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LETTER OF TRANSMITTAL

Curcaco, IvLiNors, March 27, 1948.
THE PRESIDENT,
The White House.

Mr. PresmenT: The Emergency Board appointed by you January
30, 1948 pursuant to.Section 10 of the Railway Labor Act to investi-
gate a controversy concerning wages and working rules between cer-
tain major railroads of the country and certain of their employees
represented by the Brotherhood of Locomotive Engineers, the Brother-
hood of Locomotive Firemen and Enginemen, and the Switchmen’s
Union of North America, has the honor to submit herewith its report
and recommendations based upon its investigation of the issues in
dispute.

Respectfully submitted. .

, W M. Leiserson, Chairman
Georor E. Busa~neLL, Member.
W. WoLaro Wirrz, Member.
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REPORT TO THE PRESIDENT BY THE EMERGENCY
BOARD

I. INTRODUCTORY STATEMENT AND BACKGROUND
OF THE DISPUTE

The Executive Order (9929) creating the Emergency Board was
issued January 27, 1948 (Appendix A), and the members of the
Board were appointed 3 days later. On February 2, 1948, the Board
met in Chicago, Ill., and began receiving testimony and argument
from the parties in dispute. Ward & Paul of Washington, D. C., were
appointed official reporters of the proceedings. Public hearings were
held daily, except Sundays, from February 2 to March 10, inclusive.
On February 21, 1948, the parties entered a stipulation agreeing to
extend until March 27 the date for the Board to submit its report and
recommendations to the President. The extension of time was ap-
proved by the President on February 26, 1948.

After the close of the hearings on March 10, conferences were held
with representatives of the parties for the purpose of securing a settle-
ment of all or part of the issues in dispute by mutual agreement. This
effort proved unavailing, and the Board then went into executive
session to consider the evidence and arguments, and to prepare its
report and recommendations. The record consists of 33 volumes,
6825 pages, and more than 130 exhibits.

The appearances are listed in Appendix B hereof.

The issues before the Board originated in 1945. On July 24 of
that year the five organizations representing “operating employees”?*
served identical notices on the managements of practically all rail-
roads in the United States requesting a'general wage increase of 25
percent, with a minimum of $2.50 per day, and proposing the estab-
lishment or revision of 44 working rules. On the same day the Class
I carriers submitted to the organizations representing engine, train and
yard switching employees 29 proposals for revising working rules. |

Arrangements were made for national handling of the two sets of
proposals by a Carriers’ Conference Committee and representatives of
the five operating organizations. During these joint conferences, three

1 Employees engaged directly in moving trains, represented by Brotherhood of Locomotive
Engincers, Brotherhood of Locomotive Firemen and Enginemen, Order of Railway Con-
ductors, Brotherhood of Railroad Trainmen, ahd Switchmen's Union of North America,
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of the organizations (BLF&E, ORC, and SUNA)) preferred to proceed
immediately with the wages question, and to hold in abeyance the
proposals for revising rules. The other two organizations (BLE
and BRT) objected to postponing consideration of the rules proposals,
and -thereafter the carriers dealt separately with the two groups of
organizations. '

The wage dispute with the first three organizations was then sub-
mitted to an Arbitration Board which awarded a wage increase of 16
cents per hour. An Emergency Board was appointed to investigate
both the rules and wage disputes involving the BLE and the BR[T
and it recommended the same wage increase. These two organizations
did not accept the recommendations of the Emergency Board. After
a brief strike a settlement was arranged by which wages were increased
1814 cents an hour (16 cents effective January 1, 1946, 214 cents effec-
tive May 25, 1946), on condition that the matter of revising working
rules be postponed for a period of one yvear. Subsequently the same
settlement was arranged with the other three operating organizations
and with the organizations representing nonoperating employees.

The one year moratorium on rules having expired, all five operating
organizations again served identical notices on the carriers, June 20,
1947, requesting 44 changes in working rules. The same day the car-
riers served notices on the organizations of their desire for 25 rules
revisions. Again national joint conferences were arranged, and Oc-
tober 7, 1947, was set as the date for beginning negotiations on the two
sets of rules proposals.

Meanwhile, an arbitration board on September 2, 1947, had awarded
a wage increase of 1514 cents an hour to about a million nonoperating
employees. The five operating organizations then served joint notices
on the railroads, under date of September 30, 1947, requesting a wage
increase of 30 percent in basic daily rates with a minimum increase
of $3 per basic day for engine, train, and yard employees.

During the joint conferences on working rules, the 5 organizations
on QOctober 23 withdrew 16 of their proposed rule changes, and the
next day the carriers withdrew 9 of their proposed revisions. Be-
ginning with October 31, approximately 30 days after the request for
a wage increase was served, and continuing until November 13, the
joint conferences discussed concurrently both the wage question and
the rules revisions. On the latter date the five operating organiza-
tions again split into two groups, as they had in the 1946 negotia-
tions, except that this time the ORC joined with the BRT in one group
while the BLE went with the BLF & E and the SUNA in the other.

Beginning on November 13, 1947, separate negotiations were car-
ried on by the carriers with the ORC and BRT, and the next day an

'
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agreement was reached with these two organizations providing for a
wage increase of 1514 cents an hour or $1.24 per basic day. In con-
nection with this agreement the carriers and the two organizations
also settled certain of the rules questions, others being left for further
negotiations, and the remaining proposals were withdrawn. On De-
cember 12, 1947, a final agreement was made disposing of all rules
questions between the carriers and the ORC and BRT which had arisen
from the notices served on June 20, 1947. .

The Carriers’ Conference Committee also carried on separate ne-
gotiations with the BLE, BLF & E, and the SUNA from November
13 to 19, but the conferences ended in disagreement. The services of
the National Mediation Board were then invoked by the carriers, but
no settlement could be reached by mediation. The employees rep-
resented by these three organizations then took a strike vote, and the
National Mediation Board having reported to the President that the
dispute between these three organizations and the carriers threatened
substantially to interrupt interstate commerce, the President issued
the Executive order creating the present Emergency Board.

. THE DISPUTE AS TO WAGES

On January 12, 1948, the three organizations concerned in this case,
presented their revised demands to the Carriers’ Conference Com-
mittees (Appendix C). .

These revised demands included the organizations’ Basic Wage
Proposal of September 30, 1947, which reads as follows:

LEffective November 1, 1947, all existing bLasic daily wage rates be increased
thirty (30) percent with a minimum money increase of $3.00 on the basic day.
The same percentage of increase applied to the basic day will be applied to all
arbitraries, miscellaneous rates, special allowances, and to daily and monthly
guarantees.

In support of this proposal the Employees submitted to the Board
comprehensive data in many exhibits. The Carriers in opposition
thereto submitted equally comprehensive exhibits, together with cer-
tain reference data. Various witnesses discussed all phases of this
issue and were cross-examined at considerable length.

The summary of the contentions of the Employees may be stated
as follows:

“We are today worse off than we were in 1936 as far as real
wages are concerned * * *

* * * wage adjustments (are required) which will adjust
our purchasing power as the wages of other workers have been
adjusted.”—Grand Chief Engineer Alvanley Johnston of the
Brotherhood of Locomotive Engineers.

782802—48
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“Our request for a 30 percent increase in our basic rates seems
to me well merited, even if you confine your consideration to
changes in the cost of living. There has been an increase of 26.6
percent since June 1946, the first full month in which our present
basic rates of pay became effective.

“And if you consider further * * * gall the other factors
involved such as the increased hazard of our men, the increase in
the real wages of other workers and the increase in productivity,
I do not see how you can fail to recommend the wage increase we
have proposed.”—D. B. Robertson, President, Brotherhood of
Locomotive Firemen and Enginemen.

“This wage-rules movement is indeed a ‘grass roots’ movement.
* * * Tt was because of the impact of the increased cost of
living upon our membership that we had to add the wages to the
rules proposal * * *»

“The workers in the yards do not have the benefit of the so-
called dual system of payment. * * * But in order to earn
what small earnings that our members do earn, they work, gen-
erally speaking, 7 days a week, and some of them every day in the
year.”

“It should not be necessary for any worker in modern industry
to work 7 days a week or sometimes the equivalent, of 400 days a
year, in order to attempt to attain a reasonable standard of
living, for himself and his family.”—A. J. Glover, President,
Switchmen’s Union of North America.

Counsel for the Organizations made this summary of the Wage
issue:

“The cost of living since June 1946 has gone up 26.6 per-
cent * * * Ourreal wages have actually decreased while the
wages of other employees in the railroad industry have been sub-
stantially increased and for workers in other industries have
increased 35 percent since 1946. * * *

“This is 1948 and we are entitled not only to the 1514 cents
pattern of 1947 but to the 1948 pattern which is being paid
to group after group—and large groups, too—of organized
labor. * * * We have failed to obtain any share of the in-
crease in productivity of the past 12 years. »o® %

“Substantial segments, especially in the lower-pmd brackets,
cannot presently, with reasonable hours of labor, earn an amount
adequate for a reasonable American standard of living, as meas-
ured by recognized authorities, and are compelled to work 7 days
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a week and 365 and even 400 days per year. * * * Thehazard
of their work has increased 88 percent in recent years * * *?

The position of the Carriers is summarized in the following outline
of the brief submitted by their counsel :

I. The acceptance of a 1514 cents per hour increase by 90 percent
of the Railroad Employees fixes a pattern for the Industry.

II. Every criterion for determining wage increases indicates that
there can be no justification for granting to the group before the
Board an increase in basic wages greater than 1514 cents per hour.

A. The advantageous position of the group before the Board
is demonstrated by comparisons of their earnings and earnings
opportunities with those of all other groups of railroad employees.

B. Interindustry comparisons of earnings although of minor
importance in this intraindustry case, further demonstrate the
advantageous position of the group before the Board.

C. The group before the Board is not only well able to meet
the cost of living and improve its living standards but is in a
better position to do so than any other group in the railroad
industry.

D. There is no basis for granting to yard employees a greater
wage increase than that received by all other railroad workers.

E. The hazards of the group before the Board are less severe
than for other operating employees and have been declining since
the end of the war.

F. Neither increases in the productivity nor in the operating
revenues of the railroad industry in recent years provide any
present basis for a wage increase as wages have risen at a much
faster rate.

ITI. Governmental Policy and in particular the necessity of com-
bating inflation requires that the wages of the group before the Board
should not be increased more than 1514 cents per hour.

A. Halting inflation is the most important economic problem
now facing the nation. .

B. An increase of more than 1514 cents would add to the infla-
tionary forces by requiring further increases in rail rates.

C. An increase greater than 1514 cents per hour in the railroad
industry would constitute the first “third round” increase in a
major industry and would renew the inflationary spiral.

D. The legislative policy of the Railway Labor Act to encourage
collective bargaining would be defeated by granting this group a
‘higher increase than that accepted by the conductors group.
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CONCLUSION

In 1946 the BLE and BRT sought a 25-percent increase with a min-
imum of $2.50 per basic day. Two Boards of Arbitration on April
3 had awarded an increase of 16 cents per hour to 3 operating and 15
nonoperating groups. The Emergency Board of April 18 followed
this wage pattern and recommended a like increase for the BLE and
BRT. Effective May 25, 1946, an additional 214 cents per hour was
granted to all operating and nonoperating employees.

In 1947, 17 nonoperating organizations and the carriers submitted the
employees’ demand for a 20 cents per hour wage increase to arbitration
under a stipulation confining the award to a uniform increase in cents
per hour. That Board granted a wage increase of 1514 cents which
had the effect, among others, of restoring the employees in these groups
to the position they occupied in the years between 1936 and 1940 with
respect to wages in other industries. The agr eement entered into later
between the ORC, the BRT, and the participating carriers followed
the pattern set by the nonoperating arbitration award.

In this manner about 90 per cent of those employed in the railroad
industry had their eunmgs adjusted in 1947 on a cents per hour basis.
No percentage wage increases have been granted to railroad employees
since prior to 1937.

The right of each organization to bargain separ. '1te]y or in groups is
fully recognized by this Board. Neve1 theless the wage structure ap-
plicable to the employees represented by the five operating organiza-
tions must be considered as well as the traditional differentials between
them and the nonoperating employees. .Nor must it be forgotten that
the present wage controversy is but the remainder of the 1947 joint
wage movement by the five operating organizations.

At the hearing the organizations here concerned also stressed the
fact that these proceedings are being carried on in 1948, and that the
cost of living has risen substantially since September 1947 when the
employees’ wage demands were submitted. This Board, however, can-
not undertake consideration of anything like a third réound of wage in-
creases. The 1947 joint wage movement represents the second round
of wage demands since the end of the war, and we must confine our-
selves to considering the request of the relatively small number of
employees here mvolved as the culmmatwn of 1947 joint wage move-
merit.

We, therefore, deem 1t essentn] unde1 these c1rcumsttmces, to adhere
to the 1514 cents per hour pattern.

Recommendation :

That the basic rates of pay of the employees here involved be in-

creased in the amount of 15Y4 cents per hour or $1.24 per day effective
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as of November 1, 1947. That daily earnings minima be increased
$1.2; existing money differentials above existing standard daily rates
be maintained,; and all arbitraries, miscellaneous rates, or special allow-
ances provided in agreements'or schedules be inereased in proportion
to the daily increase of $1.24.

- JII. EMPLOYEES REQUESTS FOR CHANGES IN WORKING
RULES

On January 12, 1948, the three Organizations submitted, in the
course of mediation proceedings, a set of revised rules proposals.
These proposals followed the lines of the original demand but repre-
sented, with respect to a number of the rules involved, rather substan-
tial modifications. The changes were in all cases in the direction of a
reduction of the demands previously made. There were also some
slight changes made in two or three of the proposals, either in language
or by way of interpretation, during the course of the hearings before
the Board. These revised proposals, as they were submitted on Janu-
ary 12,1948, are set out in.full in Appendix C of this Report. They are
discussed here individually, and in an order somewhat different from
that followed in the appendix.

A. FREIGHT AND YARD SERVICE WAGE RATE PROPOSALS

1. Minimavm Basic Daily Rates for Engineers and Firemen (Helpers) ‘
in Freight Service

The Organizations’ proposed Rule 6 (with which proposed Rule
T as originally submitted has been combined) is as follows:

The minimum rates for engineers and firemen (helpers) used in all classes of
service paying freight rates shall be the rates applicable to locomotives weigh-
ing 250,000 pounds on drivers. ’

The effect of this propesal, if it were adopted, would be to eliminate,
insofar as engine service employées in service paying freight rates
are concerned, the first six steps in the present table of basic daily
wage rates based on weight on drivers. The present minimum rate
covers service on locomotives weighing less than 80,000 pounds on
drivers, and there are then step rates for each of the following group-
ings of weights on drivers: 80,000 to 99,999 pounds, 100,000 to 139,999
pounds, 140,000 to 169,999 pounds, 170,000 to 199,999 pounds. From
200,000 pounds upward, the divisions are made in 50,000 pound steps.
Under the Organizations® proposal there would be only one rate for
engineers, and another for firemen (helpers), on all locomotives in
these services weighing less than 800,000 pounds on drivers. This
would mean an increase of 93 cents per day in the minimum rate for
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engineers and 94 cents per day in that for firemen (helpers) insofar
as through and local freight service are concerned. This would be
in addition of course to the $1.24 increase in the minimum result-
ing from the adjustment in the basic daily wage-rate scale.

The Board is impressed with the merit of the Organizations’ con-
tention that some adjustment should be made in the rates at the bot-
toms of the weight on drivers scale. There are today comparatively
few locomotives in the lowest brackets. Only 910 of the 21,817 loco-
motives in freight service on August 1, 1947, were of less than 140,000
pounds weight on drivers (falling therefore in the first three brackets). .
The next two groupings (140,000-169,999 pounds, and 170,000-199,-
999 pounds) included only 3,791 locomotives. The largest grouping
is at 200,000-249,999 pounds, with 8,625 locomotives.

There can be little justification for retaining 3 different sets of

rates for service 6n the 910 locomotives which represent only 4 percent
of all those in freight service. The over-all range of weight of loco-
motives in the f'nst three groups together as they are presently ar-
ranged, and in the next two groups taken together, is only shﬂht;ly
more than the 50,000 pound range est-xbhshed for smgle groupings
throughout the rest of the weight on driver table. The parties have
themselves consolidated these first three groupings, and then the next
two, insofar as yard service is concerned. There is no suggestion in

1he record of any substantial differences in the kinds of work done by

these various lighter locomotives or the demands upon their engine
crews. There is a good deal of evidence that the “productivity” of
, many of these hghter locomotives has been increased by improvements
"which have not resulted in any increase in rates because the weight on
drivers was not increased to the next higher bracket.

. The Employees’ request, however, would mean increasing the rate
not only for these lowest classifications, between which there is no
basis for distinction, but also for the classifications which include the

" bulk of the locomotives. The rates would be increased under this pro-

posal on between 55 and 60 percent of the locomotives now in freight
service. . If this proposed rule change is considered in conjunction
with the Organizations” proposed Rule 8 (which would apply local
freight rates to yard service) it is revealed that the effect of the pro-
posal would be to increase the rates on 71 percent of all locomotives
in freight and yard service. It is no answer to contend, as the em-
ployees do, that most of these rates would be increased only one step
on the scale. The arguments which support consolidating some of
the lower brackets offer no support for increasing the rates for the
classification (200,000-249,999 pounds weight on drivers) which in-
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cludes the largest percentage of the locomotives (about 40 percent of
the total). :

" The contention that the lower rated groupings should be brought
up toward the rates for the majority of engineers and firemen because
they perform the same kind of service does not support an increase
for the majority itself. IFinally, the claim that the lower weight
classifications should receive the same rate as that for those in the
middle of the scale could be supported only as part of a request for e
single rate which would disregard weight on drivers. Such a request
would of course involve reducing the higher rates, as well as increas-
ing the lower rates, to whatever might be determined to be the proper
point.

The merits of this proposal may be properly served by combining
the first three groupings on the present scale and applying the present
rates for 100,000-139,999 pounds weight on drivers to them; and by
combining the fourth and fifth groupings (140,000-169,999 pounds
and 170,000-199,999 pounds) and applying the present rates for 170,-
000-199,999 pounds weight on drivers to all locomotives in this com-
bined grouping. Such a modification would recognize the changes
which have taken place in the type of locomotives in general use, and
would eliminate the straggler rate which have today become
anachronistic.

RECOMMENDATION

The Board finds and recommends:

That the minimum rates for engineers and firemen (helpers) used
in all classes of service paying freight rates should be the rates pres-
ently applicable (plus $1.2}) to locomotives weighing 100,000 pownds
and less than 140,000 pounds on drivers; and that the rates for service
on locomotives weighing 140,000 pounds and less than 170,000 pounds
on drivers should be the same as those presently applicable (plus $1.24)
to locomotives 'wezghmg 170,000 pounds and less than 200,000 pounds
on drivers.

2. Minimwm Basic Daily Rates for Engineers and Firemen
(Helpers) in Yard Service

The Organizations’ proposed Rule reads:

~ Rates for yard service shall be as follows ; Table of local freight rates beginning
with 250,000 pounds on drivers.

The reference here to “250,000 pounds on drivers” is designed to tie
this pr oposal in with proposed Rule6. Thepr oposal is that the engine
crews in yard service should receive local freight rates.
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The Board accepts the contention of the Organizations that the yard.
service rates involved in this case merit special consideration and at-
tention. These rates are on a straight hourly or daily basis. The
weight on drivers classification is used here, as in road service, and the
yard rates have, historically, a relationship with road service rates.
These yard employees have, however, no mileage basis upon which to
increase their earnings above what they are on the straight daily basis.
As the speed of road runs has increased and the earnings of road crews
have gone up proportionately, the relationship between the carnings
of road and yard employees has been thrown out of kilter. An obvious
inequity has developed.

The Organizations propose to meet this problem by applying the
local freight rates to yard service. This would have the effect, even
under the modified form of proposed Rule 6 as recommended above,
of increasing the rates in the various weight on drivers classifications
by from 83 cents to $1.89 per day in the case of yard engineers, and by
from 35 cents to $1.32 per day in the case of firemen on steam locomo-
tives. The increase for engine crews on lJocomotives weighing 200,000-
249,999 pounds on drivers (which includes 48 percent of those in yard
service) would be $1.08 per day for engineers and 62 cents for firemen
on steam locomotives. (These figures would be in addition to the
$1.24 per day increase recommended by the Board for all employees.)

The Board is persuaded that some increase should be made in these
yard rates. The evidence in the record, however, does not justify an
adjustment in the amounts which would result from applying local
freight rates to yard service as requested by the Organizations. Local
freight ratesare all based on the rates for ¢hrough freight service, and
are arrived at by adding 52- and 40-cent differentials for engineers and
firemen (/%elpers), respectively, to the through freight rates. To move
the yard rates up to those paid for local freight service would upset
completely the present interrelationship of rates for the three types of
service. The fact that the scale for yard service has been lower than
that for freight service is not unrelated to certain differcnces in the
conditions attending the work involved. There is evidence that even
at present rates, yard service is often selected as a matter of choice by
employees whose seniority would entitle them to road service, a fact
which probably reflects the importance of the consideration that yard
employees are not kept away from home overnight. There was also
testimony that yard service places less physical and mental strain upon
the engine crews than does road service. All of these factors must be
weighed together,

While the Board cannot accept the Organizations’ proposal for
adopting the local freight rate table for this yard service, the idea
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of meeting this problem by the use of an already established set of
rates has obvious merit. An entirely new set of rates might create
confusion and new inequities. It is the Board’s vpinion that the
purpose of removing the present inequity will be properly served
by applying to yard service not the local freight rates but the more
basic thiough freight rates already in effect, but as modified above
(rules recommendation 1), in the lowest weight classifications.

Three points must be given special consideration in connection with
this application of the through freight rate table to yard service. The
first of these is that the present groupings of weights on drivers in
through freight service (as modified by the Board’s recommenda-
tion), as well as the rates for those groupings, should be carried over
into yard service. Thus where there are presently groupings of
100,000 pounds in the yard service table, these groupings must be
broken up into 50,000-pound steps where this is necessary to make
this table parallel the through freight service table. This is recog-
nized by the Organizations in the testimony and evidence supporting
their request.

Special disposition must also be made of the problem involving
the rate for firemen in yard service on locomotives of less than 140,000
pounds. This rate is presently $9.08 and is already 5 cents higher
than the rate for firemen in through freight service on locomotives
weighing 100,000 pounds and less than 140,000 pounds. It is obvious
that the adjustment which would be made, under the Board’s recom-
mendation, in the rates for yard firemen in the higher classifications
should be extended downward to those on the lighter locomotives.
This result can be most equitably accomplished by simply preserving
the present 13-cent differential which exists between the rate for
firemen on locomotives weighing less than 140,000 pounds ($9.08)
and that for firemen in the 140,000-199,999 grouping ($9.21). The
latter group will receive a rate of $9.38 under the application of
through freight rates to yard service, and the present differential
between the two lowest groups of yard firemen will be maintained by
increasing the present $9.08 rate (for firemen on locomotives weighing
less than 140,000 pounds) up to $9.25 (or 13 cents below the $9.38
rate).

The third point requiring special note involves the application of
this recommendation to helpers on diesel-electric locomotives and
electric locomotives in yard service. They presently receive daily
rates which are lower (except in the lowest weight grouping) by
from 6 to 10 cents than are the rates for firemen on steam locomotives
in yard service. They should receive, under the Board’s recommenda-
tion, the same éncreases as do the firemen on steam locomotives. It

752802—48——3
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is not intended that the existing table of rates for helpers on electric
locomotives in through freight service should be adopted for helpers
on electric locomotives in yard service. The latter presently receive
the same rate as helpers on diesel-electrics in the yard and this
relationship should be preserved.

The intention of the Board’s recommendation is that the 6- to 10-
cent differentials between yard firemen on steam locomotives and
helpers on diesel-electric and electric locomotives shall be maintained.
It is true that in road service, the firemen on steam locomotives and
the helpers on diesel-electric locomotives receive the same rate of pay.
The BLF & E representative at the hearing interpreted this proposed
Rule 8 as being designed to eliminate the differential which exists
between these two groups in yard service. This interpretation was
made for the first time, however, at the hearing before the Board
and after a prior statement to the contrary had been entered in the
record. It had not received the benefit of consideration by the parties
in collective bargaining, and the record suggests that in fact this in-
terpretation had actually been disclaimed during the bargaining.

The Board’s recommendation is accordingly, insofar as firemen and
helpers are concerned, that the through freight table of rates covering
firemen on steam locomotives (except in the less than 140,000-pound
groupings) be applied to firemen on steam locomotives in yard service,
and that the rates for helpers on diesel-electric and electric locomo-
tives in yard service be adjusted in the amount necessary to preserve
their existing relationship to the yard firemen’s rates.

- RECOMMENDATION

The Board finds and recommends:

That the table of rates presently in effect for through freight service
(plus $1.24 and with the modifications in rules recommendation 1
above) should be made applicable to engineers and firemen (helpers)
in yard service, except that the rate for firemen (helpers) in yard
service, on locomotives weighing less than 140,000 pounds on drivers
should be $9.26 (plus $1.24) ; provided, however, that the existing
differentials between the rates for firemen on steam locomotives and
helpers on diesel-electric and electric locomotives in yard service should
be maintained. '

3. Rate of Pay for Hostlers and Hostler Helpers

The Organizations’ proposed Rule 9 reads:

Ra.tes for inside hostlers will be the rate applicable to the local rate for loco-
motives of 250,000 pounds on drivers and the present differential between the
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inside hostler rate and the rates for outside hostlers and hostler helpers will be
maintained. (Rate referred to above is rate for firemen.)

The inside hostler’s present rate is $9.08 per day, this being also
the minimum rate for firemen in yard service. The outside hostler
has a 68-cent differential above the inside hostler’s rate (or $9.76 per
day under present rates) while the hostler helper has a 61 cent a day
differential below the inside hostler’s rate ($8.47 per day under pres-
ent rates). The Organizations’ proposal is, in effect, that the inside
hostler’s rate be increased in the amount by which it is sought under
Rules 6 and 8 above to increase the lowest rate for yard firemen. The
established relationship between these two rates is thus to be main-
tained. )

The recommendation of the Board with respect to the Organiza-
tions’ proposed Rules 6 and 8 has the cffect of giving yard firemen a
minimum rate of $9.25. It is consistent with this recommendation
that it also be recommended that the inside hostler’s rate should be
increased from $9.08 to $9.25. The present differentials between the
inside hostler’s rate and the outside hostler’s and hostler helper’s
rates should be preserved so that the outside hostler will receive a
rate of $9.93 and the hostler helper a rate of $8.64 (These rates will,
of course, be subject to the general increase of $1.24 per day).

RECOMMENDATION

The Board therefore finds and recommends:

That the present rate for inside hostler be increased to $9.85 (plus
§1.24) and that the existing differentials between this rate and those
for vutside hostlers and hostler helpers be maintained.

