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JOHN T. DUNLOP, MeMber. 

(Ill) 



TABLE OF CONTENTS 

Page 
Le t t e r  of T r a n s m i t t a l  to  the  P r e s i d e n t  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  m 
Sect ion I. I n t r o d u c t i o n  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  1 

I I .  H i s t o r y  of the  D i s p u t e  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  2 
I I I .  H i s t o r y  of G r a d u a t e d  Ra te s  of P a y  for  Eng ine  Service  

E m p l o y e e s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  4 
IV. Pos i t ion  of Organ iza t ion  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  11 
V. Pos i t ion  of Carr iers  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  20 

VI.  Discuss ion  of the  B o a r d  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  30 
A. The  Wage  S t r u c t u r e  of Ope ra t ing  Class i f icat ions  . . . .  30 
B. The  P roposa l  to  E x t e n d  G r a d u a t e d  R a t e s  of P a y  

Based  on Weigh t  on Dr ive r s  to  T r a i n  Service  
E m p l o y e e s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  39 

VI I .  R e c o m m e n d a t i o n s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  60 
Append ices  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  61 

(v) 



,I 

I. I N T R O D U C T I O N  

Emergency Board No. 109 was created by Executive Order 10578 
dated November 23, 1954~ to investigate and report on the dispute be- 
tween the Baltimore & Ohio Railroad Company, and certain other 
Carriers represented by the Eastern~ Western, and Southeastern Car- 
riers ~ Conference Committees, and certain of their employees repre- 
sented by the Order of Railway Conductors and Brakemen. The 
dispute is identified as National Mediation Board Case A-4374. 

Members of the Board appointed by President Dwight D. 
Eisenhower were : 

Edward M. Sharpe r Chairman. 
Charles A. Sprague~ Member. 
John T. Dunlop, Member. 

In his letter of appointment the President wrote : 

The Board  will organize  and prompt ly  invest igate  the fac t s  as to such dispute,  
and  on the basis of  f ac t s  developed, make  every effort  to ad jus t  the  dispute 
and repor t  thereon to me wi th in  th i r ty  days  f rom the date  of the Execut ive  Order.  

Pursuant to notice the matter came on for public hearing at 10 : 00 
o'clock a. m, December 6, 1954, at the hearing room, 22d Floor~ 32 
~¥est Randolph Street~ Chicago~ Illinois. 

Ward and Paul, Washington, D. C, were appointed the official 
reporters of the proceedings. 

Public hearings of the testimony and arguments in the case were 
held in 26 daily sessions which were concluded on February 24~ 1955. 
Carriers ~ Brief was filed on February 24, 19~5~ and the summary 
statement of the Organization was filed on March 4, 1955. The length 
of time required for the proper handling of the case made it necessary 
to obtain three extensions of time, upon stipulation of the parties and 
approval of the President~ to January 31~ 1955; March 15~ 1955; and 
April 1~ 1955, respectively. 

In the course of the hearings testimony was presented by 21 wit- 
nesses. The transcript of the record ran to 3~419 pages. The Order 
of Railway Conductors and Brakemen introduced 21 exhibits and the 
Carriers 62 exhibits. Copies of all this material have been deposited 
with the National Mediation Board. 

(1) 
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II. HISTORY OF THE DISPUTE 

The origin of the dispute which led to the appointment of Emer- 
gency Board No. 109 lies in the Proposition to Carriers submitted 
under date of March 15, 1949, by the Order of Railway Conductors 1 
and the Brotherhood of Railroad Trainmen. Item 4 of that Proposi- 
tion was as follows: 

Estab l i shment  of Gradua ted  Ra te  of P a y  Tables---All Classes of Service. 
The basic daily ra tes  of pay  for  all classes and grades  of road t ra in  service 

employees ~ and conductors  ( foremen)  and brakemen (helpers)  in ya rd  service 
shall  be established on a g radua ted  basis so as to main ta in  the money differentials  
between t ra in  and ya rd  service employees and engine employees. 

(NoTE.--This proposal  intends tha t  a fo rmula  will be adopted  to provide a 
relat ionship between ra tes  of pay  and weight  on dr ivers  of the locomotive used 
dur ing a tour  of duty.)  (Employees '  Ex. 1, p. 2 ;  Car r ie rs '  Ex. 11, p. 3.) 

In Amended and Supplemental Proposals of the Organizations 
Item 4 was retained, and specific tables for graduation of standard 
basicdaily rates of pay for train service crews in the several classes 
of service were submitted. (Carriers' Ex. 11, pp. 11-15.) 

Carriers and the Organization were unable to agree on the Pro- 
posals and Counterproposals, and the 1949 movement initiated by the 
two Organizations culminated in the appointment of Emergency 
Board No. 81 on February 24, 1950. This Board filed its report on 
June 15, 1950. With respect to Item 4 the Board recommended that 
the request of the Organizations be withdrawn. 

Following the report of that Board, Carriers and the Organizations 
resumed negotiations. A settlement was reached on a number of other 
items in dispute, and the Order of Railway Conductors in a letter 
dated May 20, 1952, signed by R. 0. Hughes, President, notified the 
National Mediation Board and the several Chairmen of the Carriers' 
Conference Committees that it was withdrawing "without prejudice 
for future handling" "Item 4--Establishment of Graduated Rate of 
Pay Schedules--All Classes of Service." 

On June 17, 1953, President R. O. Hughes of the ORC wrote the 
Chairmen of the Conference Committees that he had been instructed 
to resume handling of this item on Graduated Rate of Pay, and 
invited conferences with Carrier representatives on the subject. Car- 
riers took the position that the item had been withdrawn on May 20, 
1952, and under the moratorium agreement of May 23, 1952, the item 
could not be revived for negotiation prior to October 1, 1953. There- 

1 The name of the Order of Railway Conductors was  changed effective August 1, 1954, 
to "Order of Railway Conductors and Brakemen." In this text it will be referred to as 
ORC on matters prior to that date, and to ORC&B subsequent; or merely as the 
"Organization." 

J In this report "train service employees" refers to conductors, brakemen, fiagmen ; and 
"engine service employees" to engineers an~ firemen. 

i 
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upon, the ORC served notice on individual carriers, under date of 
July 10, 1953, formally requesting the establishment of "Graduated 
Rate of Pay Tables--All Classes of Service." 

Failing to progress this proposal with Carriers the ORC notified 
the National Mediation Board, under date of August 95~ 1953, of its 
intention to withdraw the service of employees represented by it on 
September 10, 1953~ "on a railroad or railroads." The National Medi- 
ation Board docketed the case as A-4374. A conference between 
representatives of Carriers and the ORC led to a memorandum of 
agreement on procedure by which the notices of July 10~ 1953, would 
be recognized by the Carriers as valid as of October 1~ 1953. 

Contemporaneously, the wage movement of 1953-54 was initialed by 
various railway organizations which led to certain agreements. Coin- 
cident with the signing of a wage agreement by representatives of the 
Carriers and the ORC, on February 5~ 1954, a Memorandum "Re: 
Mediation Case No. A-4374" was signed by the parties. I t  provided : 

T h e  unders igned,  pa r t i e s  to the  above  dispute  have  received and  h a v e  been 
giving cons ide ra t ion  to the  communica t ion  of J a n u a r y  30, 1954, f r o m  the  
Media t ion  Board .  

The  pa r t i e s  to sa id  d ispute  h a v e  this  day  en te red  into  f o r m a l  a g r e e m e n t  wi th  
respec t  to ce r t a in  genera l  wage  increases  and  vaca t ion  provis ions .  

T h e  sa id  a g r e e m e n t  does not  dispose of  Case A-4374 and  med ia t ion  in said 
case shal l  be t e m p o r a r i l y  recessed by the  Na t iona l  Media t ion  Board .  Media t ion  
shal l  t h e r e a f t e r  be r e s u m e d  under  the  provis ions  of  the  R a i l w a y  L a b o r  Act. 
The  Media t ion  B o a r d ' s  l e t t e r  of J a n u a r y  19, the  le t te r  of  the  Order  of  R a i l w a y  
Conductors  of  J a n u a r y  20, and  the  le t te r  of  the  ca r r i e r s  of  J a n u a r y  26, a r e  
he reby  w i thd rawn .  

I t  is f u r t h e r  unde r s tood  t h a t  in r e fe rence  to Case No. A--4374 the  Ca r r i e r s  
contend t h a t  because  of the  f o r m a l  a g r e e m e n t  of  th is  da te  employees  r ep re sen ted  
by the  Order  of  R a i l w a y  Conductors  a r e  not  en t i t led  to a n y  f u r t h e r  inc rease  
and  t h a t  no inequi ty  in the i r  wage  s t r u c t u r e  exists .  

I t  is a lso under s tood  t h a t  the Orde r  of R a i l w a y  Conductors  contends  t h a t  an  
inequi ty  st i l l  ex is t s  and  should  be correc ted  by es tab l i sh ing  the  G r a d u a t e d  R a t e  
of  P a y  Tab le s  or  by some o ther  means .  

I t  is t h e r e f o r e  ag r eed  t h a t  e i the r  p a r t y  m a y  urge  the i r  r espec t ive  conten t ions  
in the  f u r t h e r  hand l ing  in med ia t i on  or o the rwise  of th is  case.  (Employees '  
Ex.  1, p. 46 ; C a r r i e r s '  Ex .  11, p. 169.) 

Subsequent efforts of the National Mediation Board to obtain a 
settlement on the issue of "Graduated Rate of Pay Tables--All Classes 
of Service~" did not succeed. On October 15, 1954, the National Medi- 
ation Board in letters to the Chairmen of Carriers' Conference Com- 
mittees and the President of the Order of Railway Conductors and 
Brakemen requested and urged that the parties submit the dispute to 
arbitration. This was rejected by the Carriers on October 22, 1954, 
and by the ORC&B on October 23~ 1954. 

Thereupon~ the National Mediation Board advised the President 
that in its judgment this dispute threatened substantially to interrupt 

3 3 8 3 0 6 - - - 5 5 - - ~  
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interstate commerce to a degree such as to deprive the country of 
essential transportation service. President Eisenhower, acting under 
the authority vested in him by Section 10 of the Railway Labor Act, 
as amended (45 USC 160), created this Emergency Board of three 
members to investigate the dispute and report its findings to him. 

III. HISTORY OF GRADUATED RATES OF PAY FOR 
ENGINE SERVICE EMPLOYEES 

The Organization seeks to extend the graduated rates of pay based 
on weight on drivers from engine service employees to conductors and 
brakemen. The parties in this proceeding have presented considerable 
evidence 3 on the history of graduated rates of pay, and the Board 
believes a brief summary of this record provides background essential 
to this case. 

In the early stages of the development of American railroads train 
and engine service employees were generally paid on a straight-time 
basis, by the day or month, as was the prevailing practice in other 
industries. Subsequently, the trip rate system was introduced on a 
number of railroads under which road service employees received a 
particular rate for each specific run. Partly because of the lack of 
standardization in the trip rate method of payment, a straight mileage 
system gradually became prevalent. The straight mileage system 
was then replaced by the dual system of miles plus hours. The dual 
basis of pay developed first in freight service and particularly in ir- 
regular freight service before it was adopted in assigned freight 
service2 

The dual system of pay took no account of the greater effort and 
responsibility required of engine service employees as a consequence 
of the introduction of larger and more powerful locomotives. Both 
the engineer and fireman were faced with greater responsibility, and 
the fireman required greater physical effort to shovel sufficient coal to 
keep a full head of steam. Because the variations among locomotives 
were particularly pronounced with respect to the duties of firemen, 
graduated rates were applied earlier and spread more rapidly for 
firemen than for engineers. The graduated system of pay, to compen- 
sate enginemen for variations on different engines, first emerged at 
about the same time as the dual basis of pay in the 1880's. There was 
little uniformity in the method used to classify engines and to gradu- 
ate rates of pay. By 1900 the following methods were being utilized: 
(1) Cylinder dimensions; (2) total weight; (3) tractive power; (4) 

J See, Employees' Exs. 3, 5, 7, 17, 18, 20; and Carriers' Exs. 34, 38, 39, 40, 41, 45. 
See, Report of the Eight-Hour Commission, Appendix VI (William Z. Ripley),  Chapters 

I I  and III ,  "The Basis of Pay," pp. 275-87. 
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weight on drivers; and (5) local designations such as the name of the 
engine. In this early period~ and generally before World War I~ 
there were considerable variations in pay rules among different rail- 
roads. 

The development of a uniform practice of graduated rates of pay 
for engine service employees was a very gradual one. In the 1907 
agreement between the Engineers and the Western roads there was 
provided a graduated rate of pay in passenger service as follows: 

The  m i n i m u m  r a t e  of  pay  in pas senge r  serv ice  shal l  be on engines  wi th  cy l inders  
under  18 inches in d iamete r ,  $3.75 per  day  of 100 miles  or  less. 

On engines hav ing  cy l inders  18 inches and  over  in d iamete r ,  $4.00 per  day  of 
100 miles or  less. 

The Western Firemen~s Agreement contained substantially the same 
provisions~ except for the wage rates. 

In the 1910 wage movement~ the firemen on the Western Railroads 
were awarded special rates for heavy power. In freight service the 
rate was to be $3.75 per 100 miles on engines weighing 215~000 pounds 
or more on drivers and on engines equipped with cylinders of 24 inches 
or more in diameter. In all classes of road service firemen on Mallet 
locomotives were to receive $4.00 per 100 miles. The 1910 agreement 
between the Engineers and the Western Carriers provided that a 
differential of 25 cents per day be applied to engines weighing 215~000 
or more pounds on drivers and that a differential be applied on Mallet 
locomotives in all classes of service. 

From the 1910 dispute between the Conductors and Trainmen and 
the Eastern roads in passenger service there evolved the dual basis of 
pay~ overtime pay~ a basic day and monthly guarantees for the passen- 
ger train service employees. In the East~ during negotiations between 
the Carriers and the Conductors and Trainmen~ the organizations 
requested a form of graduated rates for freight service. They pro- 
posed that they receive an increase of 15 percent for trains propelled 
by engines equipped with cylinders of 20 inches or less, and an addi- 
tional 5 percent for engines with cylinders over that size; they also 
asked for one and one-half times the ordinary rate for service on 
freight trains attached to Mallet locomotives. The settlement of 
December 29~ 1910~ did not include any of these proposals. 

That the Carriers accepted the principle of graduated rates of pay 
for engine service employees is indicated in the 1912 arbitration case 
between the Eastern roads and the Engineers. For both passenger 
and freight service the Engineers had proposed a uniform graduated 
system of pay based on cylinder dimension. The Carriers objected 
to the cylinder dimension as the basis for graduated rates of pay. In 
refusing to adopt the proposal of the Engineers~ the Arbitration 
Board stated : 



T h a t  for  different sizes of engines the ra tes  should differ is agreed by both  
par t ies  but  there  is no agreement  r egard ing  the  basis of classification of 
engines. * * * 

I t  was the Firemen who first obtained a comprehensive system of 
graduated rates based on weight on drivers. This Organization made 
the demand on the Eastern Carriers in 1913~ and an Arbitration Board 
unanimously awarded the Firemen wage rates which were graduated 
upward~ in both passenger and freight service, according to weight 
on drivers. In passenger service the Board established nine incre- 
ments~ with the maximum fixed for engines weighing 350~000 pounds 
on the drivers, and a still higher rate was provided for Mallets. In  
freight service there were eight brackets~ ending at 300~000 pounds 
and the highest rate was applied to Mallets. In addition~ two grades 
were fixed for yard service~ with the break at 140,000 pounds. I t  
should be noted that graduated rates were not requested for electric 
locomotives. 

The train service employees in the East  were also engaged in a 
wage movement of their own. (Arbitration Award~ November 10~ 
1913~ Carriers ~ Ex. 39~ pp. 71-88.) No request for graduated rates 
was made. Counsel Wilmarth for the Organization stated concerning 
this 1913 award: 

Recognition, however,  was  given * * * fo r  conductors  and t r a inmen  tha t  there  
was  increased responsibi l i ty to the  conductor  on longer t ra ins  and in t h a t  pro- 
ceeding the conductors  received a grea te r  increase  in pay  by reason of this  fact ,  
and t h a t  is the last  time. (Tr. 3177.) 

The drive by the enginemen for uniform graduated rates turned to 
the West. Arbitration proceedings between the ~Vestern Railroads 
and the organizations representing the engineers and the firemen took 
place in 1914-15~ during which proceedings the Engineers and Firemen 
jointly proposed a schedule of graduated rates based on  weight on 
drivers in passenger and freight service and also proposed graduated 
rates for Mallet-type engines. On.April 30~ 1915~ an award was ren- 
dered which granted both engineers and firemen a uniform scale of 
graduated rates based on weights on drivers~ similar to that which 
previously had been awarded the firemen in the East. 

Thus~ by 1915~ graduated rates for enginemen~ based on weight on 
drivers was a fairly general practice. The Firemen had nine brackets 
for passenger service and eight brackets for freight service in both 
the East and the West. The Engineers had eight brackets for both 
passenger and freight service in the West only. In the Southeast ter- 
ritory there had been no arbitration proceedings relative to graduated 
rates for either firemen or engineers~ and the general practice in that 
area was some graduation of rates based on cylinder dimensions. 
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On December 26, 1917, the Federal Government took control of 
the railroads. There was a widespread movement under way at 
the time for wage increases among the railroad employees, and on 
January 1, 1918, the Director-General of the Railroads issued General 
Order No. 27, which raised the wage rates without changing the ex- 
isting pattern of gradations of wage rates based on size of engine. 
On January 1, 1919, under Supplement No. 15 to General Order No. 
27, issued by the Director-General, graduated rates of pay for en- 
gineers and firemen were made general and uniform throughout the 
United States. In  addition, Supplement No. 15 served to enlarge 
the scale of graduated rates based on weights on drivers for engine- 
men. For passenger service the number of increments was increased 
to twelve, and the maximum rates were paid for services rendered on 
locomotives weighing more than 500,000 pounds, rather than the 
previous maximum of 350,000 pounds; and in addition three grades 
were established for helpers on electric locomotives. For freight 
service the number of brackets were increased to nine, and the top 
bracket was increased from 300,000 pounds to 350,000 pounds; on 
Mallets two increments were created with a break at 275,000 pounds. 
For yard service six engine classifications were made, two of which 
were for Mallets, and the top bracket was established at 300,000 
pounds. 

Thus, by Government order, an elaborate system of graduated rates 
based on weights on drivers for enginemen was extended, for the first 
time, to all roads in all sections of the country. In  Supplement No. 
16 to General Order No. 27 the traditional flat rates were continued 
for Conductors and Trainmen. 

The extension of the graduated wage scale for engine service 
employes by the Federal Government on January 1, 1919, arose from 
the introduction of heavier power. Thus an emergency board review- 
ing this 1919 experience in 1943 found that the extension in the weight 
brackets had evolved solely from the introduction of new and heavier 
power subsequent to 1913, when the previous maxima had been estab- 
lished. The 1943 Board stated: 

As a l a r g e r  n u m b e r  of  the  h e a v i e r  t ype  locomot ives  we re  i n t r o d u c e d  the  
schedule  w a s  r e v i s e d  u n d e r  F e d e r a l  Con t ro l  in  1919, a t  wh ich  t ime  t h e  p r e s e n t  
l i m i t s  * * * w e r e  adop ted .  

The classifications of engines based on weights on drivers that  were 
made by the Director-General of Railroads in 1919, when the carriers 
were under Federal control, remained unchanged until 1943~ when the 
introduction of heavier power primarily in diesel form resulted in 
the Engineers and Firemen making a concerted drive to raise the 
maxima of the classifications. 
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The enginemen~s demands in the 1940's for an extension of the 1919 
graduated wage rate tables were part of the dispute centering upon 
the inauguration of diesel-electric power and steam locomotives of 
new design. The movement began in 1933, when the Engineers and 
Firemen on the Union Pacific proposed that locomotive engineers 
should be assigned as motormen~ and locomotive firemen as helpers~ 
on "all types of new motorcars of one or more units, electric or other 
motive power, which may be substituted for steam locomotives." 
They also asked that the highest steam rate be applied to enginemen 
so assigned. On November 1~ 1933, the Engineers signed an agree- 
ment with the Union Pacific providing for a flat rate of pay for 
engineers assigned to "motorcars operated under train orders." A 
similar agreement was signed by the Firemen on November 17~ 1933. 
These were the first of the so-called "Diesel Agreements." A year 
later, however~ a new agreement was signed by the Firemen and the 
Union Pacifi% which provided for graduated rates based on horse- 
power of the locomotives and in 1936 graduated rates based on weights 
on drivers were made applicable to firemen employed on diesel 
locomotives. 

As the use of diesel locomotives expanded during the 1930's, a series 
of similar agreements were made on various other roads~ and the 
Firemen~s Organization then sought a standard agreement with 
respect to firemen on all diesel locomotives. On February 28~ 1937, 
such an agreement was signed, and in passenger service it provided 
that coal-burning locomotive rates were to apply to diesel helpers on 
all roads except those using oil-burning locomotives exclusively~ in 
which case oil rates applied. In all other classes of service the rates 
applicable to electric helpers were to be used. Thus the first na- 
tional agreement covering diesel helpers recognized and applied the 
principle of graduated rates based upon weights on drivers. Although 
the Engineers had no national agreement covering this subject at 
this time, agreements had been made on local properties which also 
applied weight on driver graduated rate tables to engineers assigned 
to diesel power. 

The next significant event in the history of graduated rates was 
the proceedings before the Emergency Board in 1943. Among the 
many proposals regarding the diesel locomotives, the Engineers and 
Firemen also proposed that the total weight of the engine be used as 
a basis of classification of steam engines and that various classifica- 
tions of horsepower be used in the classification of diesel-electric 
engines. The Carriers vigorously opposed the changes suggested~ 
contending that the classification of engines according to weight on 
drivers or tractive effort was the most practical measure of the 
hauling capacity of all types o~ engines. 
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The Emergency Board recognized that since the rate schedule re- 
visions under Federal control in 1919~ locomotives of considerably 
heavier types had been introduced. The Board held that while these 
developments did not justify the abandonment of weight on drivers 
as a basis for determining basic wage rates~ they did warrant " the 
extension of gradations beyond the present limits with a corresponding 
extension of wage brackets." 

The first agreement following the report of the 1943 Emergency 
Board was entered into between the Firemen and the Eastern Car- 
riers on August 13, 1943. The agreement followed the recommenda- 
tions of the Emergency Board in providing for a rate increment for 
every 50~000 pounds on drivers, with no upper limit, but went in 
excess of the recommendations with reference to the amount of rate 
increment for each weight classification of engine. The weight on 
driver graduated rates of pay schedules which were adopted in that 
agreement are currently in effects except for the uniform wage adjust- 
ments that have been made in the rates of pay since the date of the 
agreement. 

