ greatly from that reported 
to the I. C. C. The net income before income tax shown in the table, 
however, is for all carriers. It might be the algebraic sum of a larger 

TABLE IV 
A llcrnative Estimates of the hico111e A ccu1rnl for 1941 

(thousands ()j dollars) 

Line Derivation Estimntc r Estirr.atP. II 

1 
2 

Operntinq revenues ____________ 
Operating expemms _______ .,. __ _ 

Sr~c tc~t. 5,331.104 
3,403,051 

/i,3011,000 
a,57,;,ooo 

3 Net opernting revenues_______ (1)-(2) 1,837,513 l,72!i,OOO 

4 

5 

Taxes (other than Federal 
Income)·----______________ 

Equipment and joint facility
rents _____________________ 

(1 O)+ (17)+(18) 

See text 

34.5,-140 

132,000 

3511,571 

13:!,000 

6 Net railway opernting income1 _ (3) -(41 -(5) 1,360,067 1,14::,429 

7 Ot.her income________________ See text_ ______________ _ 180,000 1811,00(1 

8 Total income1________________ (6)+(7) 1,540,007 1,42::,429 

9 
10 
11 

Miscellaneous deductions______ 
Fixed charges________________ 
Contingent charges ___________ 

•Actual, 1940 
t a a 

:! a 11 

27,604 
006,153 

20,106 

o-· OGI 
001;'.153 

2(i,10B 

12 Net income!_________________ (8)-(9) -(10)-(11) 880,144 

13 Fodera! Income Tax __________ O.~OX(12) 264,043 2W,877,__________,______,_______ 
14 Net Income niter Federal In-

come Tax _________________ (12) -(13) 610,101 53-1,0ltl 

15 Net ruihr.·o.y Operating income 
after federal income tax_____ (6)-(13) 1,090,024 1,013,552 

16 State taxes __________________ See text 218,000 2U',OOO 
17 Retirement and unemployment

taxes_____________________ a • 122,446 12~.f71 
18 ~'lioor Federal taxes__________ 11 

" 5,000 ;i,000 

19 Total taxe•-------·---------- (13)+(16)+{17)+(18) 609,489 579,448 

1 Before federal income ta:r.. 
• From I.C.C. statement. l\'l-25, December 1940 
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TABLE V 

Rate of Rc/'11r11 011 Vario11s Rate Bases, Class I Li11c-ll11ul Rai/ways 1 

(All r1g{/regale .figures in m·ill'ion.~ nf dollars) 

Percent Net. Railway Operating Income of: 
:\linimuru Net. 

:\linimum Origin:1I HailwnyBook LC.C, Bur. Val, .'.\linimumOrigi11nl CosL Less Opcrat.ing ::,:,
Vnluc3 Vuluc6 Vnluce i\linimum OriginnlCost• Accrued Incomc3 Bouk LC. C, Bur. Vul. t>:I

Ori1,,drml Cost Less 'tl 
Cnst .Accrued 0 

Depredation ::,:, 
Depreciation Vnlue Value Value 

1-3 
1!l,i!l:i :!0,05f, IS,403 1,17:J •I.Iii f,.:3S r,,o:i li.37 0''0 ..,,J7 20,•Hli 18,02fi •I.SI fi.liO li,10 lLH2 
20:51,1 ~O.iS•I H} t•J9 l.~~~ :1.2s :l,81 ,1,24 ,J,,',4 

"!l 

''0 'l''S 20/1fl8 ,s:o:i1 A2ti L!JU 2.:H 2.59 2,78 t:,J 
20:·,u!I :!11.:ns 18,7111 :J2ti 1.:!4 l,,t,I 1.02 1,7,1 i::: 
l!J,S4i 20,lli IS,l.'i5 4i-l LSI 2,11 2.3U 2.:i7 t>:I 
1\J,flli7 rn,n:11; 18,27,1 ,11\:J l.iS :!.07 2,3,5 2.5a ::,:, 
l!l,.:}l)!J l!l.~:m IS,li7 ,'iOO UJ:l 2.2·1 2.5ti 2.7:i 0 

t>:I1n.n:H 20,100 1S,24ii Wi7 2.,57 2.Si) :lAO :l,liG 
19,lil~ l!l,882 18,220 fi!IO 2.27 2.ti:! :1.01 :J,2,J z 
lHJ1lia lfl,8:{:! 18,l l!J :n:i IA:! l.ti5 Ull 2.0li 

0 
"1

1DJi58 tn,828 18,liili 58H :!.2fi 2.lil :J.01 :J,~,i 
10,,nr, 20,0:i,1 1S,37:J 082 :!.50 2.\.18 3,-1,5 :J,il 00 
H),70f> 20,0:J•I lS,37:l 1,0.;:i ,1,00 -I.Iii .'i,3•1 :i,7·l 0 

> 
1 Computed by staff of Board. mcnt nod fur chungcs in materials, :rnpplic:s, and cush to produce figures fur other 6 
: Hate base fig;urcs, first f, culumns, are as of December 31. dates. 
•Carriers' Exhibit 7. I Vnluc for rate-making; purposes as found in 229 I. C. C. 435, •151, ns of ,January 1, 

& Original cost of nil ruilroads, apparently as of Dcc1!llthcr 31, H)32, wn.s "ut least!' H):iS. Adjusted fur uet charges or credits to property investment, chu11ges in matc
S2-1.000,000,000. Federal Coordinator of Truuspnrt, report to Cougrcss, 7a Cong,, riuls. :mpplics, nntl cush, und clrnnges in accrued dcprccintiu11 to produce figures fur 
2 Scss., Sim. Doc. I ID, p. :t Investment in milway 11ropcrty, Class I runds including other dates. 
lessor and r,roprictnry cotnpanics, plus nrnterials, supplies, and cash uf Class I ruil 6 Value recommended by Bureau of Vnluntion uf l. C. C. as of .January 11 10:m. Em
ways, n·ns 04.5:3 percent of corrcspo11tli11g: figure for all opcrati11g raih,,·ays, including ployees' Exhibit 1:25, p. 0. Adju:-.tcrl in t.111! mn11ner indicated in fuotuote 5. 
s,i.·itching anti terminal. (Cnrnputcd froi1, LC. C. Statz'~Ucs of Hai/11,CllJR, JU32, p. n:3.) 7 Hat.e bases take11 us of beginning of year. Net railway operating income us es
U·l.53 percent, of $2--1,000,000,000 equals $22,GS7,000,000, minimum urigiunl cost of timated by Board staff. 
Class I raihvays. This fiJ(urc hus been udju~tctl fur net charges or credits to invest-
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net income for some roads and a net deficit for others. In that case 
the federal tax would apply to a larger sum than shown. It is as
sumed that net deficits will be negligible. 

Some comparative results of the estimates here made and those 
presented by the parties are as follows, in millions of dollars: 
The carriers' estimate as to taxes seems more probable than the em
ployees'. It will be noted that the difference in operating ratios 
(65.5 vs. 67 .5) is partly offset by the income tax on the additional 
income based on the lower ratio. 

Averaging our own estimates, it seems likely that net railway oper
ating income and net income (after income tax) will be about 
$1,055,000,000 arid $575,000,000 respectively. 

ALLEGED FINANCIAL ABUSES, FINANCIAL l\fISTAKES, AND 
WASTEFUL PRACTICES 

In the Brief of the operating brotherhoods and in the testimony of 
.M:r. Whitney, President of the Brotherhood of Railroad Trainmen, it 
is claimed that the railroads are being drained of millions of dollars 
through financial waste and mismanagement, on which the complete 
story can be found in the Report of and Hearings before the Senate 
Committee on Interstate Commerce, Investigation of Railroads, Hold
ing Companies, and Affiliated Companies (76th Congress, 3rd Session). 
Most of the items of financial waste and most of the illustratious and 
exhibits are drawn from that source. 

The types of alleged financial mismanagement cited by M:r. Whitney, 
apart from those drawn from the Senate Committee Report and Hear
ings, include : 

1. Gross mismanagement of capital structure. The railroads are 
burdened with a top-heavy capital structure, which has driven many 
of them into bankruptcy and weakened the rest. Some of them, such 
as the ,v-abash and the Missouri Pacific, offer flagrant examples of 
companies which emerged from one reorganization, proceeded to load 
up again with debt, and we1·e forced into receivership once again. 
Evidence of the top-heavy capital structure of the industry, according 
to l\fr. Whitney, is found in (a) the reorganization plans of Glass I 
railroads approved by: the Interstate Commerce Commission or pro
posed by its examiners, which involve a drastic shrinkage in debt and 
fixed charges; {b) the great spread which exists between the book and 
market values of railroad securities; (c) the higher percentage of debt 
to total capitalization in the railroad industry than in many industrial 
companies; (cl) the extent of railroad borrowings from the R..F.C. 
Instead of crying poor, the industry should have a thorough financial 
housecleaning. 

2. Excessive salaries of railroad executives. Salaries of high officials 
have increased during the same time the carriers are urging no increases 
in wages. The carriers' counter-argument points out the reducti,Jn in 
the average salary of executives during the period mentioned, and 

' 
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suggests that some of the increases were due to promotions and in
dividual adjustments-arguments also challenged by l\ir. ·whitney. 

The types of financial mismanagement and wasteful practices· re
ported in the Senate Committee Report and Hearings include: 

1. Huge fees paid to the bankers and attorneys in charge of rail
road reorganizations. 

2. Improvident dividends declared from fictitious earnings arising 
from neglect of maintenance and retirements. 

3. l\Iaintenance of a vast propaganda and lobby machine in the 
Association of American Railroads and its allied and subsidiary or
ganizations. The carriers reply that only 5% of the Association's 
income goes to legislative and advertising expense, and that the Asso
ciation and the other groups perform necessary and important work. 

4. "Stock market gambling," or purchase by railroads of their own 
securities or those of other railroads at inflated prices, with subsequent 
losses arising from the falling stock market. 

5. The "rebate racket"-payment of excessive prices for terminal 
and other properties purchased from big shipping interests, with viola
tions of the I.C.C. orders in some cases. 

6. "l\Iilking of subsidiaries" by extracting excessive dividends 
from them, thus weakening their financial position and causing neglect 
of maintenance and shrinkage of employment. 

7. Excessive stock dividends. Exhibits were presented to show that 
the amount of railroad stock dividends, plus the cash dividends later 
paid on such stock, totalled $526,000,000 during 1921-1937, and 
$1,300,000,000 for all issues of record. The carriers' reply is that all 
stock dividends must have the approval of the Interstate Commerce 
Commission, that a number of the "dividends" were not true stock 
dividends but legitimate issues for other purposes, and that in any 
case they aggregate a small percentage of the par value of railway 
stock outstanding. 

8. A series of other alleged abuses summarized in The Brief for 
the five operating brotherhoods of employees (pages 75-78 of this brief). 

Mr. Whitney again ( as in the 1938 controversy) cites Senator 
Wheeler's charge that the railroads were wasting at least $1,000,000 
a day as a result of all these wastes and abuses. 

The carriers' general rebuttal is that the particular cases cited by 
Mr. Whitney were isolated, that there is no basis for any claim that 
they were widely prevalent, or that in the aggregate they have had 
any effect on the operating condition of the railroads. They point out 
that, on this last point, Mr. Whitney appears to agree with them. 