4. Rates for Yard Switch Tenders

The Orgunizations’ proposed Rule 10 reads:

Yard switch tenders shall be paid yard brakeman’s (helper’s) rate of pay.

The present basic daily rate for switch tenders represented by the
SUNA is $8.47. The rate for yard brakemen is $10.02. The Or-
ganizations’ proposal is that this differential of $1.55 be eliminated.

This $8.47 rate is the lowest paid any group of operating employces.
The work performed by the switch tenders is not so demanding as
that which most of the other employees perform but it nevertheless
carries very real responsibilities. The increasing tempo of yard opera-
tions has inevitably resulted in some increase in the duties of these
employees. When switch tenders are used as extra brakemen they,
of course, are paid the yard brakemen’s rate. In a good many cases,
moreover, switchmen’s duties have been so substantially increased
they receive by agreement, the brakemen’s rate. The Board recognizes
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the fact that there has been a perceptible change in the switch tender’s
job itself.

There is a natural tendency to look with favor, especially during
times of high living costs, upon the matter of increases in rates which
are low on the scale. It cannot be disregarded, however, that the
$1.24 increase which has already been recommended represents a pro-
portionately larger increase in these lower rates than it does in those
which are already substantially higher. Nevertheless, it is the judg-
ment of the Board that the increase which has been noted in the
switch tenders’ duties warrants an increase in their basic daily rate
of 20 cents in addition to the $1.24.

RECOMMENDATION

‘

The Board finds and recommends:

That the basic daily rate for switch tenders should be increased to
$867 (plus the $1.24 increase).

5. Differential for Y ard Conductors (Foremen)

The Organizations’ proposed Rule 14 (b) reads:

The basic daily rate for conductors (yard foremen) shall be not less than
$1.50 more than the basic daily rate for yard trainmen (helpers).

The present differential is 52 cents, the yard trainmen (helpers)
receiving $10.02 per day while the yard conductors (foremen) receive
$10.54 per day.

The 1946 Emergency Board recommended, after considering this
same request, that the 52-cent differential be increased to 85 cents.
The basis of the recommendation was stated as being that the yard
conductor’s position involves a considerable degree of responsibility
and discretion, and that the 52-cent differential is so small that “older
qualified men are reluctant to bid in these positions.”

This Board concludes that this previous recommendation properly ‘

reflected the factors which are involved in this request.

RECOMMENDATION

The Board finds and recommends:
That the differential between the yard conductors (foremen) and
yard brakemen (helpers) should be 85 cents per day.

6. Standardizing Wage Rates Between the Territories
The Organizations’ proposed Rule 1 reads:

All existing basie daily wage rates in effect on railroads in the western terri-
tory, shall be not less than rates in effect on railroads in the eastern and
southeastern territories.



15

All arbitraries, miscellaneous rates, special allowances, and daily and monthly
guarantees shall be increased in proportion to the daily increase herein provided;
existing money differentials above existing standard daily rates shall be
waintained.

The adoption of this proposal would have two effects. It would
eliminate an existing differential between rates for engineers on a
small number of Mallet-type locomotives in Western Territory and
the rates on similar locomotives in the Eastern and Southeastern
Territories. It would also eliminate a differential between rates for
firemen on some oil-burning steam locomotives in Western Territory
and those received by firemen on coal-burning locomotives, a differ-
ential which does not exist in the Eastern or Southeastern Territories.

The differential affecting the engineers on the Mallets involves the
rates paid on a total of only 87 locomotives. It is the one remaining
piece of a “differential” dispute which once involved a much larger
number of rates. This broader dispute has been the subject of numer-
ous agreements on the individual roads. The differential which re-
mains was left in effect, under some of these individual settlements,
as part of a bargain which produced the results desired by the em-
ployees on other related issues. This fact weakens, although it could
not be considered as defeating, the claim advanced here.

That claim is weakened still further by the fact that, although
labeled as a request for the “standardizing” of wage rates, it is not
really that at all. Some of these settlements on the individual Western
roads have resulted in rates for these Mallets which are Aigher than
those in effect on the Eastern and Southeastern roads. There is no
proposal from either side that these higher rates be “standardized”
along with the lower ones, and the Organizations’ proposal is specifi-
cally interpreted by their representatives as precluding this result.
The adoption of this proposal in this respect would accordingly not
accomplish the purpose of standardization, and it would in addition
do some violence to the basis on which the individual settlements have
been made.

The case for the elimination of the “o0il” differential affecting fire-
men on Western oil burning steam locomotives in passenger service
and in freight service (on locomiotives weighing up to 250,000 pounds
on drivers) is based primarily on the fact that no such differential
exists in the Eastern and Southeastern Territories. There is a suffi-
cient answer to this argument in the fact that over 40.percent of the
steam locomotives in the West are oil burners whereas only about 1
percent of those in the East and Southeast burn oil. This does not
establish the differential as being either warranted or unwarranted.
No controlling argument for eliminating the established differential
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on a large number of locomotives in one region is supplied, however,
by the fact that it does not exist on a handful of locomotives in an-
other. There is a similar “tail and dog” weakness in the employees’
contention that this proposal is supported by the absence of any “oil”
differentials in yard service (in the West) or in freight service on
locomotives weighing over 250,000 pounds on drivers. The Board
must assume that the original establishment of this differential re-
flected the agreement of the parties that it was warranted by differ-
ences in the work involved or by other” differences deemed sufficient
by them at the time. The record in this case does not establish a suffi-
cient basis for the elimination of this “o0il” differential.

RECOMDMENDATION

The Board finds and recommends: .
That the Organizations’ proposed Rule 1 be withdrawn.

B. PASSENGER SERVICE WAGE RATE PROPOSALS
7. Passenger Service—Qwvertime

Rule 3 as proposed by the Organizations is as follows, differing
from the prevailing rule only as indicated by the phrases in italic:

(a) On short turnaround passenger runs no single trip of which exceeds
eighty miles, including suburban and branch line service, overtime shall be
paid for all time actually on duty, or held for duty, in excess of siz hours (com-
puted on each run from the time required to report for duty to the end of that
run) within eight consecutive hours; and also for all time in excess of eight
consecutive hours, computed continuously from the time first required to report
to the final release at the initial terminal. Time shall be counted as continuous
‘service in all cases where the interval of release from duty at any point does
not exceed one hour. This rule applies regardiess of mileage made.

(b) For calculating overtime under this rule the initial trip shall be des-
ignated.

(c) Overtime on other passenger runs shall be paid on a speed basis of 20
miles per hour, computed continuously from the time required to report for
duty until released at the end of the last run. Overtime shall be computed on
the basis of actual overtime worked or held for duty, except that when the
minimum day is paid for the service, overtime shall not accerue until the expira-
tion of 5 hours from the time of first reporting for duty.

[Note: The proposed section (¢) of Rule 3 differs from the present
rule only in that the word “performed” which follows the words “paid
for the service” in the second sentence thereof in the present rule is
deleted in the proposed rule.]

(d) Overtime in all passenger service shall be paid for on the minute basis,
at the rate-of one.and one-half times the basic hourly rate.
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The proposal to change the present “eight-in-ten” rule in short
turnaround service to a “six-in-eight” rule was made to the 1946
Kmergency Board. That Board stated in its report:

“The evidence clearly showed a great dissatisfaction on the part of
the employees in short turnaround service with the situation produced
by the eight-within-ten rule. There can be no question but that the
excessive spread of hours is not in harmony with the generally accepted
8-hour day in effect in industry.”

That Board made no definite recommendation, but suggested the
immediate negotiation of “a new rule designed to reduce the breadth
of spread of the short turnaround assignments and accelerate the be-
ginning of overtime.” So far as the Organizations here are con-
cerned these negotiations have been futile.

We concur with the conclusions reached by the 1946 Board, and see
no need for detailed restatement of all of the considerations which are
involved. The “excessive spread” of 10 hours a day before overtime
“accrues should be reduced to 9 hours to bring this provision in line
with other overtime practices.” No justification has been shown, how-
ever, for changing the present provision for overtime after 8 hours
of time on duty or held for duty. The earnings in this type of serv-
ice are already at a high level, as compared with other branches of
service, and the change in the ten-hour provision would increase these
earnings by a substantial amount.

With respect to the other proposed changes in the present short turn-
around practice, involving the designation of the initial trip and the
elimination of “three-legged runs,” the Board is not satisfied that
there were shown abuses.warranting modification in the present rule.

There is no basis shown, either, for the proposed changes in the
present straightaway passenger service overtime practices. The
.speeding up of passenger trains has resulted in substantial increases
in engine crews’ enrnings, and to add to the overtime payments, which
already accrue after 5 hours of service, would result in distortion of
present wage relationships.

The Carriers have also requested a change in passenger service
overtime rules, their proposed Rule 14 reading as follows:

Overtime in passenger service, except short turnaround service, shall be com-
puted on a speed basis of twenty (20) miles per hour,

Overtime in all passenger service shall be paid for on the minute basis at a
rate per hour one-eighth (14) of the applicable basic daily rate.

" This proposal would change the present rule in only two minor de-
tails. The present rule calls for payment at a rate “not less than”
one-eighth of the “daily rate,” whereas the proposal would be for a
flat one-eighth payment and this would be of the “basic” daily rate.
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‘It has not been shown that the present rules create sufficient uncer-
tainty, so far as payments to engine crews are concerned, to warrant
recommending the changes requested.

RECOMMENDATION

The Board finds and recommends:

That prevailing rules in short turnaround passenger service be
changed from an “eight-within-ten” to an “eight-within-nine” pay basis
and that proposals by both parties for other changes in passenger over-
time rules be withdrawn.

8. Minimum Rate for Engineers and Motormen Operating Motor or
Electric Cars in Multiple Unit Passenger Service

The present most common rule reads:

Blectric car service, whether operated in multiple or single units, to be paid
minimum rates in the standard rate table applicable for engineers operating
steam, electrie, diesel-electric or power in use.

The Organizations seek to substitute the following proposed Rule 4:

Bngineers or motormen operating motor or electric cars in multiple unit pas-

senger service shall receive payment based upon the minimum rate for operating
one unit and shall receive the rate stipulated for the next higher rate specified in
the next higher bracket in rates provided in rate schedule for each additional
motorized unit operated.
Under the present rule and rates engineers or motormen in this class
of service receive a basic daily rate of $10.02 with a daily guarantee
of $10.93. Under the proposed rule this basic rate would be increased
by 9 and 8 cents alternately for each additional motorized unit in the
train consist, but without any increase for “idler” cars.

The 1946 Emergency Board stated that the addition of motorized
units increased the productivity of such train consists and resulted in
more duties being imposed on engineers and motormen which added
to their responsibilities. It recommended the adoption of the proposed
rule with a limitation of pay not to exceed “that which would be paid
were the payments based on weight on drivers of all the powered units
in the consist.”

If this recommendation were followed many engineers and motor-
men in multiple unit service would receive more pay than steam engi-
neers in fast passenger service. The Organizations do not seek such
a pay basis and it is agreed that weight on drivers is not the proper
factor to be used in computing rates of pay in this class of service,
except as such tables of pay happen to coincide with the steps in pay
rates sought. )
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The present Board feels that motormen operating motor or electric
cars, whether in multiple or single units, should have their minimum
basic rate increased so that it is equal to that paid engineers in passenger
service who operate engines weighing less than 200,000 pounds on

‘drivers, namely; $10.28 (plus .$1.24). This is approximately the

weight of a steam locomotive adaptable to service normally performed
by the average multiple unit consist. This basic rate works out to be
the same as that requested by the Organizations for consists having 4
motorized units. (It is understood that this proposed Rule 4 does
not apply to service in which electric cars are equipped to handle more
than one idler.)

The effect of this recommendation is to establish a rate which is
higher than that sought by the Organizations insofar as consists which
include either one, two, or three motorized units is concerned. It is,
however, lower than the rate sought for consists with five or more
such units. It is the opinion of the Board that the step rate proposal
does not reflect any actual differences in duties or responsibilities, and
that it would introduce numerous administrative difficulties and create
inequities as between the various carriers affected. The rate recom-
mended reflects the judgment of the Board as to the proper recog-
nition of the duties and responsibilities of the motorman or engineer
in normal multiple-unit service, with reference being made, as noted
above, to steam locomotive rates for comparable service.

RECOMMENDATION

The Board finds and recommends:

That engineers or motormen operating motor or electric cars,
whether in multiple or single unit passenger service, should be paid
on a basic daily rate of $10.28 with a daily guarantee of $10.93 (plus
$1.24). . B
C. OTHER WAGE RATE PROPOSALS

9. Owertime in Yard and Hostler Service

The present typical yard overtime rule on the majority of railroads
reads:

Except when changing off where it is the practice to work alternately for days
and nights for certain periods, working through two shifts to change off, or where
exercising seniority rights from one assignment to another; or when extra men
are required by schedule rules to be used (any rules to the contrary to be
changed accordingly) all time worked in excess of eight hours’ continuous Serv-
ice in a 24-hour period shall be paid for as overtime on the minute basis at one
and one-half times the hourly rate (according to class of engine). This rule
applies only to service paid on an hourly basis and not to service paid on mileage
or road basis. )

782802—48——+4
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In order to remedy a claimed injustice to extra men the Organiza-
tions propose the following:

Rule 5 (a) Except when changing off where it is the practice to work alternately
days and nights for certain periods, working through two shifts to change off,
or where exercising seniority rights from one assignment to another; a regular
assigned or extra man shall be paid on the minute hasis at one and one-half
times the hourly rate for all time wo.rked in excess of eight hours in a twenty-
four hour period.

(b) A regular or extra mnan used on a second tour of duty in a twenty-four
hour period shall be paid time and one-half time for the second tour of duty. This
rule applies only-to service paid on an hourly or daily basis and not to serv-
ice paid on mileage or road basis.

The 1946 Emergency Board said: “Whatever reasons may have ac-
tuated those who formulated the present rule in 1919, experience has
demonstrated that thereis no logical reason for distinguishing between
regularly assigned men and extra men so far as the application of
penalty overtime is concerned.”

The employees and the carriers are in agreement on the record that
this rule shall apply only to service paid for on an hourly or daily
basis and not for service paid for on a mileage or road basis; that a
tour of duty in road service shall not be used to require payment of the
overtime rate in yard service; that an extra man changing to a regular
assignment or a regularly assigned man reverting to an extra list
shall be paid at the pro rata rate for the first eight hours of work
following such change; that a senior man who exercises his seniority
through two shifts in a twenty-four hour period shall be paid only
at the pro rata rate for the second shift (where a seniority board is in
effect) ; and that the proposal shall not affect any existing rule relat-
ing to service performed when a yardman’s relief fails to report at
the appointed time.

The only disagreement arises from the Carriers’ insistence that an
extra man who has had eight hours rest shall be paid the pro rata
rate for the first tour of duty which begins on the calendar day sub-
sequent to his last former service.

We are of the opinion that the extra man in yard service should
enjoy the same advantages possessed by the regularly assigned em-
ployee so far as practicable. On the other hand penalties should not
be imposed where they will not correct a situation that cannot be
avoided. We feel that a leeway in starting time for extra men which
dovetails with the 90-minute period during which regular assignments
begin is warranted by operating necessities.
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RECOMMENDATION

The Board finds and recommends:

That the proposed rule be adopted subject to the interpretation
agreed upon as herein before stated with the further provision that
where an extra man commences work on a second shift in a 24-hour

-period he shall be paid at time and one-half for such second shift

except when it s started 22V to 24 howrs from the starting time of the

forst shift.

10. Mirdmum Guarantees—Passenger, Freight, and Yard Service

The Organizations’ proposed Rule 11 applies to engineers, firemen
(helpers), hostlers, and hostler helpers. As originally presented in
June 1947, it provided that assigned, unassigned (pool), and extra
men should be guaranteed a full day’s pay for “each day not used,”
and that no regular assignment should be established of less than 6
days per week. In addition, a man called for other than his regular
assignment was to be guaranteed the earnings of his assignment.

On January 12, 1948, the proposal was revised and enlarged with
provision for a monthly guarantee to unassigned (pool) and extra
men ; and the unassigned or pool employees were also to be guaranteed
the earnings of their turns if taken out of turn.

At the hearings on February 14, a further and more simplified
revision was presented by the employees, and this final revision, con-
sidered by the Board, reads as follows:

Asggigned Service

(a) Unless laying off, assigned employees (including extra men filling vacancies
on assignments) in all classes of service shall be paid the full milenge or hours
of their assignments, whichever is the greater, inclusive of any overtime and
arbitraries that are part of same, each time not used thercon, except that when
assigned engineers, firemen (helpers), lhostlers, or hostler helpers are used in
other service because of the operation of schedule rules they shall be paid not
less than they would have earned had they remained on their assignments.

Unassigned or Pool Scrvice

(b) When unassigned or pool service employees are used in other than their
turns, because of the operation of schedule rules, they shall be paid not less than
they would have earned had they followed their turns in unassigned or pool
service. ) :

This final revised proposal boils down to two things: (1) All regu-
larly assigned men are to be guaranteed their full pay whenever, for
any reason, they are not used on their assignments; (2) Both assigned
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and unassigned or pool employees are to be guaranteed the earnings
of their regular assignment or turn, as the case may be, if because of
the operation of schedule rules, they are used at some other work.

The record contains little evidence to support the proposal that
assigned men shall get full pay whether they are used or not used
on their regular assignments. The arguments presented were uncon-
vincing. Repeatedly during the hearing representatives of the
employees stated that the carriers have the right to annul assign-
ments, and that this right, which has been consistently upheld by
the National Railroad Adjustment Board, would not be affected by
their proposal. Nevertheless, it seems to this Board that the effect
of a provision guaranteeing full earnings of an assignment would be
to make useless the annulling of an assignment, or any part of it,
when there is no work to be done, because the rule, as proposed, would
require that the full earnings of the assignment would have to be
paid.

On the other hand the evidence and arguments presented by the
carriers against guaranteeing employees against loss of earnings when
they are taken from their regular assignment or turn and given some
other work to do that pays less, seem to be directed more against the
proposal in its earlier forms than against the final revision, as presented
at the hearing. The main objection stressed by the carriers is that they
are not free, because of the operation of schedule rules, to choose men
who would not lose earnings when they are taken from their assign-
ment or turn to do other work. But the schedule rules cannot be
regarded as of benefit to the employees only. The rules assure that
men shall be qualified for the jobs they are given and also establish
the order in which the men shall be chosen for the jobs. This order
being usually based on length of service makes experienced men avail-
able to do any special job that may be necessary: .

Thus, when an emergency engineer is needed, it would seem prefer-
able to use a former reguiar engineer who happens to be working as
a fireman rather than a fireman who has not had the experience of
a regular engineer. Moreover, the fact that assigned firemen who
are qualified as engineers, as well as pool service men, must protect
emergency needs is itself a provision of the schedule rules. It can-
not be said therefore that the carriers and the public do not benefit
by the schedule rules. In any case the schedule rules establish valuable
rights for employees in the order in which jobs are to be distributed,
and may not be lightly disregarded, if amicable labor relations are
to be maintained. In industry generally, and in some cases on the
railroads too, it is the practice that men taken from work that pays
better, to meet a need of the employer for other work at which
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earnings are lower, shall be guaranteed against any loss they may
incur.

The Board is of the opinion therefore that the employees have
made out a case for being guaranteed against such losses.

RECOMMENDATION

The Board finds and recommends:

That enginers, firemen (helpers), hostlers and hostler helpers in
assigned, wnassigned, or pool service who are used in other service
‘han their assignment or their twrns, because of the operation of
. hedule rules, shall be paid not less than they would have earned
o heir assignments or if they had followed their twrns; and that the
pr. o0sal that full earnings of assignments be paid to men in assigned
service each time they are not used on their assignments be withdrawn.

D. DIFFERENTIALS
11. Night Differentials

The Organizations’ proposed Rule 14 (a) reads:

Engineers, firemen (helpers), yard foremen, yard helpers, and switch tenders
used in yard transfer or belt-line service, and hostlers and hostler helpers, shall
be paid an arbitrary allowance of 10 cents per hour for all service performed
between 6:30 p. m. and 6: 30 a. m., computed as follows: Less than 30 minutes
shall not be counted ; 30 minutes or over shall be counted as 1 hour.

This proposal is defended, in the testimony introduced, on the ground
that night-shift differential payments are becoming increasingly com-
mon in industry generally and that this growing practice reflects the
widespread recognition of the fact that night work is sufliciently more
unpleasant than day work that a bonus should be paid those who have
to do it. An attempt is made to bolster this argument by a purported
showing that night work in the railroad yards is more hazardous than
work during the day. :

The difficulty with the arguments advanced is that they are too gen-
eral and that they disregard too many of the considerations which bear
on this particular proposal as it applies to this one group of employees
(those in yard service) in this particular industry. It disregards the
fact that in the transportation industries generally, there has not been
the movement toward the payment of night-shift differentials which
has been characteristic of the manufacturing industries. It ignores
the fact that night work is absolutely essential in the railroad industry
and that it does not represent a practice which has developed as part
of a program to increase industrial production and profits, and gains
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from which, where they result from multishift operations, might rea-
sonably be reflected in bonuses for night work.

The general argument leaves out the fact that the proposal is to
pay night-shift differentials to one comparatively small group of rail-
road employees although hundreds of thousands of other railroad em-
ployees are to go on working at night for the same rates received for
daylight work. The proposal ignores the difficulties which would at-
tend the application of a night-shift differential system to a situation
in which all jobs are bid in on a seniority basis. The older and more
experienced men prefer and select daytime work. This is probably
the principal reason why there are more accidents during the night
than during the day. '

If the rates are higher at night the result will be that those men who
exert their seniority, to enjoy the personal advantages of daytime work
will have to accept what is in effect a penalty for doing so. This is
not a conclusive objection to the proposal and yet railroad rate history
includes at least one instance in which this consideration prompted one
of the organizations involved here to request the abandonment of the
night-differential system which had been established.

No case has been made which warrants the initiation of a practice
for this one group of employees which is inconsistent with the almost
universal practice covering the rest of the employees in the industry,
and which would throw the operation of the seniority bidding system
into at least possible confusion.

RECOMMENDATION

The Board finds and recommends:
T hat Organizations’ proposed Rule 1} (a) be withdrawn.

12. Rate for Sundays and Holidays

The Organizations’ proposed Rule 25 reads:

Engineers, firemen (helpers), hostlers, hostler helpers, yard foremen, yard
helpers, and switchtenders shall be paid at the rate of time and one-half of all
service performed on Sundays, New Yeuar’s Day, Washington’s Birthday, Decora-
tion Day, Fourth of July, Labor Day, Thanksgiving Day, and Christmas; pro-
vided, that when any of the above-mentioned bolidays fall on Sunday, the day
observed by the State, Nation, or by Proclamation shall be considered a holiday.

This proposal, like that contained in proposed Rule 14 (a), is sup-
ported by the Organizations on the basis of arguments drawn largely
from general industrial payment practices. It is similarly true here,
as there, that the proposal takes no account of the special features of
railroading operations and wage rate practices in this particular
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industry. The Board members are not insensible to the appeals based
on the regretable circumstance of a railroad employee who must miss
out on the pleasures of Christmas or of Sunday with his family. They
must take account in their recommendation, however, not only of these
very human considerations but also of the relationship of the problem
to the whole system of railroad wage rate practices.

" There is here again the consideration, relevant though .not con-
trolling, that this request is for the establishment of a basic change,
for these groups of employees, in a practice which has been accepted
ever since the railroads started operations and which is today the prac-
tice affecting many other railroad employees who are similarly incon-
venienced by Sunday and holiday work. ‘

An even more substantial consideration is that this request is not,
as it might appear, a request for one rest day in seven (and for seven
other rest days during the year). The railroads Aave to run on
Sundays and on the named holidays, and the men who run them on
Sundays and holidays Aave to run them on those days. The evidence
that some of this work (particularly in the yards) might be scheduled
for other days if a penalty were created for Sunday and holiday work
did not establish the fact that any considerable rescheduling is pos-
sible. There was, on the other hand, a good deal of evidence that men
now use their seniority to secure assignments which include Sunday
work. ’

The suggestion that this proposal be revised to make it a “rest day”
proposal was specifically and flatly rejected by the Organizations’
representatives. The evidence is clear that other schedule rules would
preclude the Carriers from making arrangements which would give

engineers and firemen a rest day on Sundays without incurring still

other penalties. Since the employees here do not want a rest-day rule
their proposal loses whatever support it might otherwise receive from

the “rest day” practices in manufacturing industry.

Account must also be taken of the fact that many of the employees
involved here are presently working less than 306 days a year, and
some average less than even 5 days a week. The monthly mileage
limitations on firemen and engineers, which are the result of the Or-
ganizations’ policy, have this effect in the case of a great many of the
road employees. The Board is not unmindful of the fact that many
other of the employees involved here average substantially more than

48 hours a week, and_that the hours actually spent on the road by the

engine crews place special demands on them. It must be recognized

that this proposal applies alike to the switchtender who must put in
virtually 365 days a year and to the engineer whn averages in actual
service no more than half that number.
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RECOMMENDATION

The Board finds and recommends :
T hat Organizations’ proposed Rule 25 should be withdrawn.

E. ALLOWANCES FOR TERMINAL DELAYS

Three proposed rules of the employees deal with allowances for
delays at terminals. These proposals are set forth in full in Appendix
C, and are titled, “Initial Terminal Delay”; “Final Terminal Delay”;
and “Held at Other Than Home Terminal.” Because of their length
they are not repeated here.

13. Initial Terminal Delay.

Briefly summarized, the Organizations’ proposed Rule 15 would
recognize a period of 45 minutes after engineers and firemen (helpers)
report for work at their initial terminals for which no special payment
would be claimed by the employees other than their regular mileage or
daily rates of pay. This period would not be considered delay, but
necessary preparatory time during which they would attend to such
duties as inspecting their engine, moving it from round house, testing
brakes, air, etc. After the 45 minutes, however, any delay before the
train ‘departs from its starting point at the terminal would be com-
pensated at pro rata rates, this payment to be in addition to the mileage
pay for the trip. If, however, overtime is earned on the trip, the
terminal delay time is to be offset or “absorbed” by the overtime.

The employees stated on the Record (pp. 2713-2714) that the initial
and final terminal delay rules “are not intended to apply to work,
wreck, construction, or transfer service. These rules should apply to
all classes of freight and passenger service, except pusher, helper,
road switcher, and. mine-run service which operate into and out of a
terminal more than once in a tour of duty.”

The employees complain that they are often delayed for long periods
before they can get their trains out on the road. Because their earn-
ings are determined by the miles they cover, these delays result in
substantial losses. The Carriers, on the other hand, claim that the
delays are unavoidable, just as the preparatory time is unavoidable.
They contend that employees are paid for the total time consumed

from reporting time to release time, and therefore the men have no

just ground for complaint.