The Firemen and the Western Carriers made substantially the same 
agreement on November 27, 1943~ and the Firemen and the South- 
eastern Carriers followed the pattern in an agreement signed May 11~ 
1944. 

Following the report of the 1943 Emergency Board, the Engineers 
made an agreement with the Western Carriers on January 15, 1944, 
and with minor differences this agreement followed rate schedules of 
the Firemen. Again~ the key aspect of the agreement was the ex- 
tension of the weight brackets~ with no top limit, to the graduated 
rate of pay schedules. The Engineers and the Eastern Carriers signed 
a similar agreement on December 20, 1944~ and on April  3~ 1945, a 
similar agreement was reached with the Southeastern Carriers. 

The only change which has occurred in the graduated schedules 
since the 1943-45 agreements occurred on May 17~ 1950, when the oil 
and electric differentials were eliminated by agreement between the 
Carriers and the Firemen. Graduated rate tables then became ap- 
plicable to engineers and firemen on all types of motive power, whether 
the engines be coal, or oil-burning~ diesel-electric, or electric. 

As indicative of the types of changes that have taken place since 
the Federal Government standardized for enginemen the graduated 
rates based on weight on drivers~ Tables 1-3 show the basic daily 
rates of engineers, firemen~ and conductors in through-freight service, 
as of January 1, 1919, as of 1943--44, and as of December 16, 1953. 
The single rate of the conductors is included for each period to show 
the relative position of the conductor. 
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engineers, firemen, and conductors, in through 
1rv~ght service 

:IAN. 1, 1919 

L e s s  t h a n  80,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
80,000 to  I00,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
100,000 to 140,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
140,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
176,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
2 0 0 , 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
250,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
3 0 0 , 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

356.000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
400,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
450,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~)00,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

550,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
6 0 0 , 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 0 , 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
700,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
750,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
8 0 0 p 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

850,500 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~OOpO00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
950,000 to  1,000,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

E n g i n e e r s  F i r e m e n  

$6.08 $4.24 
6. 16 4. 32 
6.24 4.48 
6.48 4.64 
6.64 4.80 
6.80 14.96 
6.94 5. 12 
7.08 5.37 
7.28 5.44 
7.28 5.44 
7.28 &44 
7.23 5.44 
7.23 5.44 
7.23 5.44 
7.23 5.44 
7.28 5.44 
7.28 5.44 
7.28 5.44 
7.28 6.44 
7.28 5.44 
7.28 6.44 

C o n d u c t o r s  

$5:40 
5.40 
5 . 4 0  
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 
5. 40 
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 
5.40 

s I n  Wes t  t h i s  r a t e  is $4.97. 

Source:  Ca r r i e r s '  Ex .  15, p.  2; 16, p.  2; 17, p .  2. 

T A B L E  2.--Basic daily rates ol engineers, firemen, and conductors in through 
treight service 

1943-44 S E T T L E M E N T S  

Less  t h a n  80,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
50,000 to I00,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
I00,000 to 140,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
140,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  .: . . . . . . . . . . . . . . . . . . . . . . . . .  
170,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
2 0 0 , 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
250,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~OOt 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~56,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~00p000  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

t50,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~00pO00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

550,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 0 0 , 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ 0 p 0 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

700,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
750,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~00w000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  , . . . . . . . . . . .  
B50,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~OOtO00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

P50,000 to  1,000,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

E n g i n e e r s  n a F i r e m e n  2 s C o n d u c t o r s  4 

$9. 27 
9. 36 
9.45 
9.70 
9.38 

10. 05 
10. 20 
10. 35 
10. 56 
10. 77 
1O. 98 
11.19 
11.37 
11.55 
11.73 
11.91 
12. 09 
12.27 
12. 45 
12.63 
12. 81 

$7. 30 
7.38 
7. 55 
7.73 
7.90 
8. 07 
8.24 
8. 51 
8.59 
8. 75 
8. 91 
9. 07 
9.23 
9. 39 
9.5,5 
9. 71 
9. 87 

10. O3 
1O. 19 
10. 35 
1O. 51 

$8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8.64 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 
8. M 

! W i t h  18 cen t s  a d d e d  for each  a d d i t i o n a l  50,000 p o u n d s  or f r ac t i on  thereof .  
s W i t h  16 cen t s  a d d e d  for each  a d d i t i o n a l  50,000 p o u n d s  or f r ac t ion  thereof .  
s S t e a m  l o c o m o t i v e s  of the  4-8-4 a n d  2-10-4 t y p e  to be  rec lass i f ied  for p a y  p u r p o s e s  b y  b e i n g  m o v e d  i n t o  

t he  n e x t  h i g h e r  wage  b r a c k e t .  
' I n  Wes t  t h i s  r a t e  is  $8.48. 

Source:  C a r r i e r s '  E x .  16, p .  2 - A ;  17, p.  2 -A;  15, p.  2. 



TABLE 3.--Basio daily rates 

11 

o? engineers, ~remen, 
freight service 

Dec. 16, 1953 

and conductors in through 

L e s s  t h a n  80,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
80,000 t o  I00,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
I00,000 t o  140,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
140,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
170,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
200,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
250,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
300,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
350,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
400tO00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
450,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
500,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
550t000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~OOtO00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
650,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
700,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
750,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
800,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
850t000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
900,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
950,000 t o  1,000,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

Engineers t s F i r e m e n  t s C o n d u c t o r s  

$15. 73 
15. 73 
15. 73 
16. 16 
16 .16  
16. 33 
16. 48 
16. 63 
16. 84 
17. 05 
17. 26 
17. 47 
17.65 
17.83 
18. 01 
18.19 
18. 37 
18. 55 
18. 73 
18. 91 
19.09 

$13.83 
13. 83 
13.83 
14.18 
14 .18  
14. 35 
14. 52 
14.79 
14. 87 
15.03 
15.19 
15. 35 
15. 51 
15. 67 
15.83 
15.99 
1~  15 
16. 31 
16. 47 
16. 63 
16.79 

$14. 82 
14. 82 
14. 82 
14. 8: 
14. 82 
14. 82 
14. 82 
14. 82 
14. 82 
14.82 
14. 82 
14. 82 
14. 82 
14.82 
14. 82 
14. 82 
14. 82 
14. 8,' 
14. 82 
14. 82 
14. 82 

v'[ 

t W i t h  18 cents added for each additional 50,000 pounds or fraction thereof. ~ : - '  
2 W i t h  16 cents added for each additional 50,000 pounds or fraction thereof. 
a Steam locomotives of the 4-8-4 and 2-10-4 type to be reclassified for pay purposes by being moved into 

the next higher wage bracket. 
4 I n  West this rate is $14.76. 

Source: Carriers' E x .  2; E m p l o y e e s '  E x .  2.  

IV. POSITION OF ORGANIZATION 

In this proceeding the Order of Conductors and Brakemen seeks to 
restore the dollars and cents differentials between the train crew and 
engine crew in the average basic daily rates of pay which existed in 
1922, and to preserve them for the future. The method proposed is to 
incorporate in the wage structure of train service employees a gradu- 
ated rate of pay based on weight on drivers of locomotives. 

The present daily and mileage rates would serve as the base, and 
increments therefrom would duplicate those now employed in the 
graduated scale for engineers. Existing daily and monthly guaran- 
tees for employees would be preserved, as well as other rules affecting 
compensation. Any conflict arising i n  applying the rate schedule in 
special services would be settled by negotiation between the parties. 

The Organization proposed the following for adoption as the Grad- 
uated Rate of Pay Tables for all classes of service which it represents. 

3 3 8 3 0 6 - - 5 5 - - 3  " 
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TABLE 4.--Proposed standard basic daily rates (graduated basis ol pay) 

C O N D U C T O R S  

Class i f i ca t ion  of l o c o m o t i v e  ( w e i g h t  on d r i v e r s )  . T h r o u g h  Loca l  a n d  P a s s e n g e r  s Y a r d  J 
(ooo p o u n d s )  f r e i gh t  i w a y  f r e igh t  i 

$15.40 L e s s  t h a n  I00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
100-140 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
140-170 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
170-200 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
200-250 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
250-300 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
300-350 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
350-400 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
4 0 0 - 4 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

4 5 0 - 5 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

5 0 0 - 5 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

5 5 0 - ~ 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

600-650 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
6 5 0 - 7 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

700-750 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
7 5 0 - 8 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

8 0 0 - 8 ~ 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

850--900 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
Q 0 0 - - 9 ~ 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

950-1000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

$14.82 
14.82 
15.25 
15.25 
15.42 
15.57 
15.72 
15.93 
16.14 
16.35 
16.56 
16.74 
16.92 
17.10 
17.28 
17.46 
17.64 
17.82 
18.00 
18.18 

$15.38 
1&38 
15.81 
15.81 
15.98 
16.13 
16.28 
16.49 
16.70 
16.91 
17.12 
17.30 
17.48 
17.66 
17.84 
18.02 
18.20 
18.38 
18.56 
18.74 

15. 49 
15. 57 
15.66 
15.75 
15.83 
15.92 
16.00 
16.09 
16.18 
16.26 
16.35 
16.43 
16.52 
16.60 
16.69 
16.77 
16.86 
16. 94 
17. 03 

$17.03 
17.03 
17.46 
1Z40  
1Z68  
17.78 
17.93 
18.14 
18.35 
18.50 
18.77 
18.95 
19.13 
19.31 
19.49 
19.67 
19.85 
20.03 
20.21 
20.39 

W i t h  18 cen t s  a d d e d  for each  a d d i t i o n a l  50,000 p o u n d s  or f r ac t ion  thereof .  
2 Wi th  8 cen t s  a n d  9 cen t s  a l t e r n a t e l y  a d d e d  for each  a d d i t i o n a l  50,000 p o u n d s  or f r ac t ion  thereof .  

N o T E . - - W e s t e r n  ra tes ,  because  of t he  d o u b l e h e a d e r  ru le ,  a re  l ower  t h a n  t he  E a s t e r n  a n d  S o u t h e a s t e r n  
r a t e s  q u o t e d  above .  I n  T h r o u g h  F r e i g h t  Serv ice  6 cents ,  L o c a l  7 cents ,  a n d  P a s s e n g e r  0 cen t s .  

Source:  E m p l o y e e s '  Ex .  2, p .  3. 

T A B L E  5.--Proposed standard basic dairy rates (graduated basis ol pay) 

B R A K E M E N  

Classification of locomotive (weight on drivers) 
(ooo pounds) 

Less than I00 ................................... 
100-140 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
140-170 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
170-200 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
200-250 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
250-300 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
300-350 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
3 5 0 - - 4 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

400-450 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
450-500 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
5 0 0 - 5 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

5 5 0 - 6 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

6 0 0 - 6 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

650-700 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
700-750 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
7 5 0 - 8 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

800--850 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
850-900 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 0 0 - 9 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

950-1,000 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

T h r o u g h  
f r e igh t  i 

Loca l  and 
w a y  f r e igh t  i 

$13.40 
13.40 
13.83 
13.83 
14.00 
14.15 
14.30 
14.51 
14. 72 
14.93 
15.14 
15. 32 
15.50 
15.68 
15. 86 
16.04 
10.22 
16.40 
16.58 
16.70 

$13.83 

P a s s e n g e r  

$13.25 
13.83 13.34 
14. 26 13. 42 
14. 26 13. 51 
14. 43 13. 60 
14.58 13.68 
14. 73 13. 77 
14.94 13.85 
15. 15 13. 94 
15. 36 14. 03 
15. 57 14. I I  
15. 75 14. 20 
15.93 14.28 
16. I I  14. 37 
16. 20 14. 45 
16. 47 14. 54 
16. 65 14. 62 
16. 83 14. 71 
17. O1 14. 79 
17.19 14.88 

Yard i 

$16. 1 
16. 1 
16.(] 
16.(] 
16.7 
16.9 
17. q 
17.2 
17.,~ 
17. ! 
17.9 
18. 1 
18.23 
18. 4 
18. 6 
18.8 
19.( 
19. 1 
19.3 
19. 5 

i W i t h  18 cen t s  a d d e d  for each  a d d i t i o n a l  50,000 p o u n d s  or f rac t ion  thereof.  
W i t h  8 cen t s  a n d  9 cen t s  a l t e r n a t e l y  a d d e d  for each  a d d i t i o n a l  50,000 p o u n d s  or f r ac t ion  thereof .  

N o T E . - - W e s t e r n  ra tes ,  because  of the  d o u b l e h e a d e r  ru le ,  a re  l ower  t h a n  t he  E a s t e r n  a n d  S o u t h e a s t e r n  
r a t e s  q u o t e d  above .  I n  T h r o u g h  F r e i g h t  Serv ice  5 cents ,  Loca l  5 cents ,  a n d  P a s s e n g e r  4 cen t s .  

Source:  E m p l o y e e s '  Ex .  2, p.  4. 

~Vhile the tables include schedules for employees in yard service, 
in the course of the hearings spokesmen for the Organization dis- 
claimed representation of "any yardmen's craft as such." (Testi- 
mony of President Hughes, Tr. 317-8; Statement of Counsel Wil- 
marth, Tr. 3159~ 3162.) 
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A proposed graduated rates of pay table for Mallet-type locomotives 
was introduced (Employees' Ex. 6), but it was subsequently with- 
drawn as a demand by the Organization. (Tr. 1047.) 

The basis for the demand is: 
First, the unfavorable trend in wage relations between conductors 

and engineers and conductors and firemen, which derives primarily 
from the enjoyment by engine service employees of a graduated pay 
schedule based on weight on drivers of the locomotive used. This 
trend has been sharply accentuated by the advent of the diesel engine 
whose units when operated in tandem greatly augment the power of 
the locomotive. The upward extension of the graduated rate of pay 
tables in 1943-45 resulted in a sharp increase in the average basic 
daily rate of pay of the engine crew and increased the disparity in 
their wages with those of the train service crew. 

Second, the lengthening of trains associated with the use of heavier 
power has added greatly to the work assignment of the train crew, 
and to the productivity of the joint efforts of road operating em- 
ployees. These factors entitle the train service employees to a gradu- 
ated pay schedule, the same as engine service employees. 

(1) An Inequ i ty  Ex i s t s  

For a long period of years the four road operating crafts have had 
a dual basis of pay:  A given number of miles run constituting the 
"basic day" with pay computed at a mileage rate. Here is a sample 
of the basic day rule: 

One H u n d r e d  (100) miles or  less, eight  (8) hours  or less ( s t r a i g h t a w a y  or 
t u r n a r o u n d )  shal l  cons t i tu t e  a day ' s  work  ; miles in excess of one h u n d red  (100) 
wil l  be pa id  fo r  a t  the  mileage r a t e s  provided.  (Employees '  Ex.  20, p. 3. ) 

To this rule in the case of contracts with engineers and firemen these 
words are added, "according to class of engine." 

This provision establishes a graduated rate of pay for engine service 
employees based on weight on drivers of locomotives used, the mileage 
rate advancing with the increase in locomotive power. With the great 
advance in power of locomotives in recent years the average basic daily 
rate of pay for engine service employees has steadily increased while 
the rates of pay of train service employees have been held at a single 
rate. All crafts in road service have received the same amounts by 
way of general wage increases; and engineers and firemen have en- 
joyed the additional benefit deriving from their graduated rate of pay 
schedule. 

Statistical evidence of the unfavorable trend in this wage relation- 
ship, specifically between conductors and engineers and between con- 
ductors and firemen, was introduced in Employees' Exhibit 11 from 
which the following figures are taken: 
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T A B L E  6.--Average basic daily rates, 1925-June 195~ 

P A S S E N G E R  S E R V I C E  

1922 1942 ~ 'une 1954 

Conductors ......................................................... ] $6. 51 $8. 52 $15. 71 
E n g i n e e r s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  I . 6. 88 8. 15 15. 59 
F i r e m e n  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  ] 5. 33 6. 57 13. 95 

T H R O U G H  F R E I G H T  S E R V I C E  

C o n d u c t o r s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  $5.92 $7.85 $14. 94 
E n g i n e e r s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  7. 27 9. 52 17. 86 
F i r e m e n  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  5. 41 7. 50 15. 69 

L O C A L  A N D  W A Y  F R E I G H T  S E R V I C E  

Conductors ......................................................... $6.35 $8. 43 $15. 47 
Engineers ...................... 7. 40 9. 73 17. 42 
F i r e m e n  . . . . . . . . . . . . . . . . . . . . . .  -'--_----._'-'_'_---_-.'_'.'---_-.----- :.-_'_-- ~.-.----_" 5. 47 7. 64 15. 27 

E. L. Oliver, economist, testifying for the Organization, noted two 
]:evolutions in power used in train service, the first in the 1920's fol- 
lowing World War I, and the second following the depression of 
the 1930's when the diesel engine came into service. Its use was 
greatly accelerated in the years after World War II. Ability to link 
diesel units together added greatly to the aggregate power of the 
locomotive. (Employees' Ex. 4, pp. 2-7; Tr. 159-177.) 

The advantage in pay accruing to the engine crew from the increase 
in heavier power was extended through the removal in 1944-45 of the 
maximum limitations that had been unchanged since 1919. 

TABLE 7.--Differentials in average basic daily rates 

[ F r o m  E m p l o y e e s '  E x .  11] 

Year 

Passenger service 

Conductor Conductor 
o v e r  o v e r  

e n g i n e e r  f i r e m a n  

T h r o u g h  f r e i g h t  

se rv ice  

E n g i n e e r  C o n d u c t o r  
o v e r  o v e r  

c o n d u c t o r  f i r e m a n  

9 2 2  . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 3 ~  . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 4 9  . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . .  

951 . . . . . . . . . . . . . . . . . . . . . . . . . . .  
952 . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 5 3  . . . . . . . . . . . . . . . . . . . . . . . . . . .  

u n e  1954 . . . . . . . . . . . . . . . . . . . . .  

$0. 39 
• 39 
• 37 
.20 
• 19 
.40 
.15 
• 10 
.12 

$1.91 
1.94 
1.95 
1.79 
1.79 
2. 01 
1.79 
1.70 
1.76 

$1.35 
1.64 
1 . ~  
2.21 
2.32 
2.24 
2.62 
2.76 
2.92 

Loca l  a n d  w a y  
f r e i g h t  se rv ice  

E n g i n e e r  
o v e r  

c o n d u c t o r  

$0. 51 
• 35 
.34 

-- .  12 
~ . 2 3  

-- .  13 
-- .  46 
~ .  61 
-- .  75 

$1.05 
1.31 
1.30 
1.55 
1.60 
1.46 
1.77 
I. 86 
1.95 

C o n d u c t o r  
o v e r  

f i r e m a n  

$ 0 . 8 8  

.78 
• 79 
.58 
.53 
. 6 9  

.41 

.30 

.20 

Organization witnesses declared the increasingly adverse differen- 
tials against conductors and brakemen (whose wage is closely related 
to that of the conductor) accelerated in recent years by the almost 
complete dieselization of railway motive power create a grave in- 
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equity against conductors and brakemen. They predict it will  grow 
worse as engine power increases unless ther~ is such a correction as 
they propose. 

P r e s i d e n t  HU0HES. I t  w a s  no t  un t i l  the l a t e s t  revo lu t ion  in r a i l w a y  opera-  
t ions,  m a r k e d  by g r e a t  inc reases  in mo t ive  power  and  by m u c h  longer  and  h eav i e r  
t ra ins ,  t h a t  the  t r a d i t i o n a l  wage  r e l a t ionsh ips  was  upset .  When  t h a t  l a s t  
g r e a t  change  occur red ,  beginning  in the  l a te  th i r t i e s ,  engineers  a n d  f i remen 
sough t  and  in 1943 ob ta ined  a f u n d a m e n t a l  change  in the i r  g r a d u a t e d  w a g e  
scale.  T h a t  change,  w i t h o u t  mod i fy ing  the  bas ic  m i n i m u m  rates ,  p rov ided  sub- 
s t an t i a l  inc reases  w h e n e v e r  the  heav i e r  power  w a s  used by a n y  ca r r i e r .  

T h e  technologica l  change  in r a i l w a y  opera t ions ,  con t inu ing  since t h a t  date ,  
h a s  seen the  a l m o s t  comple te  d iese l iza t ion  of the  r a i l w a y  sys tem.  E n g i n e e r s  
and  firemen, when  w o r k i n g  on combina t ions  of  these  diesel  locomot ive  uni ts ,  
a n d  n o r m a l l y  pul l ing  longer  and  heav i e r  t r a i n s  t han  the  eng inemen  of t w e n t y  
y e a r s  ago would h a v e  t h o u g h t  possible,  a r e  pa id  h igher  wages .  

T h e  r a i l w a y  conduc tor  on those  s a m e  t ra ins ,  wi th  the  s a m e  respons ib i l i ty  as  
he  has  a l w a y s  had- - -now g r e a t l y  increased  as  the  t r a in  we igh t  and  leng th  has  
g r o w n - = h a s  rece ived  no recogni t ion  w h a t e v e r  for  t h a t  inc reased  d u t y  and  
responsibi l i ty .  (Tr .  327.) 

Specific illustrations were given of this alleged inequity. For  ex- 
ample, Conductor W. R. Lawson on the Raleigh-Charlotte run in 
through freight service on the Seaboard Air  Line Railroad was paid 
in October 1953, $542.27, while the fireman on the same run made 
$601.53, and the engineer, $686.30. Had the former graduation table 
prevailed the fireman would have been paid $506.59~ and the engineer 
$620.09. Thus as a result of the 1943 extension of the graduation 
table Conductor Lawson found that  whereas before he had earned 
$35 a month more than the fireman, afterwards he was making $50 
a month less ; and the excess of the engineer's pay over the conductor's 
was increased by $66. (Employees'  Ex. 9, Tr. 3184-5.) 

The resentment is the more acute because the road crew operates 
as a team. They work on the same train, cover the same distance in 
the same period of time. The output of transportation service is the 
result of their joint  efforts. The close association of the road crews 
and their  definite demarcation from other railroad employees make 
them a unit  in which wage relationships among the several crafts 
are of vital and sensitive importance. The adoption of a graduated 
rate of pay table based on weight on drivers of locomotives will  
remove the inequity and restore tradit ional wage relationships. (Tr. 
344-351.) 