The deficiencies in the exhibits with respect to the quantitative 
significance of these various allegations of financial mismanagement
deficiencies which the Board has had no time to attempt to make good 
by a prolonged study of the voluminous Hearings before the Senate 
Committee-preclude any concrete findings either as to the validity 
of the specific criticisms adduced by Mr. Whitney, or as to the total 
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effect of financial mistakes and malpractices on the present state of 
railroad credit. 

Even, howevel', had no testimony on the point been adduced, the 
Boa.rel might well have ta.ken judicial notice of the fact-undeniecl by 
the carriers-that a. number of individual railroads have been guilty 
of highly unwise and highly improper financial policies. In om· opinion, 
the most serious of these practices have taken the form of attempts by 
certain financial interests to build np g1·ea.t railroad empires by use 
of the device of the holding company-a device, the abuse of which 
wrought havoc with the electrical utilities and which, applied to the 
railroads, became a matter of g1·ave concern to the Interstate Commerce 
Commission and to Congress. \Ve do not require a set of formal ex
hibits (some of those offered on the subject by Mr. \Vhitney having been 
excluded by ns, in response to valid technical objections by the carriers' 
counsel) in order to know, what the entire investment world knows, 
that some of the purchases made during the 1920's, both by railroad 
holding companies and by railroads themselves, of large stock e•Juities 
in other railroads have resulted in very g1·ea.t losses to investon:. 

\Vith full recognition of this fact, and with full awareness of the 
probability tha.t episodes such as certain of those referred to l,y Mr. 
\Vhitney were a contributory cause of the nnenvia.ble state of rail
road ~redit today, we are nevertheless convinced that, in qu.-mtita
tive terms, they were a cause of only minor significance. Moreover, 
no reeomme11dations that we are here making in this report with 
respect to proposed wage increases have been tempered or modified 
in any way by 1111 effo1·t to protect individual ra.ilroads from the con
sequences of these financial mistakes. 

MEMORANDUM ON CARRII,RS' 'l'ESTilllONY 01' Tr-rnrn 
CAPITAL REQUIREllrENTS 

Development of the Carn'.ers' Arg1ime11t 

1. Gross cxpenditmes for aclclitiorn, and bettermeuts to railway 
property, Class I railways, 1923-1940, totaled 9,503,000,000 dollars dis
tributed over the period as follows (Carriers' Ex. 24): 

Road and 
Equipment Strncture 'rota] 

Annual 
Average 1923-19:30 ...... $381,000,000 !J;461,700,000 $842,700,000 

Annual 
Average 1931-1940 ...... 162,300,000 182,800,000 345,100,000 

2. Capital investments in the period 1923-1929 averaged $897,000,-
000 per yea.r, of which about 3/s, or $329,000,000, was contributed 
by earnings, a little over 3/s, or $362,000,000, from depreciation and 
retirement-;, and the balance from sale of securities. (Carriers' Ex. 
182.) 

. 
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• 

3. If the industry is to make the desirable improvements and 
maintain its competitive position, it should spend $1,000,000,000 an
nually on additions and betterments, in addition to normal ex
penditm·es for maintenance. ( Ca,rriers' brief, p. 70.) 

4. Three-eighths of this total of $1,000,000,000, or $375,000,000 
should be contributed by earnings-the same proportion that was 
contributed in the pre-depression period. This should be allocated 
as follows: $150,000,000 (:3% of gm,;s revenues) to capital expendi
tures incident to ordinary maintenance, and $225,000,000 for addi
tious and betterments necessa,ry to improye the service and meet 
the growing competition of other transport age11cies. (Carriers' brief, 
pp. 67-72.) 

A net railway operating income of $1,000,000,000 per a1mu111, to
gether with "other income," would provide for the reasonable a.ud 
ordinary needs of the inclustry-$::i50,000,000 to covet· fixed and 
contingent i11tcrest, $::175,000,000 to provide additions and better
ments, $50,000,000 for debt reduction, and the balance for the 
modest dividends essential to the c1·edit of the industry. 

5. The actual expenditures for the 2 year period, September 1, 
1939, to September 1, lfJ41, averaged only $430,000,000, consisting 
of $277,000,000 for equipment aml $153,000,000 for roadway and 
structure; the estimated expeuditures for Scptembc1· 1, 1941, to 
September 30, 194:3, will average (on an anmial basis) $835,000,000, 
consisting of lj;643,000,000 for equipment and $l!J2,000,000 for road 
and structures. (Carriers' Ex. 37.) While a total of $1,000,000,000 
should be spent, this is all that present earnings and credit will 
permit, and does nut take care of many desit"Hble improvements 
which should be made. (Carriers' brief, p. '71.) 

'l'he equipment now being installed and now on order (Carriers' 
Ex. 25 and Employees' Ex. 78) is much needed, and can all be used 
to replace old equipment within a few years. It has been and can 
be obtained through the issuance of equipment obligations bearing 
low interest rates, to be retired out of depreciation allmnwces. 
(Carriers' brief, pp. 34-:36.) 

6. The money for making the present railroad plant wholl~· 
different from that of twenty years ago was largely raised, and the 
improvements made, prior to the depression, when credit was good. 
In the period 1921-1930, over $8,000,000,000 of capital investment 
was made, of which !f;2,000,000,000 was obtained ft-om the i,;aie of 
securities. In the period 1931-1939, only $2,400,000,000 of invest
ment was made, none of which was obtained from securities. (Ca,r
riers' Ex. 182; brief, pp. :):3-:34.) 

Comments 
The information and argument summarized above applies to the 

Class I railroads as a group. Yet the carriers have taken pains to 
point out the disparity of earnings and financial condition within 
the group. They showed that even in 1940, fifty-fonr Class I roads 
earned a rate of return of less tha.n 2 percent on nndeprcciated 
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book value; that nearly 40 percent of the mileage was operated 
by companies reporting deficits; that 29.6 percent of all mil road 
mileage (exclusive of switching and terminal companies) was in 
the hands of receivers or trustees on June 30, 1941; that even in 
the year ending June 30, 1941, after a substantial increase in revenues, 
36 Class I roads failed to meet their fixed charges; and that a 
number of roads have operated in the red every year since 1928. 

A breakdown of Class I roads showing somewhat more deta.il than 
in the Carriers' Brief (p. 49) reveals the extent of the concentra
tion of earnings in the industry in 1940. 

Distribution of Mileage, Revenues and Earnings, 
Class I Railways, 1940 

15 69 48 All 
Roads Roads Roads Roads 

Percent of total mileage operated .... 39.7o/o 25.4o/o 34.9o/o 100.0o/o 
Percent of total operating revenues 51.9 24.0 24.1 100.0 
Percent of combined net railway 

operating income .............. 62.2 23.6 14.2 100.0 
Percent of combined net income .... 84.7 15.3 100.0 
(Source: derived from Carriers' Exhibits 9, 10, 11.) 

Sixty-nine roads operating about one-quarter of the mileag;e took 
in a little less than one-quarter of the revenues and earned a little 
less than one-quarter of the combined net railway operating income, 
yet produced only 15 percent of the combined net income. F'ifteen 
roads operating slightly under 40 percent of the mileage did half 
of the business, in terms of revenues, but earned two-thirds of the 
net railway operating income and about.85 percent of the net income. 
Forty-eight roads operated in the red, although they took in a quarter 
of the revenues. 

All this evidence of disparity suggests certain questions concerning 
the carriers' arguments with respect to the need for improved earn
ings and credit to finance capital improvements. These questions we 
are unable to answer, but we list them here because they raise important 
problems that should have further study. 

1. How were the expenditures for additions and betterments in 
the decade of the twenties distributed within the industry? Did 
weak and strong, small and large roads all participate, granted that • 
weak roads could finance some new equipment and that receivers' 
or trustees' certificates could be used by those roads in receivership? 

2. ·which carriers financed the capital investments averaging 
$897,000,000 in the period 1923-1929? Was the portion of this in
vested from eai:nings ( one-third, or $329,000,000) contribu-:ed by 
relatively few lines or by most or all of them? Even in this period 
there were many carriers whose earnings and credit were weak. 

In the period 1923-1930, depreciation, retirements, and liquidation 
of properties provided over % of the capital funds. If adequate 

https://about.85
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depreciation allowances were made, would not this source finance 
a much larger proportion of future capital requirements? 

3. Is not the figure of $1,000,000,000 cited as a reasonable an
nual amount to be spent for modernizing and improving the prop
erties at best a vague estimate Y It is considerably in excess of the 
average annual expenditures for additions and betterments in the 
period 1923-30. Added to the existing investment, it would result 
in a very much larger book value and would require much larger 
earnings for its support. By their own admission, the railroads are 
facing lean years, or at least heightened competition. Also, by their 
own admission, they are in good shape now. 

4. Is the $1,000,000,000 of annual net railway operating income, 
which is considered the minimum necessary to restore credit, needed 
by all roads or only by those which are in a position to earn a 
satisfactory return on the new capital? 

If net railway operating income of $1,000,000,000 were distributed 
among the roads in the same way as the 1940 figures, 15 roads 
would earn $622,000,000. Will the balance of $378,000,000 be suf
ficient to attract new capital to the rest of the roads, operating 60 
percent of the mileage, as well as to preserve the capital already 
invested in them Y 

5. If, as the carriers assert, the equipment now being installed 
and now on order can be financed by equipment obligations to be 
retired from depreciation allowances, will the industry need $375,-
000,000 a year from earnings, and additional funds from new capi
tal, to provide for its needs? (Estimated expenditure for road and 
structures, September 1, 1941, through September 30, 1943, aver
ages $192,000,000 per year.) 

6. Has the railroad industry, in the past, demonstrated its ability 
to earn such a satisfactory return on its investment that one can 
confidently expect it to support a much larger investment in the 
future, in the light of its pessimism with respect to the growing 
force of competition? 

'l'ESTIMONY ON FUTURE TRAFFIC, REVENUE .A.ND INCOME 

"\Vi.th respect to their future prospects the carriers draw a sharp 
distinction between the period of defense activity and the period 
that will follow it. They concede that the war and defense pro
gram have brought them a large volume of traffic and will continue 
to do so. This is true not only because the impetus of defense spend
ing has caused a rise in business activity but also because compet
ing transport facilities have been diverted to war-time needs. The 
shortage of shipping has caused vessels to be withdrawn from coast
wise trade, and has caused import and export traffic to travel across 
the country by rail instead of going around by the Panama Canal. 
But the carriers insist that this activity is temporary and "arti
ficial." There seems to be no point in the latter designation; the 
revenue which the railroads are receiving is real enough. The 
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essential question is one of duration. The employees take the posi
tion that there is unfortunately no assurance that war and defense 
activity will be short-lived. It is quite possible that the defense 
period will last as long as a number of more "normal" expansions 
in business have lasted. 