The evidence shows that there is a good deal of delay at initial
terminals, and the real question is whether the Carriers should pay
for this in addition to the mileage earned, or whether no separate
payment for excessive delays should be made. That there is some
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justice in the employees’ claim, insofar as passenger service is con-
cerned, is attested by the number of railroads which already have
agreements providing pay for delays at initial terminals for this type
of service. In the Western Region, 36 railroads compensate passenger
engineers and firemen for initial terminal delay; only 3 provide for
such payments in freight service. In the Eastern Region, 10 roads
pay for initial delays, mainly in passenger service, a few in freight
service. In the Southeastern Region, engineers and firemen have
agreements with 13 railroads, including the leading carriers, providing
pay for initial delays in passenger service; but none in freight
service. .

Plainly, a very substantial portion of the Carriers throughout the
country have agreed that compensating engineers and firemen (help-
ers) for delays at initial terminals is justified so far as passenger
service is concerned. Only a very few roads pay for initial terminal
delays in freight service. The agreements covering passenger service
on different roads vary as to amount of preparatory time and delay
time, the method and amount of compensation, and in other details.
The evidence shows that some carriers pay for delays after 114 hours
in tlre yard, some after 1 hour, some after 30 minutes, and some after
2 hours. But the compensation is often greater where the unpaid for
time is greater, including, in some cases, a rate of time and one-half.

The Beard finds that there is merit in the employees’ claim that
initial terminal delays ought to be paid for in passenger service
separate and apart from the mileage pay, in cases where overtime is
not earned as an offsetting factor. The record shows, however, that
in many cases 45 minutes is insuflicient time for doing all the necessary
preparatory and incidental work required to get trains ready to depart
from the terminal, and an allowance of one hour would be adequate.

There was some difference of opinion between counsel for the
parties as to whether the points of departure from the terminal at
which terminal delay time ceases were properly defined in the em-
ployees’ proposal. But the Board feels that the Carriers’ Conference
Committee and the Employees’ Committee will have no great difti-
culty in agreeing on these points when they meet to embody the recom-
mendations of the Board in their agreements.

No case has been made, however, for the establishment of an initial
terminal delay rule in freight service. That there are differences
between the two types of service is reflected in the fact that only a
very few individual agreements have included initial terminal delay
payment rules for freight service, although on a great many of the
properties the parties have agreed on such a rule for passenger service.
This recognition by the parties themselves of a difference betiween
passenger and freight service 1s persuasive.

782802—48——5



28

RECOMMENDATION

The Board finds and recommends:

That initial terminal delay should be paid on a minute basis to
engineers and firemen (helpers) in passenger service after 1 hour
unpaid time has elapsed from the time of reporting up to the time
that the train leaves the terminal, at pro rata rates according to the
class of engine used in addition to the full mileage, except to the ewtent
that terminal delay time is offset by overtime,; but that the proposal
be withdrawn so far as freight service is concerned.

14. Final Termindl Delay

Separate compensation for final terminal delay is much more preva-
lent than for initial delay. A majority of Class I railroads have
agreements providing for such pay, and more of them apply to freight
service than to passenger service.

The most frequent rule provides that 30 minutes must elapse after
arrival at a designated point before terminal delay time begins to
accrue. The next most frequent provision is for 1 hour of elapsed
time; some provide for more than an hour, some 45 minutes, some
only 15 minutes; and some provide for no elapsed time at all. Those
providing 30 minutes usually pay for the whole hour, if there is more
than 30 minutes delay, and for 90 minutes delay 2 hours are paid. A
good many agreements provide that time and one-half shall be paid
for final terminal delay.

The proposed rule of the employees (Appendix C) provides for no
period of elapsed time which is not to be paid for. All delay time
computed from arrival of train at designated point in terminal, or
from the first stop outside if train is prevented from getting into
the yard, until the crew is finally relieved from duty would be paid
for at pro rata rates on a minute basis. But if overtime is earned
this is to be used to offset terminal delay time. The proposal also
defines the designated points within the terminals and the stops
outside terminals when trains are prevented from getting in, from
which final terminal delay time begins to accrue.

The evidence is clear that payment for final terminal delay in addi-
tion to the mileage pay has become an established practice in the
major portion of the railroad industry, and the Board is of the opinion
that the employees have made out a case for extending the practice
to all the roads involved in the present dispute. We have already
mentioned the stipulation that the terminal delay rules are not in-
tended to apply to work, wreck, construction, transfer service, etc.;
and it is clear that overtime earned is to be offset against terminal
delay time.
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With respect to the points or stopping places from which final
terminal delay time is to begin to accrue, we find that most of the
existing rules and practices describe these points or practices sub-
stantially the same as in the employees’ proposed rule. The Carriers’
Conference Committee and the Employees’ Committee should have
little difficulty in agreeing on the designated points or stops when
they meet to embody the recommendations of the Board in their
agreements.

The lack in the proposal of any period of elapsed time after which
terminal delay is to be paid for is not justified by the record. Since
the most frequent rule provides for 30 minutes of elapsed time, we
are of the opinion that such a provision should be included in the
employees’ proposed rule, and that pay for final terminal delay should
begin only after 30 minutes of delay have elapsed. On those roads
where employees consider their present rule more preferable, they will
be able, under the general saving clause which we recommend to
maintain their existing arrangement.

RECOMMENDATION

The Board finds and recommends:

That the employees’ proposed rule covering final terminal delay
(Rule 16—Appendiz C) should be adopted by the parties with a pro-
viso that pay for delay should begin only after 30 minutes of unpaid
time have elapsed.

15. Held at Other T han Home T erminal

The Organizations’ proposed Rule 17 reads:

(a) Engineers and firemen (helpers) in pool freight and in unassigned service
held at other than home terminal shall be paid continuous time for all time
so -held after the expiration of 12 hours from the time relieved from previous
duty, at the regular rate per hour paid them for the last service performed. If
held 12 hours after the expiration of the first 20-hour period, they shall be paid
continuous time for the next succeeding 8 hours, or until the end of the 20-hour
period, and similarly for each 20-hour period thereafter.

(b) For the purpose of applying this rule the management shall designate
a home terminal for each engineer and fireman (helper) in pool freight and in
unassigned service. Home terminals, as they existed on June 20, 1947, shall
not be changed, except by mutual agreement.

(c) The provisions of this rule shall also apply to regularly assigned freight
and passenger service, unless excepted by future agreement.

This proposal would change the existing standard rule or practice
in the following respects:



30

(1) In place of 16 hours’ lay-over time without pay in each 24
hours, the proposed rule would substitute 12 hours in each 20 hours.

(2) Payments for time held at away from home terminal, after the
stipulated period, would be separate and apart from mileage pay,
whereas the present standard rule allows such payments to be offset
or “absorbed” by mileage made on the return trip to the home terminal.

(3) The present rule applies only to engineers and firemen in pool
freight and in unassigned service; the proposal would make the rule
applicable also to men in regularly assigned freight and passenger
service.

(4) Home terminals which are designated by the carrier under
existing rules could not be changed from what they were June 20,
1947, except by mutual agreement.

After careful consideration of the evidence and arguments the
Board finds that the record justifies only the second (No. 2) of these
proposed changes. To rearrange payment periods for released time
at away from home terminals from 16 hours within 24 to 12 hours
within every 20 would require complex and costly rearrangements
which appear too burdensome. With respect to including the as-
signed men under the rule, much reliance was placed on the possibility
that the carriers may transfer unassigned men to assigned runs in
order to avoid payment for time held at away from home terminals.
This may possibly develop into an abuse, but the evidence was meager
on this point. Finally, the present rule by which carriers designate
home terminals seems to be working reasonably well, and the record
shows little in the way of unsatisfied complaints.

RECOMMENDATION

The Board finds and recommends:

That the present standard rule covering time held at other than
home terminal should be changed only by separating the payments for
this time from the compensation for the service trip, thereby elim-
inating the present “run-off” feature.

F. MISCELLANEOUS WORKING RULES
- : 16. Deadheading

As revised January 12, 1948, the Organizations’ proposed Rule 22
reads:
Bngineers, firemen (helpers), hostlers or hostler helpers called or required to

perform deadhead service shall be paid for such service at not less than the-rate
applicable to the class of service and engine used in the service deadheaded to

or from.
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Practically all railroads have some kind of deadhead rule, but there
is no standard rule or uniform practice. The agreements on different
roads vary widely in their provisions, and representatives of the Em-
ployees explained that they did not desire to change any of the existing
rules which prescribe mileage allowances for deadheading, except with
respect to rates to be paid. The proposal “deal only with standardiza-
tion of mileage rates to be paid for deadheading under existing rules.”
It provides that men should be paid for the miles they deadhead at the
same mileage rates that they will get on the engines they will be
running, or on the engines that they have run, if they are required to
deadhead to another place, usually to their home terminals. At
present the most common practice is to pay them the rate applicable
to the trains on which they deadhead. All other provisions of present
rules would remain unchanged.

When a man deadheads he usually rides in a passenger train, less
often in the caboose of a freight train. The Carriers made some point
at the hearing that such riding is not “service,” citing a requirement
of the Interstate Commerce Commission that engineers and firemen so
riding should be reported as passengers, and not as employees. But
they are paid for deadheading because this is a necessary part of
their service, and obviousiy the men’s time is devoted to the service of
the carrier, or no pay whatever would be justified. We therefore
regard the contention that deadheading is not service as quite
irrelevant.

The real point of the Carriers’ is that deadheading men run no
train and have no responsibility for operating or firing an engine.
They contend that only time is to be paid for, and this should be less
than when the men actually work on the engines. The.employees,
on the other hand, value their time on the basis of their earning power
when they run trains, and they argue that they ought not to suffer
loss of earnings simply because the carrier happens to order them
to deadhead rather than to run an engine.

Therve is merit in both positions. But whether the proposed change
in mileage rates is justified depends on the relation of these deadhead
rates to the variety of other provisions in existing rules on the different
roads, which the employees propose to leave as they now are. The
Board finds that it cannot, on the basis of the record in the present
case, properly evaluate the effects of changing only the mileage rates
and leaving all other existing provisions of deadhead rules unchanged.

The evidence shows that over a period of many years there have been
movements for st'mdardlzmg deadhead rules, and there have been
expressions of opinion by boards and officials that these rules ought
to be standardized. We are unable, however, to determine from what
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was presented to us whether merely standardizing nnleage rates,
without sta,ndardlzmg the rules themselves, would result in real
standardization or cause more confusion. Under the circumstances,
the Board is of the opinion that the uncertainty as to the effect of the
proposed change precludes us from recommending it.

RECOMMENDATION

The Board finds and recommends:
That the Organizations’ proposed Rule 22 be withdrawn.

17. Points for Going On and Off Duty
The Organizations’ proposed Rule 26 reads:

Engineers, firemen (helpers), yard foremen and yard helpers in road and/or
transfer or yard service shall have a designated point for going on duty and a
designated point for going off duty. The points for going on and off duty at
each terminal or yard shall be the same place, such points to be established by
agreement.

As we understand this proposal, it would make necessary that the
employees negotiate agreements with the management at each terminal
designating jointly the points for going on and off duty, and would in
every case require that they must agree that the points for going on
and off must be the same. Obviously the Carriers’ Conference Com-
mittee representing all the roads here involved and the national com-
mittees representing the Organizations are in no position to designate
the points at each local terminal.

At present, there are no agreements covering engineers and firemen
in road service (with one exception) that require either carriers alone
or jointly with representatives of employees to designate points for
going on and off duty. In yard service however, there have been
agreements for many years requiring management to designate points
for going on and off, and more recently some agreements have been
negotiated establishing the points jointly. The reason for lack of
rules covering road engineers and firemen is apparently that they have
regular assignments which make plain the places for going on and off
duty. The proposed rule says nothing about extra men, and we are
not sure as to how these might be affected.

In connection with the terminal delay rules discussed above, we
mentioned that the present methods of designating the places for going
on and off duty seem to be working satisfactorily, on the whole. The
main reasons given by the employees for requesting this rule is that
workers are greatly inconvenienced, and to some extent endangered, if
they are released at a point in the terminal different from the one at

’
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which they report for duty. But Appendix B to Employees’ Exhibit
46 which contains information reported by General Chairmen on vari-
ous properties hardly bears out this contention. Most of their reports
state that satisfactory arrangements have been worked out. At a good
many terminals the points for going on and off duty are already the
same, while at others conditions satisfactory to the employees have been
established without making the points the same. Where employees
have complained about inconvenience, in most cases the reports state
that satisfactory adjustments have been made. It is to be noted also
that in the yards represented by the SUN A, the Exhibit shows that the
yardmen report generally satisfactory arrangements, with little or no
complaint about going on and off duty.

The Board finds that the record in this case does not justify a recom-
mendation for adoption of this rule.

RECOMMENDATION

The Board finds and recommends:
T'hat the Organizations’ proposed Rule 26 be withdrawn.

18. Pilot Service

A “pilot” is defined in the standard code of operating rules as:

An employee assigned to a train when the engineman or conductor, or both,
are not fully acquainted with the physical characteristics or rules of the rail-
road, or portion of the railroad, over which the train is to be moved. .

The Organizations here propose the following rule limiting the
use of employees as pilots:

RuULE 27

(a) When a train of one railroad is being detoured over another railroad, or a
train of one seniority district is being detoured over the territory of another
seniority district, an engineer pilot shall be used. The engineer pilot shall be
taken from the railroad or the seniority district over which the train is to be
moved.

(b) This rule shall also apply in instances when engineers on other trains
are not familinr with the territory over which the train is to be moved.

Some schedule agreements provide, as does the Reading Company,
that: “When pilots are required engineers will be furnished an en-
gineer as a pilot, rules and rates in such service to apply.” Others
require conductors only or both engineers and conductors while still
others have no rule on the subject. In numerous instances, employees
who may know the road, but who are not experienced in engine or
train service are used, such as maintenance-of-way employees, signal-
inen, tower men, supervisory officers, etc.
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The Organizations stated in their presentation of this matter that
they are “frankly disturbed by the extent to which the Carriers seem-
ingly were able to confuse the Emergency Board members on this
issue during the 1946 proceedings.”

That Board stated :

Because such a requirement as is embodied in this proposal would be tanta-
mount to an invasion of managerial prerogatives and functions, the Board is un-
able to recominend the adoption of the proposed rule. We believe, however, that
whenever pilot service is used it is reasonable to require that such pilot shall be
chosen from the seniority roster of the district involved and we recommend
accordingly.

We see no need either to defend the 1946 Board or to indulge in ex-
tenstve reasoning in support of our own view of this problem.

No showing has been made that present practices have resulted in
any endangering of lives or property. The request is that the Or-
ganizations represented here be given an exclusive right in this field.
The fact is, however, that on some properties, according to the testi-
mony, other crafts have established by contract their rights as pilots.
Those crafts are not before us. Were our view of the merits of this
issue different, we would still feel that we should not make recom-
mendations prejudicing the rights of groups not before us.

RECOMMENDATION

The Board finds and recommends:
That the Organizations’ proposed Rule 27 be withdrawn.

19. Wating and. Sleeping Accommodations

The Organizations’ proposed Rule 36 reads:

Crews shall not be tied up at points where satisfactory and adequate eating
and sleeping accommodations are not available.

Representatives of the Employees emphasized repeatedly at the
hearing the fact that this proposed rule contains no penalty provision.
The implication in these statements would be that a violation of such
a rule, if adopted, would subject the carrier involved to no money
penalty. The proposed “rule” would become, on that understanding,
not a rule at all but simply a statement of good intention on the part
of the carriers. :

The Board accepts the argument that crews should, as a matter
of practice, be tied up only where adequate accommodations are
available. It is not convinced, however, that the situation warrants
the adoption of any uniform “rule” covering this matter. There
are such rules in effect on a great many of the roads today. That
they are generally satisfactory is indicated by the fact that the
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employees, in their testimony, referred to only two experiences which,
in their judgment, warranted attention. Situations of this type can
be much more satisfactorily handled by cooperative effort on the prop-
erties, directed.at whatever particular problem that has arisen, than
by the blank-cartridge approach of a national “rule” which is at least
claimed to contain no shot. The Board commends to the Carriers
that they give attention on the properties to the complaints which have
been registered, but it sees no justification for the adoption of any
standard rule covering this matter.

RECOMMENDATION

The Board finds and recommends:
T'hat the Organizations’ proposed Rule 36 be withdrawn.

20. Flagging and T krowing Switches

The Organizations’ proposal here is the same as one considered by
the 1946 Emergency Board. It reads:

Rule 38. Engineers and firemen (helpers) shall not be required to flag, or
throw switches.

The Board recommended adoption of the proposal with this addi-
tion, “Except for their own trains and then only when no one else
is available for the purpose.”

The Carriers say in part:

The meaning and intent of this proposal is relatively clear and definite. It
provides a mandatory prohibition, without exception, against requiring an
engineer or fireman (helper) to flig or to throw a switch. In other words,
if the Orgunizations’ proposal were adopted neither an engineer nor a fireman,
on the road or within switching limits, could be required to protect his engine
or train by flagging against the movement of other engines or trains or to
throw a switch, regardless of the circumstances, even though there were an
emergency.

The Employees say in part:

The proposed rule does not contemplate that in cases of real emergency the
enginemen would refuse to flag or throw switches if necessary to avert prop-
erty damage or injury to themselves or other employees. However, engine
crews do strenuously object to performing work assigned to trainmen in
addition to their own assigned duties.

We recognize, as did the 1946 Board, that engineers and firemen,
except in an emergency, should not be called upon to do the work
of another craft. :

Much of the argument and testimony presented to us was concen-
trated on a situation where Carriers’ operating Rule 99, if strictly

, interpreted, appeared to put an engine crew in an impossible situation.
782802—48— ¢
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Aside from this there was little or no evidence as to what effect the
adoption of proposed Rule 38 would have. It apparently would
have far reaching consequences such as the additional employment
of a large number of men for whom no real need was shown.

On the other hand, if all that is intended is to take care of a situa-
tion affecting an occasional crossover, a national rule is unnecessary.

RECOMMENDATION

The Board finds and recommends:
That thé Organizations’ proposed Rule 38 be withdrawn.

21. Watch Inspection

The Organizations’ proposed Rule 42 reads:

When engineers, firemen (helpers), hostlers, hostler helpers, yard foremen, -
yard helpers or switch-tenders are required to have their watches inspected,
such inspection shall be made while employees are on duty and under pay.
The carrier shall assume the cost of such cleaning and repairing of the watches
of employees covered by this Rule as is necessary to meet the requirements of
the carriers’ time service rules,

There is no provision in present schedule rules covering this matter
of watch inspection. Most carriers require the use of specified makes
of watches and require that they be inspected periodically. The em-
ployees buy the watches and have them repaired on their own time,
and pay for all cleaning and repair expense. )

There are certain broad equities in this proposal. The essentiality
of these watches to railroad operation is reflected in the requitements
that they be of specified makes, that they be inspected periodically
and that they be kept to a specified standard of accuracy. The
Carriers’ argument, that the watches are used 75 percent of the time
by the employees while they are off duty, is met by the answer that
the employees would normally select much less expensive watches than
these if only their own interests were involved. The recommendation
of the 1946 Emergency Board reflects these broad equities.

This problem is complicated, however, by the obvious difficulties of
working out any uniform rule covering it. The employees’ repre-
sentative indicated, at the hearing, that their proposal contemplates
the Carriers’ having watch inspectors at the terminals so that the
employees would not have to spend their own time in “going clear
across town” to have the required inspections made. This would be
practicable at some terminals, but would be impracticable at others.
Such a system would take care of the matter of inspection at some
terminals, but could probably not be worked out at all generally for
the “cleaning and repairing” of the watches,



37

The rule apparently contemplates that inspection will be made
“while employees are on duty and under pay,” but that any time in-
cident to arrangements for having the watches cleaned and repaired .
will not be paid for. In those cases where it would be impracticable
to supply inspection service at the terminal, the rule would leave count-
less questions as to the basis upon which the employee would be paid
for the time necessary to take his watch to an inspector, as to whether
he would be paid for the time necessary to return to the terminal after
visiting the jeweler, as to whether he would be paid when he left the
watch for repairs after having it inspected, and so forth.

It is obvious that none of these difliculties, which have been enumer-
ated, is In any way insuperable. The points mentioned are all of a
type which could be worked out in the light of particular situations.
The Board is of the view that they should be worked out, either as
contract rules on the individual properties or by arrangements which
are made more informally. The Board is equally clear, however, that
this problem is not one which can be effectively met by the adoption
of any national standard rule for all railroads. To attempt even to
outline a form for the disposition of this problem would be to risk
needless confusion. There is a limit to the kind of thing which can
be appropriately considered by a Board of this character and made
the subject of national recommendations. This issue appears to the
Board to go beyond that limit.

RECOMDMENDATION

The Board finds and recommends : .
That the Organizations’ proposed Rule 42 be withdrawn.

22. Savings Clause.

The Organizations’ proposed Rule 45 reads:

Existing differentials for divisions or portions thereof; or mountain or desert
territory as compared with valley territory, whether expressed in rates or con-
structive mileage allowance, are preserved.

Existing rules, considered more favorable by committee on individual roads,
are preserved.

There is no difference between the parties as to the desirability of
the general practice of including, in any uniform agreement, a savings
clause which: (@) Preserves differentials the basis of which is un-
related to any issue here in dispute, and (b) provides for the election
by local employee committees to preserve existing rules if they deem
them to be more favorable.

It is also clear, as recognized by the 1946 Board, that the recom-
mendation by an Emergency Board of such a savings clause should

N
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not be interpreted as affecting the Board’s more particular recom-
mendations covering any proposals introduced by the Carriers.
Finally, it is recognized that any provision for the preservation of
existing rules by local committee election, should include the setting
of a time limit for the making of such election.

RECOMMENDATION

The Board finds and recommends:

T hat, without reference to the specific form of proposed Rule 45,
any uniform agreement veached by the parties should include o
“squvings clause” embodying the general principles hevetofore recog-
nized by the parties and referved to in the preceding paragraph.

IV. CARRIERS’ PROPOSED CHANGES IN RULES

We turn now to the rules proposed by the Carriers. There are 15
of these, and they ave listed in Appendix D to this report.

With a single exception, the Employees’ representatives declined to
present any evidence, either direct 'or in rebuttal, on these Carrier
proposals. They did not question.the authority of the Board to
hear the issues, but they made the following statement:

“The Organizations (BLE, BLF&E and SUNA) cannot seriously consider
Carrier proposals to deprive the employees of advantageous and hard won
conditions which in truth underlie and form the basis for the further and
modest advances now under consideration. * * *

They, by their proposals, would ask this Board to recommend rules which in
principle would declare the unrighteousness of beneficial rules enjoyed by classes
of employees not granted opportunity to be heard beéfore this Board in their
own defense.” )

* * * * * * *

“Finally, the public interest cannot be served by depriving employees of benefits
hard won and well established. The problem of the railroads cannot be solved
through turning the clock backward, or through forcing their employees into
defensive refusal to work under worsened conditions.”

The Board had no choice but to accept the Organizations’ position on
this matter insofar as their decision to present no evidence or testi-
mony was concerned. It was, in the view of the Board members, an
unwarranted and an unfortunate decision. The Board has, of course,
proceeded to a full consideration of each of the Carriers’ proposals.

The Organizations’ general position in this matter did not extend
to Carriers’ proposed Rule 4, Time Limit on Claims. On this issue,
the Employees’ representatives agreed to negotiate a reasonable rule
with the Carriers. The Board directed the parties to proceed with
such negotiations, but formal advice was received on March 13, 1948,
that they were unable to reach any agreement.
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One of the Carriers’ proposals, Rule 14, Passenger Service Overtime,
has already been disposed of in conjunction with the Organizations’
proposed Rule 3, covering the same issue.

The Carriers’ proposed Rule 3, Handling Freight in Passengel Serv-
ice, is closely related to the Organizations’ proposed Rule 19, Conver-
sion Rule, and these two proposals are considered together as the last
item in this report.

A. YARD AND ROAD SERVICE
23. Yard Starting Time

The Carriers’ proposal No. 1 reads:

1. (a¢) Regularly assigned yard crews will each have a fixed starting time.
The starting time will not be changed without at least 48 hours advance notice.

(b) When one or more groups of three crews each are so assigned that the
second crew relieves the first, the third crew relieves the second and the first
crew relieves the third the starting time of the first erew of euch such group of
three crews shall be between 6: 30 a. m. and 8 a. m.

(¢) When one or more groups of two crews eich are so assigned that the second
crew relieves the first, the starting time for the first crew of each such group of
two crews shall be between ¢: 30 a. m. and S a. m. or between 2:30 p. ni. and 4
p. in. or between 10: 30 p. m. and 12 midnight. )

(d) Crews assigned other than as described in paragraphs (b) and (¢) above
may be started at any time between 6: 30 a. m. and 12 midnight; provided that
at points where only one yard crew is regularly employed-it may be started at
any time.

(e) Any group of crews, as provided for in paragraphs () and (c¢), and any
nuinber of separate crews, as provided for in paragraph (d), may be worked
in the sume terminal or yard at the same titne, The starting time of any group
of crews started under paragraph (b) or (¢) or of any crew started under para-
graph (d) shall not determine the starting time of any other group of crews
started under paragraph (b) or (c) of the starting time of any crew started under
paragraph (d).

2. Extra crews and transfer crews are not subject to the foregoing and may
he started at any time.

3. Where mutually agreeuable, on account of conditions produced by having two
standards of time, starting time may be changed 1 hour from periods above
provided.

4. All rules, regulations, interpretations or practices, howevel established,
which conflict with the above shall be eliminated.

Where no rule. regulation, or interpretation, as to the above proposal exists
on this carrier, the fact that the subject matter is included in this uniform pro-
posal is not to be construed as an admission to the contrary.

The issue presented here may be clarified by noting those parts of
this proposal which are allegedly non-controversial and those with
respect to which no particular argument is made. The Carriers’
witness on this issue testified that paragraphs 1 (), () and (¢) con-
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template no material changes in the present rule. The purpose of the
changes in language in these paragraphs was not made clear or even
developed in any detail, and any affirmative Board recommendation
with respect to-these proposed changes would accordingly be inappro-
priate.

The proposed provision covering practices in “single-engine” yards
is also said to be no more than a restatement of present practices. It
appears, furthermore, that paragraph 3 represents no change in the
present rule. Paragraph 4 is one which is common to all of the Car-
riers’ proposals and warrants no special consideration here.

The real issue arises in connection with paragraphs 1 (€) and (e)
and paragraph 2. These involve the questlon of when extra crews,
transfer crews and crews “not worked in continuous service” may be
assigned to start work. The matter of these assignments is, according
to the Carriers’ statement, presently covered by rules which are based
on the Director General’s Supplements 15, 16, 24, and 25 to General
Order No. 27 and which provide as follows: :

L] * * * * * L4

(d) Where two shifts are worked not in continuous service, the time for the
first shift to begin work will be between the hours of 6:30 a. m. and 10 a. m.
and the second not later than 10: 30 p. m.