P r e s i d e n t  HUG*,ES. I w a n t  to m a k e  i t  a b u n d a n t l y  c l e a r  t h a t  i t  is imposs ib le  
fo r  me to o v e r s t a t e  t he  concern  of our  men wi th  respec t  to the  issue of a g radu-  
a t ed  r a t e  of  pay.  Neve r  in m y  exper ience  as  a r e p r e s e n t a t i v e  of  conduc tors  and  
b r a k e m e n  h a v e  I w i t n e s s e d  a r a n k  and  file r eac t ion  such as  is p r e v a l e n t  in th is  
dispute .  R o a d  conduc to r s  a n d  road  b r a k e m e n  h a v e  ins i s ted  t h a t  th i s  issue 
m u s t  be  se t t led  be fo re  h a r m o n i o u s  l abor  r e l a t ions  can  ex i s t  on the  r a i l r o a d s  
of  th is  count ry .  (Tr .  329.) 
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Particular protest was made against the displacement of the con- 
ductor on the traditional ladder of compensation. Whereas tradi- 
tionally pay levels moved upward from brakeman to fireman, to con- 
ductor, to engineer, now in through freight service the fireman is 
ahead of the conductor on average basic daily rate of pay. (Tr. 326, 
328, 505.) 

The Organization disclaimed any desire to have the conductor's rate 
of pay exceed that of the engineer, and granted that some adjustment 
of the proposed schedule would be required to prevent the pay of 
brakemen from exceeding that of firemen. (Tr. 346, 499.) 

(2) Added Leng th  of T ra ins  Justifies Graduated Pay Scale for Train Service 
Employees 

The steady increase in locomotive power has resulted in the 
lengthening of trains. Longer trains increase the work and responsi- 
bility of members of the train crew. Failure to pay additional com- 
pensation for the added work load constitutes another inequity to 
train service workers. (Employee's Ex. 4.) 

E. L. OLIVER. In  this  s i tua t ion the inequi ty  f rom the s t andpoin t  of the con- 
ductors  is a real  one, and  a serious o n e - - t h a t  employees a re  being required now 
to opera te  much longer  t ra ins  under  much more  difficult condit ions a t  the  same 
wage as the men who are  handl ing  t ra ins  of fo rmer ly  s t a n d a r d  length, and among 
the conductors  t h a t  is an inequi ty ;  it becomes an inequi ty  pa r t ly  because the 
principle of a g r adua t ed  wage scale has not only been recognized but  has been 
extended. (Tr. 294.) 

I should say t h a t  tha t  is the centra l  point  of the inequity.  I t  is t h a t  the con- 
ductor  is not  paid for  a much grea te r  effort  involved in the much longer  t r a in s  
tha t  can now be opera ted  under  the new power  condi t ions  and are operated, t h a t  
inequi ty  as regards  the in terna l  s i tuat ion even is intensified by the  f ac t  that these 
men know the principle of the g radua ted  wage scale has been accepted. (Tr.  295.) 

The increase in work, responsibility, and hazard of members of the 
train service crew in the operation of longer trains was described by 
seven witnesses for the Organization who are presently employed as 
conductors or brakemen. The following summarizes the testimony 
on this point: 

(a) Additional clerical work for writing up wheel and other re- 
ports. Each car must be listed by name, number, contents, origin 
and destination. Pickups, setouts and bad order cars must be 
reported. 

(b) More cars increase the danger of mechanical failures such as 
hotboxes, break-in-twos, knuckle breaks, dropped brakebars and draw- 
bars, which call for prompt attention of train crew. 

(c) More labor in inspection, particularly walking inspection. 
(d) Greater difficulty in train observation for running inspection. 

,Jr 
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(e) Communication and signaUing between men at opposite ends 
of train are more difficult. 

(f) Greater care required in stopping train by operation of valve in 
caboose. 

(g) Increase in hazards to train crew; greater chance for accidents 
with long trains resulting in serious injury at times to members of 
train crew. 

Particular stress was laid on the danger to trainmen from slack 
action. Conductors testified that it increased with the length of 
the train and was a serious hazard. Statistics were introduced 

• showing that accidents to trainmen have increased rapidly in recent 
years, coincident with the increase in train length. (Employees' Ex. 
13, p. 5; 15, p. 47.) 

(h) More cars to supervise as to doors, seals, contents and special 
treatment for special cargoes. 

(i) Greater responsibility; more people on long passenger trains. 
Property value of cars and contents greatly increased with longer 
freight trains. Pressure for making fast schedules add to anxiety 
of train crew for satisfactory performance of duty. (:Employees' 
Ex. 17, pp. 70, 76, 96; 13, pp. 1-7 ; 15, pp.. 47-52; 30, pp. 162, 180; Tr. 
623-758.) 

(3) Role of the Conductor 

The conductor is the superior officer on the train. All persons 
employed on the train are subject to his instructions. He is held 
responsible not only for knowledge of the rules covering his par- 
ticular duties, but also for knowledge of the rules governing the duties 
of all other members of the operating crew; and it is his responsi- 
bility to see that they properly discharge their duties. The conductor 
must take charge in any emergency. He is the railroad employee 
in direct contact with the general public in both passenger and freight 
service. (Employees' Ex. 17, p. 59; 19; Carriers' Ex. 30; Tr. 319- 
321 ; 536-7; 623-40 ; 730-763.) 

The responsibility of the conductor to Carriers and to the public 
increases with his handling of heavier and longer trains at higher 
rates of speed. He is under greater nervous strain as he realizes that 
the safety of more persons and the protection of more valuable cargo 
in freight service depend in large degree on his vigilance and exercise 
of authority. The Organization insists that he should be compen- 
sated therefor on a graduated scale. 

(4) Injury to Morale of Employees Also Calls for Removal of Inequity 

Failure of the Carriers to give equitable treatment in pay of all 
road service employees has greatly impaired the morale of the train 



18 

service crafts. They feel they have been discriminated against. This 
in turn damages the Carriers in their public relations. 

Pres iden t  HUGHES. I do not  t h ink  i t  need be emphas ized  to th is  B o a r d  t h a t  
r a i l r oad  men work ing  close to each  o the r  a n d  as  m e m b e r s  of  a t r a i n  ope ra t i ng  
c rew over  a per iod of m a n y  yea r s  would be acu te ly  conscious of the i r  r e spec t ive  
wage  re la t ionships .  T h e y  would not  be h u m a n  or  n o r m a l  if  t hey  did not  imme-  
d ia te ly  r e sen t  any  l a rge  d is tor t ion  in the i r  wage  pos i t ion  in respec t  to each  
other.  T h e y  would no t  be h u m a n  or n o r m a l  i f  acu te  un re s t  did not  i m m e d i a t e l y  
develop in consequence of any  s u b s t a n t i a l  d i s to r t ion  of a long-s tanding  wage  
re la t ionship .  (Tr .  825-6.) 

Mr. OLIVER. Bu t  th is  one change  which  the  c a r r i e r  m a d e  in 1944, 1943-44 move-  
ment ,  resu l ted  in so wide  a gap  opening up, t h a t  the  d i sconten t  h a d  begun and  
was  a l r eady  considerable ,  became  ac tua l ly ,  as  you know ~rom the h i s t o ry  of t h i s  
dispute ,  explosive,  I t h ink  i t  would  h a v e  been p a r t  of  wise  pe rsonne l  m a n a g e m e n t  
not  to a l low t h a t  to become explosive,  p a r t i c u l a r l y  because  you h a v e  h e r e  a g roup  
t h a t  is so much  in con tac t  wi th  the  public. T h e y  a r e  no t  only the  cont ro l l ing  
g roup  in the  t r a in  crew, but  they  a r e  the  v e r y  l a rge  p a r t  of  the con tac t  of  th is  
i ndus t ry  wi th  the public.  The  r a i l r o a d s  should  have  gone, I think,  a long w a y  
to avoid bui lding t h a t  sense  of in jus t ice .  (Tr .  1111.) 
~ , -  

(5)  T r a i n  C r e w  S h o u l d  S h a r e  in I n c r e a s e d  P r o d u c t i v i t y  

The following statistics taken from Employees' Ex. 10s pp. 8, 11, 
show how the pay load of trains--tonnage and passengers carried-- 
has paralleled the increase in locomotive power and length of train. 

TABLE 8.--Changes in engine power (bracket closest to average o] basic daily rates 
paid engineer) 

[In thousands of pounds] 

,,'[ 

Year 

9 2 2  . . . . . . . . . . . . . . . . . . . . . .  

942 . . . . . . . . . . . . . . . . . . . . . .  
949 . . . . . . . . . . . . . . . . . . . . . .  
954, June . . . . . . . . . . . . . . . .  

Through  
freight 
service 

200-250 
300-350 
400-450 
600-650 

Local and 
way  

freight 
service 

14~1~  
200-250 
2 ~  
350-400 

Number 
cars in 
train 

37. 5 
51.8 
56. 8 
65. 4 

Oross 
tons per 
train 

1, 464 
2, 277 
2, 534 
2, 934 

Engine 
power 

passenger 
~rvtco  

140-170 
200-250 
300-350 
450-500 

Cars in 
train 

6.4 
9. 15 
9.78 

10. 34 

Number 
passen- 
gers 

64.9 
125. 5 
92. 3 

100. 2 

The graduated rate of pay schedule permits the engineer and fireman 
to share in the increase in output of the longer trains pulled by heavier 
power. Members of the train service crew insist they are entitled to 
similar consideration. E. L. Oliver for the Organization testified 
that in recent years, at least, the engine crewmen: 

* * * based  the i r  r eques t s  p r inc ipa l ly  on the  m a t t e r  of  inc reas ing  ou tpu t  and  
the  inc reas ing  respons ib i l i ty  going wi th  the  inc reased  output .  (Tr .  223.) 

The operation of a train over the road is a joint effort of all the 
crafts in road service. Mr. Oliver testified : 

T h e i r  product ,  w h a t e v e r  it  m a y  be, is a jo in t  product ,  and  you canno t  s e p a r a t e  
out  w h a t  p ropor t ion  of  t h a t  t o t a l  p roduc t  is  due  to the  w o r k  of the  conductor, 



19 

what  proportion is due to the work of the engineer. I t  is a Joint, single, combined 
product. (Tr. 1106.) 

(6) Graduated Rate of Pay Tables Based on Weight on Drivers of Locomotives 
Are Proper for Train Service Employees 

Adoption of the weight on drivers formula for graduation of pay 
rates of train crews is urged on the ground that it is presently in use, 
is known and understood, and is easily computed. 

The weight on drivers formula, being the accurate index of the 
power of the locomotive, is a reliable index of train length because on 
the average train length increases with heavier power. Since the job 
content, responsibility and productivity of train crews vary directly 
with train length, the use of the weight on drivers table is practical 
for graduating the compensation of train service employees. 

The establislunent of the weight on drivers formula for train serv- 
ice employees would remove the existing inequity which they suffer, 
restore and preserve tradit ional wage relationships with the engine 
service employees. 

No alternative that has been suggested is as accurate and as practical 
and suitable as the one proposed. 

(7) Answers to Carrier Objections 

(a) The so-called pattern settlement limiting wage adjustments 
to uniform treatment of all classes of employees would deny, in the 
view of the Carriers, special concessions to one group or craft on the 
ground that it would upset the wage structure of the entire industry, 
and would restrict correction of inequities to those generally recognized 
as such throughout the industry. (Argument of Counsel ttickman, 
for the Carriers, Tr. 3259-3283.) 

The Organization's position is that the extension of the graduated • 
rate of pay tables for engineers and firemen in 1943-45 was a special 
concession which made a breach in the pattern principle and created 
an inequity which calls for immediate correction. Witness E. L. 
Oliver cited instances where special adjustments in pay and other 
rules were made independent of so-called pattern settlements. (Em- 
ployees' Ex. 4, pp. 28-38 ; Tr. 190-231). 

(b) Percentage differentials. 
Percentage comparisons of average basic daily rates of pay and 

other earnings are irrelevant in this proceeding for the reason that 
wage progressions in the railway industry have been almost uniformly 
by the dollars-and-cents method and not by percentages. Tr. 337-8; 
2893-2900.) 

(e) Annual earnings are not a fair and accurate basis of comparison 
of wages of train service and engine service employees. They reflect 

338306--5~------~ 
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other factors, par t icu lar ly  the hours  and miles pa id  for. As a rule, 
members of the t r a in  crew work more hours  and run  more miles in a 
month  or year  than  do the engine crew, so they are producing  more 
t ranspor ta t ion  for  which they are compensated under  preva i l ing  pay 
rules. 

President HUOHV.S. The average mileage, I believe, of our conductors, as I 
know the record, indicates that the total mileage that they make is in excess 
of the total mileage made by enginemen, which means they have run more miles ; 
they have delivered more transportation, each month, and we don't believe they 
should be penalized because their take-home pay has been maintained by more 
work, in relationship with the engineer; so using the average rates, I believe 
we have a more fair basis for determining the rolationship between the con- 
ductor and his engineer. (Tr. 507.) 

Comparisons of total  number  of hours  pa id  for  show tha t  in 1953 
conductors in passenger service received pay for  3,469 hours and en- 
gineers ~or 2,905 hours, the excess ~or the ~ormer being 564 hours. 

I n  f re ight  service in 1953 conductors were pa id  for  3,456 hours, 
which was 302 hours  more than  for  engineers. On a mileage basis 
comparisons show tha t  in 1953 conductors were pa id  for  14,538 miles 
in excess of engineers in passenger service and were pa id  for  3,316 
miles more than  engineers in f re igh t  service. (Employees '  Ex.  15, 
pp. 5-6;  Tr.  2891-2.) 

(d) Inab i l i t y  to P a y  Increases. 
Carr iers  plead inabi l i ty  to pay the increased wages t ha t  would 

follow the adopt ion of the proposed gradua ted  rate of pay  table for  
t ra in  service employees. This  is not  a re levant  issue because what  is 
proposed is a correction of  an existing wage inequity.  Moreover, 
tes t imony of the Organizat ion 's  witness, Winf ie ld  M. Homer ,  econo- 
mist, was to the effect tha t  the basic capital  s t ructure  of the ra i l road  

iit.ry is sound;  tha t  earnings  have been at  h igh  levels-- the highest  
i -  ~ry  in 1953--with a total  net  income for  Class I Carr iers  of 

$9o3 s: )°°. 
/_~' .':her testified tha t  the decline in traffic, revenues and net  earn- 

M.~. e/:1)54 had  roved onl tem orary  and tha t  a recovery was 1.._ : p Y p 
~:u~,ar~ in 1955. (Employees '  Ex.  14, pp. 4-30; and 17, pp. 107-8; 

Tr  ~ ~323  ; 2864-2883.) 
• 20 

V .  P O S I T I O N  O F  C A R R I E R S  

I t  i,~ ~he posit ion of the Carriers  concerning the proposals of the 
Org~£~ization : 

( a )  T h a t  no inequity exists in the pay  re la t ionship of t r a in  service 
and engine service employees. 

(b) T h a t  a graduated  rate  of pay  based on weight  on drivers  of 
locomotives is not  suitable for  t ra in  and ya rd  service employees. 

i 
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(1) No Inequity Exists 

Carriers deny that the disparity in average basic daily rates of pay 
among train service and engine service employees constitutes any in- 
equity. Pay structures have been built over the years to compensate 
properly each classification of employees in accordance with the skill, 
effort, and responsibility required of each. Use of  the graduated rate 
of pay tables based on weight on drivers in the pay structure of the 
engine crew derivers from the special and peculiar duties of the 
engineer and fireman which are wholly unrelated to the duties and 
responsibilities of train service workers. Both groups have enjoyed 
the same general wage increases over the years. 

(a) Comparisons of Wages. 
Carriers contend that the Organization errs in confining its com- 

parisons almost exclusively to average basic daily rates of pay. Car- 
riers submit that comparisons of percentage differentials, average 
hourly earnings for hours worked and annual earnings should also 
be made. These comparisons, say Carriers, show much more favorable 
wage relationships between train and engine service employees than 
does the Organization's Exhibit 11. 

There is no traditional ladder of compensation among road operat- 
ing employees, in opinion of Carriers. As early as 1915 firemen on 
the heaviest locomotives had a higher average basic daily rate of pay 
than did the conductors. By 1922 on the heavier locomotives the 
spread in favor of firemen over conductors had increased. (Carriers' 
Exs. 20, 21.) 

In this connection the Carriers show that the average earnings of 
road conductors per month and per hour worked exceed those of all 
other classes of railroad employees other than those of engineers and 
the higher officials of the railroad company. The average earnings 
of road conductors are nearly $600 per month and road brakemen 
average $475 per month. Passenger service employees work only 36 
hours per week, while through freight train service employees work 
only 29 hours per week. I t  is also urged that constructive allowances 
account for 10 to 20 percent of the total earnings of train service 
employees. 

Passenger service conductors are paid $3.84 per hour actually 
worked. Through freight service conductors are paid $3.72 per hour 
actually worked, while brakemen, flagmen, and baggagemen in pas- 
senger and through freight service are paid from $3.29 to $3.57 per 
hour, moreover, train service employees have received greater in- 
creases in earnings than the increases in earnings in most other classes 
of railroad employees. 

The Organization fails to make any comparison of the wage rates 
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and earnings of train service employees and employee groups other 
than the engine crew. Carriers urge that they are relevant and offer 
such comparisons in Carriers ~ :Ex. 18~ p. 14, which show : 

The average annual earnings--"take home pay'J--of conductors in 
1953 was $6,~37. Those earnings exceeded the average annual earnings 
of all but five other classes of supervisory employees with earnings of 
over $27000. These were the classes of dispatchers and yardmasters. 
Of the 1,073,529 railroad employees only approximately 47,571 (4.43 
percent) receive average monthly compensation in excess of that of 
conductors. (Carriers ~ Brief, p. 61.) 

(b) Principle of the Differential. 
The Carriers dispute the "principle of the differential" as advanced 

by the Organization. This would require the restoration of exact 
money wage relationships among engine and train crafts as existed 
in 1922. This, say Carriers, assumes that the original relationships 
were fair s and that no changes have occurred subsequently in the 
relative skill and work requirements of the job. (Tr. 506--508; 528; 
538.) Carriers submit that there are some 15s000 wage relationships 
within the railroad industry; and it is both impractical and unfair to 
select particular groupings for rigid association. Special changes 
cannot be made, as here proposed, without upsetting the whole com- 
plex pattern of wage relationships. It. E. Greer~ statisticians testify- 
ing for the Carrierss said : 

Well,  I th ink  t h a t  to m a k e  a n y  l a s t ing  s e t t l emen t  of  a d ispute  involv ing  
different ials ,  you a r e  going to h a v e  to m a k e  a m a j o r  opera t ion ,  and  we c a n ' t  
do i t  in s teps  or  pieces. (Tr .  1536.) 

In the list of seven factors to consider in determining fair wages as 
set forth in Section 307 (d) of the Transportation Act of 1920-- 
inequalities of increases in wages or treatment'---is only ones the 
seventh (Carriers' Ex. 14, p. 1); and its weight was sharply dis- 
counted by the testimony of L. E. Sheppard, when he was president 
of the ORC, before the U. S. Railway Labor Board in 192'2. (Carriers' 
Ex. 14, p. 4; Tr. 1403-4.) 

Carriers also insist that differentials should be altered only for 
compelling reasons generally accepted throughout the industry. 

(c) Proposal Would Create New Inequities. 
The proposal of the Organization, in the opinion of the Carriers, 

would create new and serious inequities if it were adopted. I t  would 
create distortions with respect to yard crafts. (Carriers s Ex. 14s p. 8.) 
I t  would give conductors in through freight service greater weekly~ 
monthly and annual earnings than engineers; and earnings of brake- 
men would exceed those of firemen. (Ib~l., p. 3.) Moreover~ it would 
give the highest increases to the train service workers who have t h e  
easiest jobs and work the shortest number of hours--those in through 
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freight service, because trains drawn by heaviest power "work in that 
service. I t  is the shorter trains in local and way freight service which 
impose the heavier work load on engine and service crews, as is 
proven by the fact that these workers have the highest mileage rate 
of pay of any of the classes 6f service. 

Wage comparisons are not dependable unless they take into consid- 
eration all of the pay rules of a given craft. Each has its own struc- 
ture. For example, the basic day of the engine crew in passenger 
service is 100 miles or less;of  the train crew 150 miles or less. Train 
service employees in passenger service enjoy daily and monthly wage 
guarantees which the engine crew do not have. In all classes of serv- 
ice, the engine crew works under a monthly mileage limitation whereas 
train service crews either have none or a higher limitation. Con- 
structive allowances differ with each craft. (Carriers' Ex. 10, 12; 
Tr. 1373-97.) 

The Carriers allege that the Organization would seize a pay rule 
out of the wage structure of the engine crew for the benefit of its 
members, regardless of the fact that the wage structures of each have 
been developed out of the long history of the industry. Every wage 
board or official agency since 1913 which has reviewed the wage struc- 
ture of operating crafts has confirmed the principle of a graduated rate 
schedule based on power of the locomotive for engineers and firemen; 
and everyone has confirmed the principle of a single rate of pay for 
train service employees. Emergency Board No. 81 rejected the pro- 
posal of this Organization and the Brotherhood of Railroad Trainmen 
for establishment of this graduation schedule, and the BRT, which 
represents a larger proportion of train service employees, is no longer 
associated in this demand. (Carriers' Exs. 4, 10, 11, 12, 38, 89.) 

(2) Weight on Drivers Bears No Close Relationship to the Length of Trains 

Carriers deny that  there is any close relationship of weight on driv- 
ers of the locomotive and the length of the train, and thus declare 
that the major premise of the conductors' case is false. I t  is admitted 
that there is a "loose relationship" which may be observable on a 
single division or district, but no consistent relation for the railroads 
of the country. Carriers state that the increase in average length of 
trains has been continuous since the beginning of the industry. Many 
factors other than power have contributed to thisprogress:  Reduction 
in grades, elimination or reduction of curves, improvement of equip- 
ment, extension of sidings, rebuilding of yards, improvement in loco- 
motive design; and more recently elimination of many branch lines 
formerly served by short trains, dropping or consolidation of short 
trains. 

Factors other than loading an engine to capacity affect decisions as 
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to train length and use of given locomotives on particular trains. 
Among them are: Necessity of maintaining high speed to meet com- 
petition; availability of tonnage, weather conditions; availability of 
diesel units; movement of diesel locomotives in long cycles in which 
the consist of the train may vary widely; shifting of units to maintain 
balance of motive power. 

Carriers put great emphasis on the speed factor: Diesel units are 
added to provide ample power to enable trains to maintain fast sched- 
ules. Competition of motor vehicles and airplanes forces railroads to 
use every possible means to reduce time in train movement. 