Railroad witnesses express a fear that the termination of the 
war may be followed by a sharp recession in business and conse
quently in traffic. They allude to the difficulty of readjustment from 
a wartime to a peacetime economy-a difficulty which they deem 
especially serious in view of the unprecedented scale of lease-lend and 
defense activity. Counsel for the employees feel that a serious depres
sion need not be expected. They argue that the coming of peace will 
not necessarily result in a drastic reduction of the present scale of 
defense preparation. They note that the government is aware o:: the 
problem of readjustment and are inclined to believe that, through its 
agricultural policy, its planning of public works, and its greater co:otrol 
over financial excesses, it will be able to minimize any tendency toward 
depression. They also believe that the restriction on civilian consump
tion incident to the defense program will create a backlog of unsatisfied 
demand which will later operate as a stimulus to business. 

Taking a longer view, the railroads note that the demand for 
their largest si11gle item of traffic, and one which is among the least 
susceptible to competition of other means of transport, namely coal, 
has been subject to depressing influences. The amount of electric energy 
generated from water powe.- has increased rn.piclly. 'l'he p.-odudion 
and distribution of natural gas has substantially increased. The 
amount of coal used by steam stations to generate a kilowatt-hoer of 
electricity has long been declining. In summary a. computation by the 
Bureau of' M:ines was introduced, showing that, since 1899, the pei-
centage of total British thermal units contributed by coal to the ene1·gy 
supply of the country has been declining. No attempt was made to 
estimate the qua11titative importance of these trends in terms of traffic. 
The progress in fuel economy in central stations has very noticeably 
slowed in the last ten years. The computations as to British the1:111al 
units, we believe, somewhat exaggerate the picture as to coal. These 
figures apparently include the energy used in automobiles-a new use 
for which coal was never seriously competitive. Other items of ti-affic 
are in the aggi-cgate far more important to the raHways than coal. 
While it is true that they are less "bound to the rails" thmr coal, a 
discussion of this character is incomplete unless the trends in the 
production of other commodities a.re included. 

'I'he carriers express most concern about fntnrc competition from 
other means ol' 1Tansport. They show that these other agencies of 
transportation have made great inroads on rail traffic in the past 15 
years or so. The ca.rrie1·s imply that the trend will continue, at least 
if the cost basis on which the railroads must compete should be raised 
by increased labor costs. Indeed they believe that developments now 
in the making or in prospect will greatly intensify the competition. 

• 
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In some ways, they argue, the defense program will add to the supply 
of competing transport facilities. The Senate has passed a bill pro
viding appropriations for access roads to military establishments and 
for the improvement of strategic highways. The Public Roads Ad
ministration bas reported that further sums are necessary for these 
purposes. Pipelines may be given the right of eminent domain, or 
financed, or even constructed by the government as a defense measure. 
The Petroleum Coordinator is urging the construction of a pipeline 
from the western fields to the east coast. Airfields and airways may 
be expanded. Much ocean shipping will be constructed. Plants for the 
production of planes and ·trucks are ·being -expanded. Tbe·number of 
trained personnel for the operation of planes and trucks will increase.

• In addition, regular federal aid to highway construction bas been 
authorized for 1942 and 1943. If a severe depression follows the war, 
a large public-works program of highway construction may be under
taken. The Public Roads Administration bas reported that a plan for• 
6 trans-country superhighways would be feasible. (The railway witness 
failed to note, however, that the Administration found this scheme 
not economically justified, recommending instead a regional highway 
plan under which existing roads would be greatly improved.) The 
House Committee on Rivers and Harbors bas approved construction 
of the Florida Ship Canal, the St. Lawrence waterway, and other 
projects. It will soon consider the proposed Beaver-Mahoning water
way (which would take much ore, coal, and related traffic from the 
railroads) and further projects. 

This list of terrors contains some duplication. The propcqed oil 
pipeline would handle largely traffic which would otherwise be bandied, 
on their return from war service, by tankers, as it was until recently. 
The Florida Canal would serve largely the coastwise oil traffic. 

In the testimony and briefs of the employees certain counter-tend
encies are noted. After the last war, much of the surplus of shipping 
was left to rust at anchor. The railroads have been awakened to the 
necessity of fighting competition and have made considerable progress 
in that respect. Admission of new motor carriers to the field is now 
restricted by law, and a bottom is placed under motor rates, although 
these restrictions do not affect transport other than for hire. Unioniza
tion of the truck and bus industry is making progress ; a minimum 
wage of 40 cents per hour has been prescribed; labor costs will tend 
to rise. 

The past trend is summarized as to freight traffic by a r·eport- of the 
Bureau of Statistics ol' the Interstate Commerce Commission. This 
report compares actual railway tonnage with the tonnage which the 
railroads would have handled if their traffic had been affected since 
1928 only by changes in the supply of commodities. (See Table I of 
this Appendix.) The worst losses were suffered between 1930 aml 19321 

when the share of the railroads fell from 97 to 87 percent. From then 
until 1937 there was little decline. ,vith the business contraction of 
1937-38 there came another sha17) fall; but since 1938 there has been 
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a slight rise. Thus there is some evidence that the position of the 
railroads in handling the country's goods was approaching stahility. 

It is impossible to appraise quantitatively the net effect which the 
new elements cited by the carriers will have in disturbing the equilib
rium. For the most part these elements foreshadow a reduction in 
costs of competing means of transport. But they do not suggest much 
that is revolutionary except, perhaps, with respect to air tram;port. 
It should be remembered that fairly large expenditures on competing 
means were made between 1932 and 1937 and again after 1938. It is 
altogether probable that the railroads will suffer some further los:;es of 
traffic and will be impelled to reduce many rates to hold the remainder. 
But, as to the seriousness of these adverse influences, the evidence is 
i.nconcl usive. •

The railroads urge that the traffic and earnings of 1941 should not 
be deemed typical of the years to come. Instead, they suggest the 
probability that some of the years of the 1930's will prove more tn:iical. •The employees urge that the ratio of costs to revenue should n::it be 
based on the experience of these years ( certainly not of the earlier of 
these years), because of the marked advance in economies of operation, 
particularly in the economizing of labor. They are also conv:nced 
that further progress will be made. 

POSSIBLE l\'.IETHODS OF INCREASING EARNINGS OR OF 

REDUCING EXPENSES 

In view of the effect of increased wages on the earnings of the 
industry, the question arises whether any measures may be taken by 
the railroads to increase their net railway operating income and net 
income through increases in gross revenues or decreases in expenses, 
or to increase their net income alone by reduction of taxes and fixed 
charges. The following possible measures will be discussed briefly 
in turn: 

(1) increases in freight and passenger rates; (2) reduction in ex
pense by large-scale consolidation, and (3) by increased coordina·:ion; 
(4) reduction in the railway ta.x bill; (5) reduction of debt and in
terest through reorganization. 

1. RATE INCREASES 

Possibility of increased rates arid fares. In the opinion of the 
carriers, substantial increase in expenses in relation to revenue result
ing from increased wage rates would lead directly to applications to 
the Interstate Commerce Commission for rate increases, althouirh it 
was recognized that a blanket or uniform percentage increase might 
not be feasible. It was indicated that in 1918, 1920, and 1937, general 
wage increases were followed by substantial rate increases. Witn,:!SSes 
for the Express Agency also stated that the only possible recour.;e to 
meet the burden of increased wages would be an increase in raten. 
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c. 

Most of the employees' witnesses did not concern themselves with 
the possibility of railroad rate increases. One witness stated that the 
carriers could bea.r the wage increases without raising their rates, 
although he felt tha.t some of the competitive rates should be brought 
into line. He went on to sa.y, however, that rates should be raised, 
if necessa,ry, in order to pay fair wages. The Brief for the non-operat
ing organizations concludes that the roads are in a position to pay a. 
much higher wage "without creating any necessity for inc1·easing 
freight and passenger rates," because a greatly increased tonnage can 
be ca.rried without a commensurate increase in operating expenses or 
number of employees. Reference is made to the existing unused 
capacity arising from the increased power of engines, increased capac
ity of freight cars, and increased length of trains, a.nd to the likelihood 
that the great gains in traffic will continue for a considerable period. 
The operating employees made no dirnct reference to rate increases; 
but their analysis of present and prospective traffic and their con
fidence in the ability of the roads to carry an almost unprecedented 
proportion of gross into net appears to imply that no rate increases 
should be necessary. 

In view of the carriers' fear that the present volume of traffic and 
level of revenues are temporary aml artificial, and of their claim for 
increased earnings to bolster railroad credit, there can be little doubt 
that an appeal for increased n1tcs would result from any substantial in
crease in wages arising from changes in wage rates. 

AMlity of traffic to benr rate increases. The carriers suggest that, 
during the defense period, an increase in freight rates on many com
modities would not drive them from the rails because there is no other 
place for them to go. But they arc certain that, because of the prospect 
of intensified competition, "there is no basis now for reliance upon such 
a source of additional revenues over any extended period of years." 

Whether or not particular commodities coulc} bear increases during 
the defense period, it is likely that a blanket or percentage increase in 
all rates would meet with stiff resistance, especially from those pro
ducers who need low rntes in order to compete in distant markets, and 
from shippe1·s of commodities with low value in relation to bulk. 
Some shippers are not so much concerned with the actual rates charged 
as they are with preserving their own relative status. But a general per
centage-wise increase in rates falls with special impact on commodities 
in whose prices transportation charges play a large part. An increase 
of 10 percent is more serious for the commodity in which half the 
price is transpol'tation, than for the commodity in which only ten 
percent or less of the price goes to transportation. 

In general, the Interstate Commerce Commission has been opposed 
to uniform percentage rate increases in recent years, reflecting the 
attitude of shippers with respect to the uneven impact of such increases 
on different commodities and length of haul, although it is willing to 
look favorably on carefully considered particular increases. In 1926, 
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the Westeru ca,rriers asked for a five percent increase, but the Com
mission held that no financial emergency existed, ~nd suggested that 
the roads might change specific rates with a view to increasing revenues 
(113 LC.C. 3). In 1931, the application for a general rate increase of 
15 percent was denied, but ternpo1·ary advances ranging to 10 percent 
were approved (178 l.C.C. 539). In 1935, the carriers asked for a 
general 10 pei·cent increase, sa,vc for flat increases on some com
modities, and surcharges of varying amounts were approved, to 
terminate on December 31, 1936 (208 I.C.C. 4) ; rates on agricu:ttural 
products were not increased. In 1938, a general 15 perce11t increase 
was refused, but the Commission allowed 10 percent increases on some 
commodities and 5 percent on others such as agriculturnl products, 
animals and animal products, and lumber (226 I.C.C. 41). 

In so fat· as express traffic is concerned, there appears to be some 
validity in the opinion of Express Agency witnesses that in the face of 
increasing competition an increase in express rates would resuL in a 
lower volume of business. 'l'he agency not only has to compete with 
the parcel post and with contract and common motor ca\-rierB, but 
with private trucks and freight forwarders. 

Effects of rate increases. ·widespread rate increases sufficiE·nt to 
provide the carriers with the funds with which to meet wage: rate 
increases might not disrupt traffic volume for the time being, but, in 
the opinion of the carriers, would have two unfortunate results: 
(1) 'l'hcy would stimulate the inflationary process with its atte:ndant 
results on the public in general and the wage-earner in pat-tieular; 
(2) they would place the carriers in an unfavorable competitive posi
tion after the emergency period is over, when competition will bE, even 
more strenuous than in the past. 

2. CONSOLlDATION 

1Uthough the subject of consolidation was mentioned only in passing 
by one witness for the carriers, and not mentioned at all by the em
ployees, it deserves some consideration in a discussion of possible means 
of increasing railroad earnings. 