(e) Where an independent assignment is worked regularly, the starting time
will be during one of the periods provided in section (b) [i.e. 6:30 a.m. to 8 a. m.,
2:30 p. m. to 4 p. m,, or 10: 30 p. m. to 12 Midnight] or (d).

It is the Carriers’ position that this language in the present rules
was originally interpreted in a manner which gave it the same meaning
as is expressed in the rule now proposed for adoption, but that this
original meaning has been perverted by the awards of the National
Railroad Adjustment Board. We have no concern with the accuracy
of this characterization. The Carriers state further, however, that the
existing rule, as presently interpreted, precludes the maximum utiliza-
tion of yard locomotives and promotes inefficiency and waste.

More specifically it is stated that under the present rule extra crews
“may be started only during one of the three 90-minute periods estab-
lished for crews working in three-trick continuous service except in
the event of accident or storm,” and that the same rule obtains, in
effect, with respect to the so-called “independent assignments” insofar
as such assignments were originally considered as those where the crews
do not relieve each other. This means, it is stated, that yard crews
have to be started at times when they are not needed and that they
then have to be kept over and paid overtime for the period when they
are needed. It appears to be true, too, that the present rule is inter-
preted, by the Adjustment Board, where there are two shifts operating
in any yard, as in effect, preventing the assignment of two crews for
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overlapping periods, despite the possible necessity of doing so to
handle peak period demands.

In general, it 1s alleged that the present rule prevents the use, with-
out penalty, of other than regularly assigned crews at hours which
may be necessary to do the work which needs to be done. The three
90-minute starting periods have become the required starting periods
for virtually all yard crews despite the fact that peak operating periods
require other assignment schedules if the load is to be efliciently
carried.

These applications of the present rule appear, on the basis of the
Carriers’ statement, to be unreasonable and to warrant some change in
the present rule. It is the fault of neither the Carriers nor this Board
that there was no opportunity to explore what is very probably an-
other side to this question.” The record does suggest what would be a
legitimate employee interest in not being subjected to “wholesale rear-
rangements of existing yard schedules.” It also reveals a tendency
on the part of the Carriers to carry this proposition too far by demand-
ing what would appear to be unfettered discretion to make some assign-
ments to some types of crews on a basis which would give the crew
members no way whatsoever for knowing what part of any 24 hours
they may call their own.

The record does not reveal, however, any answer to what would
appear to be the reasonable request that some basis should be worked
out whereby extra crews and those which are not to work in con-
tinuous service might be assigned to start work during other than the
three specified 90-minute periods during the day. It would seem
practicable to permit a scheduling which would give the crews regu-
larity of assignment or at least a reasonable basis for knowing when
they would start working but which would not resuit in the imposi-
tion of penalties where their starting times did not coincide with those
of the regularly assigned crews.

RECOMMENDATION

The Board finds and recommends:

That, to the extent that this yard starting time problem exists in
the form presented to the Board, the parties showld negotiate and
agree wpon @ rule which would permit the starting of extra crews and
those which do not work in continuous service on schedules required
to meet operating necessities, but which rule would recognize the justi-
fication for reasonable regularity in such starting times and the neces-
sity of settling this issue by collective bargaining rather than wni-
laterally.
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24. Road Crews Performing Switching—Reght to Establish and Elim-
inate Yard Engine Service—Designation of Switching Limits

The Carriers’ proposal No. 2 reads:

(a) At stations or in each yard where no yard crews are employed or, if
employed, are not on duty at the time, road crews in any cluss of service may
be called upon to do any and all switching. At stations or in each yard where
yard crews are employed and are on duty at the time, road crews in any class
of service may be required to perform any switching in connection with their
own train, and in the performance of such work may handle cars of other thun
their own train; provided, that crews in local or way freight, mixed train, mine
run, beet run, transfer, work train, ore, and other miscellaneous services may
be required to perform-any switching regardless of whether or not yard crews
are employed. A

(b) When switching is performed by roud crews as provided in paragraph (a),
such work shall be paid for as part of the road day or trip and additional com-
pensation shall not be paid under road regulations for such work. Neither road
nor yard service employees may claim pay under yard regulations when such
work is performed by road crews.

(¢) The Management has the exclusive right to establish and abolish yard
service and yard assignments and to designate and change switching limits.

(Note.—This rule shall be incorporated in both the road rules and in the yard
rules in schedules having separate road and yard rules.)

(d) All rules, regulations, interpretations or practices, however estnb]iéhed,
which conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as te the above proposal exists
on fhis carrier, the fact that the subject matter is included in this uniform pro
posal is not to be construed as an admission to the contrary.

The Carriers argue that:

(1) The present situation has resulted in wasteful and time consum-
ing practices which have impaired the quality of railroad service.

(2) The adoption of the proposal would improve the efficiency of
vard and terminal operations and would permit railroad service to
be improved.

(3) The manner of handling yard and terminal work is the chief-
remaining source for improvements in the speed of railroad operations.

(4) Monetary savings would accrue under the proposal estimated
by the Carriers to be in excess of $29,000,000.

As already indicated above, the Organizations declined to present
any evidence o make any concessions in respect to this proposal.

At the hearing it was suggested that some of the phases of this
rule pertain to so-called “fringe work™ and the query was made whether
the proposed rule industry-wide in its scope was not revolutionary
in its nature. The reply was the carriers did not know any other
way “to get the necessary relief.”

[See in this connection Award 3110, First Division, and awards
therein cited.] :
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"That this is an important and persistent controversy in the industry
is evidenced by the fact that as far back as 1933 an Emergency Board
made considerable comment on this subject. Hon. Royal A. Stone,
serving as a referee with the First Division on May 13, 1940, made
pertinent observationg on the same subject it a letter to the members of
the First Division Board.

The 1946 Ewergency Board’s report is silent on the matter, except
as it may be covered by the general Llinguage remanding “the rules
controversy to the parties for further negotiation.”

In the ORC and BRT 1947 agreement, sections (¢) and (d) of this
rule as there proposed by the Carriers were withdrawn.  That portion
of Section (¢) which has to do with establishing and abolishing yard
service and agsignments was remanded to individual Managements and
Gieneral Committees for negotintions whereby the last remaining yard
assignment in a particular yard may be abolished where yard service
requirements have decreased to a point that abolishment is justified.

That portion of section («) pertaining to designating and changing
switching limits was likewise remanded to work out permission to make
changes “under certain specified circumstances, as may be agreed
upon, to meet conditions on such property to the end that efficient
and adequate service may be provided and industrial development
facilitated.”

Such action tho limited in its natunre 1s obviously u step in the right
direction. We have every reason to feel that the BLE, BLF & E, and
SUNA are no less willing “that eflicient and adequate service may be
provided and industrial development facilitated.”

This highly important matter deserves the best thought and effort
of all the purties concerned.  Some who would be most vitally affected
are not before this Board and consequently we cannot pass upon a
matter of such great concern in their absence.

Nor is this emergency board Kearing the “only way to get the neces-
sury relief” for the carriers and to preserve to the employees “advan-
tageous and hard-won conditions.”

The problems involved in this proposal atfect all crafts engaged in
yard work and can best be solved through the application of the proc-
esses of collective burgaining.  Because of the absence of some of the
parties voncerned. we are constrained to remand the matter, without -
more comment, to subsequent negotiations, trst, on an industry-wide
basis, and failing settlement there, to local negotiation.

RECOMMENDATION
The Board finds and recommends:
T hat Carrviers® yroposal No. 2,indts entivety, be vemanded for further
consideration by the parties as indicated above.

TS2802—48— T
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25. Use of Tratnmen and ¥ ardmen to Couple ond Uncouple Air Hose
and flelease Air Brokes

Carriers’ proposal No. 12 reads:

Trainmen and yardmen may be required, without penalty pay and as i part
of their regular day’s work, to couple and uncouple air, signal and steam hose, to
unhook vestibule curining, and to make necessary air tests at all points except
where and at such times as car inspectors are employed and on duty and immedi-
ately available ar the particalar time and place where the work is performed ;
provided, trainmen and yardmen way he required without penalty pay and re-
gardless of whether or not Car Inspectors are emploved, or are on duty or are
available, to couple and uncouple air, signal and sream hose hetween engine and
cahoose, engine sind train, or train and caboose, and between drafts or cuts of
cirs, to bleed cars, and to unhook vestibule curtaing. * * %

This propesal covers, by its specific wording, one Iarge group of em-
ployees (““L'rainmen™) who ave not represented in any way in this pro-
ceeding. Ttisalso a proposal which, if it were adopted, would have the
effect of giving to the trainmen and yardmen certain work which may
well be considered. nunder other contracts, within the exclusive juris-
diction of the carmen or other groups of employees. 'The request is
not that employees before this Board be adjudged as having no claim
to certain work but rather that these emplovees be given work which
others have heretofore done and which they may, so far as this Board
has been advised, have a contract right to do. Such a request cannot,
be accepted as having been seriously made here.

The situation described by the Carriers’ representatives suggests
that present practices with respect to the operations mentioned in this
proposal miy be the cause of some of the “terminal delay™ about which
the employees have elsewhere complained. To the extent this is true,
there is a common and general interest in doing something about it.
For the reasgns already mentioued, however, this Board cannot deal
with this problem on the only basis which would offer any hope of
satisfactory disposition.

RECOMMENDATION

The Board finds and recommends:
That Carriers’ proposal No. 12 be withdrovm.

26. Work That Moy Be Performed by Yardmasters and Other
Supervisory Officers or Employees

Carriers’ proposal No. 22 reads:

All rules, customs or practices, however established, which restrict work that
may be performed by yardmasters and other supervisory officers or employees,
shall be eliminated.
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All rules, interpretations, customs or practices, however estabfished. which
provide that yardmen shall have exclusive or preferential right to promorion ro
positions as yardmaster or assistant yardmaster shall be climinated. ® * %

This is another case in which the Board is requested to direct a
shot-gun blast at a situation which probably involves some abuses
but which requives an entirely different type of treatment if any
improvement is to be expected or hoped for. The Carriers describe
the present situation with the cryptic statement “rules rare.” They
add a short chronicle of excerpts from Railroad Adjustment Board
awards and opinions which illustrate what appear to be serious prob-
lems under existing agreements. ‘

We have no basis for doubting that these are serious problems.
Neither have we any basis, as this proposal has been presented, for
acting upon the request which is made. We are asked to recommend
that “alf rules, customs or practices” bearing on this question “shall
be climinated.” Yet we arve told by the Carviers that rules on this
issue are “rare,” and we have not been advised as to what any of them
actually is. The “customs or practices’ referred to are not identified.
They are probably based on other contracts which arve still in effect
and as to which this Board is given no information.

The rules and customs and practices referred to are stated as affect-
ing “yardmasters and other supervisory employees.” Yet this Board
has before it not more than ten or twelve (and perhaps not even these)
of the thousands of yardmasters and other supervisory employees in
railroad service. There is some question as to the propriety of creating
the illusion that this Board has authority to deal with problems which
are described as demanding alleviation but about which it is clear
from the record the Board can do nothing.

RECOMMENDATION

The Board finds and recommends:
That Carviers’ proposal No. 22 be withdrawn.

27, Interdivisional Runs

The Carriers’ proposal No. 19 reads:

(1) The Carrier shall have the right to establish interdivision, interseniority
distriet, intradivisional, and intradistrict runs in assigned and unassigned service,
Any such run, whether assigned or unassigned, may be operated on either a one-
way or turn-around basis and through established crew terminals. Extra service
may he operated on the same basix.  The right. 1o operate such runs will be free
of the imposition of any restrictions as to the class of traffic which may be
handled or ax to the destination of any empty or loaded car moving on such runs,
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(V) In the application of paragraph (a), the Carrier shall distribute the
mileage equitably as hetween employees from the respective seniority districts
involved. .

(¢) No rule, regulation, .int:erpretation, or prictice shall be construed to in any
way prohibit, restrict, gualify, or limit the provisions of paragraph’ (¢) and
(b). = b *x

This proposal presents many of the difliculties which have been en-
‘countered in connection with the consideration of other Garrier pro-
posals.  Theevidence which was introduced suggests very strongly the
existence of certain practices which cannot be reconciled with what
would appear to be sound principles of operation.  Yet the proposal
which is made and the circnnstances under which it is made cast donbt
upon_ the purpose with which it was pressed upon this Board. Tt
applies. in its form, to train service employees, who are not parties to
this case, as well us to the engine service employees who ave. 1t is
substantially different, moreover. from the settlement of this same
issue which was arrived at by these same carriers with the train service
employees just 4 months ago. It asks for the establishient of un-
restricted management discretion in a matter which has been recog-
nized for years as the appropriate subject of both eollective bargaining
and the application of the senlority system, and which wus so recog-
nized by the Carriers themselves in the recent settlemient referred to.

The Board is convinced, to the extent that conviction is warranted on
the basis of unilateral testimony, that this problem of interdivisional
runs must receive the continuing attention and cooperative considera-
tion of the companies and the employees. It is doubtful whether the
answer lies in the adoption of a uniform rule in the matter.  But. there
is & wide area of possible cooperation here and the adherence of the
employers and the employees to the extreme positions has undoubtedly
delayed the exploration of that area.

The form of the proposal submitted to the Board precludes any
aftinmative recommendation with respect to it.  The Board does. how-
ever, as did the 1946 Board, urge upon the parties that they attempt to
work out procedures looking toward “mutual agreement on the estab-
lishment, of interdivisional runs (which) would result in significant
economies with ultimate benefit to hoth parties.” There is a “public?
mterest here, too, which should serve as at least an incentive to the
parties to do voluntarily what the public, even though it be in u sense
represented by this Board, lacks the power and the knowledge to either
demand or recommend.
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RECOMMENDATION

The Board finds and recommends:

That Carriers’ proposal No. 19 be withdrawn but that this matter
of interdivisional rmens be made the subject of joint consideration by
the parties.

B. WORK SERVICE

28. Self-Propelled Roadway and Shop Equipment and Machines

The complete wording of Carriers’ proposal No. 6 will be found in
Appendix D of this report. Briefly summarized, it provides that the
engine, train, and yard service employees should have no claim to man
equipment such as is enumerated in the rule. The Management “shall
be the sole judge” as to the need for an employee or employees “with
the machines.” 1f the Management should decide that a road or yard
employee is needed, the rates to be paid to roadmen would be limited to
what men in work-train service get; the yardman would get only yard
service rates. All rules now in existence, and any interpretations and
practices which conflict with the above would be abolished. It is to be
noted also that the proposal, and the arguments in support of it, apply
to all operating employees, although conductors and trainmen are not
involved in the present procceding, the Carriers having settled with
them by withdrawing the proposal.

Although counsel for the Carriers contended, conurary to the finding
of the 1946 Emergency Board, that jurisdictional disputes among the
Brotherhoods were not involved in this proposed rule, Carriers’ Ex-
hibit No. 14 (p. 2) states, “Until recent times, there was no substantial
dispute over the manning of self-propelled roadway and shop equip-
ment. When used as a tool to accomplish maintenance-of-way, shop,
or construction work, such self-propelled equipment was operated and
moved by the employees of the craft performing the work. During
the last decade there have been frequent disputes over the right to man
certain of this equipment with the result that today there is much
confusion, lack of uniformity, and, in many cases, employment of
men who perform no useful function * * *7 Qbviously the dis-
putes and confusion result from the organizations which represent
different crafts each claiming jurisdiction over the same work in
connection with operating the self-propelled roadway and shop
equipment.

That a deplorable situation has developed because of these juris-
dictional disputes is beyond any doubt. In certain cases different
divisions of the National Railroad Adjustment Board have decided
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that existing agreements require the Carriers to employ both operating
and nonoperating employees to do the same work.

Representatives of the Carriers say that it is to correct these con-
ditions that the rule here under consideration has been proposed.
But the Board can hardly believe that the representatives seriously
believe that a recommendation of this Board, that operating employees
shall have no claim to the work in connection with the recently devel-
oped equipment, will stop the jurisdictional disputes. And certainly,
making the management “sole judge” as to which craft the work
belongs to is more likely to intensify the confusion than to reliceve it.

Craft unions are notoriously jealous of their jurisdiction. They
regard their jurisdiction as a property right, and they will make great
sacrifices to protect it, even against their “brothers” in kindred labor
organizations. However misguided unions may be in engaging in
these controversies over jurisdiction, we think it quite unrealistic to
hope that the controversies and the conditions they create can be
eliminated merely by giving management the unilateral authority to
decide them. Apparently the Carriers must have felt the same way,
for they withdrew this proposal when they signed the agreement of
December 12, 1947, with the Conductors and Trainmen. It is idle
to expect that sole authority lodged either in Labor or in Manage-
ment over matters of this kind will provide a remedy. A solution
must be sought in joint action by both parties and we think it appro-
priate to warn both that unless they do find ways of remedying these
matters by mutual consideration and agreement, there are plenty of
signs showing that some solution will be imposed on them by legisla-
tive action which is likely to please neither party.

RECOMMENDATION

The Board finds and recommends: .
That Carrviers’ proposal No. 6 should be withdrawn.

29. Motorcars

Everything we have said with respect to Carriers’ proposal No. 6
applies with equal force to this Carriers’ proposal No. 8. It would
prohibit “Engineers, Firemen, Conductors, Trainmen, and Yardmen”
from claiming a right to man inspection motorcars used by company
officials or motorcars operated with or without trailers and used by
telegraph, telephone, or company forces. 'The complete proposal uses
language almost identical with that of proposal No. 6 providing that
these employees should have “no claim” and the Management “shall
be the judge” of the need for a train service employee “with such
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motorcars.” And there is the same questionable reference to train
service employees despite the fact that the Carriers have withdrawn
the proposal by agreement with the Organizations representing these
employees, and only men in engine and yard service are parties to the
present proceedings.

RECOMMENDATION

For the reasons stated in the discussion of proposal No. 6, the Board
finds and recommends:
T hat Carriers’ proposal No. 8 should be withdrawn.

30. Flagging in Connection with Maintenance of Way and
Construction J obs

The Carriers’ proposal No. 17 reads:

The use of trainmen or yardmen for flagging in connection with maintenance
of way or construction work is within the discretion of Management, and there
shall be no basis for claims account nonuse of trainmen or yardmen. * * *

Since the Carriers have withdrawn this proposal by agreement with
two Brotherhoods which represent most of the trainmen and yardmen,
and the SUNA, which is party to the present proceedings, represents
only a small portion of the total yardmen, we think this proposal needs
no further consideration here.

RECOMMENDATION

The Board finds and recommends:
That Carriers’ proposal No. 17 be withdrawn.

C. MISCELLANEOUS
31. Limitations on Run-around Payments

The Carriers’ proposal No. 15 provides for the following addition
to the “existing” run-around rule:

If under this rule payment for run-'m'ound is incurred it will be allowed only
to the man or crew standing first out at the time of the run-around.

No run-around payment shall accrue to or in connection with any crew called
in turn but whieh does not leave the terminal in such turn.

The object of the “existing” run-around rule was stated by Chief
Engineer Alvanley Johnston in 1946 Rules Case (p. 146; also cited
as Volume No. 3, p. 498) is as follows:

“The rule for run-around was to stop an abuse whereby you had five or six men,
we'll say, on the extra list. And instead of calling the first mun out, if the round-

house foreman had a favorite three or four times down the list he would call
him and you had all the argument that he shouldn’t have been called. And it

was necessary to have a rule to stop such a thing as that.”
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The Carriers described to the Board two situations in which the
present rules are allegedly interpreted in a way which appears to
produce results going beyond the stated purposes of these run-around
rules. They made a persuasive case that run-around penalty pay-
ments should be paid only to the man or crew standing first out at
the time of the run-around. They made a convincing showing that
these penalties should not be incurred simply because of the accident
of ‘one train’s pulling out a few minutes later than was expected
- However, when the Board followed down the citations given it by
the Carriers it found no evidence that these common sense conclusions
* stated above had been in any general way violated. The Adjustment
Board has in fact denied claims where the demand was for run-
around payments for more than the first man on the list. In many
of the cases cited there were non-run-around factors involved and the
Adjustment Board decisioni was based on those other factors. Some
of them involve no real run-around at all. .The one or two most ex-
treme cases stand almost alone and are in no way typical.

This review of the full record explained, what the Board had been
unable to understand in the light of the testimony, why the Carriers
had withdrawn this proposal in their settlement with the Conductors
and Trainmen.

No abuse warranting the adoptlon of a new uniform run- around
rule has here been shown.

RECOMMENDATION

The Board finds and recommends:
That Carriers’ proposal No. 15 be withdrawn.

32. Limitation on Payments for Time Lost

The Carriers’ plroposal No. 18 provides that:

Where payments are made for “time lost” for any reason, any earnings made
in other employment [other than self-employment] during time out of selwce
shall be deducted from amount due.

The 1946 Emergency Board recommended the adoption of such a
proposal with the proviso that an employee wrongfully held out of
work should not be required to seek other work for the purpos\e of
mitigating damages.

Testimony was submitted regarding National Rallroad Adjust-
ment Board "awards which the Carriers claim produced inequitable
and unjust results due to-the lack of an adequate rule which would be
fair to employer and employee alike.
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There is no question in our mind that the board equities require an
offset of earnings during the period of lay off. These equities are
reflected in the common law rule of dainages and in the rules adopted
by the Nutional Labor Relations Board, War Labor Board and other
administrative agencies. In taking this position we accept at the
same time the suggestion of the 1946 Emergency Board that in the
railroad industry there would not be justification for “requiring an
employee held out of service to seek other work for the purpose of
mitigating damages.”

"This whole issue is thrown into doubt, however, by the serious ques-
tion which has been raised as to the legal authority of the Adjustment
Board to “consider matters outside the property” in computing dam-
ages where an employee is wrongfully held out of service.

In Award No. 11670 (September 18, 1947), Referee Thomas F. Gal-
Ingher directed attention to the limitations imposed by the Railway
Labor Act upon the scope of the Adjustment Board’s inquiry, its
functions and jurisdiction.

Referee Gallagher in this connection quoted from the report of the
Attorney General’s Committee :on Administrative Procedure and
Government Agencies dated January 22, 1941. '

This Board has expressed above its view on the merits of the “offset”
question. It is in no position, however, to pass upon an issue involv-
Ing a question arising under the law from which the Adjustment Board
derives its authority.

Under these circumstances this Board cannot make any recom-
mendations.

38. 7ime Limit on Claims

There are presently but few rules in any of the working schedules
which impose a time limit on the presentation and handling of claims
and grievances under the amended Railway Labor Act. No such
Jimitation is included in the act itself.

The United States Supreme Court has indicated that local statutes
of limitation do not apply (Order of Railway Telegraphers v. Railway
Ewxpress Agency, 321 U. 8. 342) to claims arising from collective agree-
ments executed under the terms of the Railway Labor Act. (In this
connection see also Attorney General’s Committee Report of January
22, 1941, and recommendation 2 (c¢) (1) of the National Labor-Man-
agement Conference, November 30, 1945. For authority to establish
such a rule see Atlantic Coast Line Railroad Company v. Pope, 119
Fed. (Md) 39.)- '

A time limit rule proposed by the Carriers was considered by the
1946 Emergency Board. It was deemed by that Board to be meri-
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torious and helpful suggestions were made to the parties but no specific
recommendation was filed.

The Carriers included a rewritten time limit rule in their 1947
proposal. At the conclusion of the Carriers’ submission of this rule
here the Organizations indicated their willingness to negotiate a
reasonable rule, and the Board requested the parties to immediately
make every effort to that end.

Several days after the conclusion of the hearings the parties jointly
reported in writing to the Board that they were unable to reach an
agreement on this issue.

The Carriers’ proposal No. 4 reads as follows:

All claims or grievances must be made in writing by or on behalf of each in-
vdividual employee within 60 days from date of the occurrence on which the claim

or grievance is based, and if not so presented are barred. The presentation of a
claim or grievance based upon a continuing violation of an agreement is not
prohibited provided it is made in writing in the manner herein stated, and pro-
vided further that compensation for sueh continuing violation shall in no event
be payable for period in excess of 60 days prior to the date upon which the claim
was made.

Claims and grievances made within 60 days from date of the occurrence and
disallowed are barred unless appeal is taken to the proper officer within 60
days from the date of notice disallowing the ¢laim.

Initial decision and decisions by each officer in the course of appeal shall be
made in writing, within 60 days from the date claim or grievance is received
by him or within 60 days from the date conference is concluded if conference
is had thereon. Appeal from any decision must be made in writing within 60
days from the date of decision appealed, or the claim or grievance shall be barred.

Decision by the highest officer designated to handle disputes shall be fingl and
binding unless within G0 days after written notice of such decision the said
officer is notified in writing that his decision is not accepted. All claims or
grievances involved in such decision shall be barred unless within 6 months from
date of said officer’s decision proceedings are instituted before a tribunal of com-
petent jurisdiction established by law or agreement. * * *#

The employees’ position as stated by their General Counsel on the
record, indicated that the Organizations desired modification in the
proposed language to cover:

(1) Payment of claims that are not disallowed within a specified
time. ) :

(2) Time limit restricted to money claims only.

(3) Initial claim to be sufficient without necessity of filing addi-
tional claims to cover subsequent similar events.

(4) A separate and additional period for filing stale claims in
order to clear up the backlog of claims.

To these and other employees’ suggestions the carriers made a
direct written reply and furnished a copy to the Board on March
13,1948,
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Rather than send this question back to the parties for further ne-
gotiations this Board will proceed to determine the matter.

An identical rule proposed by Carriers was disposed of in the ORC
and BRT settlements in the following manner:

1. On a carrier not now having a rule limiting the original presentation of
claims for compensation under existing agreements, appropriate committee or
committees of the Order of Railway Conductors and/or the Brotherhood of
Railroad Trainmen representing the employees involved and proper represent-
atives of the carrier will conduct negotiations for the purpose of adopting such
a rule.

2. Decision by the highest officer designated by the carrier to handle claims
shall be final and binding unless within one year from the date of said officer’s
decision such cluim is disposed of on the property or proceedings for the final
disposition of the claim are instituted by the employee or his duly authorized
representative and such officer is so notified. It is understood, however, that
the parties may by agreement in any particular case extend the one year period
herein referred to.

3. On carriers where there are no existing rules governing the time limits for
a}l appeals to carrier oflicers, after the original declination of the claim, the
fixing of time limits for the handling of all such appeals is remanded to the
individual managements and general committees for negotiations with respect
thereto.

We recognize the right of the Organizations here concerned to
negotiate a time limit rule independently of other organizations.
Nevertheless, we do not believe that anyone will seriously dispute the
importance of uniformity among all crafts in this particular.