John M. Budd, President of the Great Northern Railway Company, 
testified (Tr. 2643) : 

There  was  a decided change in the design of locomotives a t  the time. The  
older locomotive had  been buil t  more  to handle  tonnage  a t  lower speeds. I t  was  
necessary  to design engines t h a t  would handle  t ra ins  a t  the h igher  speed, and  
the fundamen ta l  change in the design of the locomotive dur ing  this  period, and  
it  was  somewha t  gradual ,  was  to increase  the size of  the firebox and  permi t  the  
locomotive to burn  more  fuel  and  to genera te  more  s team so t h a t  ins tead of 
hav ing  to reduce the length of  your  t ra in  in order  to make  the t ime across the 
road,  the t r a in  could ma in ta in  its full  tonnage  and st i l l  make  the h igher  speeds. 

(3) Job Content Unaffected by Weight on Drivers or Train Length 

Carriers reject the argument of the Organization that weight on 
drivers or length of train is an index of a heavier work assignment for 
conductors and brakemen and flagmen. J. E. Alward, trainmaster, 
testifying for the Carriers, said (Tr. 1955) : 

Very  few of the duties per formed by t ra in  crews are  affected in any  manne r  
by the size, power,  or  weight  on dr ivers  of the pa r t i cu la r  locomotive pull ing the 
train.  Most of the var ia t ions  in job content  which a re  in fac t  a t t r ibu tab le  to 
the increased size and  power  of modern  locomotives, ins tead  of mak ing  the work  
of the t ra in  crew harder ,  have  mate r ia l ly  Hghtened their  work. 

Carrier witnesses testified that the duties of the conductor remain 
the same regardless of the length of the traJin. Such items as may be 
affected by train length are minor. Making out the wheel report is 
done increasingly by clerical employees, not the conductor. Through 
trains make no or few stops, so that walking inspection is less rather 
than more. Workers on through freights drawn by heavy power are 
largely relieved of switching, of dropping or picking up cars, of han- 
dling less than carload shipments. Carriers recognize that inspection 
of train while running is limited by visibility and employees are not 
held responsible for what they cannot see. Radio is now in use per- 
mitting communication between caboose and engine and between either 
and stations. 

Although train length has increased steadily the frequency of equip- 
ment failures which require attention of the train crew has declined. 
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Present practice calls for setting out a defective car on the nearest 
siding rather than hold up the train. 

A h o t b o x  t o d a y  s e l d o m  m e a n s  a n y t h i n g  m o r e  t h a n  m a k i n g  a s i m p l e  s e t o u t .  
M o r e o v e r ,  t h e y  a r e  i n f r e q u e n t .  D u r i n g  m y  e l e v e n  y e a r s  in  r o a d  s e rv i ce ,  I w o u l d  
e s t i m a t e  t h a t  I h a d  l e s s  t h a n  o n e  h o t b o x  p e r  m o n t h .  I t  c e r t a i n l y  n e v e r  o c c u r r e d  
to  m e  t h a t  I w a s  b e i n g  o v e r w o r k e d  by  h a v i n g  t o  m a k e  a n  o c c a s i o n a l  s e t o u t  t h a t  
w a s n ' t  c a l l e d  f o r  on t h e  s w i t c h  l i s t .  ( T r .  2042.) 

O c c a s i o n a l l y  a n  a i r  h o s e  w i l l  b r e a k .  T h i s  t h e n  s t o p s  t h e  t r a i n  a n d  a m e m b e r  
o f  t h e  t r a i n  c r e w  m u s t  r e p l a c e  t h e  b r o k e n  hose .  T h i s  i s  a n  e a s y  j o b  a n d  does  
n o t  r e q u i r e  m u c h  t i m e  o r  e f for t ,  a n d  I o n l y  h a d  to  r e p l a c e  a n  a i r  h o s e  a b o u t  once  
e v e r y  s i x  m o n t h s .  

C a r  b o d y  f a i l u r e  c a n  be  a n y t h i n g  f r o m  a s w i n g i n g  d o o r  to  c o l l a p s e  o f  t h e  c a r  
f r a m e  i t s e l f ,  b u t  t h e  i m p r o v e m e n t  in  f r e i g h t  c a r  c o n s t r u c t i o n  h a s  v i r t u a l l y  
e l i m i n a t e d  s e r i o u s  c a r  f a i l u r e s .  ( T r .  2 0 4 4 . )  

Statistics offered by the Carriers show that railroads whose average 
train length was the highest reported an average casualty rate lower 
than those operating the shortest trains. 

TABLE 9 . - -D i s t r ibu t ion  of rai lroads by car-miles  per  train-mile  anc~ average 
casual ty  r a t e J t r a i n  accidents  and train-service  accidents ,  y ear  195~ 

Car-miles per train-mile-- 
freight service 

(1) 

40 and under ............. 
40.1-50 .................... 
50.1--60 .................... 

60.1-70 .................... 

I Number of 
railroads 

(2) 

37 
15 
33 
22 

Average 
casualty 

rate z 
(3) 

8.89 
8.28 
6. 92 
7.77 

Car-miles per train-mile--- 
freight service 

(1) 

70.1-80 . . . . . . . . . . . . . . . . . . . .  
80.1 and over . . . . . . . . . . . . .  

T o t a l  . . . . . . . . . . . . . . .  

Number of Average 
railroads casualty 

(2) rate z 
(3) 

8 6.34 
6 6.48 

121 7.41 

z Number of casualties per million locomotive-miles and motor train-miles combined. Average casualty 
rate is the weighted average for trainmen (conductors, brakemen, engineers, firemen) of the railroads falling 
within each range of car-miles per train-mile. 

Source: I. C. C. Accident Bulletin No. 121, year 1952, Tables 97,102,103. Reports of Carriers to I. C. C.-- 
Form O-8-A, Freight Train Performance. (Carriers' Ex. 47, p. 7.) 

Additional statistics were offered by Carriers to show a decrease in 
the relative number of casualties due to "slack" action. These sta- 
tistics showed the casualty rate per million locomotive-miles averaged 
1.42 in 1923-29 ; dropped to .058, 1930-40, during the depression when 
fewer trains were operating and were being handled by veteran work- 
ers; then rose to 0.91 in the war years, 1941-45; dropped to 0.82 in 
the postwar period, 1946-53. 

C. E. Alward testified (Tr. 2076-77-78-79) : 

S l a c k  a c t i o n  h a s  b e e n  a p a r t  o f  r a i l r o a d i n g  e v e r  s i n c e  I h a v e  b e e n  f a m i l i a r  
w i t h  t h e  i n d u s t r y .  I h a v e  n e v e r  c o n s i d e r e d  i t  to  be  a m a t e r i a l  h a z a r d  to  m e  o r  
a n y  o thez  m e m b e r  o f  a t r a i n  c r e w .  T h e  s o - c a l l e d  h a z a r d  f r o m  s l a c k  a c t i o n  c a n  
e a s i l y  b e  a v o i d e d  b y  t h e  e x e r c i s e  o f  r e a s o n a b l e  i n t e l l i g e n c e  on  t h e  p a r t  o f  con- 
d u c t o r s  a n d  t r a i n m e n .  I n  99 c a s e s  o u t  of  100 t h e  m e n  in  t h e  c a b o o s e  k n o w  w h e n  
to  e x p e c t  s l a c k  a c t i o n  a n d  c a n  b r a c e  t h e m s e l v e s  a g a i n s t  i t .  T h e  h e a v i e s t  s l a c k  
a c t i o n  c o m e s  a t  s l ow  s p e e d s  a n d  u s u a l l y  w h i l e  m a k i n g  s t a r t s  a n d  s tops .  A p o o r  
e n g i n e e r  w h o  does  n o t  k n o w  h o w  to  h a n d l e  h i s  t r a i n  c a n  g ive  y o u  J u s t  a s  b a d  a 
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j e r k  on a s h o r t  t r a i n  a s  he  c a n  on a l o n g  one.  On  t h e  o t h e r  h a n d ,  a g o o d  t r a i n  

h a n d l e r  c a n  s t a r t  a n d  s t o p  h i s  t r a i n  a n d  y o u  w i l l  h a r d l y  n o t i c e  i t  in  t h e  caboose .  

I t  is also urged that the work of train service employees in all classes 
of service tends to become easier as weight on drivers and train length 
increase for the reason diesel locomotives are cleaner and more com- 
fortable to ride. They make less frequent stops for fuel and water, 
decrease time on the road, raise their pay per hour on duty, eliminate 
helper services on grades and less physical effort is required when 
switches are automatically controlled by the dispatcher under cen- 
tralized train control. 

Carriers submit that  the second premise of the Organization's case-- 
that longer trains accompanying heavier power add to workload of 
train service employees--iS not sustained by the facts. 

k 
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(4)  P r o d u c t i v i t y  

Carriers deny that the concept of employee sharing in productivity 
as advanced by the Organization's economist in this proceeding is 
valid. This theory is simply that since long trains haul more pay- 
load the crews operating them should get more money. Carriers state 
that i f  the productivity of an employee increases through greater skill 
or effort on his part  he should be paid for such increased skill or effort, 
but not when the increase in productivity does not arise from such 
such employee contributions. 

J.  E. Wolfe, railroad official, test ifying on this subject, stated that :  
* * * even those economists who accept "productivity" as a wage factor are 

generally in agreement that the productivity of individuals or groups is  of no 
significance and that the only "productivity" increases which have significance 
in wage determinations are the increases in productivity of the economy as a 
whole. (Tr. 2699.) 

Witness Wolfe credited the increases in productivity of the railroad 
industry "to enormous capital expenditures for technological improve- 
ments." (Ibid.) These include expenditures for new equipment, for 
reduction of grades and curvatures, shortening of lines, improvement 
of tracks and yards, new signal installations. (Tr. 2699-2704.) He 
testified also that "the productivity of the employees involved in the 
present demand has increased less than the productivity of other em- 

ployees of the railroads." (Tr. 2723; Carriers '  Ex. 46, pp. 28-32.) 

(5 )  P a t t e r n  Settlements 

Carriers contend that  approval of the Organization's proposal would 
violate the principle, indispensable in railroad operation, of making 
"fair,  uniform, and nondiscriminatory settlements" between the rail- 
roads and all classes of its workers. (Tr. 3265.) Statistics were pre- 
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sented showing that the general wage increases of both operating and 
nonoperating employees had been virtually identical in the period 
since 1937, save for the adjustment due to giving yard employees the 
option of the 40-hour week. (Carriers' Ex. 33; p. 67.) 

While worker pressures are for nationwide wage uniformity, indi- 
vidual organizations seek to gain advantage for their members through 
special appeals, frequently on the basis of alleged inequities. These, 
if granted, would result in chaos in the railroad industry. (Tr. 2300.) 

Daniel P. Loomis, Chairman of the Carriers' Conference Commit- 
tees~ testified: 

H i s t o r y  d e m o n s t r a t e s  t h a t  p a t t e r n  se t t l emen t s  a r e  n e c e s s a r y  and  inev i t ab le  in 
the  r a i l w a y  indus t ry .  R a i l w a y  l abor  d i sputes  canno t  be  d isposed  of on a l a s t ing  
and  effect ive bas is  unless  u n i f o r m  and  n o n d i s c r i m i n a t o r y  t r e a t m e n t  is accorded  
to  all  c lasses  and  c r a f t s  involved.  * * * Adopt ion  a t  th is  t ime  of  the  p roposed  
g r a d u a t e d  r a t e s  of  p a y  fo r  t r a i n  and  y a r d  service  employees  would  a l m o s t  
ce r t a in ly  des t roy  the  u n i f o r m  and  n o n d i s c r i m i n a t o r y  p a t t e r n  of  s e t t l emen t  t h a t  
h a s  b r o u g h t  the  1953-54 ope ra t ing  employees '  wage  m o v e m e n t  to a conclusion.  
(Tr .  2301-2. ) 

I t  is t hus  the  C a r r i e r s '  posi t ion t h a t  when  a s u b s t a n t i a l  body of c a r r i e r  em- 
p loyees  has  ag reed  upon a u n i f o r m  se t t l emen t  of d e m a n d s  fo r  wage  a d j u s t m e n t s ,  
a n y  o rgan i za t i ons  or  g roups  of employees  t h a t  a sk  fo r  benefi ts  g r e a t e r  t h a n  or in  
add i t ion  to those  p rov ided  by the  p a t t e r n  s e t t l emen t  m u s t  be  p r e p a r e d  to show 
convinc ing  and  cont ro l l ing  r easons  why  such f a v o r e d  t r e a t m e n t  should  be g ran ted .  
And  in d e t e r m i n i n g  w h a t  a r e  convincing and  cont ro l l ing  reasons ,  the  p a r t i e s  to  
t he  d i spu te  or  a n y  b o a r d  cha rged  wi th  the  respons ib i l i ty  of  d e t e r m i n i n g  the  
m e r i t s  of  the  d e m a n d s  m u s t  give due cons idera t ion  to the  new inequities t h a t  m a y  
r e su l t  f r o m  g r a n t i n g  f a v o r e d  t r e a t m e n t - - m u s t  give due  cons ide ra t ion  to the  
poss ib le  d i s rup t i on  of the  i n d u s t r y ' s  en t i r e  l abor  re la t ions  a n d  to the  h a r m  t h a t  
m a y  come to the  indus t ry ,  a s  a resu l t  of  a d e p a r t u r e  f r o m  the pa t t e rn .  I n  
a t t e m p t i n g  to co r r ec t  an  al leged or supposed inequi ty  ca r e  m u s t  be  exerc i sed  to 
avo id  a r e m e d y  t h a t  m a y  be worse  t h a n  the  disease.  (Tr .  2176-6.) 

(6) Financial Condition and Prospects of the Railroads 

Carriers urge that the financial condition and prospects of the rail- 
roads are recognized as valid factors in all disputes involving wages of 
employees. A strong and healthy railroad industry, essential in peace 
and even more so in time of war cannot be maintained simply by in- 
creasing freight rates or passenger fares because of resulting loss of 
traffic. 

(a) Competition in the transportation field is intense and increas- 
ing. Statistics were offered showing that since the war years of 
1942-45 the tonnage on railroads expressed in ton-miles has declined 
while that of motortrucks, oil pipelines and inland water carriers has 
increased. The percentage distribution for intercity freight traffic 
shared by the railroads has decreased from 75 percent in 1930 to 52.4 
percent in 1953. (Carriers' Ex. 37, pp. 1-2.) Railroads also have been 
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losing high rate traffic, such as livestock, poultry, dairy products, fresh 
fruits and vegetables, as well as much of their former heavy coal 
volume. (Carriers' Ex. 37; pp. 5-16.) 

Intercity passenger traffic has in large measure shifted from the 
rails to privately owned motorcars, motor buses and air carriers. The 
percentage share of railroads in commercial intercity passenger traffic 
has decreased from 68.5 percent in 1930 to 46.4 percent in 1953. (Car- 
riers' Ex. 37, p. 18.) 

To meet this competition Carriers report they have been forced to 
make heavy capital outlays on track and equipment, that earnings must 
be sustained to maintain the credit of the railroads and enable them 
to perform their necessary function. John M. Budd, President of the 
Great Northern Railway, testified (T r. 2504) that  railroads can pro- 
vide the public with efficient, low-cost transportation service and em- 
ployees with job security "only if a sound and solvent financial struc- 
ture is maintained." 

(b) Earnings of Class One Carriers. 
Whereas in the period 1925-29 Carriers realized a return of 5.11 

percent on their net investment, in none of the postwar years has that  
percentage been attained. The rate of return in recent years is re- 
ported as follows in Carriers' Ex. 35, p. 2 : 

TABLE I0 

Y e a r  

1949 . . . . . . . . . . . . . . . . . . . . . .  
1950 . . . . . . . . . . . . . . . . . . . . . .  
1951 . . . . . . . . . . . . . . . . . . . . . .  

R e t u r n  
on n e t  

tnves tmenl  

4. 31 
2.88 
4.28 
3.76 

R e t u r n  
o n  I C C  

v a l u a t i o n  

4.70 
3.13 
4.64 
4. 06 

Y e a r  

1952 . . . . . . . . . . . . . . . . . . . . . .  
1953 . . . . . . . . . . . . . . . . . . . . . .  
1954 ( p r e l i m i n a r y )  . . . . . . . .  

R e t u r n  
on ne t  

i n v e s t m e n t  

4. 16 
4.19 
3. 1O 

R e t u r n  
on I C C  

v a l u a t i o n  

4.4S 
4 .52  
3 .34  

This rate of return does not make allowance for income tax defer- 
rals arising from amortization of defense projects, which will have 
to be met in future years. Carriers contend that these earnings are 
insufficient to yield a fair return to investors and insure a flow of new 
capital required for essential progress in the transportation industry. 
To clinch this point Carriers quoted the words of the Interstate Com- 
merce Commission : 

J u d g e d  by a n y  s t a n d a r d  * * * t h e  r a t e s  o f  r e t u r n  e a r n e d  or  p r o s p e c t i v e l y  t o  

be e a r n e d  by t h e  r a i l r o a d s  * * * a r e  s u b s t a n d a r d .  ( C a r r i e r s '  E x .  35, p. 52.) 

(c) Adoption of Proposal Would Endanger Financial Position of 
Carriers. 

Carriers state that labor costs now approximate 50 percent of total 
operating revenues and 62 percent of total operating expenses. I f  
this demand of the Organization is granted the cost to the railroads 
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would be nearly $12 million, and if extended to other train employees 
the annual wage bill would be increased by more than $62 million. 
(Carriers ~ Ex. 35, p. 27; Tr. 2432.) I f  this increase was extended to 
all employees as might be the consequence, the Carriers would be con- 
fronted with a gross wage increase of some $250 million, or one-fourth 
of the total net income for 1953, one of the most prosperous years for 
the Carriers in recent history, although it yielded a return on net 
investment of only 4.19 percent. 

Carriers contend it is not in the interest of the railroads, of the 
workers themselves, or of the public served by both to authorize wage 
structure changes which might endanger the financial health of the 
Carriers. 

(7) A Graduated Rate of Pay Based on Weight on Drivers Is Not Suitable for 
Train and Yard Service Employees 

I t  is the position of the Carriers that the type and amount of work 
performed on the average run by a conductor in through freight serv- 
ice has little or no relation to the weight on drivers of the locomotive 
as the skill, effort, responsibility, and hazards required of train serv- 
ice employees vary inversely with the weight on drivers of the loco- 
motive behind which they work. The reason for this is that heavier 
locomotives get their trains over the road faster and enable the em- 
ployees assigned to these trains to earn their day's p a y  in a lesser 
period of time; that the only real work required of train crews en 
route is that involved in picking up and setting out cars and doing 
station switching, which is usually assigned to local and way freight 
service (Alward, Tr. 2008) ; that heavier locomotives are not used in 
yard service; that jobs on the faster trains are the easiest jobs as es- 
tablished by the preference shown for the assignment by the employ- 
ees in the exercise of their seniority rights; that the proposal of the 
Organization would create an opposite wage distortion. 

I t  is also urged that the compensation of each class of employees 
should be determined by the characteristics of each job classification 
and should not be related rigidly to the wage scale of an altogether 
different craft. The fact that enginemen are paid graduated rates 
based Upon weight on drivers is not any evidence that  such a basis of 
pay should be allowed to conductors and brakemen, as differences 
in the rules governing compensation of these various classes reflect 
and are based upon the differences in their work and working 
Conditions. 

The graduated basis of pay was established to compensate engine- 
men for variations in the physical labor and responsibilities required 
of these employees on varying sizes and weights. 

The physical labor and responsibilities of conductors and brakemen 
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are wholly different from the enginemen, hence a graduated rate of 
pay has no application to conductors and brakemen. The reason for 
the difference in basis of pay is that the work of enginemen requires 
more constant attention and greater alertness and involves more strain 
than the work of train service employees. Moreover, enginemen have 
mechanical and driving duties requiring special skills that are not 
required of train service employees and such duties increase as the 
number of units included in the locomotive are increased. (Tr. 
1377.) 

VI. D I S C U S S I O N  OF T H E  B O A R D  

The Board has organized its discussion under two major headings. 
The first develops certain general conclusions regarding the wage rate 
structure of the operating classifications as a whole, and the second 
part is concerned more narrowly with the proposal for graduated 
rates of pay based upon weight on drivers as presented by the Or- 
ganization. A recommendation follows from each part of the dis- 
cussion. 

A. The Wage Rate Structure of Operating Classifications 

(1) The proposal of the Organization in this proceeding is a reflec- 
tion of one of the major problems of the industry: the establishment 
and maintenance of an equitable and economically sound wage rate 
structure for the railroad industry as a whole. The contentions in 
this case concern a single feature of the total wage structure. We are 
asked to add a new element in the pay rules of certain employees who 
are part of a complex and highly interrelated wage structure. We are 
presented with a major problem only a small part of which lies above 
the surface. This Board starts its discussion from the view that the 
wage rate structure of the railroads , or at least of the operating classi- 
fications, must be viewed as a highly integrated whole and each part 
related to that whole. (Tr. 2313, 2332.) 

(2) The operating classifications in the railroad industry constitute 
a relatively self-contained group, at least for the purpose of wage rate 
administration and comparison. While it is probably true that every 
wage rate in the whole country, in at least some small degree, is influ- 
enced by every other rate, there are Significant differences in the degree 
of influence. The wages of operating employees on the railroads are 
certainly not independent of nonoperating wages for purposes of gen- 
eral wage changes. Nonetheless~ the wage structure of operating em- 
ployees for the present purposes constitutes a relatively self-contained 
entity. 

The operating employees are engaged in train and engine service 
and are charged with the direct responsibility for the movement of 
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trains. There were 248,504 operating employees reported for the sec- 
ond quarter of 1954, 22.75 percent of the total of 1,092~364 railroad 
employees. (Employee's Ex. 15~ pp. 1-4; Carriers ~ Exs. 8~ 11; Tr. 
1229, 1359.) The operating employees are represented by five major 
labor organizations: Brotherhood of Railroad Trainmen; Brother- 
hood of Locomotive Firemen and Enginemen; Brotherhood of Loco- 
motive Engineers; Order of Railway Conductors and Brakemen; and 
the Switchmen's Union Of North America. 

(3) Every wage rate, differential~ element of compensation, and pay 
rule for an operating classification appears to have a close relationship 
to the wage structure of other operating classifications. Operating 
employees work in close proximity~ frequently away from continuing 
supervision; the road crews are paid on a mileage basis ; under the sen- 
iority and promotion rules the same employee may work from day to 
day in different classifications and in different types of service; em- 
ployees hold membership in unions with overlapping jurisdiction. 
The result is that all operating employees are particularly sensitive to 
changes in the wage structure of other operating employees. (Car- 
riers ~ Ex. 33~ pp. 16-22 ; Tr. 2180-90). Labor costs of competing car- 
riers are likewise sensitive to differential pay rules. 