During the past twenty years much has been said about consoliclation 
as a device for effecting large-scale economies. The 'l'ransportation 
Act of 1920, design.eel in part to solve the weak-and-strong-road prob
lem, provided for a comprehensive plan of consolidation into laJ.·ge 
railway systems, and was followed by the publication of such plans in 
1921 and 192!). Keeping in mind that the original legislation did not 
malce consolidations mandatory, it is important to note that con
siderable progress has been made in the simplification of existing sys
tems and in the extension of systems through merger, stock cc,ntrol, 
and other devices. Whereas in 1920 only 17 percent of railway mileage 
was organized in units of more than 8,000 miles, by 1938 the percentage 
had grown to 36. Although no general plan of consolidation was 
officially approved after the passage of the Act of 1920, the Commis-
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sion has used the powers granted by that Act to approve a number of 
specific combinations when they have appeared to be in the public 
interest. 'fhe Transportation Act of 1940 continued the authority, and 
gave the Commission more power to approve consolidations without 
reference to any general plan. 

The chief consideration stressed in the early legislation was the 
support of railroad credit. Later, emphasis has been laid on the savings 
in cost which may be effected by reduction in overhead, and by more 
effective use of railway facilities. Estimates of savings from wide
spread unification have ra11gecl as high as $743,000,000 ("Prince Plan" 
of 1!)33). But the advisory railroad committees appointed by the 
Federal Coordinator of Transportation reduced this estimate to 
$215,000,000. 

·while there has been a great difference of opinion as to the actual 
amount of savings which comprehensive consolidations would effect, 
there is general agreement that substantial economies would result.• The opposition to consolidation has come mainly from some railroad 
executives interested in maintaining existing competitive advantages, 
from certain shippers who wish to continue to enjoy access to com
peting railroads, and from rail road labor. As a result of this latter 
opposition, the Transportation Act of 1940 contains a clause which 
provides that in approving a consolidation, the Commission shall re
quire the making of an equitable arrangement to protect the interests 
of the employees affected, and that fo1· a period of four years (or less, 
if his period of employment has been shorter) after the effective date 
of the order, no ernp~oyee shall be in a worse position as a result of 
the transaction. Such a provision will tend to slow down the process 
of consolidation, but it gives impetus to the formation of appropriate 
plans for dismissal compensation. 

While there is 1·oorn for a great difference of opinion as to the 
amount of actual savings which consolidation can effect, more rapid 
progress toward unification is highly desirable. However, under modern 
conditions, the proper coordination of all form.~ of transport facilities 
should perhaps receive even greater attention. 

The possibilities of coordination of the facilities of different rail car-
1·1ers without complete merger of operations is also promising. 

3. COORDINATION "\VJTFI OTHER 'l'RANSPORT 

• Coordination of railway with other transport facilities with a view 
to increasing net earnings from operation was not discussed by either 
party to the dispute. In the absence of data, no extensive discussion 
of the possible savings in operating costs or of the wastes involved 
when the most effective means of transportation are not employed, can 
be attempted here. Considerable progress towards coordinated, rail
highway, rail-water and rail-air service has been made, the great im
petus having been given by the work of the Federal Coordinator of 
Transportation. 
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W'hile the legislation of the past few years has encouraged coo:rdina
tion, it has contained provisions designed to protect the position of the 
transport agency which might be adversely affected by the extension 
of another agency into its field, as well as provisions for the protection 
of the employees whose jobs would be affected by any snbstantial sav
ings in openiting expenses. 

That Congress is now inclined to favor the movement for coo~dina
tion is evidenced by the establishment, by the Transportation Act of 
1940, of a Board of Investigation and Research, one of whose func
tions is to investigate the relative economy and fitness of carriers by 
railroad, motor carriers, and water carriers for transportation service, 
with a view to determining the service for which each type of c.arrier 
is especially fitted or unfitted. 

It is an open question, however, whether a thoroughgoing program 
of coordination would protect or reduce railroad employment. 

• 
4. REDUCTION OF RAILWAY TAXES 

Unless special railway tax legislation is enacted, it appears that the 
carriers cannot look forward to a.ny substantial relief in the wa~, of a 
reduction of their tax expense. On the contrary, if corporate net 
income increases, substantial increases in income taxes may be ex
pected, especially in view of the higher rates of Federal income taxa
tion. Local tax valuations a.re likely, sooner or later, to reflect any 
increased net earning power of the companies. 

Taxes have taken an increasing percentage of gross revenues in 
recent years. The ratio '.)f railway taxes proper to total operating 
revenues of Class I railways rose from an average of 6.3 percent in 
the period 1!)26-1929 to 9.2 percent in 1940. During this period the 
ratio has been as low as 6.9 percent ( 1935) and as high as 9.5 percent 
(1938). 

5. REOIWANIZATION 

Financial reorga11ization nnder the terms of the amended Bank
ruptcy .Act provides the most substantial method of' relief from fixed 
charges. It is the contention of' the employees that, while reorganiza
tion is a ste1·n measure in so far as investors are concerned, the r,3sults 
are beneficial in that they help to remove the curse of overcapitalization, 
and that while they are in the hands of the courts the distressed carriers •
have a moratorium or breathing-spell during which they gain relief 
from pressing obligatioi1s and are able to improve their properties. 
,Vitnesses for the operating organizations of employees contend that 
further reorganizations are needed, and insist that the standard of the 
"bankrnpt" should not be accepted as the "standard of the industry" 
in so far as ability to pay increased wages is concerned. They make 
no secret of their position that adequate wages are prior charges to 
interest, and that the threat of bankruptcy should not be a deterrent 
to the fixing o.f such wages. However, in their opinion, that threat is 
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uow relieved by the rapid increase in earnings being enjoyed at present 
by even the weakest roads. • 

The carriers' attitude on reorganization may be summed up briefly: 
,vhile reorganization of the borderline roads would reduce fixed 
charges and open up avenues for introducing new securities into the 
capital structure, a heavy rnortnlity rate will serve to frighten capital 
away from the industry. 

The reduction in the ammal fixed charges under plans of reorganiza
tion approved by the Commission or proposed by examiners for rail
roads in reorganization proceedings before the Commission, as of 
October 31, 1941, totals $91,000,000, as compared with total present 
fixed charges of $G00,000,000, com;isting of interest, $450,000,000, and 
rentals, $150,000,000. However, the carriers estimate that contingent 
charges will replace fixed charges to the extent of perhaps $50,000,000, 
and contend that earnings should be sufficient to cover both contingent 
and fixed charges, with a fair margin for dividends and for reinvest
ment in the properties. 

EsTrn1ATEs o~, CosT 01~ C0i11P1,uNcE w1T11 \VAGE AND VACATION 

RECO;\I ;\] ENDATIONS 01" '!'ILE BoA1rn 

The estimates presented in this Appendix have been made with 
specific reference to the wage bill in 1941. They are intended to in
dicate roughly the cost to Class I carriers in 1942, of complying with 
the wage and vacation recommendations by the Board.· The estimates 
inust not be interpreted as forecasts. In these troubled times it is 
extremely difficult to judge with confidence economic conditions even 
a few months ahead. Another factor of uncertainty is the extent to 
which the railroads may grant additions to pay or vacations to em
ployees not inYolved in the proceedings before· this Board. 

Cost of 1-lclcvi:tion to Wages of Non-OperMi'.ng Employees 

The employees and the carriers are in substantial agreement as to 
the probable cost to Class I railroads of the wage demands. What dif
ference there is arises from a slight disagreement as to the specific 
classes of employees involved in the dispute. 'rhe parties based their 
estima.tcs primarily on the number of hours pa.id for iJ1 1940 b? the 
classes of workers represented by the unions. This figure on hours was 
multiplied by 30 cents, and resnltecl in an estimate of $53i,284,308 by 
the unions ('l'nwscript, Vol. 10, p. 1594) and of $5::37,367,829 by the 
carriers (Carriers' Exhibit 109A). The Board adjusted these figures 
to comply with its recommendation that hourly wages of non-operating 
employees be increased nine cents. On this basis, the two estimates are 
$161,185,292, according to the employees' figures and $161,210,349 
according to the carriers' figures. 

It is desirable to convert-these estimates to a 1941 basis. 'l'he ca.rriers 
stated that the number of hours worked by the non-operating group 
would be approximately 9.5 percent morc in 1941 than in l!J40 (Car-

https://Non-OperMi'.ng
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riers' Exhibit 113). After making this adjustment, the two estimates 
for 1941 are *176,497,895 and *176,525,332. 

'l'he increase in the wage bill will add to the payroll taxes tha,t have 
to be paid by the railroads. At present these taxes amount to 6 percent 
of all payrolls except that the amount in excess of $300 paid to any 
individual in one month is exempt. The carriers estimated that the 
average tax on the added pa.yrolls would therefore be 5.8 percllnt in
stead of 6.0 percent (Carriers' Exhibit 109A). 'l'he payroll tax adds 
about $10,200,000. In round figures the cost of meeting the Board's 
recommendation may, therefore, be estimated at $186,750,000. 

Cost of Addition to Wages of Opemt1·ng Employees 

On the basis of their demand for a 30 percent increase, the ·.mions 
estimated (Transcript, Vol. 10, p. 1599) an addition of $179,952,636 
to the 1940 payroll. 1 The carriers presented an estimate of $175,910,109 
(Caniers' Exhibit 109A)-which is lower than the employees' figures. 
This Board recommends an addition of 7½ percent to basic wage rates. 
The unions' figure after .adjustment to the Board's recommendation 
becomes, therefore, $44,988,159 and the carriers' figure similarly ad
justed becomes $48,985,027. 

The next step is to adjust the estimates to a 1941 payroll basis. 
According to the carriers, the payrolls will probably be 14.3 percent 
larger in 1941 than in 1940 (Carriers' Exhibit 113). Another addition 
of 5.8 percent must be made on account of the payroll tax. The:;e two 
adjustments yield a final estimate of $54,403,911 or $53,190,829, ac
cording as one starts from the employees' or the carriers' compu1ation. 

Cost of Vacations for 1Yon-Oper(l,t,ing E11iployces 

The employees' estimate for 1941 (based on 1940 payl'Olls) of the 
cost of the original proposal is $29,860,096, excluding the 6 p,!rcent 
payroll tax, and $81,651,702 including the tax (Employees' EKhibit 
No. 3). The eorresponcling estimates by the carriers are $35,855,000, 
excluding the tax, and $88,006,300 including the 6 percent payroll tax 
(Carriers' Exhibit No. 226). 

Both estimates exclude the cost of relieving employees (largely 
clerical) now receiving vacations and whose work under present rules 
is absorbed by other employees at no extra cost to the carriers. A witness 
for the non-operating employees, however, said that under the pro
posed plan the employees now receiving vacations would need to be 
relieved ( 'I'ranscript, pp. 455 and 678). It is impossible to know the 
extent to whieh employees on vacation will be relieved by other em
ployees. The language of the section on vacations suggests tr.at in 
some occupations it will be necessary and desirable and in othen not. 
The final outcome will depend on the results of suggested negotiations 
between carriers and unions on the adjustments to be made in apply
ing old rules to vacations. The Board does not wish to anticipate the 

1 A higher estimate was presented by another employees' witness. (Transcript, Vol 14, p. 
2350, and Employees' Exhibit 79, Charts 5 and 6.) 