The ORC and BRT disposition leaves much to be determined.
This Board therefore makes the following:

' RECOMMENDATION

1. That claims arising on and after May 1, 1948, be barred unless
made in writing within 60 days.

2. That claims which arose prior to May 1, 1948, be barred unless
made in writing on or before November 1, 1948.

3. That claims not disallowed within 6 months after presentation
shall be paid unless conference is had thereon in which event the 6
months’ period herein shall be extended for 60 days.

4. That a time slip shall be filed covering service performed in
connection with each claim.

5. That the time limit rule shall not apply to leniency cases.

6. Except as herein modified by items 1 to 5 above the carriers pro-
posed rule be adopted.

34. “Conversion” Rules

The Organizations’ proposed Rule 19 is as follows:
Engineers and firemen (helpers) in all classes of road service, required during
a trip or day’s work, to pick up and/or set off a car (or cars) at three or more



54

points; to perform station switching at any peint; to consume in excess of 30
minutes in connection with switching at any point, or to load and/or unload
freight and/or company material at any point, shall be paid not less than
local freight rates for the entire trip or day’s work. ’

The Carriers are proposing a rule covering somewhat this same
subject matter, their Proposal No. 3 being as follows:

(@) When trains are composed entirely of cars equipped with high speed
betterments, crews on such trains will be paid at passenger rates regardless
of the commodities loaded in the cars; provided that any members of a crew
required to load or unload 1. ¢. 1. freight shall be paid, in addition to the passenger
mileage rate, the difference betwen the passenger mileage rate and the local
freight mileage rate for the distance that the 1. c. 1. freight so loaded or unloaded
is hauled while such members of the crew are working on the train. Non-
revenue shipments, company material and supplies are not “freight” as covered
by this provision.

(b) When trains are composed of cars equipped with high speed betterments
and one or more other cars not so equipped, crews will be allowed, in addition
to the passenger milenge rate, the difference between the passenger mileage rate
and the through freight mileage rate for the distance such ciars not so equipped
are huuled; provided that any members of a crew required to load or unload
1. ¢. 1. freight shall be paid, for the distance that-the 1. c¢. 1. freight so loaded or
unloaded is hauled while such members of the crews are working on the train,
the passenger mileage rate and in addition, the difference between the passenger
mileage rate and the local freight mileage rate. Nonrevenue shipments, company
material and supplies are not “freight” as covered by this provision.

(¢) A car shall be deemed to have high speed betterments when it is equipped
with signal and steam lines, and with trucks and wheels, permitting it to be
moved in passenger trains.

(d) Company material hanled in a passenger train which is not loaded or
unloaded by a member of the crew of such train shall not entitle any member
of that erew to be paid at other than his regular rate. Any member of the
crew of a passenger train required to load or unload in excess of 2,500 pounds
of company material shall be paid the passenger mileage rate and in addition
the difference between the passenger mileage rate and the local freight mileage
rate for the distance that the company material so loaded or unlonded is hauled
while such member of the crew ‘is working on the train. The term “company
material” shall not include company mail, stationery, station and office supplies
or printed matter * * *V

It is clear from the record that some action is appropriate in con-
nection with these proposals, Many individual agreements contain
conversion rules. These rules are completely lacking in uniformity
and it is apparent, from the fact that proposals have been submitted
here by both the Carriers and the Organizations, that some degree
of uniformity is desired or at least that some industry action is appro-
priate. Accountisalso to be taken of the fact that the 1946 Emergency
Board, after considering the Organization’s pxoposed Rule 19, recom-
mended affirmative action with respect to it.
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It is equally clear, however, that this subject matter involves so
many operating details that any attempt by this Board to set out
a specific rule would be a disservice to both parties. These details
must be taken care of by those who are familiar with their ramifi-
cations.

The Board accordingly recommends that the negotiating commit}ees
of the Carriers and the Organizations consider this matter further
and that they either work out a rule themselves or that they remand
this subject to the individual properties with appropriate instructions.
It is futhermore recommended that these negotiations proceed upon
the basis of an acceptance of the following guides:

(1) That a rule be adopted which affects a conversion from through
to local freight rates on the basis of a specific number of pickups or
setoffs at different points. The 1946 Board recommended a “three
or more points” line and this would appear, from reference to present
practices, to be about right. This rule should be so established as not
to count those pickups and setoffs which are unrelated to the basis
for the conversion claim (for example, but not exclusively, setting
off defective cars, doubling hills, adjusting tonnage, etc.)

(2) That the rule effect a conversion from through to local freight
rates where station switching or switching at any other point is done
in excess of what is agreed upon as representing the amount of such
switching which is normal in through freight service. It would
appear that an aggregate time limit (for the entire trip) should be set
here.

(3) That the rule should effect a conversion from passenger or
through freight rates to local freight rates for engine crews when any
member of these crews is required to load or unload 1. c. 1. freight in any
substantial amount (to be agreed upon) or where the time consumed
in stops for the loading or unloading of 1. c. 1. freight by other than
engine crew members exceeds a certain aggregate time limit (to be
agreed upon). This time limit feature relating to such stops may
well be worked out in conjunction with the similar feature relating
to time consumed in extra switching.

(4) That the rule effect a conversion from passenger or through
freight to local freight rates for the loading or unloading of company
material by engine crews (or by other than engine crew members
where running time is involved) in conformity with the rule cover-
ing the handling of 1. c. 1. freight but with due recognition being given
the operating necessities of the carrier companies.

(5) That the rule provide in general that no conversion shall be
effected in the rates of engine crews except in the cases specifically
covered by the rule and particularly that no conversion shall be effected
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as a result of certain types of freight or company material being car-
ried on the train where such freight or material is not loaded or un-
loaded during a particular crew’s run.

V. CONCLUDING STATEMENT

The consideration of the immediately preceding proposals, involv-
ing the Conversion Rule issue, affords appropriate occasion for men-
tion by the Board of a matter of more general significance which it
considers to be of transcendent importance.

This issue, like the other 36, was presented to the Board at the hear-
ings in an extraordinarily competent manner. Counsel and witnesses
cooperated in explaining to the Board literally dozens of little points
which were involved. Some 230 pages of exhibits were introduced
on this one issue alone. The help which the Board was given in this
connection was only typical of that which it received throughout the
33 days of hearings. Nor can it be considered inappropriate that the
Board members acknowledge here their very sincere and deep-felt
appreciation of the innumerable courtesies which have been accorded
them during the past eight weeks.

There is a regr ett'lble contrast between this record of wholehearted
cooperation and the recommendation on this Conversion issue, for
the latter obviously leaves a great deal to be desired. It advances the
handling of this problem very little beyond where it was more than
2 years ago. For all we know it may contain mischievous error.

The Board accepts responsibility for whatever fault may be properly
attributed to it for any inadequacy in this or of any other of its recom-
mendations. We take this occasion, however, to point out to the
parties a danger which is only highlighted in this particular instance
and which is in fact manifest in many others of the proposals sub-
mitted to us. It is a danger which threatens the very foundations of
the collective bargaining relationship which the employers and em-
ployees in this industry asked the Congress 22 years ago to confirm by
law. It is a danger with which only the parties themselves can
adequately cope.

The Board was not asked, on this Converswn rule issue, to resolve
a question of principle. It wasmade, instead, the target for a barrage
of conflicting arguments about a lot of little details. We were asked
to find the answers to all these quibbles in a mass of evidence and
testimony which covered 230 pages of exhibits and 150 pages in the
Record. This was to be done, within a 2-week period, as one little
piece of a job which included the disposition of 36 other issues on the
basis of well over 12,000 pages of testimony and exhibits.



o7

To use the Emergency Board procedure in this fagshion seems to
us to defeat its purpose. The inadequacy of this particular recom-
mendation reflects only a small part of the waste here. The time
which was spent in trying to follow through all the minutiae of this
issue, unsifted by the parties themselves during two years of bargain-
ing, was time which could otherwise have been devoted to resolving
the issues of basic principle involved in some of the other proposals.
It is a mistake to call upon a Board such as this, as part of an “emer-
gency” procedure, to spend its time trying to unravel a tangle of
wrapping string. That these parties were not able to accomplish, by
negotiation, even this little kitchen job is cause for real concern. In
our judgment this kind of failure has, so far as collective bargaining
is concerned, malignant potentialities.

We do not want to labor the point. We would be derelict, however,
if we did not give warning of what we consider a bad washout on the
track ahead. We repeat that the weakening of collective bargaining,
reflected in the form in which this Conversion issue came to us, was
manifest as well in too many of the other issues in this case. We
urge upon the parties that they start revitalizing the cooperative ele-
ment in their relationship by working out satisfactory settlements. of
those issues which cannot possibly be disposed of properly here.

Respectfully submitted.

Wu. M. LEISERSON,
Chairman.
Georce E. BusHNELL,
* Member.
W. WiLLarp WirTz,
Member.
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APPENDIX A
EXECUTIVE ORDER

CREATING AN EMERGENCY BOARD TO INVESTIGATE A DISPUTE BETWEEN THE AKRON,
CaxtoN & YoungsTOowN RAILROAD COoMPANY AND OTHER CARRIERS, AND CER-
TAIN OF THEIR EMPLOYEES

Whereas a dispute exists between the Akron, Canton & Youngstown Railroad
Company and other carriers designated in the list attached hereto and made a
part hereof, and certain of their employees represented by the Brotherhood of
Locomotive Engincers, the Brotherhood of Locomotive Firemen and Enginemen,
and the Switchmen’s Union of North America, labor organizations; and

Whereus this dispute has not heretofore been adjusted under the provisions
of rhe Railway Labor Act, as amended; and .

Whereas this dispute, in the judgment of the National Mediation Board,
threatens substantially to interrupt interstate commerce to a degree such as to
deprive the country of essential transportation service:

Now, therefore, by virtue of the authority vested in me by section 10 of the
Railway Labor Act, as amended (45 U. S. C. 160), I hereby create a board of
three members, to be appointed by me, to investigate the said dispute. No member
of the said board shall be pecuniarily or otherwise interested in any organization
of railway employees or any carrier.

The board shall report its findings to the President with 1espect to the said
dispute within thirty days from the date of this order.

As provided by section 10 of the Railway Labor Act, as amended, from this
date and for thirty days after the board has made its report to the President, no
change, except by agreement, shall be made by any of the carriers involved or
their employees in the conditions out of which the said dispute arose.

HARRY TRUMAN.

Tae WHaIite HOUSE,

January 27, 1948.
LisT

EASTERN REGION

Akron. Canton & Youngstown Railroad Co.
Ann Arbor Railroad Co.
Baltimore & Ohio Railroad Co.

B. & O. Chicago Terminal Railroad Co.
Bessemer & Lake Erie Railroad Co.
Boston & Maine Railroad.

Brooklyn Eastern District Terminal.
Bush Terminal Railroad Co.

(59)
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Canadian National Railways:
Canadian National Railways—Lines in Northeast.
Champlain & St. Lawrence Railroad.
United States & Canada Railroad.
St. Clair Tunnel! Co. ‘
Central Vermont Railway, Inc.
Chesapeake & Ohio Railway Co.
Pere Marquette District.
Fort Street Union Depot Co.

Chicago, Indianapolis & Louisville Railway Co.

Cincinnati Union Terminal Co.

Delaware & Hudson Railroad Corp.

Delaware, Lackawanna & Western Railroad Co.

Detroit & Toledo Shore Line Railroad Co.

Detroit Terminal Railroad Co.

Detroit, Toledo & Ironton Railroad Co.

Erie Railroad Co.

Grand Trunk Western Railroad Co.

Huntingdon & Broad Top Mountain Railroad & Coal Co.

Indianapolis Union Railway Co.

Lake Terminal Railroad Co.

Lehigh & New England Railroad Co.

Lehigh Valley Railroad Co.

Mauaine Central Railroad Co.

Portland Terminal Co.

McKeesport Connecting Railroad.

Monongahela Railway Co.

Montour Railroad Co. )

New York Central Railroad (Full Line Agreements) :
New York Central Railroad—Buffalo and East.
New York Central Railroad—West of Buffalo.
Michigan Central Railroad.

C. C. C. & St. L. Railway.

Peorin & Eastern Railway.

L. & J. B. & Railroad Co.
Boston & Albany Railroad.
Indiana Harbor Belt Railroad. ‘
Chicago River & Indiana (C. J. Railway).
Pittshurgh & Lake Erie Railroad (L. E. & E.).
Cleveland Union Terminals.

New York, Chicago & St. Louis Railroad Co.

New York, New Haven & Hartford Railroad Co.

Northampton & Bath Railroad Co.

Pennsylvania Railroad Co.

Baltimore & Eastern Railroad Co.
Long Island Rail Road Co.

Pennsylvania-Reading Seashore Lines.

Pittsburgh & West Virginia Railway Co.

Pittshurgh, Chartiers & Youghiogheny Railway.

Reading Co.

River Terminal Railway Co.

Staten Island Rapid Transit Railway.
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Union Freight Railroad Co. (Boston).

Washington Terminal Co.

Wheeling & Lake Erie Railway Co.
Lorain & West Virginia Railway Co.

SOUTHEASTERN REGION
Atlantic Coast Line.
Atlanta & West Point Railroad.
Western Railway of Alabama.
Atlanta Joint Terminals.
Central of Georgia Railway.
Charleston & Western Carolina Railway.
Chesitpeake & Ohio-Chesapeake Distriet.
Clinchfield Railroad.
Florida East Coast Railway.
Georgia Railroad.
Gulf, Mobile & Ohio Railroad. N
Jacksonville Terminal Co.
Kentucky & Indiana Terminal Railroad.
Louisville & Nashville Railroad. ’
Nashville, Chattanooga & St. Louis Railway.
Norfolk & Portsmouth Belt Line Railroad.
Norfolk & Western Railway. -
Richmond, Fredericksburg & Potomac Railroad.
Seaboard Air Line Railway.
Southern :
Alabama Great Southern.
Cincinnati, Burnside & Cumberland River Railway.
Cincinnati, New Orleans & P'exas Pacific Railway.
Georgia Southern & Florida Railway.
Harriman & Northeastern Railroad.
New Orleans & Northeastern.
New Orleans Terminal.
St. Johns River Terminal.
Virginian Railway.
WESTERN REGION

Atchison, Topeka & Santa Fe Railway.
Gulf, Colorado & Santa Fe Railway.
Panhandle & Santa Fe Railway,

Belt Railway Co. of Chicago.

Burlington-Rock Island Railroad.

Camas Prairie Railroad.

Chicago & Eastern Illinois Railroad.

Chicago & Illinois Midland Railway.

Chicago & North Western Railway.

Chicago & Western Indiana Railroad.

Chicago, Burlington & Quincy Railroad.

Chicago, Great Western Railway (incl. South St. Paul Terminal).

Chieago, Milwaukee, St. I'aul & Pacific Railroad.
Chicago, Terre Haute & Southeastern Railway.
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Chicago, Rock Island & Pucific Railway.
Chicago, St. Paul, Minneapolis & Omaha Railway,
Colorado & Southern Railway.
Colorado & Wyoming Railway.
Davenport, Rock Island & Northwestern Railway.
Denver & Rio Grande Western Railroad.
Denver & Rio Grande Western Railroad (Former D, & 8. L.).
Des Moines Union Railway.
Duluth, Missabe & Iron Range Railway (Iron Range Division).
Duluth, Missabe & Iron Range Railway (Missabe Division).
Duluth, Winnipeg & Pacific Railway.
East St. Louis Junetion Railroad.
Elgin, Joliet & Eastern Railway,
Fort Worth & Denver City Railway.
Wichita Valley Railway.
Galveston, Houston & Henderson Railroad.
Great Northern Railway.
Green Bay & Western Railroad.
Kewaunee, Green Bay & Western Railroad.
Gulf Coast Lines—comprising :
Asherton & Gulf Railway.
Agphalt Belt Railway. .
Beaumont, Sour Lake & Western Railway.
Houston & Brazos Valley Railway.
Houston North Shore Railway.
Iberia, St. Mary & Bastern Railroad.
International-Great Northern Railroad.
New Iberin & Northern Railroad.
New Orleans, Texas & Mexico Railway.
Orange & Northwestern Railroad,
Rio Grande City Railway.
St. Louis, Brownsville & Mexico Railway.
San Antonio Southern Railway.
San Antonio, Uvalde & Gulf Railroad.
San Benito & Rio Grande Valley Railway.
Sugar Land Railway.
Houston Belt & Terminal Railway.
Illinois Central Railroad.
Chicago & Illinois Western Railroad.
Kansas City Southern Railway.
Kansas Qity Terminal Railway.
Los Angeles Junction Railway.
Louisinna & Arkansas Railway.
Manufacturers Riilway.
Midland Valley Railroad.
Kansas, Oklahoma & Gulf Railway.
Oklahoma City-ADA-Atoka Railway.
Minneapolis & St. Louis Railway,

Railway Transfer Co. of City of Minneapolis.
Minneapolis, St. Paul & Sault Ste. Marie Railroad.
Duluth, South Shore & Atlantic Railway.
Mineral Range Railroad. )
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Minnesota Transfer Railway.
Missouri-Kansas-Texas Railroad.
Missouri-Kansas-Texas Railroad Co. of Texas.
Missouri Pacific Railroad. ’
Northern Pacific Railway.
Northern Pacific Terminal Co. of Oregon.
Northwestern Pacific Railroad.
Ogden Union Railway & Depot Co.
Oregon, California & Eastern Railway.
Peoria & Pekin Union Railway.
Port Terminal Railroad Association.
St. Joseph Terminal Railroad.
St. Louis-San Francisco Railway.
St. Louis, San Francisco & Texas Railway.
St. Louis Southwestern Railway.
St. Louis Southwestern Railway Co. of Texas.
St. Paul Union Depot Co. |
San Diego & Arizona Eastern Railway.
Sioux City Terminal Railway.
Southern Pacific Co. (Pacific Lines) exeluding former.
El Paso & Southwestern System.
Southern Pacific Co. (Former El Paso & Southwestern System).
Southern Pacific Co. (Former Arizona Eastern Railroad—Phoenix District),
Spokane, Portland & Seattle Railway.
Oregon Electric Railway.
Oregon Trunk Railway.
Terminil Railroad Association of St. Louis.
Texas & New Orleans Railroad.
Texas & Pacific Railroad.
Abilene & Southern Railway.
Fort Worth Belt Railway.
Texﬂs-Ne\\" Mexico Railway.
Texas Short Line Railway.
Weatherford, Mineral Wells & Northwestern Railway.
Texas Mexican Railway.
Texas Pacitic-Missouri Pacific Terminal Railroad of New Orleans.
Union Puacific Railroad.
Union Railway Co. (Memphis).
Union Terminal Co. (Dallas).
Wabash Railroad—Lines West of Detroit and Toledo.
Wabash Railroad—Lines Bust of Detroit (Buffalo Division.)
Western Pacific Railroad.

APPENDIX B

APPEARANCES

In Behalf of the Employees:
For the Brotherhood of Locomotive Engineers :
J. P. Shields, first assistant grand chief engineer.
William R. Haumm, general chairman, Reading Railroad.
Dave Minichan, general chairman, Norfolk & Western,
A. F. Kummer, general chairman, Great Northern.
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In Behalf of the Employees—Continued
For the Brotherhood of Locomotive Engineers—Continued
Angus Telley, general chairman, New York Central System, IHinois
Division.
George Hooper, chief clerk.
For the Brotherhood of Locomotive Firemen and Enginemen :
C. H. Keenen, vice president, .
H. J. Arries, statistician.
G. W. Coleman, general chairman, Chesapeake & Ohio Railway.
Paul Phillips, general chairman, Tennessee Central Railroad.
C. W. Matthews, general chairmun, Norfolk & Portsmouth Belt Line Rail-
road.
Timothy Brown, general chairman, Buffalo Creek Railroad. :
E. J. Laird, general chairman, Baltimore & Ohio Railroad.
T. P. Gorman, general chairman, Northern Pacific.
C. E. Whitman, general chairman, Western Pacific.
Brook Jones, general chairman, Soo Line.
J. J. Driver, general chairman, Baltimore & Ohio Railroad, Buffalo Division.
For the Switchmen’s Union of North America :
C. E. McDaniels, vice president.
Edward Hampton, general chairman, Rock Island.
Steve Kukall, general chairman, Great Northern.
Consulting Economist for the Organizations: Henry P. Melnikow.
Counsel for the Organizations: Clifford D. O’'Brien.

WAGE CASE
In Behalf of the Carriers:
Counsel:
Guy W. Knight.
H. Merle Mulloy.
Bernard Sobol.
Paul J. McGough.
Richard N. Clattenburg.
Eastern Carriers’ Conference Committee :
H. A. Enochs (chairman), chairman, executive committee, Bureau of Infor-
mation of the Eastern Railways, New York, N. Y.
G. H. Caley, vice president and general manager, Delaware & Hudson
Railroad Corp., Albany, N. Y.
F. J. Goebel, vice president, personnel, Baltimore & Ohio Railroad, Balti-
more, Md.
L. W. Horning, vice president, personnel and public relations, New York
Central System, New York, N. Y.
P. W. Johnston, vice president, Erie Railroad, Cleveland, Ohio.
E. B. Perry, assistant vice president, personnel, New York, New Haven and
Hartford Railroad, New Haven, Conn.
H. E. Jones, executive secretary, Bureau of Information of the Eastern
Railways, New York, N. Y.
Western Carriers’ Conference Committee :
D. P. Loomis (chairman), executive director, The Association of Western
Railways, Chicago, Ill.
B. J. Connors, vice president, Union Pacific Railroad, Omaha, Nebr.
C. P. King, director of personnel, St. Louis-San Francisco Railway Co.,
St. Louis, Mo.
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In Behalf of the Carriers—Continued
Western Carriers’ Conference Committee—Continued
C. R. Tucker, assistant vice president, Atchison, Topeka & Santa Fe Rail-
i way Co., Chicago, Ill.
F. B. Whitman, general superintendent, Chicago, Burlington & Quincy
Railroad, Lincoln, Nebr.
R. F. Welsh, executive secretary, The Association of Western Rallways,
Chieago, IlL
Southeastern Carriers’ Conference Committee:
C. D. Mackay (chairman), assistant vice president, Southern Railway,
Washington, D. C.
W. 8. Baker, chief of personnel, Atlantic Coast Line Railroad, Wilming-
ton, N. C.
H. A. Benton, director of personnel, Seaboard Air Line Railroad, Norfolk,
Va. ’ .
- F. K. Day, Jr., chief of personnel, Norfolk & Western Railway, Roanoke,
Va,
. C. R. Hook, Jr., vice president, Chesapeake & Ohio Railway, Cleveland,
Ohio. .
A. J. Bier, manager, Bureau of Information of the Southeastern Railways,
Washington, D. C. )
RULES OASE
In Behalf of the Carriers:
Counsel :
R. C. Bannister, general attorney, Chicago & North Western Railway, Chi-
cago, Ill.
Victor L. Lewis, attorney, New York Central System, Chicago, Ill.
J. P. Hamilton, assistant general uttmney Louisville & Nashville Rail-
road Co., Louisville, Ky.
Burton Mason, general attorney, Southern Pacific Company, San Francisco,
Calif,
W. 8. Macgill, solicitor, Southern Railway, Washington, D. C.
J. P. Canny, assistant general attorney, Erie Railroad, Cleveland, Ohio.
M. E. Clinton, assistant general solicitor, Missouri-Kansas-Texas Railroad
Co. of Texas, Dullas, Tex.
W. A. Miller, assistant to general counsel, Nashville, Chattanooga & St.
Louis Railway, Nashville, Tenn.
Albert L. Schoenbeck, general attorney, Wabash Railroad Co., St. Louis,
Mo.
W. Harvey Small, personnel attorney, Western Maryland Railway Co.,
Baltimore, Md.
' Howard Neitzert (Sidley, Austin, Burgess & Harper), Chicago, Ill.
Eastern Carricrs’ Conference Committee ;
H. A. Enochs (chairman), chairman, executive committee Bureau of In-
formation of the Bastern Railways, New York, N. Y.
G. H. Caley, vice president and geueml manager, Delaware & Hudson
Railroad Corp., Albany, N, Y.
L. W. Horning, vice president, personnel and public relations, New York
Central System, New York, N. Y. ’
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In Behalf of the Carriers—Continued
Eastern Carriers’ Conference Committee—Continued
P. W. Johnston, vice president, Erie Railroad, Cleveland, Ohio.
E. B. Perry, assistant vice president, personuel, ;’e\v York, New Huven
and Hartford Railroad Co., New Haven, Conn.
H. E. Jones, executive sccretary, Bureau of Information of the Eastern
Railways, New York, N. Y.
Western Carriers’ Conference Committee :
D. P. Loomis (chairman), executive director, The Association of Westem
Railways, Chicago, Il
E. J. Connors, vice president, Union Pacific Railroad, Omaha, Nebr, [N
C. P. King, director of personnel, St. Louis-San Francisco Railway Co., St.
Louis, Mo.
C. R. Tucker, assistant vice president, Atchison, Topeka & Santa e Rail-
way Co., Chiecago, Ill.
F. B. Whitman, general superintendent, Chicago, Burlington & Quincy
Railroad, .Lincoln, Nebr.
R. F. Welsh, executive se.aetdry, The Association of Western Railways,
Chicago, TIL
Southeastern Carriers’ Conference Committee:
C. D. Mackay (chairman), assistant vice president, Southern Railway,
Washington, D. C.
W. S. Baker, chief of personnel, Atlantic Coast Line Railroad, Wilming-)
ton, N. C.
H. A. Benton, director of personnel, Seaboard Air Line Railroad, Norfolk,
Va.
F. K. Day, Jr., chief of personnel, Norfolk & Western Railway, Roanoke,
Va.
C. R. Hook, Jr., vice president, Chesapeake & Ohio Railway, Cleveland,
Ohio.
A. J. Bier, manager, Bureau of Information of the Southeastern Railways,
Washington, D. C.

APPENDIX C

THE REQUESTS OF THE EMPLOYEES

Revised Demands Presented by the Brotherhood of Locomotive Engineers,
Brotherhood of Locomotive Firemen and Enginemen, and Switchnen's Union of .
North America, to the Carriers’ Conference Committees on January 12th, 1948,

BASIC WAGE PROPOSAL OF SEPTEMBER 30, 1847

Bffective November 1, 1947, all existing basic daily wage rates be increased 30
percent with a minimum money increase of $3 on the basic day. The sune per-
centage of increase applied to the basic day will be applied to all arbitraries,
miscellaneous rates, special allowances, and to daily and monthly guarantees.

RULES PROPOSALS
Rule 1—Standardizing Wage Rates Between the Territories

All existing basic daily wage rates, in effect on railroads in the western terri-
tory, shall be not less than rates in effect on railroads in the eastern and south-
eastern territories.
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All arbitraries, miscellaneous rates, special allowances, and daily and monthly
guarantees shall be increased in proportion to the daily increase herein provided ;
existing money differentials above existing standard daily rates shall be main-
tained.