(4) One consequence of this highly interdependent wage structure 
for operating classifications is that the attempt to change one rate or 
pay rule may generate more trouble and dissatisfaction than it cures. 
(Tr. 2364.) 

Piecemeal adjustments in the wage rate structure tend to generate 
a succession of attempts for further modifications and patches on the 
rate structure. Each of these attempted adjustments is cumbersome 
and time-consuming under the protracted processes of railway labor 
relations. Moreover, an initial change in wage rate relationships may 
not persist as subsequent movements restore the old relationship. A 
recognized need to change the wage structure may not eventuate as 
a consequence of conflicting piecemeal adjustments. An illustration is 
provided by the differential between rates for yard conductors and 
brakemen in the 1947--48 wage movement. (Carriers' Ex. 33, pp. 
4849.)  

(5) There has been no comprehensive review and revision of the 
wage structure in the railroad industry since the days of World War I. 
During the period of Federal control of the railroads from December 
26, 1917~ until March 1~ 1920~ at the direction of W. G. McAdoo, Direc- 
tor-General of Railroads~ the four-man Lane Commission reviewed the 
railroad wage rate structure and made recommendations which were 
adopted and placed into effect in General Order 27. 

The subsequent recommendations of the advisory Board of Rail- 
road Wages and Working Conditions, composed of labor and carrier 
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representatives (adopted as Supplements to General Order 27)con- 
stituted with the Lane Commission Report a thoroughgoing review~ 
revision, and standardization of the railroad wage rate structure. 
(Employees' Ex. 3, pp. 3-6; 20, p. 3; Carriers ~ Ex. 38, pp. 56-66; 
39, pp. 110-97.) 

Perhaps the work of the Railroad Labor Board in determining 
the wage structure through decisions in 1920 and 1921 should also 
be cited. But, certainly, no general review in wage structure has since 
been made. Indeed, no comprehensive surveys or reports on wage 
structure problems have been made since the distinguished Report 
of the United States Eight-Hour Commission (1917) (particularly 
Appendix VI by Professor William Z. Ripley), the studies of the 
Lane Commission and other government bodies in World War I. 
However, mention should be made of the study under the direction 
of Federal Coordinator of Transportation, Joseph B. Eastman, made 
by Dr. Otto S. Beyer in 1936, "A Survey of the Rules Governing 
Wage Payments in Railroad Train and Engine Service." The fact 
that the railroad wage rate structure, for operating classifications, has 
received no comprehensive review for more than thirty years, and no 
systematic study for almost twenty years, alone suggests that it may 
well be obsolete and ill-designed for a modern railroad system. 

(6) I t  should not be inferred that the wage structure and earnings 
relationships have been unchanged over the period since World War 
I. There have been some few modifications in the wage rate structure 
for operating classifications, including the removal in 1944--45 of any 
ceiling on graduation and a corresponding extension of wage brackets 
for engineers and firemen, and the elimination at the same time Of 
the Western differential for engineers and firemen and the increase 
in the rates for firemen on electric and oil-burning locomotives. (Tr. 
2327.) Changes in wage rate relationships have also arisen as a 
consequence of the variable introduction of the forty-hour workweek 
for certain classes. 

There have also been some significant changes in pay rules includ- 
ing arbitraries, as a consequence of agreements between the carriers 
and the labor organizations, and as a result of changes in the adminis- 
tration of rules arising from decisions of the adjustment boards. 

But despite an apparent relative equality of treatment of employees 
as a consequence of pattern settlements there have been substantial 
changes in average wage rate relationships and hourly and annual 
earnings relationships reflecting many technological developments 
in the industry, and the varying incidence of pay rules. In the past 
thirty years railway operations have undergone a whole variety of 
changes, of which the introduction of diesel power is only one of the 
most spectacular. Such changes have no doubt affected the actual 
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work performed by the operating classifications~ and the time required 
to perform the mileage standard. These changes also have sub- 
stantially affected relative hourly earnings among classifications. 
The Carriers and different groups of employees no doubt differ as 
to the equity of these relative changes in earnings, but there can be 
no doubt that such differential changes have helped to create some 
feelings of injustice. (Employees' Ex, 11; Carriers' Ex. 18.) 

(7) There are pending at the present time, in addition to the pro- 
posal of the Order of Railway Conductors and Brakemen, a variety 
of proposals by other major operating unions designed to change the 
wage structure for operating classifications in some particular. The 
Brotherhood of Locomotive Engineers is seeking a restoration of 
the 1936 percentage relationship between engineers and firemen 
through a ~2½-percent wage increase. The Brotherhood of Rail: 
road Trainmen has pending a series of demands including graduated 
rates of pay based upon train length, a limitation on train length, and 
wage rate changes for various classes of yardmen including an increase 
in the conductor-brakeman differential. The Brotherhood of Loco- 
motive Firemen and Enginemen has demanded certain minimum daily 
guarantees and an increase in the yard service fireman's rate. (Car: 
riers' Ex. 33, pp. 79-98 ; 34; Tr. 3776-80.) 

I t  is apparent from these pending demands that the major operating 
labor organizations regard the rate structureMas distinct from the 
level of wage rates---as unsatisfactory in at least some particulars. 
These demands all constitute an attempt to change the operating wage 
structure. 

As Arbitration Board 201 stated on March 1, 1955, in denying a 
proposal of the Switchmen's Union of North America, to increase the 
differential between yard foremen and yard helpers : 

I f  ( the differential  relationships established under unified Federal  control) 
have become outmoded, then it would seem tha t  the industry would best be 
served not by individual effort for  piecemeal adjustment  but  by cooperative 
effort toward reevaluation of differentials by all organizations representing 
comparable classifications of employees. 

None of these cases is before this Board, and no remarks here are 
intended in any way to indicate any judgment on the merits of these 
or other pending proposals. (Tr. 7313.) 

(8) Comprehensive reviews and revisions of wage structures have 
become common in American industry in the past ten years. E . L .  
Oliver for the Organization stated : 

Most of the great  industries in the United States have recast  thei r  wage 
s t ructure  fundamental ly.  * * * (Tr.  183.) 

Many of these modernizations of wage structure have come to be re- 
garded by both the affected unions and managements as a highly 
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constructive contribution to fewer grievances, to improved morale, and 
to better relations between the parties. The revisions in the basic 
steel, iron ore, textiles, aircraft, shipbuilding, and meat packing in- • 
dustries are noteworthy. There are a number of individual companies 
and plants which likewise have rationalized their internal wage rate 
structures for both office and production employees. Indeed, the con- 
cern with simplification and modernization of internal wage struc- 
tures is one of the most significant developments of industrial rela- 
tions in the United States in the past decade. 

This comprehensive attention to wage structures has escaped the 
railway industry and the operating classifications which are of par- 
ticular concern here. Perhaps collective bargaining here has been 
preoccupied in view of the slow pace of settlements with more urgent 
problems including the adjustments in general wage changes to post- 
war inflation and with changes in the workweek and fringe benefits. 

Mr. Loomis for the Carriers stated: 

I w o u l d  v e n t u r e  to  say  t h a t  I w o u l d  l ike  to see the  w ho l e  r a i l r o a d  r a t e  struc-  
t u r e  e x a m i n e d  in i t s  e n t i r e t y .  * * * (Tr .  2372.) 

It  is significant that agencies of Government (National War Labor 
Board) played a key role in getting under way the programs of in- 
ternal wage review in steel, textiles, shipbuilding, aircraft, and meat 
packing. The wage stabilization programs of World War I I  and the 
Korean period further encouraged these developments. These agen- 
cies when confronted with disputes over particular issues of wage 
structure not infrequently developed a general program of review of 
the wage structure of the whole industry. Specific cases lead to gen- 
eral solutions. The only comprehensive review of the wage structure 
in railroads was likewise performed under government auspices in 
World War I. Thus far various governmental agencies concerned 
with railroad problems have not directed their attention to the long 
overdue modernization of the railroad wage structure. 

(9) In addition to comprehensive ordering of wage rates in Ameri- 
can industry, piece rate and incentive systems have likewise received 
widespread scrutiny and modernization in recent years. I t  is axio- 
matic that a piece rate or incentive system must be kept up to dater 
with changing conditions and teclmology, or it will develop serious 
inequities in earnings, and more important, it will then cease to pro- 
vide any genuine incentive for increased output which brings lower 
costs and higher earnings. The standards of a piecework system need 
review with changes in job content and operations. I t  is agreed that 
the mileage basis of pay is a form of piece rate method of compensa- 
tion. There has been no review of its incentive features for earnings 
or for labor costs. 
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(10) I t  is interesting to note in passing that a comprehensive re- 
view of the wage structure o~ the British railways has recently been 
undertaken. On December 16, 1953, the British Transport Commis- 
sion and the interested unions agreed in part as follows: 

The  B r i t i s h  T r a n s p o r t  Commiss ion  a r e  p r e p a r e d  to  e x a m i n e  w i th  t he  T r a d e  
U n i o n s  t he i r  whole  wage  and  s a l a r y  s t ruc tu re .  The  B r i t i s h  T r a n s p o r t  Com- 
miss ion  con t emp la t e s  t h a t  th i s  e x a m i n a t i o n  w~uld be comple te ly  exhaus t i ve ,  
w i t h o u t  cond i t ions  of  any  kind.  I t s  purposes  would  be to  cor rec t  a n o m a l i e s  a n d  
give a d d e d  incen t ives  ( i nc lud ing  d i f fe ren t i a l s )  in de s i r ab l e  cases ;  and  to  i n v e s t i -  
g a t e  al l  s t a n d a r d  r a t e s  of pay.  B 

(11) The railroad industry plays a vital role in the operation of 
the economy in peace or war. For this reason the Carriers have 
stressed the importance of maintaining the railroads in a sound finan- 
cial position. The significant role of the industry in the economy also 
underscores the importance of sound industrial relations and a mod- 
ernized wage rate structure, specifically for operating classifications. 
I t  is the experience of American industry that the administration of 
a wage structure and incentive system is as significant for labor costs, 
and frequently more so, than changes in the general level of wage rates. 
I t  should be possible to revise the rate structure to increase daily and 
annual earnings of the employees and yet to reduce labor costs per 
ton-mile and per passenger-mile. A rationalized and modernized 
rate structure is essential to placing the railroad industry on a secure 
footing for peace or war. 

I f  the railroads are to maintain a strong place in the intense com- 
petition among transportation industries, their obsolete wage struc- 
ture must be carefully reviewed and revised. Many railroad opera- 
tions have been abandoned in recent years leaving the field to com- 
petitors and reducing employment opportunities in the railroads. A 
revised wage structure among types of operations might provide labor 
costs which would justify continuation of the service. Herein lies 
further grounds for a comprehensive review of the wage structure. 

(12) The Board has concluded that there is imperative need in this 
industry, and specifically in the operating classifications, for a thor- 
oughgoing review and modernization of the internal wage structure. 
Indeed, such a review and rationalization is long overdue. This con- 
clusion is not derived from an exhaustive wage survey. At  this point 
we are not designating particular wage rate relationships or elements 
of the compensation system and pay rules that need attention, al- 
though some are quite obvious. The conclusion is based rather upon 
the general statistical materials presented in this case and upon the 
broad considerations outlined above. 

5 Final Report of a Court of Inquiry into a Dispute between the British Transport Com- 
mission and the National Union of Railwaymen, January 1955, Cmd. 9372. 
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The Board is aware that such a comprehensive review is not an easy 
task; it will require considerable time and energy. The railroads have 
unique problems. We are in sympathy with the Lane Commission 
when it said : 

To ask  of  a man ,  " W h a t  wages  should  you in Just ice  rece ive?"  is to a s k  
p e r h a p s  the  p r o f o u n d e s t  of  al l  h u m a n  quest ions .  

The task will challenge the leadership on both sides, and the capacity 
of the labor organizations to work together will be tested. Other 
industries with less experience in collective bargaining have met and 
solved these problems. There is every reason to believe that this 
industry can do as well. 

(13) I t  should be made clear that the term "wage structure" is used 
to denote the whole complex of wage rates, methods and bases of wage 
payments, rules governing the mileage basis of pay and overtime~ 
graduated rates of pay, region and other differentials, and all other 
rules governing compensation. Frequently one party or the other 
has called for a review of particular rules. I t  is the comprehensive 
consideration of the whole structure which is required. 

In recent years there appears to be a tendency for some labor 
organizations among the operating classifications in considering the 
wage structure to emphasize the differentials among crafts or classi- 
fications. There are a great many other aspects of the wage structure 
in which the organizations and the Carriers have much in common. 
Thus, there are problems among classes of service, overtime rules and 
the pay rules providing for an effective incentive or mileage system 
of pay. These common interests in a modernized wage rate structure 
need to be stressed. The growing tendency within the labor move- 
ment generally to set aside rivalries in the larger interests, to settle 
jurisdictional disputes directly, and to work together may also prevail 
among the operating labor organizations. 

(14) For parties so experienced in collective bargaining it is not 
necessary to set forth the details or mechanics by which such a com- 
prehensive review and revision of the operating wage rate structure 
of the railroads should be accomplished. The Board has felt, however, 
that it might be helpful in the further exploration of this recommenda- 
tion by all the interested parties and agencies for the Board to indicate 
some suggestions or guideposts which may merit consideration. Par- 
ticipation in the work of the commission should not in advance bind 
any party to accept the conclusions or recommendations of the com- 
mission, except by prior agreement. 

(a) A comprehensive review of the wage structure would require 
the establishment of a wage structure commission. I t  would be nec- 
essary that such a commission be composed of senior negotiators since 



i 
s 

37 

they are most familiar with the wage rate structure of the industry. 
The effective operation of the commission would~ no doubt, alsQ re- 
quire that there be selected several neutrals, with experience in col- 
lective bargaining, and wage structure problems, to be members of the 
commission. One of the neutrals should be Chairman. 

(b) A truly comprehensive review requires that the commission in- 
Clude representatives from the three regional organizations of carriers 
and from all the major labor organizations of operating employees. 
I t  is essential to any comprehensive review and in keeping with long- 
standing precedent in this industry that all these interested and affected 
organizations be represented on such a commission. 

(c) Each segment of the commission would, no doubt, find it neces- 
sary to appoint a small group of technical experts familiar with rail- 
road wages and wage structure problems. All related Government 
agencies would be expected to provide the commission and its technical 
experts with all possible assistance and information. 

(d) The effective work of the commission would require that studies 
be initiated to secure all relevant information on the wage rate structure 
and earnings of the industry among operating classifications. A com- 
prehensive wage survey is independent of any particular proposal for 
revision of the rate structure and is essential to the consideration of 
such proposals. While such a survey should no doubt be planned by 
the technical experts, the commission should take responsibility for the 
study and should from time to time consider the problems and prog- 
ress of any survey. Any survey must be factual and designed to com- 
pile all data needed to appraisal proposals for the modification of the 
wage structure. 

(e) All elements and aspects of the wage structure should be re- 
viewed. In the language of the British agreement : 

This examination would be completely exhaustive without  conditions of any 
kind.  

(f) The objective of the commission should be to propose for the 
consideration of Carriers and the labor organizations a revised and 
modernized wage rate structure for the operating classifications. The 
objective is not to change the general level of rates but to reorganize 
the structure and pay rules. 

I t  has been the experience of industry generally that improved wage 
rate structures pay for themselves, while they may result in some 
initial rise in average earnings. In these operating classifications it 
should be possible to reduce average labor costs per ton-mile and per 
passenger-mile and increase some earnings. 

(g) This report does not contemplate any mechanical system of job 
evaluation or other formula for setting wages. A systematic survey 
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of various job duties is essential to a wage review. The wage rate 
structure should be established by negotiations after a complete sur- 
vey and a thorough review of the wage structure. In the tradition 
of this industry, Section 307 (d) of the Transportation Act of 1920 
(Carriers ~ Ex. 14~ p. 1; Tr. 356~ 504~ 555) sets forth some general 
principles for a review of wage structure. 

(h) Industries which have revised their wage structures have in- 
variably adopted a "red circle" or "incumbent" rule~ under which no 
present employee by virtue of the wage rate revision suffers a loss in 
wage rate without adequate compensation. There may be some tech- 
nical problems in applying literally this principle to the railroads 
in view of the operation of the seniority system under which employees 
may work in several different classifications from day to day~ and in 
view of the variation in pay rules which create variations in earnings. 
The practicable application of this principle is needed to assure the 
full cooperation of the individual employees in the wage structure 
revision program. 

(i) The work of the commission should be kept apart from the 
normal negotiations of the parties on other questions in view of the 
magnitude of the task and in order to assure the greatest possibility of 
achievement. 

(15) The initiative for the establishment of the recommended wage 
structure commission ideally would come from the affected labor or- 
ganizations the Carriers, or from both parties jointly. Or the initia- 
tive could come from Government agencies concerned with railroad 
problems, such as the National Mediation Board, the Interstate Com- 
merce Commission. the Secretary of Labor~ or from committees of 
Congress, or the President. In the past~ all these agencies and officials 
have played a significant role in railroad labor relations. The proper 
agency to conduct an initial exploration of this matter is the National 
Mediation Board~ which could determine from all interested parties 
and agencies whether the commission should be established directly 
by the parties or under the auspices of legislative or executive agencies 
of Government. 

Recommendation: There should be established a commission to 
review and to modernize the wage rate structure of the operating classi- 
fications in the railroad industry. We believe that such a comprehen- 
sive review is long overdue and is essential to the correction of wage 
inequities, to mutually constructive industrial relations and to the effi- 
cient operation of the railroads. I t  is recommended that such a 
commission be established in accordance with the principles and guide- 
posts outlined in the above discussion. 
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B. The Proposal to Extend Graduated Rates of Pay Based on Weight on Drivers 
to Train Service Employees 

(16) The Organization contends that a serious inequity has been 
created in the average basic daily rates of train service employees, as 
compared to those in engine service, as a consequence of higher average 
rates enjoyed by engineers and firemen with the use of heavier-pow- 
ered locomotives under their graduated pay tables. The graduated 
rates of pay proposal is designed by the Organization to eliminate this 
inequity, to restore wage relationships between train and engine service 
employees which existed in 1922, and to preclude such an inequity de- 
veloping in the future with the use of still heavier power. 

The Carriers contend that there is no inequity in the pay relation- 
ships of conductors and brakemen with other classes of railroad em- 
ployees. They argue that in any event the graduated rates of pay pro- 
posal of the Organization based upon weight on drivers is not suitable 
for train and yard service employees. 

(17) These contentions of the parties over whether there exists an 
inequity in the pay relationships of conductors and brakemen, as com- 
pared to engine service employees, do not arise from any serious con- 
flict over the facts of compensation. The wage data on these relation- 
ships used by both parties are derived primarily from the same source, 
the reports of the Interstate Commerce Commission (Employees' Exs. 
11, 12; Carriers' Exs. 9, 15-18, 22). The conflicts arise primarily from 
different interpretations of these data. In particular, there are four 
major problems in the analysis of the wage statistics. Each of these 
issues is analyzed by the Board in the discussion which follows, para- 
graphs 19-22. 

(a) The Organization limits its comparisons to the compensation of 
firemen and engineers, while the Carriers relate the wages of conduc- 
tors and brakemen to the wages of a wide range of other railroad 
classifications. 

(b) The Organization contends that a wage relationship existing in 
1922 should be restored while the Carriers deny that the wage relation- 
ships of such a base period have any special significance or have been 
shown to be equitable and just. 

(c) The Organization expresses wage relationships exclusively in 
dollar and cents terms while the Carriers contend that  the percent- 
age measure is also significant. 

(t/) The Organization emphasizes exclusively comparisons measured 
in terms of average basic daily rates. The Carriers, while also pre- 
senting data on average basic daily rates, lay considerable emphasis 
upon comparisons measured in terms of average annual earnings which 
reflect other pay rules, under which the conductors are said to be more 
favorably situated than engineers. (Carriers' Brief~ pp. 41-43.) 
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By stressing different wage measures and different relationships each 
party has used the same basic facts to support its contention, the Or- 
ganization finding a serious inequity and the Carriers concluding 
there is none. 

(18) The tables which follow present for the period since 1921 four 
wage relationships : Engineer-conductor; conductor-fireman; engi- 
neer-brakeman and fireman-brakeman, s The tables show both aver- 
age basic daily rates and average annual earnings; they show the 
changes in both dollars and cents and percentage differentials; they in- 
dicate the changing wage relationships for three types of services: 
Passenger service, through freight service, and local and way freight 
service. These tables present the wage data on which the parties place 
conflicting interpretationsY 

e T he  tab les  a re  in  t he  same fo rm as those  p r e s e n t e d  in Ca r r i e r s '  Ex.  18. The  ave rage  
basic  da i ly  r a t e s  a re  a lso  p r e s e n t e d  in Employees '  Ex.  11. T h e r e  a r e  a t o t a l  of s ix poss ible  
pa i r s  of r e l a t i o n s  a m o n g  t he  four  m a j o r  o p e r a t i n g  c lass i f ica t ions .  The  ~mbles do no t  show 
the  eng inee r - f i r eman  and  t he  c o n d u c t o r - b r a k e m a n  r e l a t i onsh ip .  

7 The  C a r r i e r s  a lso  p re sen ted  d a t a  on ave rage  a n n u a l  e a r n i n g s  of t he  c o n d u c t o r s  com- 
pa red  to 27 o t h e r  c lasses  of supe rv i so ry  employees.  ( C a r r i e r s '  Ex. 18, p. 14.) Ca r r i e r s '  
Ex. 9 develops  the  s e p a r a t e  e l ement s  which  a c c o u n t  for  the  cha~ges  in ave r age  hour ly  and  
a n n u a l  e a r n i n g s  be tween  1936 a n d  1954. 

!i 
I 
1! 