• 
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decision of the two parties before negotiation; but, to be on the safe 
side, estimates of the cost of "relieving" are made and included. 

'fhe Eastern roads estimated the cost of relieving men at $2,657,331 
for 1941 (Carriers' Exhibit No. 221). 'fhe Western roads estimated 

. this cost for 1941 at $2,530,000 (Transcript, p. 5243). No estimate 
was made by the Southeastern roads. .Assuming that the cost for the 
Southeastern roads would be the same per cent of their payroll as the 
combined cost to the Eastern and ·western roads is to their payrolls, 
an estimate of $6,100,000 was obtained for all the roads. When this 
figure is added to the above costs the following estimates are obtained 
for 1941: 

On the basis of carriers' figures ( incl ud-
i11g G percent payroll tax) ........... $44.47 million 

On the basis of employees' figures (includ-
ing 6 percent payroll tax) ........... $38.12 million 

The co1-responding estimate for 1942 will be higher both on account 
of increased payrolls in 1941 and the increase in wage rates proposed 
by the Board. The increase in payrolls for non-operating employees 
from 1940 to 1941 is estimated above at 9½ percent. The nine cent 
increase for wage rates for non-operating employees is a 14.1 percent 
increase on the average hourly earnings of 63.7 cents (time paid for 
basis) for all involved non-operating employees. 

\Vhen the above estimates are increased on account of these two 
factors, the following estimates of the cost are obtained for 1942 of 
the vacations originally proposed by the non-operating employees: 

On the basis of carriers' figures ......... $55.56 million 
On the basis of employees' figures ....... $47.63 millio11 

These estimates of course are far too high in terms of the Board's 
rccommencla.tion; since a. uniform vacation of only one week is pro
vided, this being limited to employees who worked 60 percent of the 
time in the pt·eceding year. 

.A "maximum" estimate on the basis of the Board's recommendation 
is one-half of the immediately preceding carrier and employee esti
mates. These figures are: 

One-half of above carriers' figure ....... $27.78 million 
One-half of above employees' figure ..... $23.82 million 

'l'hesc figures should be reduced since they undoubtedly include em
ployees who wm receive no vacations under the Board's recommenda
tion. 'fhere is practically no statistical basis for an estimate. It may 
be conjcctmed, however, that the reduction will be some 15 percent. 
The final estimates are: 

On the basis of carriers' figures ......... $23.6 million 
On the basis of employees' figures ....... $20.2 million 
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Cost of .11clcl·it-ions to Wages of Ra:ilwa11J Exvress Agency Enivloyees 

'l'he Railway Express Agency estimated that the 30 cent incr1!ase in 
wage rates proposed by the non-operating employees would have added 
$29,226,218 to their payroll for the year ending July 31, 194-1. J;,rom 
this amount should be excluded the added payroll cost of four classes 
of employees which the Agency admitted were not represented in the 
proceedings before the Boa.rd, \\Then these classes arc excluded the 
estimate for the year ending July 31, 1941 becomes $27,731,580. 'rhis 
figure should be raised by 6 percent to include the pay1·01l tax, giving 
a figure of $29,395,475. It is estimated that the total payroll of in
volved employees will be 1 percent higher for the calendar yea1· 1941 
than for the year ending July 31, 1941. Applying this increase to the 
figure of $29,395,475 yields a figure of $29,689,450. Since the Board 
recommends an increase of 71/zc per hour the a,bovc figure must be 
divided by 4. The final estimate is, thereforn, $7,422,362. 

Total Cost of C01npliance 

The estimated total cost of compliance with the Board's ,~ecorn
mendations is summru·ized in the following figures: 
Wages of non-operating employees .....• ...... $187 million 
Wages of operating employees ............... $53 to $54 miJion 
Vacations of non-operatiug. employees ........ $20 to $24 mi:.J ion 
Wages of Express Agency ................... $7 million 
'l'otal cost ................................. $267 to $272 million 

Of course, the range of the cost estimates does not define the error 
to which the figures are subject. It means chiefly that the carrie1·s and 
employees have used similar methods of estimating. 

The reader is referred again to the opening remarks in this 
memorandum on cost of compliance. 
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I. LETTER OF TRANSMITTAL TO THE PRESIDENT 

,vASHINGTONl D. c., Decembe1· 5, 1941. 
The PRESIDENT, 
• Tlie lVliite House. 

:i\fo. PRESIDENT: The Emergency Board appointed by you on Sep
tembet· 10, 1941, and reconvened by you on Thursday, November 
27, is pleased to submit herewith a report supplementing the one 
which the Board presented to you on November 5, 1!)41. Thi8 sup
plementary 1·eport sets forth the conclusions wh1ch the Board reached 
n.fter hearing each sicle reargue the issues involved in the Board's 
report of N ovem her 5, Hl41. 

As you will note, the Board was not moved by anything which 
was said during reargument to modify in any material way the 
major recommendations contained in its report of November 5, 1941. 

At the close of the second day of reargument the Board, with 
yom· approval, offered its services to the carriers and employ0es as 
a board of mediation. The official representatives of each side to 
the dispute accepted the Board's offer to mediate their differences. 
Mediation conferences started at 7: 30 p. m. on Saturday evening, 
November 29, and they lasted with but brief recesses until 6: 30 
p. m., Monday, December 1. 

· Although at the beginning of the mediation conferences the par
ties were far apart in their points of view, they all agreed with 
your Board that the welfare of the country, as well as their own 
interests, made it imperative that they find some basis of compromise 
on which to settle their differences and thereby avert a paralyzing 
national railroad strike. 

,ve arc happy to be able to report to you, Mr. President, that the
pa.rties did not at any time during the mediation sessions fail to 
recognize that the country was expecting them to mediate their 
differences as industrial statesmen, keeping uppermost in their minds 
the fact that the special economic interests of individual groups within 
our society 11111st in the last analysis give way to the common good of 
all. Motivated by this principle they joined with your Board in 
highly commendable cooperation throughout the mediation meetings. 

As ti result, when the chairman, under instructions from the Board, 
called all of the parties into a joint mediation session late Monday 

1 
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afternoon, December 1, and summarized at Jcngth the various com
promise proposa]s which in the judgment of the Board shou]d consti
tute the framework of a mediation agreement settling the controversy, 
the parties, with the exception of the employer representatives of the 
Railway Express Agency, acquiesced in the Board's suggestions. 

It should be stressed that the mediation proposals which the Board 
finally presented to the parties grew out of the many sepnrate con
ferences which the Board had he]d with committees representing 
carrier and employee groups participating in the mediation proceed
ings. The Board did not make its specific suggestions for a mediation 
sett]ement of the controversy until it was thorough]y sati:3fied that 
there had been a complete meeting of minds as to the major provisions 
which should be contained in a mediation agreement. 

The Jast section of this supplementary report, Mr. President, sets 
forth the major provisions of the mediation settlement acquiesced in 
by the parties on December 1. 

Although the Board has succeeded in getting the parties to ac
quiesce in the major prnvisions of a mediation settlement, thereby 
averting a railway strike, there sti11 remains much wot·k to be clone 
in drafting specific labor agreements based upon the general prin
ciples of tlte mediation settlement. This is understanclab]e when it 
is remembered that the parties, as well as the Board, worked under 
great strain and stress during the mediation sessions. ,ve all were 
striving for agreement upon general and major principle~ and we 
put aside for the time being slight differences over details. 

However, these differences must be settled before the parties can 
sign the Jabor contracts. Such formal signing is always the last step 
in concluding a Jabor dispute. Hence, your Board, upon the request 
of the parties and in accordance with your instructions, is holding 
itself available to the parties for further conferences on questions 
and differences of opinion as to the meaning of the provisions of 
the master mediation settlement. 

We are confident that within a few days every necessary paper 
for a complete sett]ement of the varied issues in this complex case 
will be signed by the parties with one possible exception. This ex
-ception arises from the refusal of the officials of the Raihay Ex
press Agency to accept the suggestion of the Board that the_y should 
join with the other carriers in the wage settlement. 

It is not unlike]y that if the Railway Express Agency prn·sists in 
its refusal to join in the mediation settlement, there will be some 
strikes caUed upon its properties. However, these strikes: if they 
come to pass, wil1 not invo]ve the other carriers or the employees of 
the railroads generally. The representatives of the other carriers 
and those of their employees agreed with your Board on :~fonclay, 
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December 1, that as between them the mediation settlement should 
not be affected by the possible refusal of the Express Agency to 
concur in it. As we reported to you in our letter of December 2, 
1941, we believe that the mediation settlement is a reasonable one, 
<'Ven when applied to the Railway Express Agency, since from a 
practical standpoint the Express Agen<.;y is a financial subsidiary 
of the railroads which have acquiesced in the mediation settlement. 

,vhen endeavoring to reach a compromise settlement in media
tion it is necessary to look behind and beyond legal corporate forms 
and to be guided by considerations of substance. Hence, on<.;e we 
became satisfied that. the real owners of the Railway Express Agency 
arc the railroads themselves, we saw no sufficient reason for refrain
ing from suggesting to the officials of the Express Agency that the 
greater interests at stake should move the agency to follow the 
example of its controlling carriers. 

Should the situation become one, Mr. President, which requires 
your further attention, we recommend that you urge the Railway 
Express Agency to join in the mediation settlement. 

Mr. President, it has been an honor to serve you, and we await 
your further pleasure. 

Respectfully submitted. 
,v,_\Yl\'E L. l\foRSE, Ohafrm,an. 
TnmcAs REED PowELL. 
JA11rns C. BoNBRIGHT. 

JOSEPH H. ,vII.LITS. 

HusTON Ti-rol\rrsoN. 
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SUPPLEMENTARY REPORT TO THE PRESIDENT BY THE EMER
GENCY BOARD APPOINTED SEPTEMBER 10, 1941, UNDER 
SECTION IO OF THE RAILWAY LABOR ACT 

CONCLUSIONS OF BOARD BASED ON REARGUMENT 
HEARING-MEDIATION SETTLEMENT 

II. INTRODUCTION 

The record of this railway labor controversy shows that, after the 
Emergency Board filed with the President its report of November 5, 
1941, the representatives of railway employees rejected some of the 

•major recommendations set forth therein. The employees in both 
major groups strenuously objected to the recommendation of the 
Emergency Board that: 

In view of the uncertainties confronting the economy of this country for the 
duration of the existing emergency, all increases in wages co11stitute a tem• 
porary addition to pay :mcl not a change in basic wage rates, except for miuimum 
rates hereinafter snggcstell for the railroads. 

'.l'hcse temporary aclllitions shall be effective as of September 1, 1041 and· 
shall terminate automatically on December 31, 1!)42, unless the 1,arties extcllll 
the arrangement by agreement. 

The representatives of the Five Brotherhoods rejected the report 
on the further ground that an increase of 7½ percent in wages, as 
recommended by the Board in its report of November 5, 1941, is 
entirely too low. They also registered other objections to the re
port of the Board, but these two recommendations seemed to be the 
controlling factors which caused them to issue a notice that they 
intended to go out on strike on December 7, 1941. 