Rule 3—Passenger Service—Qvertime

Short Turn-around

(¢) On short turn-around passenger runs no single trip of which exceeds 80
miles, in¢luding suburban and branch line service. overtime shail be paid for
all time actually on duty, or held for duty, in excess of 6 hours (computed on
euch run from the time required to report for duty to the end of that run) within
8 consecutive hours; and also for all time in excess of 8 consecutive hours, com-
puted continuously from the time first required to report to the final release at
the initial terminal. Time shall be counted as continuous service in all cases
where the interval of release from duty at any point does not cxceed 1 hour.
This rule applies regardless of mileage made.

(b) For calculating overtime under this rule the initial trip shall be desig-
nated.

Other Than Short Turn-around

(¢) Overtime on other passenger runs shall be paid on a speed basis of 20 miles
per hour, computed continuously from the time required to report for duty until
released at the end of the last run. Overtime shall be computed on the basis
of actual overtime worked or held for duty, except that when the minimum day-
is paid for the service, overtime shall not accrue until the expiration of 5 hours
from the time of first reporting for duty.

Overtime Rate

(d) Overtime in all passenger service shall be paid for, on the minute basis,
at the rate of one and one-half times the basic hourly rate.

Rule 4—Motor or Electric Cars in Multiple Unit Passenger Service

Engineers or motormen operating motor or electric cars in multiple unit pas-
senger service shall receive payment based upon the minimum rate for operating
one unit and shall receive the rate stipulated for the next higher rate specified
in the next higher bracket in rates provided in rate schedule for each additional
unit operated.

Rule 5—Yard and Hostler Services

(a) Except when changing off where it is the practice to work alternately days
and nights for certain periods, working through two shifts to change off ; or where
exercising seniority rights from one assignment to another; a regular assigned or
extra man shall be paid on the minute basis at 114 times the hourly rate for all
time worked in excess of 8 hours in a 2+4-hour period.

(b) A regular or extra man used on a second tour of duty in a 24-hour period
shall be paid time and one-half time for the second tour of rluty.

Rules 6 and 7—Minimum Rate—Hngineers and Firemen (Helpers)

The minimum rates for engineers and firemen (helpers) used in all classes of
service paying freight rates shall be the rates applicable to locomotives weighing
250,000 pounds on drivers.
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Rule 8—Minimum Rate—Engineers and Firemen (Helpers)

Rates for yard service shall be as follows: Table of local freight rates beginning
with 250,000 pounds on drivers.

Rule 9—Hostlers and Hostler Helpers—Rate of Pay

Rates for inside hostlers will be the rate applicable to the local rate for
locomotives of 250,000 pounds on drivers and the present differential between
the inside hostler rate and the rates for outside hostlers and hostler helpers will
be maintained.

(Rate referred to above is rate for firemen.)

Rule 10—Rates for Yard Switch Tenders
Yard switch tenders shall be paid yard brakeman’s (helper's) rate of pay.

Rule 11—Guarantees—Engineers, Firemen (Helpers), Hostlers, and Hostler
Helpers

Assigned Bervice

(a) Unless laying off, assigned employees (inciuding extra men filling vacancies
on assignments) in all classes of service shall be paid the full mileage or hours
of their assignments, whichever is the greater, inclusive of any overtime and
arbitraries that are part of same, each time not used thercon, except that when
assigned engineers, firemen (helpers), hostlers, or hostler helpers are used in
other service because of the operation of schedule rules they shall be paid not less
than they would have earned had they remained on their assignments.

(b) Regular asignments shall not be established for less than 6 days per week
or the equivalent thereof. ’

Unassigned, Pool, and/or Exira Service

(c) Unassigned, pool, and/or extra employees in all classes of service shall be
guaranteed riot less than the equivalent of 3,000 miles each calendar month, ex-
clusive of all other allowances except overtime. Employees who are not ready
and available for service each day during an entire calendar month, because of
being removed from the working lists througli the operation of seniority rules,
or because of laying off of their own accord, shall be paid not less than one-
thirtieth of this guarantee (at rate per class of engine last used) for each day
ready and available for service and not used.

(d) Unless laying off, unassigned or pool service employees (including extra
men filling vacancies in such service), shall be paid the full mileage or hours,
whichever is the greater, of their turns in this service, inclusive of any overtime
and arbitraries which are a part of same, each time not used therein, except that
when these employees are used in other than their turns, because of the operation
of schedule rules, they shall be paid not less than they would have earned had they
followed their turns in unassigned or pool service.

Rule 14—Differentials

Night Differential

(a) Engineers, firemen (helpers), yard foremen, yard helpers, and switch-
tenders used in yard, transfer, or belt-line-service, and hostlers and hostler help-
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ers; shall be paid an arbitrary allowance of 10 cents per hour for all service
performed between 6:30 p. m. and 6: 30 a. m., computed as follows: Less than
30 minutes shall not be countered ; over 30 minutes shall be counted as 1 hour.

Differential for Yard Conductor—Foreman

{(b) The basic daily rate for conductors (yar'd foremen) shall be not less than
$1.50 more than the basic daily rate for yard trainmen (helpers).

Rule 15—Initial Terminal Delay

Passenger Service

(a) In passenger service (except as provided for in Paragraph (b) of this
Rule) all time in excess of 45 minutes, computed from the time required to report
for duty until time train departs from the initial terminal passenger station at
initial terminal, shall be paid for as initial terminal delay.

(b) In extrua passenger service, when departure of train is from a point within
the initial terminal at other than the initial terminal passenger station, all time
in excess of 45 minutes, computed from the time required to report for duty
until time train departs from the point of departure within the initial terminal,
shall be paid for as initial terminal delay.

Freight Service

(¢) In freight service all time in excess of 45 minutes, computed from the time
required to report for duty until all work in connection with make-up of train
has been completed and it is in actual motion, beginning road trip, from the yard
track in the initial terminal upon which its make-up is finally completed, shall
be paid for as initial terminal delay.

Passenger and Freight Service

(@) All initial terminal delay, computed as provided for in this Rule, shall be
paid for, on the minute basis, at pro rata rates, according to class of service
and engine used, in addition to full mileage of the trip. ‘When rond overtime
accrues during any trip or day’s work, it shall apply against any initial terminal
delay earned during that particular trip or day’s work, but not in excess of the
actual time on duty after road overtime starts to acerue.

Rule 16—Final Terwminal Delay
Passenger Service

(e¢) In passenger service (except as provided for in Paragraph (b) of this
Rule) all time, computed from the time train stops at the final terminal passenger
station until crew is finally relieved from duty, shall be paid for as final terminal
delay; provided, that should train be stopped behind another train standing at
or waiting to reach the final terminal passenger station, or be held out of that
station for any other reason, final terminal delay shall be computed and paid
for from time first so stopped until crew is finally relieved from duty.

(b) In extra passenger service terminating at a point in the final terminal
other than the final terminal passenger station, all time, computed from the first
time stopped at such point, until crew is finally relieved from duty, shall be paid
for as tinal terminal delay. ’
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Freight Service

(¢) In freight service all time, computed from the time engine reaches switch,
or signal governing-same, used in entering final terminal yard track where train
is to be left or yarded, until crew is tinally relieved from duty, shall be paid for
as final terminal delay; provided, that should train be stopped-by a preceding
train waiting in or to enter yard, final terminal delay shall be computed and
paid for from time first so stopped until crew is finally relieved from duty.

(d) Should train be stopped or held, before or after engine has entered final
terminal limits, because of yard conditions at final terminal, all time so stopped or
held shall be computed and paid for as final terminal delay.

Passenger and’ Freight Service

(e) All final terminal delay, computed as provided for in this Rule. shall be paid
for, on the minute basis, at pro rata rates, according to class of service and engine
used, in addition to full mileage of the trip. After road overtime commences,
final terminal delay shall not apply, and road overtimme shall be paid until the
crew is finally relieved from duty. .

Nore.—The phrase “‘relieved from duty,” as used in this Rule, includes time
required to make inspection, complete all necessary reports and/or register
off duty.

Rule 17—Held At Other Than Home Terminal

(e¢) Bngineers and firemen (helpers) in pool freight and in unassigned service
héld at other than home terminal shall be paid continuous time for all time so
held after the expiration of 12 hours from the time relieved from previous duty,
at the regular rate per hour paid them for the last service performed. If held
12 hours after the expiration of the first 20-hour period, they shall be paid con-
tinuous time for the next succeeding 8 hours, or until the end of the 20-hour
period, and similarly for each 20-bour period thereafter.

(b) For the purpose of applying this rule the management shall designate a
home terminal for each engineer and fireman (helper) in pool freight and in
unassigned service. Home terminals, as they existed on June 20, 1947, shall not
be changed, except by mutual agreement.

(¢) The provisions of this rule shall also apply to regularly assigned freight
and passenger service, unless excepted by future agreement.

Rule 19—Conversion Rule

Engineers and firemen (helpers) in all classes of road service, required during
a trip or day’s work, to pick up and/or set off a car (or cars) at three or more
points; to perform station switching at any point; to consume in excess of 30
minutes in connection with switching at any point, or to load and/or unload
freight and/or company material at any point, shall be paid not less than local
freight rates for the entire trip or day’s work.

Rule 22—Deadheading

Engineers, firemen (helpers), hostlers or hostler helpers called or required
to perform deadhead service shall be paid for such service at not less than
the rate applicable to the class of service and engine used in the service dead
headed to or from.



71
Rule 25--Sundays and Holidays—Rate for

Engineers, firemen (helpers), hostlers, hostler helpers, yard foremen, yard
helpers and switchtenders shall be paid at the rate of time and one-half for
all service performed on Sundays, New Year's Day, Washington's Birthday,
Decoration Day, Fourth of July, Labor Day, Thanksgiving Day and Christmas;
provided, that when any of the above mentioned holidays fall on Sunday, the
day obscrved by the State, Nation, or by Proclamation shall be considered a
holiday.

Rule 26—Points for Going On and Off Duty

Engineers, firemen (helpers), yard foremen and yard helpers in'road and/or
transfer or yard service shall have a designated point for going on duty and a
designated point for going off duty. The points for going on and off duty at
each terminal or yard shall he the same place, such points to be established by
agreement.

N

Rule 27--Pilot Service

(a) When 2 {rain of one rajlroad is being detoured over another railroad.
or a train of one seniority district is being detoured over the territory of
another seniority district, an engineer pilot shall be used. The engineer pilot
shall be taken from the railroad, or the seniority district over which the train
is being detoured.

(b) This rule shall also apply in instances when engineers on other trains
are not familiar with the territory over which the train is to be moved.

Rule 36—Eating and Sleeping Accommodations

Crews shall not be tied up at point where satisfactory and adequate eating
and sleeping accommodations are not available.

T.ule 38—Flagging and Throwing Switches

Engineers .and firemen (helpers) shall not be required to flag, or throw
switclhes.

Rule 42—Watch Inspection

When engineers, firemen (helpers), hostlers, hostler helpers, yard foremen,
‘yard helpers or switchtenders are required to have their watches inspected,
such inspection shall be made while employees are on duty and under pay.
The carrier shall assume the cost of such cleaning and repairing of the
watches of employees covered by this Rule as is necessary to meet the require-
ments of the carriers’ time service rules.

Rule 45—S8avings Clauses

Bxisting differentials for divisions or portions thereof; or mountain or desert
territory as compared with valley territory, whether expressed in rates or
constructive mileage allowances, are preserved.

Existing rules, considered more favorable by committee on individual roads,
are preserved.
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APPENDIX D

PROPOSALS OF THE CARRIERS

1. Yard Stm‘tiztg Time

1. (a) Regularly assigned yard crews will each have a fixed starting time.
The starting time will not be changed without at least 48 hours advance notice.

(b) When one or more groups of threce crews cach are so assigned that the

“ second crew relieves the first, the third crew relieves the second and the first
crew relieves the third, the starting time for the first crew of each such group of
three crews shall be between 6: 30 a. m. and 8 a. m.

(¢) When one or more groups of two crews each are so assigned that the second
crew relieves the first, the starting time for the first crew of each such group of
two crews shall be between 6:30 a. m. and 8 4. m. or between 2:30 p. m. and
4 p. m. or between 10 : 30 p. m. and 12 midnight. :

(d) Crews assigned other than as described in Paragraphs (b) and (¢) above
may be started at any time between 6:30 a. m., and 12 midnight; provided that
4t points where only one yard crew is regularly employed it may be started at
any time.

(¢) Any group of crews, as provided for in Paragraphs (b) and (c¢), and any
number of separate crews, as provided for in Paragraph (d), may be worked in
the same terminal or yard at the same time. The starting time of any group of
crews started under Paragraph (b) or (¢) or of any crew started under Paragraph

(d) shall not determine the starting time of any other group of crews started
under Paragraph (b) or (¢) or the starting time of any crew started under
Paragraph (2).

2. BExtra crews and transfer crews are not subject to the foregoing and may be
started at any time.

3. Where mutually agreeable, on account of conditions produced by having two
standards of time, starting time may be changed one hour from periods above
provided.

4, All rules, regulations, interpretations or practices, however established,
which conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists on
this earrier, the fact that the subject matter is included in this uniform proposal
is not to be construed as an admission to the contrary.

2 Road Crews Performing Switching Right to Establish and Eliminate Yard
Engine Servicc—Dcesiynation of Switching Limits

(a) At stations or in each yard where no yard crews are employed or, if em-
ployed, are not on duty at the time, road crews in any class of service may be
called upon to do any and all switching. At stations or in each yard where yard
crews are employed and are on duty at the time, road crews in any class of
service may be required to perform any switching in connection with their own
train, and in the performance of such work may handle cars of other than their
own train; provided, that crews in local or way freight, mixed train, mine run,
beet run, transfer, work train, ore and other miscellaneous services may be
required to perform any switching regardless of whether or not yard creivs are
employed.

(b) When switching is performed by road crews as provided in Paragraph (a),
such work shall be paid for as part of the road day or trip and additional com-
pensation shall not be paid under road regulations for such work. Neither road
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nor yard service employees may claim pay under yard regulations when such
work is performed by road crews.

(¢) The Management has the exclusive right to establish and abolish yard
service and yard assignments and to designate and change switching limits.

(NotE.—This rule sh:_lll be incorporated in both the road rules and in the
yard rules in schedules having separate road and yard rules.)

(d) Al rules, regulutions, interpretations or practices, however establlshed
which conflict with the above shall be eliminated.

Where no rule, regulation, or interpretation as to the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal
is not to be construed as an admission to the contrary.

2. IIand‘ling Freight in. Passcnger Trains

(a) When trains ave composed entirely of cars equipped with high speed
betterments, crews on such trains will be paid at passenger rates regardless of
the commodities loaded in the cars; provided that any members of a crew required
to load or unload L. C. L. freight shall be paid, in addition to the passenger mileage
rate, the difference between the passenger mileage rate and the local freight
mileage rate for the distance that the L. C. L. freight so loaded or unloaded is
hauled while such members of the crew are working on the train, Nonrevenue
shipments, company material and supplies are not “freight” as covered by this
provision.

(b) When trains are composed of cars equipped with high speed betterments
and one or niore other cars not 8o equipped, crews will be allowed, in addition to
the passenger mileage rate, the difference between the passenger mileage rate
and the through freight mileage rate for the distance such cars not so equipped
are hauled; provided that any members of a crew required to load or unload
L. C. L. freight shall be paid, for the distance that the L. C. L. freight so louaded
or unioaded is hauled while such members of the crew are working on the train,
the passenger mileage rate and in addition, the difference between the passenger
mileage rate and the local freight mileage rante. Nonrevenue shipments, company
material and supplies are not “freight” as covered by this provision.

(¢) A car shall be deemed to have high speed betterments when it is equipped
with signal and steam lines, and with trucks and wheels, permitting it to be moved
in passenger trains,

(d) Company material hauled in a passenger train which is not loaded or
unloadetl by a member of the crew of such train shall not entitle any member of
that crew to be paid at other than his regular rate. Any member of the crew of a
passenger train required to load or unload in excess of 2,500 pounds of company

material shall be paid the passenger mileage rate and in addition the difference
between the passenger mileage rate uand the local freight mileage rate for the
distance that the company material so loaded or unloaded is hauled while such
member of the crew is working on the train. The term “company material” shall
not include company uail, stationery, station, and ofifice supplies or printed
matter.

(e) All rules, regulations, interpretations or practices, however estublishefl,
which conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal
is not to be construed as an admission to the contrary.
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4. Time Limit on Claims

All claims or grievances must be made in writing by or on behalf of each

individual employee within 60 days from date of the occurrence on which the
‘cluim 6r grievance is based, and if not so presented are barred. The presen-
tation of a claim or grievance based upon a continuing violation of an agreement
is not prohibited, provided it is made in writing in the manner herein stated, and
provided further that compensation for such continuing violation shall in no
event be payable for period in excess of 60 days prior to the date upon which
the claim was made.

Claims and grievances made within 60 days from date of the occurrence and
disallowed are barred unless appeal is taken to the proper officer within 60 days
from the date of notice disallowing the claim.

Initial decision and decisions by each officer in the course of appeal shall he
made in writing, within 60 days from the date claim or grievance is received
by him or within 60 days from the date conference is concluded if conference
is had thereon. Appeal from any decision must be made in writing within 60
days from the date of decision appealed, or the claiin or grievance shall be barred.

Decision by the highest officer designated to handle disputes shall be final
and binding unless within 60 days after written notice of such decision the said
officer is notified in writing that his decision is not accepted. All claims or
grievances involved in such decision shall be barred unless within ¢ months from
date of said officer's decision pl'oéeedillgs are instituted before a tribunal of
competent jurisdiction established by law or agreement.

All rules, regulations, interpretations or pructices, however established, which-
conflict with the above shall be eliminated.

Where no rule, regulation, or interpretation as to the above proposal exists
on this carrier, the fact that the subject matter is included in this uniform
proposal is not to be construed as an admission to the contrary.

6. Self-propelled Roadway end Shop Equipment and Maclines

'(a) Engineers, Firemen, Conductors, Trainmen, and Yardmen shall have no
claim to man sclf-propelled roadway and shop equipment and machines used
in Maintenance of Way and Structures, Maintenance of Equipment, Stores De-
partment, and construction work, such as (this enumeration being by way of
illustration and not by way of limitation) locomotive cranes, ditchers, clam-
shells, pile drivers, scarifiers, wrecking derricks, weed burners, rail detector cars,
and other self-propelled roadway and shop equipment or machines, whether
operated on tracks or otherwise. Such roadway and shop equipment and ma-
chines will not be used to perform switching or handling of empty or loaded
cars other than those handled or moved in order to perform the service or to do
the work to be done by such roadway and shop equipment and machines in the
Maintenance of Way and Structures, Maintenance of Equipment, Stores Depart-
ment, and construction work.

(b) The Management shall be the sole judge as to the need of a train service
employee, or employees, with roadway and shop equipment and machines. If,
in the judgment of the Management, a road or yard service employee, or em-
ployees, is necessary, road service employees will be paid only the rates and under
the rules applicable to work train service, and yard service employees will be paid
only the yard service rates. In all such cases, time of the employee, or employees,
used for each day service is performed, shall be computed from the time he or
they are required to report for duty until relieved from duty at the point where
such employee or employees are relieved.
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(¢) All rules, regulations, interpretation or practices, however established,
which conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists
on this carrier, the fact that the subject matter is included in this uniform pro-
posal is not to be construed as an admission to the contrary.

8. Motorcars

(e¢) Engineers, Firemen, Conductors, Trainmen and Yardmen shall have no
claim to man either inspection motorcars used by company officials, or motorcars
operated with or without trailer cars and used by telegraph, telephone, or com-
pany forces, in the performance of maintenance and/or inspection work.

() The Management shall be the judge as to the need for a train service
employee with such motorcars. Time of any such employee used will be com-
puted each day from time required to report for duty until relieved from duty
at the point tied up.

(¢) All rules, regulations, interpretations or practices, however established,
which conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists
on this carrier, the fact that the subject matter is included in this uniform
proposal is not to be construed as an admission to the contrary.

12. Coupling and Uncoupling Air Hose Releasing Air Brakes on Cars (‘“‘Bleeding

Cars”) Prior to Switching

Trainmen and yardmen may be required, without penalty pay and as a part
of their regular day's work, to couple and uncouple air, signal and steam hose,
to unhook vestibule curtains, and to make necessary air tests at all points except
where and at such times as car inspectors are employed and on duty and im-
mediately available at the particular time and place where the work is per-
formed ; provided, trainmen and yardmen may be required without penalty pay
and regardless of whether or not Car Inspectors are employed, or are on duty
or are available, to couple and uncouple air, signal and steam hose between
engine and caboose, engine and train, or train and caboose, and between drafts or
cuts of cars, to bleed cars, and to unhook vestibule curtains.

All rules, regulations, interpretations or practices, however est tblished, which
conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists
on this carrier, the fact that the subject matter is included in this uniform
proposal is not to be construed as an admission to the contrary.

14. Passenger Service—Overtime

Overtime in passenger service, except short turnaround service, shall be com-
puted on a speed basis of 20 miles per hour. Overtime in all passenger service
shall be paid for on the minute basis at a rate per hour of one-eighth of the
applicable basic daily rate.

Overtime in all passenger service shall be applied against monthly guarantee in
passenger train service and against daily earnings guarantees in passenger train
and engine service.

All rules, regulations, interpretations or practices, however established, which
conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal
is not to be construed as an admission to the contrary.
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15. Limitation of Runaround Payment

Add the following provisions tg existing rule:

If under this rule payment for runaround is incurred it will be allowed only
to the man or crew standing first out ut the time ef the runaround.

No runaround payment shall accrue to or in connection with any crew called
in turn but which does not leave the terminal in such turn.

All rules, regulntions, interpretations or practices, however established, which
conflict with the above shall be eliminated.

Where no rule, regulation or interpretution as to the above proposal exists
on this carrier, the fact that the subject matter is included in this uniform
proposal is not to be construed as an admission to the contrary.

1%. Flagging in Conncction With Maintenance of Way and Construction Jobs

The use of trainmen or yardmen for flagging in connection with maintenance
of way or construction work is within the discretion of Management, and there
shall be no basis for claims account nonuse of trainmen or yardmen.

All rules, regulations, interpretations or practices, however established, which
conflict with the above shall be eliminated.

TWhere no rule, regulation, or interpretation as to the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal
is not to be construed as an admission to the contrary,

18. Pay for Time Lost To Be Reduced by Other Barnings

Whercpayments are made for “time lost” for any reason, any earnings made
in other employment during time out of service shall be deducted from amount
due.

For the purpose of this rule self-employment shall not be considered as “other
employment.”

All rules, regulations, interpretations or practices, however estublished, which
confliet with the above shall be eliminated.

Where no rule, regulation or interpretation as t|o the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal
is not to be construed as an admission to the contrary.

19. Interdivisional Runs

() The Carrier shall have the right to establish'interdivision, intersenioricy
district, intradivisional and intradistrict runs in assizned and inassigned service,
Any such run, whether assigned or unassigned, may be operated on either a one
way or turn around basis and through establisbed crew terminals. Extra service
may be operated on the same basis. The right to operate such rmns will be free of
the imposition of any restrictions as to the class of traflic which may be handled
or as to the destination of any empty or loaded car moving on such runs.

(b) Intheapplication of paragraph (a), the Carrier shall distribute the mileage
equitably as between employees from the respective seniority districts involved.

(c) No rule, regulation, interpretation, or practice shall be constrned to in any
way prohibit, restrict, qualify or limit the provisions of paragraphs («¢) and ().

(¢) All rules, regulations, interpretations or practices, however established,
which conflict with the above shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal
s not to be construed as an admission to the contrary.
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22, Work That May Be Performed by Yardmasters and Other Supcrvisory Officers
or Employees—Promotion to Yardmasters' Pogitions

All rules, customs or practices, however established, which restrict work that
may be performed by yardmasters and other supervisory officers or employees,
shall be eliminated.

All rules, interpretations, customs or practices, however established, which pro-
vide that yardmen shall have exclusive or preferential right to promotion to posi-
tions as yardmaster or assistant yardmaster, shall be eliminated.

Where no rule, regulation or interpretation as to the above proposal exists on
this carrier, the fact that the subject matter is included in this uniform proposal is
not to be construed as an admission to the contrary.

APPENDIX E

THE RAILROADS AND THE EMPLOYEES’ ORGANIZATIONS INVOLVED
WESTERN RAILROADS

List of carriers as represented by the Western Carriers’ Conference Committee,
1947, showing the rules proposals served by such carriers under date of June 20,
1947, upon their employees represented by the Brotherhood of Locomotive Engi-
neers, Brotherhood of Locomotive Firenien and Enginemen, Order of Ruailway
Conductors, Brotherhood of Railroad Trainmen, and Switchmen’s Union of North
America.

[The symbol “x" denotes that the 25 rules proposals contained in 8ppendix D were served upon employees
represented by the organizations indicated

B.of L. [ B.of L. | O.of R. | B, of R. S.'U. of
Carriers E. F. & E. C. T. N. A,
1 2 3 4 5
Atehison, Topeka & Santa Fe Ry_ ... ... X X x x
Gulf, Colorado & Santa Fe Ry ... __..___ x X X x
Panhandle & Santa Fe Ry __ ... ... ... X x X x
.Belt Railway Co.of Chicago. ... ... ... x X feacmieeaos x
Burlington-Roek Isiand R.R ... x X X X
Camas Prairie RO R ... ______ - X X X x
Chicago & Eastern lllinois R, R - X b S . Ix
Chiengo & Hlinois Midland Ry__ - X ). S PN ix
Chicago & North Western Ry.__ - X X 2x x
Chicago & Western Indiana R. R__. . x X femeomamaos X
Chieago, Burlington & Quiney R. R______._____. .-, x x x X

Chicago Great Western Ry. (including South St.