T ~ L S  l l .mAverage  basic daily rates and average annual earnings 

E N G I N E E R S  A N D  C O N D U C T O R S  I N  P A S S E N G E R  S E R V I C E  

Y e a r s  

(1) 

u l y - - D e c e m b e r  1921 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 2 2  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 2 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 2 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 2 5  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
0 2 6  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 2 8  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 2 9  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 3 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

931 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
932 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
0 3 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
0 3 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 3 5  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
936 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 3 7  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 3 8  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

039 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
5 4 1  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 2  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 4 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 4 5  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 4 6  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
947 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ J ~  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

9 4 9  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
950 t . . . . . . . .  • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
051 s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
g 5 2  | . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 5 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

a n u a r y - J t m e  1954 s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

E n g i n e e r s  
( D i v .  121) 

$6. 13 
6. 12 
6. 14 
6. 27 
6. 41 
6. 43 
0. 52 
6.78 
6. 85 
6. 87 
6. 86 
6.23 
6.10 
6. 25 
6.76 
6.38 
6. 99 
7. 33 
7. 33 
7.33 
7. 58 
8.15 
8. 39 
8. 91 
8. 98 

10.31 
10. 45 
11.83 
1Z60  
12. 74 
14. 06 
14.68 
16. 01 
15.56 

(2) 

A v e r a g e  bas ic  d a i l y  r a t e s  

C o n d u c t o r s  
( D l v .  111) 

(3) 

$6. 52 

Di f fe ren t i a l ,  
eng inee r s  

o v e r  
c o n d u c t o r s  

(4) 

--$0. 39 

R a t i o  of 
eng inee r s  to  
c o n d u c t o r s  

(5) 

94. 0 

E n g i n e e r s  
( D l v .  121) 

(6) 

t $3, 017 

A v e r a g e  a n n u a l  e a r n i n g s  

C o n d u c t o r s  
( D l v .  111) 

(7) 

6.51 
6.54 
6. 76 
6. 85 
6. 86 
7.12 
7.15 
7. 32 
7.33 
7. 32 
6.64 
0. 56 
6. 61 
7. 16 
7.27 
7.38 
7.70 
7. 71 
7. 70 
7. 93 
8. 52 
8. 80 
9. 27 

9 . 2 5  
10. 68 
10. 92 
12.13 
12. 79 
12. 93 
14. 22 
14. 84 
15. 11 
15.64 

--. 39 
~ . 4 0  
--.  49 
- - . 4 4  

--.  43 
- - . ~ 0  

--.  37 
--. 47 
--.  46 
--.  46 
-- .41 
~ . 4 0  
--.  36 
- - . 4 0  
--.  39 
--.  30 
--.  37 
- - . 3 8  

--.  37 
--.  35 
--.  37 
--.  41 
--.  36 
- - . 2 7  

--.  37 
--. 47 
- - . 3 0  

--. 19 
--.  19 
-- .  16 
- - .16  
-- .  10 
- - . 0 8  

94. 0 
93.9 
92. 8 
93.6 
93. 7 
91.6 
94.8 
03. 6 
93.7 
93. 7 
93.8 
93.9 
94. 6 
94. 4 
94.6 
94.7 
95. 2 
95. 1 
95. 2 

• 95.6 
95. 7 
95. 3 
96. 1 
97. 1 
96.5 
95. 7 
97. 5 
98. 5 
98. 5 
98. 9 
98. 9 
99.3 
99.6 

3, 001 
3, 044 
3, 109 
3, 197 
3, 211 
3, 232 
3, 389 
3, 458 
3, 397 
3, 334 
2, 954 
2, 905 
2, 947 
3, 251 
3, 384 
3, 454 
3, 608 
3, 632 
3, 650 
3, 810 
4, 290 
4, 564 
4, 939 
4, 983 
5, 415 
5, 391 
6, 115 
6, 572 
6, 080 
7, 332 
7, 644 
7, 8O5 

] 7, 932 

i $2, 781 
2, 781 
2,807 
2, 007 
2, 944 
2, 973 
3, 071 
3, 093 
3, 177 
3, 152 
3, 118 
2, 814 
2, 764 
2, 791 
3, 033 
3, 108 
3, 141 
3, 280 
3, 311 
3, 322 
3, 484 
3, 918 
4, 162 
4, 470 
4, 496 
4,931 
4, 874 
5, 497 
5, 853 
5,99O 
6,54O 
6, 757 
6, 843 

s 7,113 

Di f fe ren t i a l ,  
eng inee r s  

o v e r  
c o n d u c t o r s  

(8) 

$236 
220 
237 
202 
253 
238 
161 
296 
281 
245 
216 
140 
141 
156 
218 
276 
313 
328 
321 
328 
326 
372 
402 
469 
487 
484 
517 
618 
719 
690 
792 
887 
962 
819 

R a t i o  of 
e n g i n e e r s  t o  
c o n d u c t o r s  

(9) 

108.5 
107. 9 
108. 4 
106.9 
108. 6 
108.0 
105. 2 
109. 6 
108. 8 
107. 8 
106. 9 
105. 0 
105. 1 
105. 6 
107. 2 
108. 9 
110.0 
I10.0 
109.7 
109. 9 
109. 4 
109. 5. 
109. 7 
110. 6 
110. 8 
109. 8 
110.6 
111.2 
112.3 
| 11 .5  
112.1 
113.1 
114. 1 
111.5 

z A n n u a l  bas i s .  

Source:  I .  C .  C .  S t a t i s t i c s  of R a i l w a y s  a n d  S t a t e m e n t s  M-300. 

z A d j u s t e d  to  i n c l u d e  r e t r o a c t i v e  wage  increases .  
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TABLE 12.--Average basic daily rates and average annual earnings 

E N G I N E E R S  A N D  C O N D U C T O R S  I N  F R E I G H T  S E R V I C E  

Y e a r s  

(I)  

l u l y - D e c e m b e r  1921 . . . . . . . . .  
1922 . . . . . . . . . . . . . . . . . . . . . . . . .  
1923 . . . . . . . . . . . . . . . . . . . . . . . . .  
1924 . . . . . . . . . . . . . . . . . . . . . . . . .  
1925 . . . . . . . . . . . . . . . . . . . . . . . . .  
L926 . . . . . . . . . . . . . . . . . . . . . . . . .  
L927 . . . . . . . . . . . . . . . . . . . . . . . . .  
L928 . . . . . . . . . . . . . . . . . . . . . . . . .  
L929 . . . . . . . . . . . . . . . . . . . . . . . . .  
L930 . . . . . . . . . . . . . . . . . . . . . . . . .  
L931 . . . . . . . . . . . . . . . . . . . . . . . . .  
L932 . . . . . . . . . . . . . . . . . . . . . . . . .  
L933 . . . . . . . . . . . . . . . . . . . . . . . . .  
L934 . . . . . . . . . . . . . . . . . . . . . . . . .  
L935 . . . . . . . . . . . . . . . . . . . . . . . . .  
L936 . . . . . . . . . . . . . . . . . . . . . . . . .  
L937 . . . . . . . . . . . . . . . . . . . . . . . . .  
L938 . . . . . . . . . . . . . . . . . . . . . . . . .  
L939 . . . . . . . . . . . . . . . . . . . . . . . . .  
L940 . . . . . . . . . . . . . . . . . . . . . . . . .  
1941 . . . . . . . . . . . . . . . . . . . . . . . . .  
L942 . . . . . . . . . . . . . . . . . . . . . . . . .  
[943 . . . . . . . . . . . . . . . . . . . . . . . . .  
[944 . . . . . . . . . . . . . . . . . . . . . . . . .  
L945 . . . . . . . . . . . . . . . . . . . . . . . . .  
t946 . . . . . . . . . . . . . . . . . . . . . . . . .  
[947 . . . . . . . . . . . . . . . . . . . . . . . . .  
L948 . . . . . . . . . . . . . . . . . . . . . . . . .  
t949 . . . . . . . . . . . . . . . . . . . . . . . . .  
L950 : . . . . . . . . . . . . . . . . . . . . . . . .  
L951 s . . . . . . . . . . . . . . . . . . . . . . . .  

~952 : . . . . . . . . . . . . . . . . . . . . . . . .  
.953 . . . . . . . . . . . . . . . . . . . . . . . . .  
F a n u a r y - J n n e  1954 : . . . . . . . . .  

A v e r a g e  bas i c  da f fy  r a t e s - - t h r o u g h  f re igh t  

E n g i n e e r s  
(DIv .  122) 

(2) 

$7. 28 
7.27 
7.28 
7. 46 
7.69 
7.71 
7. 79 
8. 14 
8.28 
8.29 
8. 30 
7. 57 
7. 48 
7.53 
8. 20 
8.31 
8.41 
8. 79 
8. 77 
8. 78 
9. 02 
9. 52 
9. 79 

10. 30 
10. 42 
11.91 
12. O0 
13. 50 
14. 30 
14.53 
15. 94 
16. 75 
17. 18 
17.84 

C o n d u c t o r s  
(D iv .  113) 

(3) 

Differen-  
t i a l ,  engi-  

neers  o v e r  
c o n d u c t o r s  

R a t i o  of  
eng inee r s  

to  con- 
d u c t o r s  

(4) 

$5. 93 
5. 92 
5. 93 
6. 19 
6. 27 
6. 26 
6. 48 
6. 50 
6. 68 
6. 68 
6. 67 
6. 08 
6. O1 
6. 08 
6. 59 
6. 67 
6. 75 
7.10 
7. 09 
7. 08 
7. 30 
7. 84 
8. 07 
8. 57 
8.60 

10. 01 
10. 28 
11.47 
12. 10 
12. 21 
13. 46 
14. 14 
14.42 
14.93 

$I. 35 
1.35 
1.35 
1.27 
1.42 
1.45 
1.31 
1.64 
1.60 
1.61 
1.63 
1.49 
I. 47 
1.50 
I. 61 
1.64 
I. 66 
1.69 
1.68 
1.70 
1.72 
1.68 
1.72 
1.73 
1.82 
1.90 
1.72 
2.03 
2.20 
2. 32 
2.48 
2. 61 
2. 76 
2. 91 

122. 8 
122.8 
122. 8 
120.5 
122. 6 
123.2 
120.2 
125.2 
124.0 
124. 1 
124.4 
124.5 
124.5 
124. 7 
124. 4 
124.6 
124.6 
123.8 
123.7 
124.0 
123.6 
121.4 
121.3 
120.2 
121.2 
119. 0 
116.7 
117. 7 
118. 2 
119.0 
118. 4 
118. 5 
119. 1 
119• 5 

A v e r a g e  bas ic  daf fy  r a t e s - - l o c a l  f r e i gh t  

(5) 

E n g i n e e r s  
(D iv .  123) 

(6) 

C o n d u c t o r s  
( D i v .  114) 

(7) 

$6. 37 
6. 35 
6. 39 
6. 64 
6. 76 
6. 78 
7.02 
7. 08 
7. 26 
7.27 
7. 26 
6. 58 
6.50 
6.58 
7. 10 
7. 19 
7.34 
7.67 
7. 68 
7. 67 
7. 89 
8. 43 
8. 70 
9. 15 
9. 19 

1O. 59 
10. 87 
12. 09 
12.69 
12. 79 
14.04 
14.70 
14. g6 
15. 46 

Dif feren-  
t ia l ,  engi-  
neers  o v e r  
c o n d u c t o r s  

(8) 

$1.05 
1.05 
1.08 

• 96 
1.09 
1.09 

• 96 
1.26 
1.22 
1.15 
1.25 
1.14 
1.15 
1.16 
1.28 
1.31 
1.27 
1.25 
1.25 
1.30 
1.33 
1.30 
1.30 
1.31 
1.33 
1.38 
1.19 
1.46 
1.55 
1.61 
1.71 
1.78 
1. 86 
1.94 

R a t i o  of 
eng inee r s  

t o  con- 
d u c t o r s  

(9) 

116.5 
116. 5 
116.9 
114.5 
116.1 
116.1 
113.7 
117.8 
116. 8 
115.8 
117.2 
117.3 
117.7 
117.6 
118. 0 
118. 2 
117.3 
116.3 
116.3 
116. 9 
116.9 
115. 4 
114. 9 
114•3 
114. 5 
113. 0 
110. 9 
112. 1 
112. 2 
112.6 
112.2 
112. 1 
112. 4 
112.5 

A v e r a g e  a n n u a l  e a r n i n g s - - f r e i g h t  se rv ice  

E n g i n e e r s  
( D l v n s ,  122 

a n d  123) 

(lO) 

C o n d u c t o r s  
( D l v n s ,  113 

a n d  114) 

(11) 

, $2, 524 
2, 685 
2, 740 
2, 712 
2, 762 
2, 785 
2, 822 
2, 789 
2, 893 
2, 774 
2,671 
2, 392 
2, 430 
2,5o3 
2, 760 
2, 929 
2, 932 
2, 995 
3, 072 
3, 123 
3, 375 
3, 803 
3, 960 
4, 2.31 
4, 157 
4, 651 
4, 850 
5, 340 
5, 487 
5, 765 
6,126 
6, 421 
6, 550 

: 6, 636 

$7. 42 
7. 40 
7. 47 
7.60 
7. 85 
7. 87 
7. 98 
8. 34 
8. 48 
8. 42 
8. 51 
7. 72 
7. 65 
7. 74 
8. 38 
8•50 
8. 61 
8. 92 
8. 93 
8. 97 
9. 22 
9. 73 

10. O0 
10. 46 
10. 52 
11.97 
12. 06 
13. 55 
14.24 
14. 40 
15. 75 
16. 48 
16. 82 
17. 40 

Dif feren-  
t i a l ,  engi-  
nee r s  ove r  
c o n d u c t o r s  

(12) 

$290 
315 
343 
297 
384 
416 
328 
467 
449 
381 
382 
335 
288 
257 
302 
318 
285 
304 
355 
397 
443 
396 
398 
371 
395 
338 
265 
321 
316 
412 
418 
425 
369 
412 

| $2, 814 
3,000 
3, 083 
3, 009 
3, 146 
3, 201 
3, 150 
3, 256 
3, 342 
3, 155 
3, 053 
2, 727 
2, 718 
2, 760 
3, 062 
3, 247 
3, 218 
3, 299 
3, 427 
3, 517 
3, 818 
4, 199 
4, 348 
4, 602 
4, 552 
4, 989 
5, 115 
5, 661 
6, 803 
6, 177 
6, 544 
6, 846 
6, 919 

: 7, 048 

R a t i o  of 
e n g i n e e r s  

to  con-  
d u c t o r s  

(13) 

111. 
111.7 
112.5 
111•0 
113.9 
114. g 
111.6 
116. 7 
115.5 
113.7 
114.3 
114.0 
111.9 
110. 3 
110. 9 
110.9 
109. 8 
110. 2 
111.6 
112.6 
113. 1 
110. 4 
110. 1 
108. 8 
109. 
107. 3 
105. 5 
106. 0 
105. 8 
107. 1 
106. 8 
106. 6 
105. 6 
106. 2 

h ~  
t ~  

: A n n u a l  bas is .  

Source:  I .  C. C. S t a t i s t i c s  of R a i l w a y s  a n d  S t a t e m e n e t  M-300. 
= A d j u s t e d  to  i n c l u d e  r e t r o a c t i v e  w a g e  Increases.  



TABLE 13.--Average basic daily rates and average annual earnings 

C O N D U C T O R S  A N D  F I R E M E N  I N  P A S S E N G E R  S E R V I C E  

Years  

(i) 

uly-December- -1921  .......................................... 
~22 ............................................................ 

12~ ............................................................ 

}24 ............................................................ 

}25 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 2 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ 2 7  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ 2 8  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~29 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 3 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

}31  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

}32 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~'~4 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1 ~ 3 5  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

}36 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
}37 ............................................................ 
~38 ............................................................ i 

}39 ............................................................ 

~0 ............................................................ 

}41 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 4 2  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~45 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~46 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 4 7  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ 4 8  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ 4 9  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~50 s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~51 s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~52 s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ 5 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

a n u a r y - J u n e  1964 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

Average  basic  dai ly  rates  

Conduc to r s  F i r e m e n  
(Div .  111) (Div .  125) 

(2) (3) 

$6. 52 
6. 51 
6.54 
6. 76 
6. 85 
6. 86 
7. 12 
7. 15 
7. 32 
7. 33 
7. 32 
6.64 
6.56 
6. 61 
7. 16 
7.27 
7.38 
7.70 
7. 71 
7.70 

7 . 9 3  
8.52 
8.80 
9. 27 
9. 25 

10. 68 
10. 92 
12. 13 
12. 79 
12. 93 
14. 22 
14. 64 
15. 11 

s 16.64 

Average  a n n u a l  earn ings  

$4.60 
4.60 
4. 62 
4. 74 
4.88 
4. 91 
5. 09 
5. 21 
5.27 
5. 29 
5.29 
4.63 
4.78 
4. 85 
5. 25 
5. 33 
5.43 
5. 79 
5.80 
5.79 
5. 98 
6. 57 

.6.81 
7. 35 
7. 37 
8.70 
8.84 

10.19 
11.00 
11.15 
12. 46 
13. 05 
13. 41 
13. 93 

Differential ,  
conductors  

over  
f i remen 

(4) 

$1.92 
1.91 
1.92 
2. 02 
1.97 
1. 95 
2. 03 
I. 94 
2. 05 
2.64 
2. 03 
1. 81 
1. 78 
I. 76 
1.91 
1.94 
I. 95 
1.91 
1.91 
1.91 
1. 95 
1. 95 
1.99 
1. 92 
1.88 
1. 98 
2. 08 
1.94 
1.79 
1.78 
1. 76 
1.79 
1.70 
1. 71 

Rat io  of 
conductors  

to 
f i remen 

(5) 

141.7 
141.5 
141. 6 
142. 6 
140. 4 
239. 7 
139. 9 
137. 2 
138. 9 
138. 6 
138. 4 
137. 5 
137. 2 
136. 3 
136. 4 
136. 4 
135. 9 
133. 0 
132. 9 
133. 0 
132. 6 
129.7 
129.2 
126. 1 
125. 5 
122. 8 
123. 5 
110. 0 
116. 3 
116.0 
114. 1 
113. 7 
112.7 
112. 3 

C o n d u c t o r s  
(Div .  111) 

(6) 

= $2, 781 
2, 781 
2, 807 
2, 907 
2, 944 
2, 973 
3, 071 
3, 093 
3, 177 
3, 152 
3, 118 
2, 814 
2, 754 
2, 791 
3, 033 
3,108 
3,141 
3, 280 
3, 311 
3, 322 
3, 484 
3, 918 
4,162 
4, 470 
4, 496 
4, 931 
4, 874 
5, 497 
5, 853 
5, 990 
6, 540 
6, 757 
6, 843 

I s 7, 113 

F i r e m e n  
(Div .  125) 

(7) 

l $2, 2O8 
2, 216 
2, 255 
2, 316 
2, 396 
2, 4O9 
2, 488 
2, 562 
2, 619 
2, 559 
2, 499 
2, 184 
2, 096 
2, 146 
2, 368 
2, 500 
2, 572 
2, 695 

• 2, 732 
2, 746 
2, 936 
3, 379 
3, 668 
4, 064 
4, 092 
4, 545 
4, 544 
5, 219 
5, 663 
5, 789 
6, 426 
6, 743 
6, 860 

I 7, 035 

Differential, 
conductors 

over  
f i remen 

(8) 

$573 
565 
552 
591 
548 
564 
583 
531 
558 
593 
619 
630 
668 
645 
665 
608 
569 
565 
579 
576 
548 
539 
494 
4O6 
4O4 
386 
33O 
278 
190 
201 
114 
14 

--17 
78 

Rat io  of 
conduc to r s  

to  
f i remen 

(9) 

126. q 
125. 
124.~ 
125. 
122. g 
123. 4 
123. 4 
120. 7 
121.3 
123.2 
124. 8 
128. 8 
131. g 
130. 1 
128. 1 
124. 3 
122. 1 
121.7 
121.2 
121.0 
118.7 
116.0 
113. 
110. q 
119. g 
108. 
107. 3 
105. 3 
103. 4 
103. 5 
101.8 
100. 2 
90. 8 

101.1 

l A n n u a l  basis .  

Source: I .  C.  C.  S t a t emen t s  M-300. 

z Ad jus ted  to include re t roact ive  wage  increases. 



TABLE 14.--Average basic daily rates and average annual earnings 

C O N D U C T O R S  A N D  F I R E M E N  I N  F R E I G H T  S E R V I C E  

A v e r a g e  b a s i c  d a i l y  r a t e s - - t h r o u g h  f r e i g h t  A v e r a g e  b a s i c  d a i l y  r a t e s - - l o c a l  f r e i g h t  A v e r a g e  a n n u a l  e a r n i n g s - - f r e i g h t  s e rv i ce  

Y e a r  

(1) 

~ u l y - D e c e m b e r  1921 . . . . . . . . .  
1922 . . . . . . . . . . . . . . . . . . . . . . . . .  
1023 . . . . . . . . . . . . . . . . . . . . . . . . .  
1 ~ 4  . . . . . . . . . . . . . . . . . . . . . . . . .  

1925 . . . . . . . . . . . . . . . . . . . . . . . . .  
1926 . . . . . . . . . . . . . . . . . . . . . . . . .  
1927 . . . . . . . . . . . . . . . . . . . . . . . . .  
1928 . . . . . . . . . . . . . . . . . . . . . . . . .  
1929 . . . . . . . . . . . . . . . . . . . . . . . . .  
1930 . . . . . . . . . . . . . . . . . . . . . . . . .  
1931 . . . . . . . . . . . . . . . . . . . . . . . . .  
1932 . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 3 3  . . . . . . . . . . . . . . . . . . . . . . . . .  

1934 . . . . . . . . . . . . . . . . . . . . . . . . .  
1935 . . . . . . . . . . . . . . . . . . . . . . . . .  
1936 . . . . . . . . . . . . . . . . . . . . . . . . .  
1937 . . . . . . . . . . . . . . . . . . . . . . . . .  
1938 . . . . . . . . . . . . . . . . . . . . . . . . .  
1939 . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 0  . . . . . . . . . . . . . . . . . . . . . . . . .  

1941 . . . . . . . . . . . . . . . . . . . . . . . . .  
1942_ . .  ~ . . . . . . . . . . . . . . . . . . . . .  
1943 . . . . . . . . . . . . . . . . . . . . . . . . .  
1 ~ 4 ~  . . . . . . . . . . . . . . . . . . . . . . . . .  

1045 . . . . . . . . . . . . . . . . . . . . . . . . .  
1946 . . . . . . . . . . . . . . . . . . . . . . . . .  
1947 . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 8  . . . . . . . . . . . . . . . . . . . . . . . . .  

1949 . . . . . . . . . . . . . . . . . . . . . . . . .  
1950 s . . . . . . . . . . . . . . . . . . . . . . . .  
1951 s . . . . . . . . . . . . . . . . . . . . . . . .  
1952 t . . . . . . . . . . . . . . . . . . . . . . . .  
1953 . . . . . . . . . . . . . . . . . . . . . . . . .  
J a n u a r y - J u n e  1954 . . . . . . . . . .  