The representatives of the 14 cooperating railroad labor organi
zations also held a meeting shortly after the release of the Board's 
1;eport of November 5, 1941, and by formal action rejected it. They 
took the position that the restriction of the recommended increases 
to a temporary period could not be accepted by them but that vrnge 
increases should be in basic wage rates. They also announced that 
they could not accept the report because the wage increase of 9 
cents per hour recommended by the Board was entirely insufficient. 
There were additional objections to the Board's recommendatior.s 
conceming vacations, Short Lines, and the Railway Express Ai;rency. 

In fairness to railway employees it should be said that under the 
forms and provisions of the Railway Labo~· Act they have the legal 

5 
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right to refuse to accept a report of an emergency board, :L1d there
after to resort to strike action in an attempt to secure for themselves 
economic benefits to which they think they are entitled. However, 
in equal fairness to the carriers, it should be said that it has been 
genemlly assumed, inasmuch as the Railway Labor Act w::J.s princi
pally sponsored through Congress by railway labor, that the em
ployees would follow and abide by the results obtained frorn. the use 
of the peaceful procedures provided for in the act. Thus, great 
surprise, disappointment, and concern were expressed throughout the 
country when it was leamed that the Emergency Board's report of 
November 5, 1941, would not be accepted by milway labor as a basis 
of averting the threatened national railroad strike. 

Following the presentation of its report to the President on No
Yember 5, 1941, the Emergency Board :umounced that it had adjourned 
subject to further call by the President. The controversy tlrnn rested 
in the President's hands. The President held a series of conferences • 
with Gover1unent officials and representatives of the earriers and rail
way employees. As a result of these confcrcnces the Presidern; decided 
to reconvene the Emergency Board for the purpose of giving the 
parties to the dispute an opportunity to reargue the case by stating 
their exceptions and objections to the Board's recommendations and 
by presenting any new evidence which they might wish to offer to the 
Board for its reconsideration. 

The Board reconvened in ·washington, D. C., on Thurs1lay, No
vember 27, and, in conference with the President, suggested that there 
were two entirely different ways in which the Board might be of pos
eible further service in attempting to settle the controversy. The 
Board explained that it might hear rearguments on the case and sub
mit a supplementary report based exclusively upon the complete record 
made by the parties in the case. Second, the Board could, if the 
parties decided to have it act in such an emergency capacity, offer its 
services as a. mediating body, in which capacity the Board would use 
its good offices in an endeavor to help the parties reach a mutual 
satisfactory compromise of their differences. The President approved 
the procedure, as outlined by the Board, and authorized it to offer 
to the parties the opportunity to enter also into mediation negotiations 
in addition to rearguing the case on the merits. 

At 10 a. m. on Friday, November 28, the representatives of the dis
putants met with the Board in executive session. At this meeting 
the Board pointed out to the parties the two distinctly diffe1:ent ap
proaches which the parties might make in seeking a settlement of 
their disputes. It was agreed at this executive session th:it the parties 
would proceed with a 2-day reargument hearing on the record and at 
its close decide whether or not they desired to accept the Board's offer 
to help them mediate their differences. 
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At 10: 30 a. m., Friday, November 28, the reargmnent hearings com
menced on the record, and the rehearing ended at 4 p. m. Saturday, 
November 29. At the close of the reargument hearings the chairman 
stated: 

'I:'he Chair is about to close this hearing, and in doing so he wishes the 
record to show the following remarks: 

Under instructions from the President, this Board is duty-hound to make a 
supplementary report to the President on Mondny, December 1. That report 
may be on the arguments or renrgumcnts which the parties have presented to 
the Board yesterday and today. That report mny, howcve1·, under instructions 
from the President and with his authorization, he a report made upon mediation. 

Therefore, this Board here and now offers its mediation scn·ices to these 
parties and notifies them that it will be available between now aml Monday, 
when it makes its report to the President, to serve the parties In any way it 
can in mediation, to the eml of attempting to reach a settlement of this 
dis1mte. 

* • • • • • • 
'.!.'his Board continues to sit as servants of the President and it is willing to 

do what it can in the interests of the President and In the interests of !;he 
country to help you gentlemen reach a settlement of this dis1mte without a 
paralyzing and, in the chuirman's 01iinion, an unjustifiable railroad strike. 

,ve are at your pleasure. 
I hereby formally close the l1earing on reargnment of this Board held Friday 

and Satnrday, November 28 and 29, by direction of the President of the 
United States. 

,ve will now go into exccuth'e session to discuss the procedure which you 
gentlemen wish to follow, should you decide that you wish to make use of the 
services and the offer of this Board as servants in mediation. 

At the executive session followi11g the reargument hearings the 
representatives of all the parties to the dispute accepted the Board's 
offer to assist them in reaching tlu·ough mediation a settlement of 
their differences. Mediation conferences were held, starting at 7: 30 
p. m. Saturday, November 29, and continued until G: 30 p. m. Mon
day, December 1, 1941, at which time the Board calJed the President 
and infonned him that a national railway strike had been averted 
through a successful resort to the processes of mediation. 

III. THE DUAL ROLE OF THE EMERGENCY BOARD AS A FACT-FINDING 
TRIBUNAL AND AS A BOARD OF MEDIATION 

The material differences between the terms of settlement proposed 
in our original report and the terms fina.lly agreed upon in later media
tion conducted by us creates a situation so unusual as to require a clear 
explanation. The absence of such an explanation would be likely to 
create the false impression that the results of the mediation agreement 
reflect our own considered judgment of the equities and that, to this 
extent, we have, in effect, reversed our original recommendations. 

In submitting om original report, we were acting in the role of a 
quasi-judicial body and not in the role of mediators. This former 
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role called upon us to weigh the pleadings, the evidence, and the argu
ments presented by the parties, and on the basis 0£ the recorci. to make 
:recommendations that, in our judgment, not only would be fair as 
between the parties but would also serve the broader public interest. 

In the light 0£ these functions 0£ a quasi-judicial body, w,3 did not 
:111d do not believe that we should modify our reconunemktions, in 
any material respect, under pressure by either party that a modification 
must be made in order to buy a peaceful settlement. An emergency 
board, when assuming a quasi-judicial role rather than ::i. role as 
mediator, should not permit such considerations 0£ expediency to 
dictate a recommendation which it would not feel warranted in making 
purely on the merits 0£ the case. I£ the Board were to do otherwise
if, in its very capacity as a fact-finding body it were to mix its judg
ment 0£ the equities with the claims and assertions 0£ the parties as to 
J:lte terms needed to secure their acquiescence-the value 0£ its findings 
.and recommendations would be almost completely destroyed. 

Public officers, however, when called upon by parties to lrnlp them 
·settle a controversy by the process 0£ mediation, cannot ignore the 
acceptability of any proposed settlement to the particular pnrty which 
lias the greatest economic power to enforce its demands in a labor 
oispute. In mediation the object is to aid the parties in settling a 
dispute on the basis of compromise and the equities of the settlement, 
from the standpoint of the independent judgment of a quasi-judicial 
body cease to become the sole criterion. 

In speaking of the role of mediator as one of giving assiEtance to 
the parties in reaching an agreement, it is not intended to imply that 
this role is a purely passive one. ,vhile, as members of the Board, 
we did much of our work by acting as mere messengers between the 
parties, we also made suggestions to them. Both parties wished to 
know our own judgment as to the degree of determination with which 
each advanced their opposing positions. Both parties listened to our 
suggestions that some concession on one side should be met b:; a ppro
priate concession on the other. Both parties appreciated that there 
might come a. point where our suggestions might have behi:ncl them 
such weight in the public mind that to disregard them furthc:r might 
subject the parties to a public condemnation that could not be com
pensated for in terms of dollars. But the fact remains that tl:.e agree~ 
ment finally reached, even though as a fomrnl matter it was clone 
<..'11 the Board's last-minute suggestions, was an agreement rdlecting 
a resultant of forces playing on the two parties and not a se1~tlemcnt 
rnflecting what the Board did or would rcco.mmcnd in a judicial 
~apacity. . . 

So different is the role of mediator from that of a fnct-finclmg and 
quasi-judicial tribunal that the former role might best have been 
taken by new actors had there been time in which to preparn a, new 
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script for the new play. Unhappily, this was not the case. The' 
parties knew that, "if mediation were to succeed in averting a strike,. 
it would have to begin immediately and conclude in a very few days.. 
No strangers to the £acts of the controversy could have been of (Yreat 

. b 

assistance in such a crisis. For this reason, the members of the· 
Emergency Boanl consented to act as mediators notwithstanding 
their awareness that persons unfamiliar with the procedural situation, 
might charge them with being willing to put themselves in a position, 
calling for a compromise of principle. The members felt that such 
personal considerations should not move them to refuse to offer their 
services as an aid to the parties in coming to an agreement. 

IV. THE REHEARING 

In the rehearing of this case counsel £or the employees failed to 
present any new evidence. They urged, however, larger wage in
creases than those recommended by the Board and the incorporation 
of these increases in basic wage rates. In support of their appeal, 
the employees' representatives repeated the arguments presented at 
the original hearings and claimed that the recommendations by the 
Board were inconsistent with its findings. They also stressed the 
dissatisfaction of the employees with the recommendations, they 
threatened· to enforce their demands by striking (transcript of pro
ceedings, vol. 33, pp. 6835-6; vol. 34, p. 7004), and they reiterated: 
that the Boai:d's report had £ailed to win the approval of the Presi
rlent (transcript of proceedings, vol. 34, pp. 7003, 7008, 7034). 

The threat of a strike did not influence the Board's judgment on 
matters of equity. The other contentions have been weighed by the 
Board, but have not been found sufficient to alter its judgment on the 
main issues in the dispute. The recommendations of the Board in
volved an average i1icrease of approximately 12 percent in the wage 
rates of employees on class I railroads. This addition is more than 
sufficient to make up £or the decline in the relative status of railroad 
labor since 1937, when the last general adjustment was made in rail
road wages. Average hourly earnings of manufacturing labor aro 
now about 17 percent higher than in 1937. If the increases recom
mended by this Board in its report of November 5, 1941, were put into 
effect, average hourly earnings of railroad employees would be about 
19 percent higher than in 1937. In the light of these £acts the "·age 
increases recommended by the Board are still regarded by us as 
entirely reasonable in the light of the record. 

The Board's recommendation for the nonopemting employees was 
for an increase of 9 cents per hour. This meant an increase of 14 per
cent on the average foi· this group of employees. Since the operating 
employees, as n class: have been favored by wage adjustments in tlm 
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})ast, ru1cl now enjoy much higher wages than do the 11011operating men, 
the Board recommended smaller increases on a percentage bai,is for the 
former group. Such increases for the operating men were, however, 
larger in absolute amount than those for the nonoperating men, with 
the exception of men in a few classifications. On these exceptional 
classifications "'e comment later. For men in highly paid classifica
tions an increase of 7½ percent is a substantial addition to pay, even in 
these days of rapidly rising wages. 

The Board rejects the contention of cou11sel for the operating em
ployees that the 7½-percent increase in their pay is unjust in view of 
the increase in the cost of living. During normal times there is every 
justification for labor to seek not only to maintain but to improve its 
standard of living. But if the defense program undertaken in this 
period of national emergency is to meet with success, wol'ker:o and em
ployers alike must be prepared to make sacrifices. Unless t.his hard 
fact is clea1·ly recognized, our country faces disaster. 