Paul Terminal) ..ot acccnaeaaea X x
Chicago, Milwaukee, St. Paul & Pacifie R. R. . x x
Chicago, Terre Haute & Southeastern Ry . X X
Chicago, Rock Island & Pacific Ry.._........ X x
Chicago, St. Paul, Minneapolis & Omaha Ry R x X
Colorado & Southern Ry - x x
Colorado & Wyoming Ry._____.___________ N R 34x
Davenport, Rock [sland & Northwestern Ry. .| ¥8x
Denver & Rio Girande Western R. R .__.......... T Y
Tenver & Rio Grande Western R. R, (former
Denver & Salt Lake Ry.) X x x
Des Moines Union Ry ... ... 37y x
Tuluth, Missabe & Iron Range Ry.:
Iron Range Division__________ X 8x X X
Missabe Division......__.___ X X x °x
Duluth, Winnipeg & Pacific Ry. X x x X
East St. Louis Junetion R. R____ . |...- L2 S I X
Elgin, Joliet & Eastern Ry ______ 10 x 10 x 10 x 10 x
Fort Worth & Denver City Ry.. X x b x
Wichita Valley Ry ..o X X X x
Galveston, Honston & Henderson R.R_ . |.......... LRLIS' S R ix
Great Northern Ry oo ... R X X X x
Green Bay & Western ROR_ L . X X x x
Kewaunee, Green Bay & Western R, R_o________ X x X X

See footnotes at end of table.
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B.ofL.[B.ofL. | O.of R, | B.ofR. | 8. U. of
Carricrs E. F.&E. C. T. N. A.
1 2 3 4 5
Gulf Coast Lines—Comprising:
Asherton & Guif Ry x x
Asphalt Belt Ry .. x

Ibcrm St. Mary & Eastern R, R...
International-Great Northern R. R.
New Iberia & Northern R, R._._...
New Orleans, Texas & Mexico Ry..
Orange & Northwestern R, R.._...
Rio Grande City Ry .. oo coooioooo
St. Louis, Brownsville & Mexico Ry .
San Antonio Southern RY .o
San Antonio, Uvalde & Gulr R.R.._
San Benito & Rio Grande Valley Ry._
Sugar Land Ry ...
Houston Belt & Terminal Ry
Illinois Central R
Chicago & Illmoxs
Kansas City Southern Ry...
Kansas City Terminal Ry. ... .co.oo._....
Los Angeles Junction Ry ... _..ocoooooo...
Louisiana & Arkansas Ry _._._.__......_..._.
Manufacturers Ry__.___._ ...
Midland Valley R. R__ ... ...
Kansas, Oklahoma & Guif Ry._.._._..
Oklahotna Cit.y-Adu-Atoka Ry...
ancnpohs & St. Lovis Ry
Railway Transfer Co,, City of Minneapalis
Minncapolis, St. Paul & Sault Ste. Marie R. R
Duluth, ‘South Shore & Atlantic Ry .......
Mineral RangeR. R_...
Minnesota Transfer Ry. . e
Missouri-Kansas-Texas R. R.
Missouri-Kansas-Texas R. R. Co. of Texas.
Missouri PacificR. R__.
Northern Pacific Ry
Northern Pacific Terminal Co. of Oregon...
Northwestern Pacific R. R.__.__._._._.______
Ogden Union Ry. & Depot Co.oeoemcmmaenann..
Oregon, California & Eastern Ry. ......
Peoria & Pekin Union Ry...._..
Port Terminal R. R. Association.
St. Joseph Terminal R. R ... ... __
St. Louis-San Francisco Ry.
St. Louis, San Francisco & Texas Ry....._.
St. Louis Southwestern Ry__._____.___._...._._.
St. Louis Southwestern Ry. Co. of Texas
St. Paul Union Depot Co... .
San Diégo & Arizona Fastern
Smu( City Terminal Ry ... o ooooomonaiiaaiaane
Southern Pacific Co. (Pacifie Lin uding:
Former El Paso & Southwestern System._______
Southern Pacific Co., former El Paso & South-
western SYSLem .. . . iceiaaonn-
Souhhern Pacific Co., former Arizona Eastern
N . R., Phoenix DHSEFICE - o o e oeeememmm e
Spokane, Portland & Seattle Ry oo L...
Oregon Eleetric Ry .. .o
Oregon Trunk Ry
Terminal Railrond Association of St. Louis.....
Texas & New Orleans R. R
Texas & Pacific Ry...._._.__.
Abilence & Southern Ry_ . ... __.__.........
Fort Worth Belt Ry ... ..
Texas-New Mexico Ry . .o . oooiooao
Texas Short Line Ry__
Weatherford, Mineral Wells & Northwestern. .
Texas Mexlcan Ry . iaaolo
Texas Pacific-Missouri Pacific ’I‘cmtory R. R. of
New Orleans

Union Pacific R. R
See footnotes at end of table.

x x
x x
X x
x X
x X
b S PO,
b S P
X x
.......... x
L. S R
Ix x
X X
.......... x
X 8 x
| SR PO
X’ x

s
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B.ofL. | B.ofL. | O.of R. | B.ofR. | 8. U. o
Carriers E. F.&E C. T. N. A.
. 1 2 3 4 5
Union Railway Co. (Memphis) 3y x x
Union Terminal Co. (Dallas). 3x x
Wabash R. R.:

Lines west of Detroit and Toledo__.______....... X x x 3B x
Lines east of Detroit (Buffalo Division). x X feeeeeiean Wx
Western Pacifie R. R . ... x x x x

t Includes conductors.

2 Includes yard foremen, Chicago switching district.

¥ Includes engineers.

4 Proposals numbered 3, 5, 14 and 16 were not served.

8 Except blast furnace, open hearth and 12’ and 20" rolling mill service,

¢ Proposals numbered 3, 5, 13, 14, 16, 19, 20, 24, and 25 were not served.

7 Does not include hostler helpers.

8 Excludes hostlers,

¢ The Order of Railway Conductors represents conductors in road service and those used in yard service
except in what is known as ‘‘Proctor-Duluth Terminal Territory.”” In that territory conductors or yard
foremen are represented by the Brotherhood of Railroad Trainmen.

10 Proposals numbered 3, 5, 14, and 16 were not served.

1t Proposals numbered 3, 5, 13, 14, 16, 19, 20, 21, 23, 24, and 25 were not served.

12 Includes firemen.

13 Includes hostlers.

14 Covers engine foremen only.

18 Represents fireinen only.

16 Represents engineers only.

17 Proposals numbered 3, 5, 13, 14, 15, 16, 19, 20, 23, 24, and 25 were not served.

18 Includes an additional proposai, No. 26, captioned *‘ Local Freight Service,” which rule was excluded
from authorization.

19 Applics also to the Arkansas Western Ry. Co., in so far as covered by the rules of the Kansas City
Southern agreements. Also, there is an added clause in the first paragraph of proposal No. 24 served by
the Kansas City Southern Ry. reading—‘Nothing in this paragraph is intended to affect the special agree-
ment of May 1, 1834 covering service between Pittsburgh and Baxter Springs,” to take care of a situstion
local to that property.

20 Current schedule between the Kansas City Southern Ry. Co., and the Brotherhood of Railroad Train-
men, covering yardmen, provides that no change will be made in rates of pay, rules and working conditions
prior to Dec. 1, 1947, and the carrier’s rules proposals are limited to that extent.

21 Proposals numbered 3, 5, 13, 14, 16, 19, 23, 24, and 25 were not served.

22 Proposals numbered 3, 5, 13, 14, 16, 19, 20, 21, 24, and 25 were not served.

23 Proposils numbered 1, 2, 3, 5, 10, 12, 13, 14, 16, 17, 19, 22, 23, 24, and 25 were not servod.

2 Proposals numbered 2, 3, 5, 10, 13, 14, 16, 19, 23, 24 and 25 were not served.

2% Includes brakemen,

20 Proposals numbered 3, §, 13, 14, 16, 19, 24, and 25 were not served. Also, paragraphs 3 and 4 (applicable
to road conductors and brukemen) of carrier’s proposal No. 9 were not served.

27 Includes locomotive engineers employed by the King Street passenger terminal covered by agreement
between the Northern Pacific Ry. Co., and the Brotherhood of Iocomotive Engincers, effective 2-16-25
as revised cffective 8-1-47. -

3 Includes locomotive firemen and hostlers, employed hy the King Street passenger terminal, covered
by the agreement botween the Northern Pacific Ry. Co., and the Brotherhood of Locomotive Firemen &
Enginemen, effective 2-16~25, as revised-eflective 6-1-47,

29 [ncludes yardmen employed by the King Street passenger terminal and the Duluth Union Depot &
Transfer Co., covered by the agreement between the Northern Iacitic Ry. Co. and Brotherhood of Rail-
road Prainmen effective 6-1-24.

8 Proposals numbered 3, 5, 13, 14, 16, 19, 20, 23, 24, and 25 were not served.

31 Proposals numbered 3, 5, 13, 14, 16, 19, 23, 24, and 25 were not served.  Also paragraphs (a) and (b) and
the note under paragraph (c) of carrier's proposal No, 2 were not served. -

32 'roposals numbered 3, 5, 13, 14, 16, 19, 24, and 23 were not served.

3 Includes biakemen and train baggagemen.

8 Proposals numbered 2, 3, 5, §, 13, 14, 1, 19, 20, 21, 23, 24, and 25 were not served,

R" Agcrecmcnt. covering locomotive engincers excludes Phoenix district of the former Arizons Eastern

.R. Co.

 Includes additional rule itemn 26, captioned “Home Terminal Rule,
is excluded from carrier’s nuthorization.

3 proposals numbered 3, 5, 13, 14, 16, 19, 20, 23, 24, and 25 were Dot served.

38 Includes yardmen, Chicago switching district.

¥ Covers road conductors and road brakemen only.

OcToBER 9, 1947.

served by this carrier, and which
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EASTERN RAILROADS

Rules Proposals Served by Carriers in Notices Dated June 20, 1947, on the 5
Operating Railway Labor Organizations

X—Indicates the carriers’ 25 proposals were served without change.
O—Indlcates none of the carriers’ 25 proposals were served upon the organizations.
. 1f]ﬁ—I{]dicam:; that some, but not all, of the carriers’ 25 proposals were served, as shown in attachment No.
ereto.

B. of
Railroads L E.

A
=
"o
S
=
e

e

§.U.of
N. A,

o)
=

Akron, Canton & Youngstown R. R. Co....._......
‘Ann Arbor Railroad CO. . ..ooveooemeeo oo
Baltimore & Ohio R. R. (including Curtis Bay)....
Buflalo & Susquehanna District. ...
Buffalo Division. .o
Toledo Division._.
Chieago Terminal __._ ... ...
Bessember & Lake Erie Railroad Co
Boston & MaineR. R___ ...
Brooklyn Eastern Dlstnct Terminal._
Bush Termingl R. R. Coo_ oo
Canadian National R\' :
Lines in New England. .o ooveoooooemememamnn..
U.S. & CanadaR.R.__...._.
Champlain & St. Lawrence R. R
St. Clair Tunnel Co_........
Central Vermont Ry., Inc_ . _.voeenimmaiaaaaa.o
Chesapeake & Ohio Rallway Co.
Pere Marquette District
Fort Street Union Depot Co_____
Chieago, Indianapolis & Louisville Ry.
Chicago Union Station Co...........
Cincinnati Union Terminal Co..
Delaware & Hudson R. R. Corp.
Delaware, Lackawanna & Wi est.em R.R.Co
Detroit & Toledo Shore Line R. R. Co..
Detroit, Toledo & Ironton R, R. Co.
Detroit Terminal R. R. Co..
Erie Railroad Co......_._..
Grand Trunk Western R. R. Co.
Huntingdon & Broad Top Mt. R. R. & Coal Co.
Indianapolis Union Ry. Co_...
Lake Terminal R, R. Co..___.__.
Lehigh and New England R. R. Co.
Lehigh Valley R. R. Co
Maine Central R. R. Co. .
Portland Terminal Co.
MecKeesport Connecting R. R.
Monongahela Ry. Co._._
Montour Railroad Co. ...
New York Central Lines:
New York Central—Buoffaloand East...........
New York Central—West of Buffalo_
Ohio Central . __..._____.___.___
Michigan Central.
Federal Valley. _

seananss QuOMMMOOMMMuMOMMHAOMMM MIdMIAM mwMOmmanseO M
wawsw OwOOONBOOONKOOOHWOKOONMON MMMMMN OOOMOmmmmMO
CO00 O00Q0OOCOHOOOROHHOOOOON CO000 COOMOOOO000:

L. - R.
‘Boston & Albany R. R....
Indiana Harbor Belt R, R__.
Chicago River & Indiana R. R
Pittshurgh & Lake Erie R. R__
Cleveland Union Terminals. ..

New York, Chicago & St. Louis R.
New York Dock Ry oo
New York, New Haven & Hartford R,
Northnmpton &Bath R.R.Co.....___.___
Pennsylvania R. R. Co. (Long Island R. R.
Pennsylvania-Reading S. 8. Lines._ ... ..o foe e
Pittsburgh, Charticrs & Youghiogheny Ry (¢] # (o] # (¢]
Pittsburgh & West Virginia Ry. Co______ [0} X # X 0
Reading Co.....oo_.oooo.._ X X X X (o]

# # (o] # (o]

# # # # o]

(o] (o] (o] # (o]

OwmOMmmmumOmanpdmsresn  wawwmppMpunpdaddOMmMHduOMMM HHMMH =OHHOO==OMn

River Terminal Ry. Co._..__
Staten Island Rapid Transit Ry.
Union Depot Co. (Columbus)....
Union Freight R. R. Co. (Boston).
‘Washington Terminal Co__ ... ...
Wheeling & Lake Erie Ry. (including Lorain &

West Virginia) - oot

™ O
am &s
s O
S
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ArracaMenT No. 1

Eastern Railroads listed below did not serve Carriers’ proposals numbered as indicated

Proposal number as contained in Carriers’ notice of June 20, 1047

Railroad Organization
112131466780 j10|1|12]13|14|16(16]17| 1871920212223 25]25

Akron, Canton & Youngstown . ......._....._...
Baltimore & Ohio
Baltimore & Chfo
Buffalo & Susquehanna District___
Buffalo & Susquehanna Distriet.___
Buffalo & Susquehanna District __.
Buffalo Division._...._.__._._.___.

E

C

T

E

[o]

T

E

F

Buffalo Divisfon..__....._.....___. C
Buffalo Division._......._......_._ %‘
C

T

E

T

E

E

T

-e-el X

v
1
:
0

cera]aeacfaael] X

v
'
'
"
v
i
]

.
'
'
v
'

Toledo Divisfon__._.._.._...... ..
Toledo Division_...__..._.....__..
Toledo Division_..........._...___
Chicago Terminal. . ....._....._._.
Chicago Terminal . _._...___..._.
Brooklyn Eastern District Terminal
Bush Terminal. ...
Chicago Union Stat
Cincinnati Union Terminal._
Cincinnati Union Terminal__
Detroit & Toledo Shore Line.
Detroit & Toledo Shore Line.._
Detroit & Toledo Shore Line. ..
Detroit Terminal....__...._.______
Huntingdon & Broad Top Mt. R. R
Huntingdon & Broad Top Mt. R. R
Lake Terminal.._ ... .. ...___...____ F.,
Lehigh & New England R. R. Co. F.,
MecKeesport Connecting.........._ E.,
(o}
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Monongahela_.._......
Monongahela.
Monongahela.
Montour. ... il
New York Central System:
New York Central-Buffalo & East..___.__..
New York Central-Buflalo & East..__......
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New York Central & New York Central-
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ArtacEMENT No. 1—Continued

Eastern railroads listed below did not serve Carriers’ proposals numbered as indicated—Continued

Proposal number as contained in Carriers’ notice of June 20, 1947

Ralilroad Organization
123456789101112131415161718'1920'2122232425

Michigan Central . ________ . ... . RS SN PR 8
Michigan Central . __.____..__
Michigan Central. ... ...

C. C. C. & St. L., inclusive.
Peoria & Eastern.. ...

L’ville & Jeff. Bridge & R. R_......___.
LIrville & Jeff. Bridge & R.R__.
Boston & Albany________.._._.__...
Boston & Albany__.__._______.._.
Boston & Albany.._...._.......__
Indiana Farbor Belt...__......___
Indiana Harbor Belt..___.....____
Chicago River & Indiana._.._____
Chicago River & Indiana.______
Pittsburgh & Lake Frie. ._..___
Pittsburgh & Lake Erie...._.__
Pittsburgh & Lake Erfe. .
Cleveland Union Terminal
Cleveland Union Terminals
New York Dock. ... __._.._.._._._
New York, New Haven & Hartford ..
New York, New Haven & Hartford. .
Northampton & Bath..________._....
Pennsylvania.___..
Long lsland .
Baltimore & Eastern............
Pennsylvania-Reading Seashore Lines. .
Pittsburgh & West Virginia. . ________
River Terminal . ______________..
Staten Island Rapid Transit .___.
Staten Island Rapid Transit..__..
Union Depot (Columbus) - ...
Washington Terminal
Wheeling & Lake Erie including Lorain
West Virginia. ...l
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BOUTHEASTERN BATLROADS

Rules proposals served on employee groups
represented by—
°  Railroads -
B.ofL.E.|B- 9 L-F- ] g ofR. C.| B.of R. T.
& E.
Atlantic Coast Line.. ... .._._.__ % % v v
Atlanta & West Point . ____ n (1) (l; ('g
Western Ry. of Alabama.. - l; ? (¢ (
Atlanta Joint terminals .. g 2 [ @]
Central of Georgia._..._...._ ' 2 v v 4
Charleston & Western Carolina . _. v 1% 1% v
Chesapeake & Ohio-Chesapeake D 4 4 v v
Clinehfteld ... . ...t oo .. @ @ o @
Florida East Const....._..._ v 0 vV 4
Georgin . _......._.... e O] ) O] O]
Gulf Mohile & Ohio...____________ [ [ v 4
Jacksonville Terminal . ...__._.__ (D) 0 ] ®
Kentucky & Indiang Terminal.._. o (%) o (%)
Louisville & Nashville. _._.._______.__ v 4 v [4
Nashville Chattanoogn & St. Louis. __ 0 V v v
Norfolk & Portsmouth Belt Line...._. (©) (0] o U]
Norfolk & Western....____..___._... ___ [ v V
Richmond Fredericksburg & Potomac. . ® ® ® )
Seaboard Air Line ] v v [4 v
Southern v % v v
Alabama Great Southern 1% 4 4 14
Cincinnati Burnside & Cumberland River. . 1% 1 4 4
Cincinnati New Orleans & Texas Pacific. . 1% y 4 14
Georgia Southern & Florida...__________ o v v v
Harriman & Northeastern....__.__.___ v v v v
New Orleans & Northeastern.. 1% vV v 4
New Orleans Terminpal. . . _ v v o v
. St. Johns River Terminal. 1% 14 0 [A
Virginian et e o 1% v 4

EXPLANATION OF SYMBOLS

V Attachment A served without change.

0 No proposal served.’

! Attachment A, except proposals numbered 8, 19, and 20, served.

! Attachment A, except Droposals numbered 3, 5, 8, 13, 14, 16, 19, 20, 21, 23, 24, and 25, served.

3 Attachment. A, except proposals numbered 3, 20, 22, and 23, served.

< The June 20, 1947, proposals were served on the engineers, fircmen, and hostlers, then represented by -
the B.of L. F. & E. Subscquently the National Mediation Board, in case R-1870, certified the B. of L. E,
as representing such group.

" Attachment A, except proposals numbered 3, 5, 13, 14, 16, 19, 24, and 25, served.

SAttachment A, except proposals numbered 3, 5, 13, 14, 16, 19, 20, 24, and 25, served.

T Attachment A served without change, but during conferences items 2, 3, 5, 13, 14, 16, 19, 23, and 24 were
considered inapplicable and were withdrawn.

§ Attachment A, except proposals numbered 19, 20, and 25, served.

9 Attachment A, except proposals nmmbered 19 and 20, sarved.

0 Attachment A, except proposals numbered 3, 5, 13, 14, 16,'19; 20, 24, and 25, served.

RAILWAYS AND' TERMINAL CoMPANIES REPRESENTED BY THE CARRIERS' CONFERENCE
- COMMITTEES
'

WESTERN RAILROADS

. List of carriers is represented by the Western Carriers’ Conference CQmmittee,
1947, and their employees represented by the Brotherhood of Locomotive Engi-
neers, Brotherhood of Locomotive Firemen and Enginemen, and Switchmen's
TUnion of North America, as indicated by “x,” in connection with notices, dated on
or about June'20, 1947, served upon certain western railroads to secure certain
changes in agreements covering rates of pay, rules and working conditlongi of en-
gine, train, and yard sérvice employees; also, notices covering changes in, and
establishment of, ¢ertain rules as served on representatives of the employees in
engine, train, and lyardj service by the individual railroads on or about June 20,
1947. . H . :
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[Authorization is coextensive with the provisions of current schedulé arreements applicable to the employ-
ees represented by the organizations listed above)

n. 8. U.of N
B.of L. E. F. A,

L.
E.

~e

Carriers

Atchison, Topeka & Santa Fe Ry oiiicicicaaaae
Gulf, Colorado & Santa Fe Ry..

Chicago & Eastern Illinois R. R.
Chicago & Illinnis Midland Ry..
Chicago & North Western Ry..
Chicago & Western Indiana R, R_______.___
Chicago, Burlington & Quincy R. R
Chicago Great Western Ry. (including South St, Paul Terminal)._.
Chicago, Milwaukee, St. Paul & Pacific R. R ocooemcacaeaacann
Chicago, Terre Haute & Southeastern Ry:.
T—Chicago, Rock Island & Pacific Ry .
Chicago, St. Paul, Minncapolis & Omah
Colorado & Southern Ry..._
Colorado & Wyoming Ry..__._._....._....._.
Davenport, Rock Island & Northwestern Ry.
Denver & Rio Grande Western R. R, ... ocoooooma ool
Di"i") & Rio Grande Western R. R. (Former Decnver & Salt
£:1.{c) S
Des Moines Union Ry
Duluth, Missabe & Iron Range Ry. (Iron Range Division,
Duluth, Missabe & Iron Range Ry. (Missabe Division)..
Duluth, Winnipeg & Pacific Ry. ... c.o.......C
East St. Louis Junction R. R.
Elgin, Joliet & Eastern Ry..__.
Fort Worth & Denver City Ry.
Wichita Valley Ry . . .o oo eees -
Galveston, Houston & Henderson R, R.____
Great Northern Ry ... ooieaos - X
Green Bay & Western RO R. .. ... R X
Kewaunee, Green Bay & Western R R oo x
Gulf Coast Lines—Comprising— .
T—Asherton & Gulf Ry.
T—Asphalt Belt Ry_. ... _____._._.____.
T—Beaument, Sour Lake & Western Ry.
T—Houston & Brazos Valley Ry. ...
T—Houston North Shore Ry.........
T—Iberia, St. Mary & Eastern R. R......
T—International—Great Northern R. R__ -
T—New Iberia & Northern R. R___..______ -
T—New Orleans, Texas & Mexico Ry..
T—Orange & Northwestern R. R_____._
T—Rio Grande City Ry....
T—St. Louis, Brownsville & Me
T—San Antonio Southern Ry.. _._..
T—San Antonio, Uvalde & Gulf R. R__..
T—S8an Benito & Rio Grande Valley Ry..
T—SugarLand Ry .. ... _........... Teeoe -
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Kansas City Terminal Ry___ . ccmcmaceeeacaenen
Los Angeles Junction Ry . .- ix
Louisiana & Arkansas Ry _ . ieciiicmaneecnnan x
Manufacturers RY ... ..o iecciccrccecamcammnceream—nn
Midland Valley R. R.. x
Kansas, Oklahoma & Gulf Ry..._..__. x
Oklahoma City-Ada-Atoka Ry......._. x
Minneapolis & St. Louis Ry _. ..o oo x
Railway Transfer Co. of City of Minneapolis.
Minneapolis, St. Pau] & Sault Ste. Marie R. R.
T—Duluth, South Shore & Atlantic Ry..
T—Mineral Range R. R . . o o icccccacanae-
Minnesota Transfer Ry ... ieiomcicmecommnmmeee]caicaeaas
Missouri-Kansas-Texas R. R . o ieeiiimimanenas . X
Missouti-Kansas-Texas R. R. Co. of Texas.. coueooommnnenaaann- x
T—Missouri Paclfie R. R iiiecccimmaenan X
Northern Pacifle RY ..o oo ceccmmeccememaee 10x
x
x

'
LR
PR EREFEEREE LR R B8

Northern Pacific Terminal Co. of Oregon..._ . ... ccecvmaanens
Northwestern Pacific R. R_...__..___...._.

See footnotes at end of table.
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Rammways AND TERMINAL COMPANIES REPRESENTED BY THE CARRIERS' CONFERENCE
ComumirTeEs—Continued )

WESTERN RAILROADS—continued

B.ofL. | 8. U.of N.
B.of L. E. F. A,

& E.
Carriars
1 2 3

Ogden Union Ry. & Depot Co. ..o iiiiaaaas x | SR RN
Oregon, California & Eastern Ry . _________._______ x x -
Peoria & Pekin Union Ry . oo oo et eeececcecmmmemee e ix -
Port Terminal Railroad Association. . __......__... . Ix -
St. Joseph Terminal R. R e ecei e 1x -
8t. Louis-San Francisco Ry _......._._._. X X -

St.Louis, San Francisco & Texas Ry. x x -
8t. Louis Southwestern Ry _._____._________._ X x -

St. Louis Southwestern Ry. Co. of Texas...... x x -
8t. Paul Union Depot Co x X
San Diego & Arizona Eastern Ry X X |eeeemcennea-
Sioux City Terminal Ry.....o_ . i iiiiciaaanno]acaaeiaeaas ix X

Southern Pacific Co. (Pacific Lines)—excluding former El Paso &

Southwestern SyStem . .oeoooq o eiaccaeceaccemocemcaan X el
Southern Pacific Co.—former El Paso & Southwestern System.. b S PR,
So&xit.hern Pacific Co.—former Arizona Eastern R. R.—Phocnix

£13 3 (1] A [ PUPRRRIRREE R JEN PO
Spokane, Portland & Seattle Ry._ X
Oregon Electric Ry ... X
Oregon Trunk Ry.._. .- X
Terminal Railroad Association of St. X
.Texas & New Orleans R. R.._... X

Texas & Pacific Ry .. oeo_ X
Abilene & Southern Ry
Fort Worth Belt Ry__._
Texas-New Mexico Ry.
Texas Short Line Ry. . .
Weatherford, Mineral V

Texas Mexican Ry________

Texas Pacific—Missouri Pacific Terminal R. R. of New

Union Pacifie R. R __ ...

Union Railway Co. (Memphis)

Union Terminal-Co. (Dallas) ._._______._....._....

Wabash R. R.—lines west of Detroit and Toledo

‘Wabash R. R.—lines east of Detroit (Buflalo division) x

Western Pacific R, R oo oo ccccaccceca—aan x

HWHAM A

t Includes engincers.

2 Authorization does not include hostler helpers.

2 Excludes hostlers.

¢ Includes firemen.

8 Includes hostlers,

¢ Represents firemen only.

7 Represents engineers only.

8 Authorization excludes employees’ proposed rule No. 19, “captioned conversion rule,” and item 26, eap-
tioned ““local freight service,”” appearing in the carriev’s proposal of June 20, 1947,

¢ Applintss also to the Arkansas Western Ry. Co., insofar as covered by the rules of the Kansas City Southern
agreements.