C o n d u c t o r s  
( D i v .  113) 

(2) 

$5.93 

F i r e m e n  
( D i v .  126) 

(3) 

$5.44 

D i f f e r e n t i a l  
c o n d u c t o r s  

o v e r  fire- 
m e n  

(4) 

$0. 49 

R a t i o  of 
c o n d u c t o r s  
to  f i r e m e n  

(5) 

109. 0 

C o n d u c t o r s  
( D i v .  114) 

(6) 

$6.37 

F i r e m e n  
( D l v .  127) 

(7) 

$5. 52 

Di f fe ren t i a l ,  
c o n d u c t o r s  

o v e r  fire- 
m e n  

(81 

$0. 85 

R a t i o  of 
c o n d u c t o r s  
to  f i r e m e n  

(9) 

115.4 

C o n d u c t o r s  
( D i v n s .  

113 a n d  114) 

(10) 

$2, 524 

F i r e m e n  
( D i v n s .  

128 a n d  127) 

(111 

t $1,958 
5. 92 
5. 93 
6. 19 
6.27 
6 .26  
6 .48 
6 .50 
6 .68  
6 .68  
6 .67 
6 .68  
6. Ol 
6.08 
6. 59 
6. 67 
6. 75 
7. 10 
7.09 
7. 08 
7 .30 
7 .84 
8 .07  
8 .  57 
8.60  

10. 01 
10.28 
I I .  47 
12. 10 
12. 21 
13. 46 
14. 14 
14. 42 

s 14. 93 

5.41 
5. 43 
5 .58 
5.81 
5. 84 
6. 03 
6. 18 
6 .28  
6 .29  
6. 30 
5. 75 
5 .70 
5.77 
6 .23 
6. 32 
6.41 
6. 79 
6 .77  
6. 76 
6 .96  
7 .50 
7. 75 
8. 35 
8. 41 
9 .88 
9 .98 

11.40 
12. 21 
12.44 
13. 83 
14. 59 
15.03 
15.68 

• 51 
.59  
• 61 
. 46  
• 42 
• 45 
• 32 
.40  
. 39  
• 37 
.33  
.31 
• 31 
• 36 
• 35 
• 34 
.31 
• 32 
• 32 
.34  
• 34 
• 32 
. 22  
• 19 
• 13 
. 30  
• 07 

- - .  11 
m 2 3  

- - .  37 
- - .  45 
- - .  61 
- - .  75 

1{~." 4 
109. 2 
110. 9 
107. 9 
107. 2 
107. 5 
105. 2 
106. 4 
106. 2 
105. 9 
105. 7 
105. 4 
105. 4 
105. 8 
105. 5 
105. 3 
104. 6 
104. 7 
104. 7 
104. 9 
104. 5 
104. 1 
102. 6 
102. 3 
101.3 
103. 0 
100. 6 

99.1 
98. 2 
97. 3 
96.9  
95. 9 
95. 2 

6. 35 
6. 39 
6.54 
6. 76 
6. 78 
7. 02 
7. 08 
7 .26 
7 .27 
7. 26 
6 .58  
6 .50 
6 .58  
7. 10 
7. 19 
7. 34 
7. 67 
7 .68  
7. 67 
7. 89 
8 .43 
8. 70 
9 .15 
9. 19 

10. 59 
16. 87 
12. 09 
12. 69 
12. 79 
14. 04 
14. 70 
14. 96 

s 15.46 

5. 47 
5. 52 
5 .66 
5 .89 
5. 92 
6. 11 
0. 26 
6. 38 
6 .40 
6 .40 
5. 82 
5. 76 
5 .84 
6 .33 
6. 41 
6. 52 
6 .86  
6 .88  
6. 89 
7 .09 
7 .64 
7. 91 
8. 39 
8. 41 
9 .87 
9. 95 

11. 37 
12.11 
12. 20 
13. 60 
14.29 
14. 66 
15.24 

.88  
• 87 
• 9 8  
• 8 7  
• 8 6  
. 9 1  
• 8 2  
. 8 8  
• 8 7  
. 8 6  
• 7 6  
• 7 4  
• 7 4  
• 7 7  
• 7 8  
• 8 2  
• 8 1  
. 8 0  
. 78  
. 80  
. 79  
. 79  
• 76 
• 7 8  
• 7 2  
. 9 2  
. 72  
. 58  
. 53  
. 44  
• 41 
.30  
. 22  

116. 1 
115.8 
117.3 
114.8 
114. 5 
114.9 
113. 1 
113.8 
113. 6 
113. 4 
113. 1 
112.8 
112. 7 
112. 2 
112. 2 
112.6 
111.8 
111.6 
111.3 
111.3 
110. 3 
110. 0 
109.1 
109. 3 
107. 3 
109. 2 
106. 3 
104. 8 
104.3 
103. 2 
102. 9 
102. 0 
101.4 

2, 685 
2, 740 
2, 712 
2, 762 
2, 785 
2, 822 
2, 789 
2, 893 
2, 774 
2, 671 
2, 392 
2, 430 
2, 593 
2, 760 
2, 929 
2, 932 
2, 995 
3, 072 
3, 123 
3 ,375 
3, 803 
3, 950 
4, 231 
4 ,157 
4, 651 
4, 850 
5, 340 
5, 487 
5, 765 
6, 126 
6, 421 
6, 550 

i t 6, 036 

2, 086 
2 ,145 
2, 094 
2, 221 
2, 270 
2, 289 
2, 328 
2, 392 
2, 229 
2,111 
1,847 
1,727 
I, 763 
I, 967 
2,130 
2 ,138 
2, 167 
2, 287 
2 ,330 
2, 643 
3, 001 
3 ,155 
3, 425 
3, 360 
3, 091 
3,830 
4 ,  355 
4, 499 
4, 798 
5,  170 
5,  466 
5, 541 

I 5, 676 

Di f f e r en t i a l  
c o n d u c t o r s  

o v e r  fire- 
m e n  

(12) 

$568 
599 
595 
618 
MI  
515 
533 
461 
591 
545 
56O 
545 
703 
740 
793 
799 
794 
828 
785 
743 
732 
802 
795 
806 
797 
960 

1 ,020 
985 
988 
967 
656 
955 

1 ,009 
960 

R a t i o  of 
c o n d u c t o r s  
to  f i r e m e n  

(13) 

129.0  
128.7 
127. 7 
129.5 
124.4 
122.7 
123.3 
119.8  
120.9  
124. 5 
126. $: 
140. 7 
142. 0 
140. 3 
137. 5 
137. 1 
138. 2 
134. 3 
131.2  
127. 7 
126. 7 
126.2  
123. 5 
123. 7 
126.0 
126.6 
122. 6 
122.0 
120. 2 
118.5 
117. 5 
118. 2 
116. 9 

I A n n u a l  bas i s .  

S o u r c e :  I .  C .  C .  S t a t e m e n t s  M-200.  

s A d j u s t e d  to  i n c l u d e  r e t r o a c t i v e  w a g e  inc reases .  



T A B L E  15.--AveraCe basic daily rates and average annual ca/rnings 

E N G I N E E R S  A N D  B R A K E M E N  A N D  F L A G M E N  I N  P A S S E N G E R  S E R V I C E  

Y e a r  

(i) 

Y u l y - D e c e m b e r - - 1 9 2 1  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1922 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 ~  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 2 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1925 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 ~  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1 9 2 7  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1928 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1929 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1930 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 3 1  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1932 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 3 3  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1934 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1935 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1936 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1937 ............................................................ 
1938 ............................................................ 

1939 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1 ~ I  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1942 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1943 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1945 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 ~ 6  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 ~ 7  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 8  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1 ~ 9  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1950 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1951 z . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1952 2 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 ~  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

; a n u a r y - 3 u n e  1954 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

E n g i n e e r s  
( D i v .  121) 

(2) 

$6. 13 
6. 12 
6. 14 
6.27 
6.41 
6.43 
6. 52 
6. 78 
6. 85 
6. 87 
6. 86 
6.23 
6. 16 
6.25 
6. 76 
6.38 
6.99 
7.33 
7.33 
7.33 
7. 58 
8. 15 
8. 39 
8.91 
8.98 

I0. 31 
I0. 45 
11.83 
12.60 
12. 74 
14.06 
14.68 
15.01 

i 15. 50 

A v e r a g e  bas ic  d a i l y  r a t e s  

B r a k e m e n  
• a n d  flagmen 

(Dlv. 116) 

(3) 

Dif fe ren t i a l  
eng inee r s  ove r  

b r a k e m e n  

(4) 

$4. 55 $1.58 
4.50 1.62 
4. 49 1.65 
4.71 1.50 
4.79 1.62 
4.79 1.64 
4. 97 1.55 
5.00 1.78 
5. 14 1.71 
5.14 1.73 
5. 13 1.73 
4.66 1.57 
4.63 1.53 
4.70 1.55 
5.08 1.68 
5. 13 1. 75 
5. 23 1.76 
5. 57 1.76 
5.55 1.78 
5.55 1.78 
5.75 1.83 
6.40 1.75 
6.68 1.71 
7.20 1.71 
7.23 1.75 
8.55 1.76 
8. 78 1.67 
9.97 1.86 

10. 64 I, 96 
10. 78 I. 96 
12. 07 1.99 
12. 67 2. Ol 
12. 97 2. 04 
13. 44 2. 12 

R a t i o  of 
eng inee r s  to  

b r a k e m e n  

E n g i n e e r s  
( D i v .  121) 

A v e r a g e  a n n u a l  ea rn ings  

134. 7 
136. O 
136. 7 
133. 1 
133. 8 
134. 2 
131.2 
135. 6 
133. 3 
133. 7 
133. 7 
133. 7 
133. 0 
133. 0 
133. 1 
134. I 
133. 7 
131.6 
132. 1 
132. I 
131.8 
127.3 
125. 6 
123.8 
124. 2 
120.6 
119.0 
118. 7 
118. 4 
118. 2 
116. 5 
115.9 
115. 7 
115.8 

(5) (6) 

l $3,017 
3, 001 
3, 044 
3, I09 
3, 197 
3, 211 
3, 232 
3, 389 
3, 458 
3, 397 
3, 3,34 

• 2, 954 
2, 905 
2, 947 
3, 251 
3, 384 
3, 454 
3, 608 
3, 632 
3, 650 
3,810 
4, 290 
4, 564 
4, 939 
4, 983 
5, 415 
5, 391 
6, 115 
6, 572 
6, 680 
7, 332 
7, 644 
7, 805 

I J 7, 932 

B r a k e m e n  
a n d  f l a g m e n  

( D l v .  116) 

(7) 

J $1,850 
I, 844 
1,874 
1,970 
2, 003 
2, 015 
2, 072 
2, 074 
2, 161 
2, 135 
2, 082 
I, 821 
1,719 
1,792 
1,996 
2, 080 
2, 130 
2, 251 
2, 284 
2, 299 
2,461 
2, 900 
3, 237 
3, 557 
3, 622 
3, 954 
3, 887 
4, 476 
4, 775 
4, 845 
5, 439 
5, 605 
5, 627 

i 5, 839 

D i f f e r en t i a l  
eng inee r s  o v e r  

b r a k e m e n  

(8) 

$1,167 
1,157 
1,170 
1,139 
1,194 
1,196 
1,160 
1,315 
1, 297 
1, 262 
1,252 
1,133 
1,186 
1, 155 
1,255 
1,304 
I, 324 
1,357 
1,348 
I, 351 
1,349 
1,390 
I, 327 
1,382 
1,361 
1, 461 
I, 504 
I, 639 
1,797 
1,835 
I, 893 
2, 039 
2, 178 
2, 093 

R a t i o  of 
e n g i n e e r s  to 

b r a k e m e n  

(o) 

163.1 
162. 7 
162. 4 
157. 8 
159.6 
159. 4 
156.0 
163.4 
160.0 
159. 1 
160. 1 
16Z 2 d~. 
169. 0 r .~ 
164.5 
162. 9 
162. 7 
162. 2 
160. 3 
159.0 
158.8 
154. 8 
147, 9 
141.0 
138. 9 
137. 6 
136. 9 
138. 7 
136. 6 
137. 6 
137. 9 
134. 8 
136. 4 
138. 7 
135. 8 

! A n n u a l  bas is .  

Source :  I .  C.  C .  S t a t e m e n t s  M-300. 

s A d j u s t e d  to i n c l u d e  r e t r o a c t i v e  w a g e  increases .  

r * : , " 



TABLE 16.--Average basic, daily rates and average annual earnings 

E N G I N E E R S  A N D  B R A K E M E N  A N D  F L A f l M E N  I N  F R E I G H T  S E R V I C E  

Average  basic  daHy r a t e s - - t b r o u g h f r e l g h t  Average  basic  daf lyra tes - - - loca l f re igh t  Average  a nnua l  ea rn ings- - f re igh t  service 

Y e a r '  

(i) 

3u ly -December~1921  . . . . . . .  
1922 . . . . . . . . . . . . . . . . . . . . . . . . .  
1923 . . . . . . . . . . . . . . . . . . . . . . . . .  
1924 . . . . . . . . . . . . . . . . . . . . . . . . .  
1925 . . . . . . . . . . . . . . . . . . . . . . . . .  
1926 . . . . . . . . . . . . . . . . . . . . . . . . .  
1927 . . . . . . . . . . . . . . . . . . . . . . . . .  
1928 . . . . . . . . . . . . . . . . . . . . . . . . .  
1929 . . . . . . . . . . . . . . . . . . . . . . . . .  

1930 . . . . . . . . . . . . . . . . . . . . . . . . .  
1931 . . . . . . . . . . . . . . . . . . . . . . . . .  
1932 . . . . . . . . . . . . . . . . . . . . . . . . .  
1933 . . . . . . . . . . . . . . . . . . . . . . . . . .  
1934 . . . . . . . . . . . . . . . . . . . . . . . . .  
1935 . . . . . . . . . . . . . . . . . . . . . . . . .  
1935 . . . . . . . . . . . . . . . . . . . . . . . . .  
1937 . . . . . . . . . . . . . . . . . . . . . . . . .  
1938 . . . . . . . . . . . . . . . . . . . . . . . . .  
1939 . . . . . . . . . . . . . . . . . . . . . . . . .  
1940 . . . . . . . . . . . . . . . . . . . . . . . . .  
1941 . . . . . . . . . . . . . . . . . . . . . . . . .  
1942 . . . . . . . . . . . . . . . . . . . . . . . . .  
1943 . . . . . . . . . . . . . . . . . . . . . . . . .  
1944 . . . . . . . . . . . . . . . . . . . . . . . . .  
1945 . . . . . . . . . . . . . . . . . . . . . . . . .  
1946 . . . . . . . . . . . . . . . . . . . . . . . . .  
1947 . . . . . . . . . . . . . . . . . . . . . . . . .  
1948 . . . . . . . . . . . . . . . . . . . . . . . . .  
1940 . . . . . . . . . . . . . . . . . . . . . . . . .  
1950J . . . . . . . . . . . . . . . . . . . . . . . .  
1951 s . . . . . . . . . . . . . . . . . . . . . . . .  
1052 s . . . . . . . . . . . . . . . . . . . . . . . .  
1053 . . . . . . . . . . . . . . . . . . . . . . . .  
~ a n u a r y - J t m e  1954 . . . . . . . . .  

Eng inee r s  
(Dlv .  122) 

(2) 

B r a k e m e n  
a n d  

f lagmen 
(Div .  117) 

(3) 

D ifferen- 
tiM, 

engineers  
over  

b r a k e m e n  

(4) 

Rat io  of 
engineers  

to 
b r a k e m e n  

(5) 

Engineers  
(Div .  123) 

(6) 

B r a k e m e n  
a n d  

f lagmen 
(Div .  118) 

(7) 

Differen-  
tial, 

engineers  
over  

b r a k e m e n  

(8) 

R a t i o  of 
engineers  

to 
b r a k e m e n  

(9) 

Engineers  
(Dlvns .  12~ 

a n d  123) 

(10) 

B r a k e m e n  
a n d  

f lagmen 
(Div .  117 
a n d  118) 

(I1) 

$7.28 $4.61 
7.27 4.61 
7.28 4.62 
7.46 4.86 
7.69 4.96 
7.71 4.96 
7.79 5.14 
8.14 5.15 
8.28 5.29 
8.29 5.29 
8.30 5.28 
7. 57 4.82 
7.48 4.77 
7.58 4.84 
8.20 5 . 2 4  
8.31 5.31 
8.41 5.39 
8.79 5.75 
8.77 5.73 
8.78 5.72 
9.02 5.91 
9.52 6.49 
0.70 6.72 

10.30 7.22 
10.42 7.25 
11.91 8.64 
12.00 8.93 
13.50 10.12 
14.30 10.74 
14.53 10.85 
15.94 12.16 
16.75 12.79 
17.18 13.08 

s17.84 13.58 

$2. 67 
2. 66 
2. 66 
2. 60 
2. 73 
2. 75 
2. 65 
2. 99 
2. 99 
3. O0 
3. 02 
2. 75 
2. 71 
2. 74 
2. 96 
3. 00 
3.02 
3.04 
3. 04 
3. 06 
3.11 
3.03 
3. 07 
3.08 
3.17 
3. 27 
3. 07 
3. 38 
3. 56 
3.68 
3.78 
3.96 
4. 10 
4. 26 

157.9 
157. 7 
157. 6 
153. 5 
155. 0 
155. 4 
151.6 
158.1 
156. 5 
156. 7 
157~ 2 
157. 1 
156. 8 
156. 6 
156. 5 
156. 5 
156. 0 
152. 9 
153. 1 
153.5 
152. 6 
146. 7 
145.7 
142.7 
143.7 
137. 8 
134. 4 
133. 4 
133.1 
133.9 
131. I 
131.0 
131.3 
131.4 

$7. 42 
7. 40 
7. 47 
7. 60 
7. 85 
7. 87 
7. 98 
8. 34 
8. 48 
8.42 
8. 51 
7. 72 
7.65 
7.74 
8.38 
8.50 
8. 61 
8. 92 
8. 93 
8. 97 
9. 22 
9.73 

10. 00 
10.46 
10. 52 
11.97 
12. 06 
13.55 
14.24 
14. 40 
15. 75 
16. 48 
16. 82 
17. 40 

$5. 01 
4.97 
4. 99 
5. 24 
5. 35 
5. 37 
5. 56 
5. 59 
5. 74 
5. 75 
5. 74 
5. 21 
5.15 
5. 22 
5.63 
5.71 
5. 84 
6. 17 
6. 18 
6. 18 
6. 37 
6.94 
7.20 
7.68 
7. 66 
9.09 
9. 39 

10. 58 
11.20 
11.30 
12. 64 
13. 18 
13. 49 
13. 94 

$2.41 
2.43 
2.48 
2.36 
2.50 
2.50 
2.42 
2.75 
2. 74 
2. 67 
2. 77 
2.51 
2.50 
2.52 
2.75 
2.79 
2.77 
2.75 
2.75 
2.79 
2.85 
2.79 
2.80 
2.78 
2.86 
2.88 
2. 67 
2. 97 
3. 04 
3.10 
3.11 
3.30 
3.33 
3 . ~  

148.1 
148. 9 
149. 7 
145. 0 
145. 7 
146. 6 
148.'5 
149. 2 
147. 7 
146. 4 
148. 3 
148.2 
148.5 
148. 3 
148.8 
148.9 
147. 4 
144.6 
144.5 
145. 1 
144. 7 
140. 2 
138. 9 
136. 2 
137. 3 
131.7 
128.4 
128.1 
127.1 
127.4 
124. 6 
125.0 
124.7 
124.8 

1 $2,814 
3, 0OO 
3, 083 
3, 009 
3,146 
3, 201 
3,150 
3, 256 
3, 342 
3, 155 
3, 053 
2, 727 
2, 718 
2, 760 
3, 062 
3, 247 
3, 218 
3, 209 
3, 427 
3, 517 
3, 818 
4, 199 
4, 348 
4, 602 
4, 552 
4, 989 
5, 115 
5, 661 
5, 803 
6,177 
6, 544 
6, 846 
6, 919 

I ~ 7,648 

1 $1, 845 
I, 955 
2, 026 
2, 021 
2, 073 

090 
2, lO9 
2, 095 
2, 175 
2, 065 
I, 952 
I, 708 
I, 613 
1, 651 
1, 844 
1,983 
2, 012 
2, 051 
2, 135 
2, 198 
2, 427 
2, 808 
2, 969 
3, 246 
3, 190 
3, 567 
3, 800 
4, 256 
4, 340 
4, 570 
5, 014 
5, 248 
5, 298 

s 5, 355 

Differen-  
tial, 

engineers  
over  

b r a k e m e n  

(12) 

$969 
I, 045 
1, 057 

988 
1, 073 
1, 111 
1, 041 
1, 161 
1, 167 
I, 090 
1, 101 
1,019 
1, 105 
1, 109 
1, 218 
I, 264 
1,206 
1, 248 
1, 292 
1,319 
1, 391 
I, 391 
1, 379 
1,356 
1,362 
1, 422 
1,315 

• I, 405 
I, 453 
I, 607 
1, 530 
I, 598 
1, 621 
I, 693 

Ra t io  of 
engineers  

to 
b r a k e m e n  

(13) 

152. t 
153. t 
152. 
148.4 
151. t 
153. ¢. 
149. 4 
155. 4 
153. 
152. 
156. 4 
159. 
168. t 
167. ; 
166. 1 
163.7 
159. 
160. 
160. 
160. C 
157. 
149. 
146. 4 
141. t 
142. 7 
139. 
134. 
133. ¢ 
133. 7 
135. 
130. 
130. 4 
130. 
131.6 

s A n n u a l  basis.  

Source: I .  C. C. S t a t e m e n t  M--300. 
2 Adjus ted  to include re t roact ive  wage  increases. 