The Board shares the apprehension of the employees that the cost 
of living may rise swiftly during the coming year. Yet the Board 
believes tlmt it is not sound poiicy to grant wage increases in anticipa
tion of a continued rise in prices. Such a policy can only aggravate 
the very difficulty that it aims to overcome. The difficulty can best be 
dealt with by the adoption of a comprehensive plan in regard i;o wages, 
profits, and the prices of both agricultural and industrial commodities. 

The Board has considered the employees' contention that if labor 
is to obtain wage increases, it must do so in periods of prosperity. 
This contention, however, does not justify the request that the adjust
ments recommended by the Board in its report of November 5, 1941, 
be incorporated into basic wages-that is, that they be made of indefi
nite duration. In 1932-34 wage contracts of limited duration were 
entered into between the c11rriers and the employees. If bis prin
ciple was sound then, it is no less sound today. 1Ve are lh·ing in a 
.time of great political and economic uncertainty. The Board felt 
that it is problematical whether the wage increases could be main
tained once the defense boom is over and the struggle of the :milroads 
.against the onslaughts of competitors is resumed. For these reasons 
it seemed unwise to freeze the recommended increases into basic 
·wages. The Board reaffirms this position. 

The Board also reaffirms its findings and recommendations in the 
vacations case, the Railway Express Agency case, and the Short Lines 
-case. As to the Short Lines case, the Board appreciates the fact that 
because of an inadequate record presented by both sides to the dispute 
there is some confusion on the record as to the applications of the 
·Board's general reconunendations with respect to said Short Lines. 
However, the parties agreed to resolve these difficulties in mediation 
-conferencei:; with the Board. 



11 REPORT OF EMERGENCY BOARD 

W'hile the reargument developed nothing to alter the Board's find
ings or 1·ecommendntions on the above issues, the employees made a 
few contentions which would have led the Board to alter its report 
on two points of minor significance. 

(1) Under the Board's recommendations the addition to pay was 
less for the lower paid operating employees than for the highest paid 
nonoperating employees. The inequality in the recommendations 
grew ont of the failure of the operating employees to argue for a 
minimum wage increase, as their counsel has graciously acknowledged 
on the record. , 

(2) It was no part of the Board's intention to forestall demands 
on the part of the employees for wage increases during 1942 in the 
event of a substantial change in their economic position, such as 
would ensue if the cost of living should rise rapidly. Not until the 
rehearing were we told that the effect of a termination date to our 
proposed increase "·oulcl be to prevent a change prior to such date. 
We still do not see why contracts may not provide that while an 
increase shall not by agreement continue beyond December 31, 1942, 
it may be given reconsideration prior to that date. Our recom
mendation for a temporary increase was with the object of facili
tating reconsideration and not of impeding or postponing it. lt 
should not have been construed as a prohibition against change 
upward prior to the terminating date. 

V. THE MEDIATION SETTLEMENT 

At the last meeting of the mediation conference on Monda.y, 
December 1, 1941, the chairman, in accordance with instructions 
from the Board, suggested that certain specific mediation proposals 
for settlement of the dispute might be acquiesced in by the parties. 
He pointed out to the representatives of the carriers and of the 
employees at the joint meeting that the proposals which the Board 
was about to suggest seemed to be reasonable compromises and were 
largely based upon the suggestions which the parties themselves 
had made to each other during various stages of the mediation 
conference. The chairman sta,ted on the record: 

"'lien you decided to accept the offer of tbe Boartl to mediate your differ
ences, the chairman, Ull(ler instructions of the Board, en(lenvored, 11ml 
think 1lill make clear to the parties, that the Board wasn't going to make 
any recommendations early in those proceedings. but was very hopeful that 
the parties themselves would be able to negotiate a compromise settl1,ment. 

• • • I want to say here and now that we are entirely honest and very 
sincere when we tell the parties to this case that we appreciate the efforts that 
you lrnve made to compromise your differences and to reach an amicable settle
ment. Although our own value judgments, based upon the merits of the cuse, 

I 
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ns we see them from the ofilciul rccorrl of the Chicago hearing, cliffcr materially 
as you well know from some of the premises im·olvecl in the pro)losals of various 
parties to this case, nevertheless, we recognize that you certainlr hav,~ the right, 
and we felt, in view of the ))OSition in which our re)lort founrl irsel:f upon onr 
retum to Washington, an obligation in the interests of the parties themselves, of 
the Railway Labor Act, and of the 1:'resiclent, as well as in the interests of the 
country, to compromise your tliffercnccs into a mclliation settlement without a 
strike. 'l.'hat has been our position throughout I.he rendering of our serdces to 
you the last cou)lle of clays and nights in mediation. You have bee11 able t·u get 
togethe1· on some points and you have not bce11 able to_ giit together on other 
points. • ,. • 

I think I shall tell ~·ou, although we shall not at this time discuss the details 
of part one of the report, that as far as the rcnrgument Jlhnse of the case is con
cerned, the Board has not changed in any major part, or any major wny, the 
conclusions which it reached in the Chicago case. There are ccrtai11 minor 
modifications of that re11nrt that: t.he Board will stnt.e to the l're;;ident, lint that 
is now pretty much n matter of a historical report, all(! 011e that should be made 
to the President in order to keep the record c:lear. 

The second part of the report is what is of vital importance to you parties 
now; namely, that part which sets forth the principles which this Board feels 
should be incorporated in a mcdiat:ion agreement:, nil(! those vrinciples will be 
rclcasccl by the White House aft.er the President hns had time to stmly the 
principles in cletnil, although he has been informe1l this afternoon as to their 
chief characteristics, and I um at liberty t:o say that there is c,·ery reason 
for belic,·ing that the President will tell the 11artics after further st.udr of those 
suggestions, that he belim·es that those princivles and those suggrn;tions are 
the ones which should constitute a mediation settlement of this cw;e. 

"'it:h that by wny of preface, I turn immccliu tely to those suggest:i,Jns which 
the Board believes have really heen dictated by your own negotiations. Not 
that you have ugrec1l to them all in whole or, in some cases, m·en in part:. but 
that as we look upon your 11cgotintions, and as we weigh what was sai:l t.o us in 
these negotiations and cYalnate what you sni1l to each other, us we balance 
your mediation interests, us we look 1111011 the compromises, the proposals, and 
the counter-proposals which yon passed back uncl forth, we think :hat as a 
ll)ecliation agreement, which us I ha,·c alrcacly said is necessarily one which 
is based upon the principle of give and take and compromise, that these sug
gestions, or these principles, are the ones which should constitute yonr media
tion agrccnient • • •. 

The chairman, on behalf ·o-f the Board, then suggested drnt the 
following provisions be accepted as the basis o-f a mediation settle
ment o:f the case: 

(1) All wage increases set forth in the mediation agreement shall be 
increases in basic rates o:f pay and not temporary wage incre~.ses. 

(2) That the carriers agree in the mediation negotiation:, to in
creases in basic rates o-f pay on condition that the railway labo::· organ
izations would in tum agree to a moratorium for the period o:f the 
national eme1·gency on proposals for changes in rules. This mora
torium should create dual obligations in that both laboi· and manage
ment agree that they will not press for rules changes during the emer-. 
gency period. The exact details and conditions o-f the agreement for 
a moratorium shall be worked 011t by the parties in accordance with 
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the terms as expressed to the Emergency Board during the mediatio11 
negotiations. 

(3) That the retroactive dates for wage increases shall be as fol
lows: 

(a) The employees shall receive retroactive pay for the period 
from September 1 to December 1, 1941, said retrnactive pay based 
upon the wage recommendations as set forth in the Emergency 
Board's report of November 5, 1941. 

(b) The pay increases provided for in the mediation agreement 
shall be effective December 1, 1941. 

(4) That the wage increases provided for in the mediation agree
ment shall be as follows: 

(a) The five operating organizations shall receive a wage in
crease of 9-½ cents per hour i11 basic houl'ly wage rates. Trans
lated in terms of an increase per day this amounts to an addi
tion of 76 cents per day. 

(b) The employees of the fourteen cooperating organizations 
shall receive an increase in basic hourly wage rates of 10 cents 
per hour, or a basic daily wage increase of 80 cents. 

(c) The 10 cents per hour increase for the employees of the 
fourteen cooperating organizations shall apply also to the em
ployees of the Railway Express Agency. 

(5) That the recommendation in the report of November 5, 1941, 
that there shall be a vacation of (i consecutive workdays with pay for 
all employees in the fourteen cooperating organizations who work 
Rubstantially throughout the year, or who arc attached to the in
dustry as a result of reasonably continuous employment, shall be ap
proved, with the additional provision that employees in the clerk and 
telegrapher classifications who have given 2 years of service shall 
receive a 9-clay vacation with pay, and those who harn a record of 3 
years of service or more shall receive an annual vacation of 12 clays 
with pay. The parties shall agree that the details covering the rules, 
conditions, and arrangements which shall govern the granting of 
vacations shall be "·urked out by the parties in negotiations imme
diately following the acceptance of the mediation settlement.. 

The parties shall agree with the Emergency Board that if they 
are unable to reach an agreement within a reasonable time upon 
all the details of the vacation. propos.al, they will submit all dis
agreements to a member of the Board selected by them, or to some 
·other third party agl'ced to by them, for final settlement. They 
shall agree that the decision of any such referee shall be binding 
upon them as to vacation arrangements and as to the formula which 
shall determine "·hat particular employees shall receive vacations. 

https://propos.al
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(6) Tlmt the wage increases provided for in the mediation f:ettlement 
drnll apply to all of the class II and class III railroads represented 
in the Chicago hearings by the carrier conference conunitteE,s. How
ever, the wage increases shall not be made applicable to the so-called 
Short Lines which were not represented by the carrier collforence 
committees, and which did not join with the carriers in a national 
handling of their disputes. For the most part these Sh,)l"t Lines 
were those represented by Mr. C. A. Miller and Mr. J. :\1. Hood. 

As to these latter Short Lines, the recommendations covering them 
as set forth in the Emergency Board's report of November 5, 1941, 
shall continue to govern the final settlement of their disputes. 
Briefly, th:is means that a basic minimum wage of 40 cents per hour 
shall be fixed for their employees, and such other wage increases 
as can be agreed upon through di1·ect negotiations between manage
ment and the employees or which are arrived at through the future 
operntions of the procedures of the Railway Labor Act shall govern. 

In explaining the Board's proposal as to the Short Lin,~s it was 
stated in effect that the Board is satisfied that the employees of the 
Short Lines should receive some increase in wages at this time. But 
in view of the fact that there are so many differences between the 
Short Lines and the class I railroads, and because in the opinion of 
the Board it has never had presented to it sufficient evidence or 
information to justify its making a specific recommendation on the 
amount of the wage increase which should be granted to the em
ployees in the Short Lines, it has taken the position that the matter 
should be referred to the parties for further negotiations. 

The Board is satisfied that the parties themselves should have 
little difficulty in reaching a negotiated wage settlement for the 
Short Lines, but if they should become deadlocked over it, the pro
cedures of the Railway Labor A.ct are available to them. 