10 Authorization includes lncomotive engineers employed by the King St. passenger terminal covered by
the agreement between the Northern Pacific Ry. Co. and the Brotherhood of Locomotive Engineerseffective
Feh, 16, 1925, as revised effective Aug. 1, 1947, X

1 Authorization includes locomotive firemen and hostlers employed by the King St. passenger terminal
covered by the agreement between the Northern Pacific Ry. Co. and the Rrotherhood of Locomotive
TFiremen and Enginemen effective Feb. 16, 1925, as revised effective June 1, 1047, .

R“ I{\géecment covering locomotive engineers excludes Phoenix district of tho former Arizona Eastern

. R. Co.

13 Authorization excludes item 26, captioned “Home Terminal Rule,” appearing in the carrier’s proposal
of June 20, 1947.

For the Organizations:
GEeo. B. HOOPER,
Brotherhood of Locomotive Engineers.
H. J. ARRIES,
Brotherhood of Locomotive Firemen and Enginemen.
Q. E. McDANIELS,
Switchmen’s Union of North America.
For the Carriers:
R. F. WELsH,
NOVEMBER 14, 1947.



86

EASTERN RAILROADS

Eastern railroads represented by the Eastern Carriers' Conference Committee
in the handling of request contained in notices, dated June 20, 1947, served upon
railroads by the Brotherhood of Locomotive Engineers, the Brotherhood of Loco-
motive Firemen and Enginemen, and the Switchmen’s Union of North America,
to secure certiin changes in agreements covering rates of pay, rules, and working
conditions of engine, train, and yard service employees; also, notices served
same date by the individual railroads on representatives of the employees in
engine, train, and yard service covering changes in, and establishment of, certain

rules.

[ Authority is coextensive with the notices filed and with scope of agreements as to classes of employecs

Railroads

B.of L. E.

Yard-

masters—
S. U. of

N. A

Akron, Canton & Youngstown R. R. [oF: SR
‘Ann Arbor R, R. Co

Baltimore & Ohio Chlcngo Terminal R. R. Co
Bessemer & Lake Erie R. R, Co. o oooooaaoooioL
Boston & Maine R, R.__...___..._._.
Brooklyn Eastern District ’l‘ermuml
Buffalo Creck R. R
Bush Terminal R. R. Co.
Canadian National Rys.:

Canadian Nationnl Rys.—Lines in New England..

Champlain & St. Lawrence R. R______.____._.___.

United States & Canada R. R__._____._.._..____.

St. Clair Tunnel Co... ..o aiiceaaaees
Central Vermont Ry., Ine. .. ..o,
Chesapeske & Ohio Ry. Co.:

Pere Marquette District *. . oveeeooooooeao.

Fort Street Union Depot Co. oo ...
Chicago, Indianapelis & Louisville Ry. Co...._.____.._.
Cincinnati Union Terminal CO..ccooooooo ool
Delaware & Hudson R, R. COrp.ccuocoacozcamnaaaaaao.
Delaware, Lackawanna & Western R.R.Co...co._....

Detroit & Toledo Shore Line R.R. Co____.____..______|..__.__...__

Detroit Terminal R. R. Co_ ... ..ooooeoeo
Detront Teledo & Ironton R.R.Co...._.._.._._._....
Erie RUR. Co.. oo e
Grand 'I‘runk Western R, R. CO_coencooamcmcceae
Huntingdon & Broad To| Mountaln R. R. & Coal Co.
Indianapolis Union Ry. Co_ .. .oeeeeuoooo ..
Lake Terminal R.R. Co..______...coo...._.__.
Lehigh & New England R.R. COaneeoeoo oo
Lehigh Valley R.R. Co._.._._._............
Maine Central R. R. Co..._____
Portland Terminal Co.__._.
MecKeesport Connecting R. R_.
Monongahela Ry. Co....._.

Montour R, R. Co.__ .- I e

New York Central R. R. (full hne agreements):
- New York Central R. R

- St. Louis Ry..
Peoria & Egstern RYciimmiacae.
Louisville & Jeﬁersonvil]e Bridge & R. R._
Boston & Albany R. R_____...______..___
Indiana Harbor Belt R. R
Chicago Rlver & Indiana ((‘hicago Junection Ry. )..
Pittsburgh & Lake Erie R. (Lake Erie &
Eastern)
Cleveland Union Terminals. _
New York, Chicago & St. Louis R.R.Co_.
New York, New Haven & Hartford R. R. Co.

Northnmpton &BathR.R. Coooeeoo i |

Pennsylvania Railroad Co._.__.
Baltimore & Eastern R. R. Co.
Long Island Rafl Road Co.__occeunnmoooaaa.

See footnotes at end of table.
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,
RAILWAYS AND TERMINAL COMPANIES REPRESENTED BY THE CARRIERS’ CONFERENCE
CoMxITTEESs—Continued

EASTERN RAILROADS—continued

B.of L. F.|S. U.of N. | masiors
B.ofL, E.|B-0f L. F.|8. U.of N.| masters—
Raflroads of & E. A, S. U. of
1 2 3 4
Pennsylvania-Reading Seashore Lines_ .. ..____.____. x -
Pittsburgh & West Virginia Ry Co_.____._. - ™
Pittsburgh, Chartiers & Youghiogheny Ry_._.__...__.\ _____._____. (O]
Reading Co.ooon. oo cieoiacaas x x
River Terminal Ry, Co_____._ x x
Staten Island Rapid Transit Ry.. . x x
Unjon Freight R. R. Co. (Boston). ... ... b\ ... ()]
Washington Terminal Co..__.._oooooooo oo feeoao Ll @
‘Wheeling & Lake Erie Ry. Co.__. x X
Lorain & West Virginia Ry. Co.__.__.___......._. x x

hl Bnl%x}mrect& Ohjo—Engineers only on the Toledo Division, Buffalo Division and Buffalo & Susque-

anna District.

2 Baltimore & Ohio—Firemen only on the Buffalo Division and Buffalo & Susquehanna District.
1B.& L. E., D.&T.8. L, Lake Tml., L. & N. E., McKeesport Conn., Montour, Northampton & Bath,

P.& W. Vs, P. C. & Y., Un. Frt. (Boston), Wnsl']ington Tml., Buffalo Creek—Includes engineers rep-

resented by the Brotherhood of Locomotive Firemen & Enginemen.

4 Bessemer & Lake Erie—Yardmen in Conneaut Yard only.

s Chesapeake & Ohio (P. M. Dist)—Authorization for the Eastern Carrfer’s Conference Committee to
represent the Pere Marquette District—Chesapeake & Ohio R. R, Co. is limited as follows:

The authority herein given is expressly restricted and limited by excepting and excluding therefrom all
power and authority to consider, discuss, handle or make any settlement or disposition concerning secs. 33
and 34, or either of them, which are included in the “Proposition” containing 45 separately numbered
sections submitted by representatives of the employees as outlined above or any other matter concerning
train length, doubleheading and helper service, or any of them, and the railway company named below
hereby expressly reserves unto itself exclusive power and right to make any and all decisions concerning or
affecting said excepted matters. .
E. Detroit Terminal, L. & J. B. & R. R.—Includes Firemen represented by the Brotherhood of Locomotive

ngineers.

0’ l\g‘?wlrgoriki Central, west—Includes employees represented by the organization indicated on the Ohio
entral Division.

$ New York Central, west—Includes employees represented by the organization indicated on the Ohio
Central Division and Federal Valley.

9 Union Freight (Boston)—Includes enginehousemen represented by the Brotherhood of Locomotive
Firemen and Enginemen.

For the Employees :
(s) Geo. B. HoOPER,
Brotherhood of Locomotive Engineers.
(s) H.J. ARRIES, .
Brotherhood of Locomotive Firemen and Enginemen.
(¢) C.E. McDANIELS,
Switchmen's Union of North America.
For the Carriers:
(s) H.E. JoNES.
CHI1CAGO, ILL., November 15, 1947
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.SOUTHEASTERN RAILROADS

Which have given authority, limited as hereinafter stated, to be represented by
the Southeastern Carriers’ Conference Committee, 1947, in the handling of pro-
posals submitted on or about June 20, 1947, by the organizations mentioned below,
on behalf of engine service employees, for revision of certain rules, and for certain
additional rules and by such railroads for revision, or elimination, of certain
rules and practices, and for certain additional rules.

Such authority is limited to other than, and does not extend to nor include,
the matters of or relating to train length, doubleheading and helper service,
as set forth in the proposals of the employees and identified therein as rules
numbered 33 and 34, as to which rules no authority whatever has been given to
such Conference Committee; and relates only to the employee groups covered by
current schedule-agreements, as represented by the organizations indicated by
V, and on behalf of or to which groups such proposals were submitted.

\
=
(333

Railroads B.of L. E.

e
=

Atlantic Coast Line._ . cieeieaas
Atlanta & West Point.___
‘Western Ry. of Alabama.
Atlanta Joint Terminals.__.
Central of Georgia l..._ ...
Charleston & Western Carolina..._._._.
Chesapeake & Ohio—Chesapeake District 2.
Clinehfield. . ... __.

Gulf Mobile & Ohio 3.
Jacksonville Terminal. .
Kentucky & Indiana Terminal.

Richmond Fredericksburg & Potomac 4.
Seaboard Afr Line......._____._____ ..
Southernd ___.__.______.__.
Alabamsa Great Southern®__.___.____ --
Cincinnati Burnside & Cumberland River.. .
Cincinnati, New Orleans & Texas Pacific.
Georgia Southern & Florida
Harriman & Northeastern..
New Orleans & Northeastern.
New Orleans Terminal.__..
.St. Johns River Terminal.
Tennessee Central_.__...___
Virginian

4
)
3
=
|23
]
S
=
71
g
(=]
=
=
-2}
©.
=
[
g
§
|
STEEATR  SEEEEEEE R ST E{ W1 R1l 1R ENR)iww
[TEETEETTETE T T ETERETETR R SR SN\ 1{1w=

! In trusteeship. Any commitment on its behalf is subject to court approval.
! Includes Hocking Division.

8 Includes Eastern and Western Divisions (formerly Alton R. R.).

¢ Includes Potomac Yard.

8 Includes State University R. R.

¢ Includes Woodstock & Blockton Ry.

Approved :
A, J. BIEg,
For the railroads.
hd GEo. B. HOOPER,
For B.of L. E.
H. J. ARRIES,
: ForB.of L.F. & B.
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Ramways AND TERMINAL CoMPANIES REPRESENTED BY THE CARRIERS’ CONFERENCE
ComMmITTEES—Continued

EASTERN RAILROADS

Eastern railroads represented by the Eastern Carriers’ Conference Committee
in the handling of request contained in notices, dnted September 30, 1947, served
upon railroads by the Brotherhood of Locomotive Engineers, Brotherhood of
Locomotive Firemen and Enginemen, and the Switchmen's Union of North
America, requesting that, effective November 1, 19147, all existing basic daily wage
1iates be increased 30 percent with a minimum money increase of $3 on the basic
day.

[Authority is cooxtensive with the notices filed and with scope of agreements as to classes of employees)

Yardmas-
B.of B, of S. U.of
L'E. .|L.F.&E.| N.A. |tesS. U
Railroads n
1 2 3 4
Akron, Canton & Youngstown R. R. Co............. x X
Ann Arbor R. R, Co x x
Baltimore & Ohio R. R, Co x x
Baltimore & Ohlo Chicago Terminal R. R. Co. x X
Curtis Bay R. R. Co..._ ..o ..o eae | N (O]
Strouds Creek & Mudd]ety R.R___ - (1)
Bessemer & Lake Erie R. R, Co_..... [O]
Boston & Maine R. R__ X
Brooklyn Eastern Disti
Buffalo Creek R. R.
Bush Terminal R. R, Co...__.__. ... __7] X
Canadian National Rys.:
Canadian National R;s —Lines in New England.- x x
Champlain & St. Lawrence R. R x x
United States & Canada R. R x x
St. Clair Tunnel Co_...___._.... x x
Canadian Pacific Ry. Co...._._......_. x x
Central Vermont Ry. Ine. ..o oeuooo i cecmamecnan X x
Chesapeake & Ohio Ry. C
Pere Marquette District. . ..oc ... x x
Fort Street Union Depot Co......._.. x X
Chicago, Indianapolis & Louisville Ry. Co.. x x
Cincinnati Union Terminal Co............ X x
Delaware & Hudson R. R, Corp.......... x X
Delaware, Lackawanna & Western R. R. Co._ x X
Detroit & Toledo Shore Line R, R. Co.___ .. ___ | _._..._-- (0]
Detroit Terminal R. R. Co....._......_. [O)
Detroit, Toledo & Ironton R. R. Co.._ x X
ErieR.R.CO.oocmieooeeianns X X
Grand Trink Western K. R, G0, .- -vumeoozoaoesonon x x
Huntingdon & Broad Top Mountain R. R. & Coal Co. x x
Indianapolis Union Ry. Co. . __ ..o ... .. X A ¢
Jay Street Connecting R. R, Co...ceneee [0 TR NSRRI
Lehigh & New England R. R. Co.ooo oo aiiee (O]
Lehigh Valley R. R, Co x x
Maine Central R. R. X X
Portland Terminal Ce x x
Monongahels R. R. Co_. x X
Montour R, R. CO. ..o eiccccanes [Q]
New York Central' R. R..(full tine agreemants):
New York Central R. R.—DBuffalo and Fast__..... X X
New York Central R, R.—West of Buffalo.. Q] ¢
Michigan Central R. R. x x
C.C.C.&St. L.Ry... X x
Peoria & Eastern Ry X X
L &JB &R R.__.__.. [C) T .
Boston & Albany R. R X x
Indiana Harbor Bel R.R__._______.___ X x
Chicago River & Indinna (Chi EX Junction Ry.).. X x
Plttsburgh & Lake Erio R. R. (Lake Erle & East-
______________________________________________ X x
Cle\ eland Unplon terminals. ... X X
New York, Chicago & St. Louis R. R. Co.__ X x
New York, New Haven & Hartford R. R. Co X X
Pennsylvania R.R. Co___.._____..._.__ X x
Baltimore & Eastern R. R. Co.. x x
Long 1sland R. R. Co._.._......_. x x
Pennsylvania-Reading Seashore Lines_..._________._.__ X X

See footnotes at end of table. I T
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RATLWAYS AND TERMINAL COMPANIES REPRESENTED BY THE CARRIERS* CONFERENCE
CommrrreEs—Continued

EASTERN RAILROADS—continued

Yardmas-
B. of B. of S.U.of | ters.S U,
L.E. L. F.&E. N. A. of N. A.
Ralilroads
1 2 3 4

Pittsburgh & West Virginin Ry Co.__.__....._.____.__
Pittsburgh, Chartiers & Youghiogheny Ry.
Reading Co
River Terminal Ry, Co.....
Staten Island Rapid Transit Ry_.
Union Freight R. R. Co. (Boston). .
Washington Terminal Co____.___
‘Wheeling & Lake Erie Ry. Co._
Lorain & West Virginia Ry, Co

1'B. & L. E,, Curtis Bay, D. & T. 8. L., L & .N. E., Montour, P. & \W. Va,, P. C. & Y., Strouds Creek
& Muddlety, Un. Frt. (Boston), Wash, Tml., Buffalo Creek—Includes engincers represented by the
Brotherhood of Locomotive Firemen and Enginemen.

? Bessemer & Lake Erie—Yardmen'in Conneaut Yard only.

3 Detroit Terminal, Jay St. Connecting, L. & J. B. & R. R.—Includes firemen represented by the Brother-
hood of Locomotive Engineers.

¢ New York_ Central—West—Includes employees represented by the organization indicated on the
Ohio Central Division.

8 New York Central—West—Includes employees represented by the organization indicated on the Ohio
Central Division and Federal Valley.

% Union Freight (Boston)—Includes enginchousemen represented by the Brotherhood of Locomotive
Firemen and Enginemen.
For the Employees : '
(S) GEeo. B. HOOPER,
Brotherhood of Locomotive Engineers.
(S) H. J. ARRiES,
Brotherhood of Locomotiue Fircmen and Enyginemen.
(8) C.B. McDANIELS,
Switchmen's Union of North America.
For the Carriers :

(S) H. E. JoNEs,
CHI0AGO, ILL., November 15, 1947.

WESTERN RAILROADS

List of carriers as represented by the Western Carriers’ Conference Committee,
1947, and their employees represented by the Brotherhood of Locomotive Engi-
ners, Brotherhood of Locomotive Firemen and Enginemen, and Switchmen's
Union of North America, as indicated by “x,” in connection with notices, dated
on or about Sept. 30, 1947, served upon certain western railroads of desire to
change and increase all existing basic daily wage rates 30 percent with a minimum
money increase of $3 on the basic day.

[Authorization is coextensive with the provisions of current schedule agreements applicable to the
employees represented by the organizations listed above)

E B.of L. S. U.of
Carriers B.ofL.E.| F &K | N A
1 2 3

Atchison, Topeka & Santa Fe Ry x x -

QGulf, Colorado & Santa Fe Ry. x x -

Panhandle & Santa Fe Ry.... X x -
Belt Ry. Co. of Chicago...... x x -
Burlington-Rock Island R. R X Tx -
Camas Prairie R. R.._.__.__ _ __ x x -
Chicago & Eastern Illinois R. R_.. x MR N R,

See footnotes at end of table. et
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RaiLways 48D TERMINAL.COMPANIES REPRESENTED BY THE CARRIERS’ CONFERENCE
CoxmMITTEES—Continued

WESTERN RAILROADS-—continued

! B.of L 8. U.of
Carriers B.ofL.E.| p'¢® N. A.
1 2 3

Chicago & Illinois Midland Ry X x
Chicago & North Western Ry .. X x
Chicago & Western Indiana R.'R._. x x
Chicago, Burlingtén & Quincy R. R x X
Chicago Great Western Ry. (including South St. Paul terminal). ... x X
Chieago, Milwaukee, St.-Paul & Pacific R, R___ X x

Chicago, Terré Haute & Southeastern Ry - x x
T:~Chicago, Rock Island & Pacific Ry____... N x x
Chicago, St. Paul, Minneapolis & Omaha Ry B X x
Colorado & Southern Ry______...________._ - x x
Colorado & Wyoming Ry___________________ 1x’
Davenport, Rock Island & Northwestern Ry . 1x
Denver & Rio Grande Western R R_ ... .. ... 1x

Din\;(er) & Rio Grande Western R. R, (former Denver & Salt

BRE) el

Des Moines Union Ry oo ..
Duluth, Missabe & Iron Range Ry. (Iron Range Division)_...___..
Duluth, Missabe & Iron Range Ry. (Missabe Division). _________..
Duluth, Winnipeg & Pacific Ry______ . ...
East St. Louis Junction R. R i fceciiccnn
Elgin, Joliet & Eastern Ry ... . x
Fort Worth & Denver City Ry aan- X
Wichita Valley Ry_ ... _....__ x
Galveston, Houston & Henderson R, R
Great Northern Ry...._.
Green Bay & Western R.R. ...
Kewaunce, Green Bay & Western
Gulf Coast Lines—comprising:
T—Asherton & Gulf Ry ... .
T—Asphalt Belt Ry ... __
T—RBeaumont, Sour Lake & Western Ry.
T-—Houston & Brazos Valley Ry_____
T—Houston North Shore Ry .__..__
T—Iberia, St. Mary & Eastern R R________. ... _.
T—International-Great Northern R R . ... ..
T—New Theria & Northern RO R . ______.
T—New Orleans, Texas & Mexico Ry _...._._._._____.
T—Orange & Northwestern R, R__.
T—Rio Grande City RY. ..o el
P—8t. Louis, Brownsville & Mexico Ry_...___..._____...
T—San Antonio Southern Ry . ... ...
T—San Antonio, Uvalde & Gulf R. R_. ——-
T—San Benito & Rio Grande Valley Ry._.
T—Sugar Land Ry.
Houston Belt & Terminal Ry ool
Ilinois Central R. R oo ccemmemeecan
Chicago & Illinois, Western R, R oo oo maa e
Kansas City Southern Ry . oo 8
Kansas City Terminal Ry e [emcacrecenns
Los Angeles Junction Ry . . cmeaann (B
Louisiana & Arkansas RY . o vom oo x
Manufacturers Ry, - -
Midland Valley R. B_.________......
Kansas, Oklahoma & Gulf Ry...
Oklahoma City-Ada-Atoka Ry
Minneapolis & St. Louis Ry__..__.__. .-
Railway Transfer Co, of City of Minne
Minneapolis, St. Paul & Sault Ste. Marie R. R_ x
T—Duluth, South Shore & Atlantic Ry_____ -x
T-—Mineral Range R. R iiaaaae x
Minnesots Transfer By ..o oo oo e iieicaccccm e |aemecme e
Missouri-Kansas-Texas R. R_ . ... l.
Missouri-Kansas-Texas R. R, Co. of Texas. -«oocceemnecmauonn
T—NMissouri Pacifie R. R ememacee e
Northern Pacific R¥ao--toooooceaa oo e me e em e
Northern Pacific Terminal Co. of Oregon. ... _cooooea ..
Northwestern Pacific R. R oo e
Ogden Union Ry. & Depot Coo e on o iitaacacaaanee
Oregon, California & Eastern Ry . e
Peoria & Pekin Union Ry ___.......__
Port Terminal Railroad Association

See footnotes at end of table.
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RATLWAYS AND TERMINAL COMPANIES REPRESENTED BY THE CARRIERS’ CONFERENCE
Conarrrees—Continued

' WESTERN RAILROADS—continued

==}
=X
[
=
9w
53=3
ol
w
(=]
=3

Carriers

[
(L]
o

8t. Joseph Terminal R. R_ . eceiiiieioioo. 1
8t. Louis-San Francisco Ry ... .........
St. Louis, San Francisco & Texas Ry _........
St. Louis Southwestern Ry. . ....______________.._.
St. Louis Southwestern Railway Co. of Texas.

8t. Paul Union Depot Co_..._...
San Diego & Arizona Enste
Sioux City Terminal Ry._._.... 1
Southern Pacific Co. (Paciﬂc
Southwestern System_______ . ___ . x
Southern Pacific Co.—former El Paso & Southwestern System _ X
Southern Pacific Co.—former Arizona Eastern R. R.—Phoenix

LR R R R RN

ER.d

Spokane, Portland & Seattle Ry.. ... _.._.........
Oregon Electric Ry . . ...
Oregon Trunk Ry . .. ...

Terminal Rallroad Association of St. Louis. . ..._.___.

Texas & New Orleans R, R______.._..____._____.__...

Texas & Pacific Ry

Fort Worth Belt Ry__. .. ...
Texas-New Mexico Ry« oo ooooooiiicaaanas
Texas Short Line Ry .. ... ... .___............
Weatherford, Minerul Wells & Northwestern Ry. ..
Texas Mexican Ry ..o iiiiiaiaaia .
Texas Pnc:ﬂc-\llssouri Pacific Terminal R. R, of New Orleans.
Union Pacific R. R
Union Railway Co. (Memphis)..
Union Terminal Co. (Dallas) ___ ... ... 1
Wabash R. R.—lines west of Detroit and Toledo..
Wabash R. R.—lincs east of Detroit (Buffalo Division
Western Pacific R, R iiecaccaeean

MM

ER R R ]

! Includes engineers.

2 Authorization does not include hostler helpers.

2 Excludes hostlers.

4 Includes firemen.

8 Includes hostlers.

¢ Represents firemen only.

1 Represents engineers only.

8 Applies also to the Arkansas Western Ry. Co., insofar as covered by the rules of the Kansas City South-
ern Bgreements.

¥ Authorization includes locomotive engineers employed by the King St. passenger terminal covered by
the agreement between the Northern Pacific Ry. Co. and the Brotherhood of Locomotive Engincers effective
Feb. 16, 1925, as revised effective Aug. 1, 1947,

10 Authorization includes locomotive firemen and hostlers em ployed by the King St. passenger terminal
covered- by the agreement between the Northern Pacific Ry. Co. and the Brotherhood of Locomotive
Firemen and Enginemen cffective Feb. 16, 1025, as revised effective June 1, 1947,

R" ﬁ\g(r:eemem. covering locomotive engineers ‘excludes Phoenix district of the former Arizona Eastern

. [

For the Organizations: .
(Signed) Ggeo. B. Hoorer
Brotherhood of Locomotive Engineers

(Signed) H. J. ArRIES
Brotherhood of Locomotive Firemen and Enginemen.
(Signed) C. E. McDaANIELS
Switchmen:s Union of North America.
For the Carriers:
(Signed) R. F. WeLch.
NovEMBER 14, 1947.
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SOUTHEASTERN RAILROADS

which have authorized their representation by the Southeastern Carriers’ Con-
ference Committee—1947, in connection with proposal for increase in wage
rates submitted on behalf of certain employee groups on or about Septembet

30, 1947,

Such authority relates only to the employee groups covered by current schedule-
agreements, as represented by the organizations indxcnted by V, and on behalf

of which groups such proposal was submitted

Railroads

=
=)
2
o

. F.
B.of L. E. & K

=

Atlantic Coast Line. ..o ieieiiaaans
Atlanta & West Point ...
Western Railway of Alabama_ ... .. . ... ... _..
Atlanta Joint Terminals___ ... ...
Central of Georgia ...
Charleston & Westcrn Caroling . _ oo iicecieaaan
Chesapeake & Ohio-Chesapeake District ?
Clinchfield ...
Florida East Coast !
Qeorgla . ... ...
Guifr Moblle & Ohio 2.
Jacksonville T erminal_______
Kentueky & Indiana Terminal..
Louisville & Nashville.___.___._.
Nashville Chattanpoga & St, Louis..
Norfolk & Portsmouth Belt Line..
Norfolk & Western. ..o
Richmond Fredericksburg & Potomac 4.
Seahoard Air Line...
Southernd______. ...
Alabama Great Southern . __________
Cincinnati Burnside & Cumberland River. .. .. . ... .
Cincinnati New Orleans & Texas Pacifle. - .. ... ...
Georgia Southern & Florida. ... .. .
Harriman & Northeastern...
New Orleans & Northeastern. .. el
New Orleans Terminal. . ameiaos
St. Johns River Terminal . ... . lieiiael
Tennesset Central. oo e mmaa
Vg . e ccmmmees

RERCR=RRR

TERREITRERTR)R]R

TR T TR T R R RR SRR\ w®

1 In trusteeship. Any commitment on its behalf is subject to court approval.

t Includes Hocking Division.

3 Includes Eastern & Western Divisions (formerly Alton R. R.)
¢ Includes Potomae Yard.

& Includes State University R. R.

¢ Includes Woodstock & Blocton Ry.

Approved *

A. J. Breg,

For the Railroads.

Geo. B. Hooxker,

For B. of L. B.

H. J. ARRIES,

ForBof L. F. & B.

U, 8. GOVERNMENT PRINTING OFFICE: 1948