The representatives of all the parties, save and except th,~ spokes
men for the Railway Express Agency, stated for the record that 
they would acquiesce in the proposals for a mediation settlement 
of the dispute as announced by the Board, or recommend to their 
principals and constituents an acceptance of the proposals. The 
representatives of some of the labor organizations did not have 
authority to then and there accept the proposals, but they did 
without exception state to the Board that they would recommend 
that the proposals be approved by those who did have authority 
to accept them on behalf of the employees. 

At the same meeting the Board agreed to make itself available for 
a few days to answer any questions or help solve any disagreements 
that might arise when the parties sat clown together for the purpose of 
writing the mediation proposals into formal labor contracts. 
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Thus, Mr. President, in accordance with the foregoing pt·oposals 
arrived at through the orderly procedure of mediation, the threatened 
national railway strike was averted on Monday, December 1, 1941. 

The Board wishes to commend the representatives of the parties 
for the patience, many courtesies, and untiring assistance which they 
extended to the Board throughout the mediation proceedings. The 
railroad employees and railroad management have demonstrated again 
thefr faith in democratic processes. • 

Respectfully submitted. 
,vAYNE L. MonsE, Chafrman. 
Tnol\BS Rmm POWELL. 
,JAl\fES C. BoNBRIGII'l'. 

JosJ~PlI H. ,vrLLITS. 
HusToN TnoMrsoN. 





APPENDIX A 
DECEl\lRER 2, 1941. 

The PnESIDENT, 

The lVliite IIouse. 
Mn. PnESIDENT: Your Eme1·gency Board is honored and pleased 

to report to you that its proposals £or a mediation settlement of 
the threatened railway strike have been accepted or acquiesced in 
by the representatives and spokesmen £or the contending parties. 

It will be necessary for the representatives of some of the labor 
organizations to submit the proposed settlement to meetings of 
their general chairmen for final approval. These meetings will be 
held in Chicago on December 4. However, your Emergency Board 
has been assured that the representatives of these organizations who 
participated in the mediation negotiations will recommend the ap
proval of the proposals contained in the mediation agreement. ,ve 
are confident that the specific proposals for settlement of the rail
way dispute which we submitted to the parties will be formally 
approved without change by all of the parties. The railroad officials 
have already accepted the mediation proposals. 

The provisions of the mediation settlement are as follows: 
(1) All wage increases set forth in the mediation agreement shall 

be increases in basic rates of pay and not temporary wage increases. 
You will note that the Board's recommendation on this point in 
its report of November 5, 1941, was that wage increases should be 
for a temporary period running to December 31, 1942, at which date 
the wage structure of the industry should be reviewed in light of 
(:he then existil1g economic conditions of the industry and of the 
country. 

The carriers agreed in the mediation negotiations to increases in 
basic rates of pay on condition that the railway labor organizations 
would in turn agree to a moratorium for the period of the national 
emergency on proposals .for changes in rules. This moratorium 
creates dual obligations in that both labor and manageme"nt agree 
that they will not press for rules changes during the emergency 
period. The exact details and conditions of the agreement for a 
moratorium arc to be worked out by the parties in accordance "'ith 
the terms as expressed to the Emergency Board during the mediation 
negotiations. 

17 
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(2) The retroactive elates for wage increases shall be aE follows: 

(a) The employees shall receive retroactive pay for the peri0d 
:from September 1 to December 1, 194:1, said retroadive pay 
based upon the wage recommendations as set forth in the Emer
gency Board's report of November 5, 1941. 

(b) The pay increases provided for in the mediation agree
ment shall be effective December 1, 1941. 

(3) The wage increases provided for in the mediation agreement 
are: 

(a) The five operating organizations shall receive a wage in
crease of 9½ cents per hour in basic hourly wage rates. Trans
lated in terms of an increase per day this amounts to an 
addition of 76 cents per day. 

(b) The employees of the 14 cooperating organizations shall 
receive an increase in basic hourly wage rates of 10 cents per 
hour, or a basic daily wage increase of 80 cents. 

(e) The 10 cents per hour increase for the employees of the 
14 cooperating organizations shall apply also to the employees 
of the Railway Express Agency. 

Your attention is called to the :fact that the spokesmen for 
the Railway Express Agency who participated in the mediation 
negotiations haYe informed the Board that the Railway Express 
Agency will not agree to a mediation settlement calling for a 
wage increase of 10 cents per hour for its employees. However, 
inasmuch as all of the other employer groups have agreed to 

• such a wage increase, and in light of the fact that the repre
sentatives of the employees have assured the Board that they 
will recommend to their men an acceptance of the proposed 
mediation settlement and the calling off of the strike, it is the 
view of the Board that the management of the Railway Express 
Agency should be requested to join in the mediation settlement. 

It should be distinctly understood by you that the Eoard 
makes the above suggestion simply because it believes that a 
balancing of all interests warrants it. It should be remem
bered by all concerned that mediation negotiations are char
acterized primarily by principles of • compromise. 

The employee groups, as well as the carriers, made many con
cessions and offered many compromises which constituted reces
sions from original positions. It would seem best under all the 
circumstances for the Railway Express Agency to become a party 
to the mediation settlement. However, it appears that the Rail
way Express Agency believes that it can make n, more satisfactory 
settlement by negotiations, even though such a. poljcy may involve 
the risk of a strike of jts employees. 
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\Ve call your attention to the fact that the Railway Express 
Agency constitutes but tt very small portion of the employer 
i11tcrests involved in this dispute. Furthermore, it is to be noted 
that the other carrier groups did not insist that the completion 
of a mediation settlement be held np until the lfailway Express 
Agency could negotiate what it considered to be a better settle
ment or could sec its way clear to join in the mediation settlement 
which the other carriers were willing to accept. 

It also shon]d be stated thn.t the Railway Express Agency is a. 
financial subsidiary in all practical effects to the carrier organiza
tions, and hence the Board felt that there should not be any 
further delay in settling the major disputes until such time as the 
Railway Express Agency might see fit to join in the settlement 
or negotiate anothee one. This view was shared by the other 
carriers. 

However, as "·e shall state in our official report which will be 
submitted to you tomorrow, there is a marked difference between 
what your Emergency Board has approved as a mediation settle
ment and what it would recommend on the basis of the formal 
record submitted to it by the parties at the long hearings in 
Chicago from September 16 to October 22, 1941, and at the 2-day 
reargument in ·washington, November 28 and 29, 1941. 

As the Board stated to the parties yesterday, it is still of the 
opinion that all of the major recommendations set forth in its 
report of November 5, 1941, are amply supported by the official 
record, and flow from an application to that record of the "pre
ponderance of the evidence" test. Therefore, if the Railway 
Express Agency issue were to be determined on the basis of the 
formal record, the Board would reiterate the recommendation 
which it made in its report of November 5, 1941. 

(4) The recommendation in the report of November 5, 1941, that 
there shall be a vacation of (i consecutive work clays with pay for all 
employees in the 14 cooperating organizations who work substantially 
throughout the year, or who are attached to the industry as a result 
of reasonably continuous employment, shall be approved, with the 
additional provision that employees in the clerk and telegrapher clai'lsi
fications who have given 2 years of service shall receive a 9-day vaca
tion with pay, and those who have a record of 3 years of service or 
more shall receive an annual vacation of 12 clays with pay. It has been 
agreed by the parties that the details covering the rules, conditions,. 
and arrangements which shall govern the granting of vacations shall 
be worked out by the parties in negotiations immediately following 
the acceptance o:f the mediation settlement. 
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The parties have ngreed with the Emergency Board thnt if they 
are unable to reach an agreement within a reasonable time upon all the 
details of the vacation proposal, they will submit all disagl'Oements to 
n member of the Board selected by them, or to some other third party 
agreed to by them, for final settlement. They have agreed that the 
decision of any such referee shall be binding upon them as to vacation 
arrangements and as to the formula which shall determine what 
particular employees shall receive vacntions. 

(5) The wage increases provided for in the mediation settlement 
shall apply to all of the class II and class III railroads represented 
in the Chicago hearings by the carrier conference committees. How
ever, the wage increases shall not be made applicable to the so-called 
Short Lines which were not represented by the carriers' conference 
committees, and which did not join with the carriers in a national 
lmndling o:f their disputes. For the most part these Short Lines were 
those represented by Mr. C. A. Miller and Mr. J. M. Hood. 

As to these latter Short Lines, the recommendations covering them 
ns set forth in the Emergency Board's report of November 5, 1941, shall 
continue to govern the final settlement of their disputes. Briefly, this 
means that a basic minimum wage of 40 cents per hour shall be fixed 
for their employees and such other wage increases as can be agreed 
upon through direct negotiations between manngement and the em
ployees or which nre arrived at through the future operntions of the 
procedures of the Railway Labor Act shn11 govern. 

The Board is satisfied that the employees of the Short Lines should 
receive some increase in wages at this time. But in view of the fact 
that there are so many differences between the Short Lines and the 
class I railrnncls, and because in the opinion of the Board it has never 
had presented to it sufficient evidence or information to justify its 
making a specific recommendation on the nmount of the wage increase 
which should be granted to the employees in the Short Lines, it has 
taken the position thnt the matter should be referred to the parties 
for further negotiations. 

The Board is satisfied that the parties themselves should have little 
difficulty in renching a negotiated wage settlement for the Short Lines, 
but if they should become deadlocked over it, the procedures of the 
Railway Labor Act are available to them . 
. The foregoing, Mr. President, is a brief resume o:f the provisions 

o:f the mediation settlement which was submitted to the parties by 
t-he Board late yesterday afternoon. It is submitted to you at this 
time because the Board appreciates the fact that it is important that 
nn early release announcing the provisions of the settlement should 
be made to the Americnn people. 
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This letter will be :followed by a. much more detailed report which 
the Board hopes to have ready :for submission to you some time ,vecl
nesday, Dece,mber 3. The final Report of the Board will set forth the 
conclusions which it reached on the record o-f the reargument hear
ings, and the conclusions which it reached in the mediation proceedings. 

The parties are continuing to work with the Board in the prepara
tion of a formal mediation agreement based upon the provisions of 
settlement which the Board submitted to them yesterday. The formal 
agreement will undoubtedly be signed by the parties later on this week. 

You will find attached a copy of the transcript of record which 
was made at the final mediation session. It contains the proposals of 
the Board and the commitments of the parties. 

It should be said that neither side obtained all that it wanted out 
of the mediation proceedings, !mt it was gratifying to see that all of 
them recognized that when they went into mediation it was essential 
that they demonstrate a willingness to compromise their differences 
and adopt n. give-and-take policy. 

Their attitudes and sincere efforts to reach a settlement which char
acterized all of their relations with the Board during mediation are 
a credit to themselves and their principals, and their final willingness 
to join in the settlement represents a distinct service to their country 
i11 this time of great emergency. 

Mr. President, your Board awaits your fnrther pleasure. 
Yours respectfully, 

,vAYNE L. MORSE, Cha:i:1'1nan, 
Tnol\rAs lh:Eo PowEJ.L, 
,hl\rns C. BoNmnGHT, 
,ToSEPH H. " 7II,L1TS, 

HusTON TrW:l\II'SON, 

P1·esident's Enw1·gency Bocml. 
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