TABLE 17.--Average basic daily rates and average annual earnings 

F I R E M E N  A N D  B R A K E M E N  A N D  F L A G M E N  I N  P A S S E N G E R  S E R V I C E  

Y e a r  

(1) 

~ u l y - D e c e m b e r 1 9 2 1  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1922 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1923 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1924 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1925 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1926 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1927 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 2 8  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1929 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1930 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1931 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1932 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1033 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1934 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1935 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1936 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1937 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1938 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1939 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1941 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1942 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  : . . . . . . . . .  
1943 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1945 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1946 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1947 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1948 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1 9 4 9  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

1950= . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1951= . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1952 = . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
1963 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  : . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
~ a n u a r y - J u n e 1 9 5 4  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

F i r e m e n  
( D l v .  125) 

(2) 

$4. 60 
4.60 
4. 62 
4. 74 
4.88 
4.91 
5. 09 
5.21 
5.27 
5. 29 
5. 29 
4.83 
4. 78 
4~ 85 
5.25 
5.33 
5. 43 
5. 79 
5.80 
5. 79 
5 .  98 
6. 57 
6. 81 
7. 35 
7. 37 
8. 70 
8.84 

10.19 
11.00 
11.15 
12. 46 
13.05 
13. 41 
13. 93 

A v e r a g e  bas ic  d a i l y  r a t e s  

B r a k e m e n  
a n d  f i a g m e n  

( D l v .  110) 

(3) 

$4. 55 

Di f f e ren t l a l ,  
f i r emen  ove r  

b r a k e m e n  

(4) 

$0. 05 

R a t i o  of 
f i r emen  to  
b r a k e m e n  

(5) 

101.1 

F i r e m e n  
( D l v .  125) 

(0) 

z $2, 208 

A v e r a g e  a n n u a l  e a r n i n g s  

B r a k e m a n  
a n d  f i a g m e n  

( D l v .  116) 

(7) 

4.50 
4. 49 
4. 71 
4. 79 
4 .  79 
4.97 
5. O0 
5. 14 
5.14 
5.13 
4. 60 
4.63 
4. 70 
5. 08 
5. 13 
5.23 
5. 57 
5. 55 
5. 55 
5. 75 
6. 40 
6.68 
7.20 
7.23 
8 .  55 
8. 78 
9. 97 

10. 64 
10. 78 
12. 07 
12.67 
12.97 
13. 44 

• 1 0  

. 1 3  

• 0 3  

• 0 9  

• 12 
.12 
. 2 1  

• 13 
.15 
• 16 
. 1 7  

. 1 5  

• 1 5  

• 17 
.20 
.20 
• 22 
• 25 
.24 
.23 
.17 
• 13 
• 1 5  

• 1 4  

. 1 5  

• 06 
.22 
• 36 
• 3 7  

• 39 
.38 
.44 
.49 

102. 2 
102. 9 
100. 6 
101.9 
102. 5 
102. 4 
104. 2 
102. 5 
102. 9 
103. 1 
103. 6 
103• 2 
103. 2 
103. 3 
103. 9 
103. 8 
103• 9 
104• 5 
104. 3 
104. 0 
102. 7 
101.9 
102.1 
101.9 
101.8 
100. 7 
102. 2 
103. 4 
103. 4 
103. 2 
103. 0 
103.4 
163. 6 

t $1,850 
2, 216 1, 844 
2, 255 1, 874 
2, 316 1, 970 
2, 396 2, 003 
2, 409 2, 015 

• 2, 488 2, 072 
2, 562 2, 074 
2, 619 2, 101 
2, 559 2,135 
2, 499 2, 082 
2, 184 1, 821 

• 2, 096 1, 719 
2,146 1, 792 
2, 368 i ,  996 
2, 500 2, 080 
2, 572 2, 130 
2, 695 2, 251 
2, 732 2, 284 
2, 746 2, 299 
2, 936 2, 461 
3, 379 2, 900 
3, 668 3, 237 
4, 064 3, 557 
4, 092 3, 622 
4, 545 3, 954 
4, 544 3, 887 
5, 219 4, 470 
5, 663 4, 775 
5, 789 4, 845 
6, 426 5, 439 
6, 743 5, 605 
6, 860 5, 627 

! 7, 635 1 5, 839 

D i f f e r en t i a l ,  
f i r emen  o v e r  

b r a k e m e n  

(8) 

$358 
372 
381 
340 
393 
394 
416 
488 
458 
424 
417 
363 
377 
354 
372 
420 
442 
444 
448 
447 
475 
479 
431 
507 
470 
591 
657 
743 
888 
944 
987 

1,138 
1, 233 
1,1.96 

R a t i o  of 
f i r e m e n  to  
b r a k e m e n  

(9) 

119.4 
120.2 
120.3 
117. 6 
119. 6 
119.0 
120. 1 
123.5 
121.2 
119.9 
120.0 
119.9 
121.9 
119. 8 
118. 6 

120. 2 
120.8 
119.7 
119. 6 
119. 4 
119. 3 
116. 5 
113.3 
114.3 
113.0 
114.9 
116. 9 
116. 6 
118. 0 
119. 5 

118.1  
120.3 
121.9 
120. 5 

! A n n u a l  bas i s .  

Source:  I .  C.  C.  S t a t e m e n t s  M-300. 

2 A d j u s t e d  to  i n c l u d e  r e t r o a c t i v e  w a g e  increases .  



TABLE 18.--Average basic daily rates and average annual earnings 

F I R E M E N  A N D  B R A K E M E N  A N D  F L A G M E N  I N  F R E I G H T  S E R V I C E  

Average basic daily rates-- through freight Average basic daily rates--local freight Average annual  earnings--freight service 

Year 

(i) 

hfly-December--1921 . . . . . . .  
t922 . . . . . . . . . . . . . . . . . . . . . . . . .  
1923 . . . . . . . . . . . . . . . . . . . . . . . . .  
1924 . . . . . . . . . . . . . . . . . . . . . . . . .  
[ ~  . . . . . . . . . . . . . . . . . . . . . . . . .  

t926 . . . . . . . . . . . . . . . . . . . . . . . . .  
L927 . . . . . . . . . . . . . . . . . . . . . . . . .  
1928 . . . . . . . . . . . . . . . . . . . . . . . . .  
L929 . . . . . . . . . . . . . . . . . . . . . . . .  
[ 9 3 0  . . . . . . . . . . . . . . . . . . . . . . . .  

1931 . . . . . . . . . . . . . . . . . . . . . . . . .  
L932 . . . . . . . . . . . . . . . . . . . . . . . . .  
[ 9 3 3  . . . . . . . . . . . . . . . . . . . . . . . . .  

L934__ ....................... 
L935 . . . . . . . . . . . . . . . . . . . . . . . . .  
L930 . . . . . . . . . . . . . . . . . . . . . . . .  
Lg37 . . . . . . . . . . . . . . . . . . . . . . . .  
i 9~8  . . . . . . . . . . . . . . . . . . . . . . . . .  
L939 ......................... 
i940 . . . . . . . . . . . . . . . . . . . . . . . . .  
[941 ......................... 
[942 ......................... 
L943 ......................... 
[944 ......................... 

[945 ......................... 
[946 .................... • ..... 

t947 ......................... 
t948 ......................... 
L949 . . . . . . . . . . . . . . . . . . . . . . . . .  
L9~O = . . . . . . . . . . . . . . . . . . . . . . .  
L951 2 . . . . . . . . . . . . . . . . . . . . . . . .  

[952 ~ . . . . . . . . . . . . . . . . . . . . . . . .  
L953 . . . . . . . . . . . . . . . . . . . . . . . . .  
r anuary-June  1954 . . . . . . . . . .  

Firemen 
(Die. 126) 

(2) 

Brakemen 
and flag- 

m e n  

(Dlv. 117) 

(3) 

Differential 
firemen 

over 
brakemen 

(4) 

Ratio of 
firemen to 
brakemen 

(5) 

Firemen 
(Die. 127) 

(6) 

$5. 44 $4. 61 
5. 41 4. 61 
5.43 4.62 
5. 58 4.86 
5.81 4.96 
5.84 4•96 
6. 03 5. 14 
6. 18 5. 15 
6.28 5•29 
6.29 5•29 
6.30 5.28 
5. 75 4. 82 
5.70 4.77 
5. 77 4.84 
6.23 5.24 
6. 32 5. 31 
6.  41  5. 39 
6. 79 5. 75 
6.77 5.73 
6. 76 5. 72 
6.96 5.91 
7.50 6•49 
7. 75 6. 72 
8.35 7.22 
8.41 7.25 
9.88 8.64 
9.98 8•93 

11. 40 10. 12 
12. 21 10. 74 
12. 44 10. 85 
13. 83 12.16 
14. 59 12. 79 
15.03 13.08 
15. 08 13. 68 

$0.83 
.80 
.81 
. 7 2  
• 85 
.88 
• 89 

1.03 
.99 

1.00 
I. 02 
.93 
. 9 3  
.93 
.99 

1. 01 
1.02 
1.04 
1.04 
1.04 
1.05 
1.01 
1.03 
1.13 
1.16 
1.24 
1. 05 
1.28 
1.47 
1 . 5 9  
1.67 
1.80 
1. 95 
2. 10 

118.0 
117.4 
117.5 
114.8 
117.1 
117.7 
117.3 
120.0 
118.7 
118.9 
119.3 
119.3 
119.5 
119.2 
118.9 
119.0 
118.9 
118.1 
118.2 
118.2 
117.8 
11& 6 
115.3 
115.7 
118.0 
114.4 
111.8 
11Z6 
113. 7 
11~7 
113.7 
114.  1 
114 .  9 
115 .  5 

$5. 52 
5. 47 
5. 52 
5. 66 
5.89 
5. 92 
6. 11 
6. 26 
6. 38 
6.40 
6.40 
5. 82 
5. 76 
5.84 
6. 33 
6. 41 
6. 52 
6.86 
6.88 
6. 89 
7. 09 
7.64 
7. 91 
8. 39 
8.41 
9. 87 
9. 95 

11.37 
12. I I  
12. 26 
13.60 
14. 29 
14. 66 
15. 24 

Brakemen 
and flag- 

men 
(Div. 118) 

(7) 

$5. 01 
4. 97 
4.99 
5.24 
5. 35 
5. 37 
5.56 
5. 59 
5. 74 
5. 75 
5• 74 
5. 21 
5.15 
5.22 
5.63 
5. 71 
5.84 
6. 17 
6. 18 
6. 18 
6. 37 
6.94 
7.20 
7.68 
7. 06 
9.09 
9. 39 

10. 58 
11.20 
11.30 
12. 94 
13. 18 
13. 49 
13. 94 

Differential 
firemen 

over 
brakemen 

(s) 

$0. 51 
.50 

Ratio of 
firemen to 
brakemen 

(9) 

110. 2 
110.1 

Firemen 
(Dies.  

126 and 127) 

(10) 

1 $1,956 
2, 086 

Brakemen 
and flag- 

men (Divs. 
117 and 118 

(11) 

i $1,845 
I, 955 

Differential 
firemen 

over 
brakemen 

(12) 

$111 
131 

.53 
• 42 
.54 
• 55 
. 5 5  
. 6 7  
. 6 4  
. 6 5  
.66 
. 6 1  
. 6 1  
• 62 
.70 
.70 
.08 
• 69 
.70 
• 71 
• 72 
.70 
. 7 1  
• 71 
• 7 5  
• 78 
.56 
• 79 
• 9 1  
.96 
.96 

1.11 
I. 17 
1. 30 

110. 6 
108.0 
110.1 
110• 2 
109.9 
112.0 
111.1 
111.3 
111.5 
111.7 
111.8 
111.9 
112.4 
112.3 
111.6 
111.2 
111.3 
111.5 
111.3 
110.1 
109. 9 
109. 2 
109. 8 
108.6 
I0~ 0 
107.5 
108. 1 
10&5 
107.6 
108. 4 
108.7 
10~ 3 

2, 145 
2, 094 
2, 221 
2, 270 
2, 289 
2, 328 
2, 392 
2, 229 
2, 111 
1,847 
I, 727 
1,763 
1,967 
2,130 
2, 138 
2, 167 
2, 287 
2, 380 
2, 643 
3, 001 
3, 155 
3, 425 
3,360 
3, 691 
3, 830 
4, 355 
6, 699 
4, 798 
5, 170 
5, 466 
5, MI 

l 5, 676 

2, 026 119 
2, 021 73 
2, 073 148 
2, 090 180 
2, 109 180 
2,o95 233 
2,175 217 
2,0~ 164 
1,952 159 
1,708 139 
1,613 114 
1,651 112 
1,844 123 
1,083 147 
2, 012 126 
2, 051 116 

• 2 ,  135 152 
2,  198 182 
2, 427 216 
2,8O8 193 
3, 969 186 
3, 246 179 
3, 190 170 
3, 567 124 
3, 800 30 
4, ?A6 99 
4, 340 159 
4, 570 228 
5, 014 156 
5, 248 218 
5, 298 243 

I 5, 355 321 

Ratio of 
firemen to 
brakemen 

(13) 

108. C 
100. 
105. 
103. E 
107. 1 
108. 
108. 
I lL  1 
110. {] 
10?. 
108.1 
108. 1 
107. 1 
108. 8 
106. 7 
107. 4 
108. 3 
105. 7 
107. 1 
108. 3 
108.9 
108. 
106. 3 
105. 
105. 3 
103. 
100. 
102. 3 
103. 7 
105. ~] 
103. 1 
104. 2 
104. 
106. 0 

OO 

z Annual  basis. 2 Adjusted to include retroactive wage increases. 
Source: I. C. C. Statements M-300. 
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(19) The Organization concentrates its wage comparisons exclu- 
sively on the wage relationship between train service and engine serv- 
ice employees. The Carriers, on the other hand, hold that insofar as 
historic wage relationships are to be considered (and they hold wage 
differentials should have only a "very minor part"  in determining the 
issues of this proceeding) comparisons should be made with all classes 
of railroad employees. The Board does not fully agree with either of 
these views. As was concluded in paragraphs (2--4) above in Par t  
A of this discussion~ the wage structure of operating employees con- 
stitutes a relatively self-contained entity. Among operating classi- 
fications wage relationships are particularly sensitive. The Board 
concurs with the statement of Emergency Board No. 97 that the "most 
important inequities are those felt and suffered closest to home." (Tr. 
2188.) 

The Board believes it would be unwise to consider any pair of wage 
relationships within the operating classifications without at the same 
time considering all other wage relationships within this group. 
There are relations in the wages of nonoperating and operating em- 
ployees, as the Carriers point out~ but such dependencies are most sig- 
nificant for purposes of general increases which set the level of wages 
in the whole industry. The wages of nonoperating employees~ or 
even changes in their wages, appear to be of little significance for 
genuine questions of wage relations among operating employees. 

(20) The Board has not adopted any single fixed base period from 
which to test wage relationships among operating employees. Rather 
has the Board examined wage relationships throughout the whole 
period for which data are available. Many of the wage relationships 
among operating classifications are seen to be long-established and 
relatively invariant. Under similar circumstances the Report of the 
First  Diesel Board~ dated May 24, 1943, stated: 

Pract ice  m a y  become principle. Rights  may  be grounded in custom. (Car- 
riers '  Ex. 40, p. 16 ; and Employees '  Ex. 4, p. 10. } 

The Board believes that a large displacement of an established dif- 
ferential in a brief period deserves greater attention than small 
gradual changes. 

(21) There is a conflict between the parties over whether wage re- 
lationships should be expressed exclusively in dollars and cents (Tr. 
505-509), or whether there is also significance in percentage differ- 
entials (Tr. 3299). In  the view of the Board a distinction is to be 
drawn between the measurement of wage differentials and an ap- 
praisal of their significance. I t  is obvious that wages are paid in dol- 
lars and cents~ and it is equally accurate to measure their change in 
dollars and cents or in percentage terms. For purposes of measure- 
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ment alone neither method is to be preferred, each is equally satis- 
factory, provided the arithmetic is correct. Indeed, it is normally 
helpful to have both types of measures of change at hand. 

In appraising the significance of both measures of wage change, the 
crucial question is the way in which the parties--Carriers, Organiza- 
tion and the individual employees--have in fact conceived of wage 
relationships. In industry generally the occupational wage structure, 
expressed in wage rates or hourly earnings, in recent years has typi- 
cally widened in dollar-and-cent terms and narrowed in percentage 
terms. Occupational relationships have been conceived of by parties 
in other industries as falling somewhere in between equal percentage 
and equal dollar-and-cent increases. In the operating classifications 
on railroads, on the other hand, for a variety of reasons, wage settle- 
merits have tended to preserve equal dollars and cents differentials by 
virtue of pattern settlements expressed in these terms. The custom of 
the industry for many years has been to deal with wage relationships 
among basic daily rates in dollars and cents terms. The question 
whether this custom shall be continued in the future is a different issue 
not before this Board. 

(22) There is conflict between the parties over whether wage rela- 
tionships should be measured in terms of average basic daily rates ex- 
clusively or whether average annual earnings also have significance. 
Again, it is equally valid as a matter of arithmetic to use either meas- 
ure. Both sets of wage data are equally true. The significance of 
these wage data in appraising a wage structure is a different matter. 
The question amounts to indicating the factors that should be consid- 
ered in appraising wage relationships. Annual earnings are influ- 
enced by a great many more factors than basic daily rates. The Board 
believes that annual earnings are significant for wage relationships 
among operating classifications, or put in other terms the Board be- 
lieves that all pay rules are relevant to appraising wage relationships 
among classifications (Carriers' Ex. 9). This conclusion does not 
indicate the relative weight to be given the various pay rules in any 
appraisal of rate relationships. 

(P.3) These conclusions (paragraphs 19-22) on wage measures and 
relationships, on which the part ies presented conflicting contentions 
(paragraph 17) facilitate the examination of the wage data presented 
in the preceding tables, 11-18, and highlight particular observations. 

(a) In passenger service while there is a small drift  in average 
basic daily rates reducing the extent to  which conductors are above 
engineers and firemen, the change is not substantial nor is it rapid. 
Between 1945 and 1953, an eight-year periods the average basic daily 
rate of conductors in passenger service lost 17 cents per day in relative 
position to the engineer and 18 cents per day to the fireman. The 
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engineer gained 29 cents per day on the brakeman~ and the fireman 
gained 35 cents per day on the brakeman between 1945 and 1953. 
These are small and gradual changes. 

On an annual earnings basis the passenger engineer has done some- 
what better in relative terms ; the ratio of engineer to conductors rose 
from 110.8 in 1945 to 114.1 in 1953. The pay relationships between 
train and engine service employees in passenger service are substan- 
tially affected by the differences in the basic day rules (5 hours for 
passenger enginemen and 7:½ hours for passenger trainmen) and by 
the different number of hours and miles worked per year. 

(b) In local freight service the drift  in average basic daily rates 
increasing the differential of the engineer over the conductor and 
reducing the differential of the conductor over the fireman has been 
somewhat larger than in passenger service~ but still not substantial. 
In the eight years between 1945 and 1953~ the engineers gained 53 
cents and firemen 48 cents in average basic daily rates relative to the 
conductor. In the same periods the engineer gained 47 cents per 
day relative to the brakeman~ and the fireman gained 42 cents per day 
relative to the brakeman. 

(c) in  through freight service the changes in relative average 
basic daily rates have been very much larger. Between 1945 and 
1953 the differential of the engineer over the conductor increased 
96 cents~ which had further increased to $1.09 by January-June 1954. 
In the 1945-53 period the engineer gained 93 cents per day relative 
to the brakeman and the fireman gained 79 cents per day relative 
to the brakeman. Between 1950 and January-June 1954~ the increase 
in the differential between engineer and conductor was 59 cents. 
In the same period the average basic daily rate of fireman increased 
by 52 cents over the conductor. Compared to earlier years~ the 
changes in differentials in through freight service since 1949 or 1950 
have been rapid and substantial. 

I t  is not possible to separate the annual earnings of through freight 
employees from those in way freight; annual earnings data are con- 
sequently shown for both types of freight service combined. Annual 
earnings of conductors in freight service have increased percentage- 
wise relative to those of engineers since the absolute dollar differentials 
have changed little at the higher levels. There have been no sig- 
nificant changes in the components of annual earnings in freight 
service between conductors and engineers. (Carriers ~ Ex. 9~ p. 4.) 
Annual earnings in both classifications have moved up about the same 
dollar amount. The changes in basic daily rates seem to have been the 
decisive factor changing annual earnings for both classifications. 
Changes in pay rules do not appear to have played any significant 
role in influencing relative changes in annual earnings. 
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(24) The Board concludes that the data on wage relationships high- 
light a disparity in average basic daily rates for conductors in through 
freight service as compared to other operating classifications. The 
fact stands out that substantial disparity in through freight service 
has arisen in recent years which has grown rapidly. The other wage 
relationships in other classes of service reflect no such marked or rapid 
displacement. 

(25) The Organization proposes in all three classes of service to 
adopt the principle of graduated rates of pay based upon weight on 
drivers. It specifically proposes to apply the present average basic 
daily rate to the smallest sized locomotives behind which conductors 
and brakemen work, and to build a graduated pay scale on top of 
this rate; higher rates would apply for each bracket of heavier loco- 
motives based on weight on drivers. 

The specific proposal of the Organization is shown in the following 
table for conductors. (Employees' Ex. 2, p. 3.) 

TABLE 19.--Proposed standard basic daily rates graduated basis o/ pay~ conductors 

Classification of locomotive (weight on drivers) in 
thousand pounds 

t h a n  I00 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
100-140 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
140-170 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
170-200 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
2 0 0 - 2 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

250-300 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
300-350 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
350-400 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
4 0 0 - 4 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

450-500 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
500-550 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
5 5 0 - 6 0 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

600-650 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
650-700 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
700-750 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
750-800 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
8 0 0 - 8 ~  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

850-900 . . . . .  .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
9 0 0 - ~ 5 0  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

950-1,000 I . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

Through 
freight 
service 

$14. 82 
14.82 
15. 25 
15. 25 
15. 42 
15. 57 
15. 72 
15. 9 3  
16. 14 
16. 35 
16. 56 
16. 74 
16. 92 
17. 10 
17.28 
17.46 
17. 64 
17. 82 
18.00 
18.18 

Local and 
way  freight 

service 

$15.38 
15.38 
15. 81 
15.81 
15.98 
16.13 
16. 28 
16. 49 
16. 70 
16. 91 
17.12 
17. 30 
17.48 
17. 66 
17. 84 
18.02 
18.26 
18.38 
18. 56 
18. 74 

Passenger 
service 

$15. 40 
15. 49 
15. 57 
15.66 
15. 75 
15.83 
15. 92 
16. O0 
16. 09 
16.18 
16. 26 
16. 35 
16.43 
16. 52 
16. 60 
16.69 
16. 77 
16.86 
16,94 
17,03 

x On through freight and local and way freight 18 cents is to be added for eac~ additional 50,000 pounds 
or fraction thereof over a million pounds weight on drivers. In passenger sol-vice 8 cents and 9 cents alterna- 
tively is to be added for each additional 50,000 pounds or fraction thereof. 

Western rates, because of the doubleheader rule, are lower thanlthe.Eastern and Southeastern rates 
quoted above. 

(26) The Organization supports its proposal for graduated rates 
of pay based on weight on drivers with the following major argu- 
ments: (a) The train crew who work in close association with the 
engine crew should be paid on the same basis. (b) Heavier power 
means longer trains. (c) Heavier power has thus increased the re- 
sponsibility, work assignment and hazard of the train crew. (d) The 
train crew should share directly in the increased productivity asso- 
ciated with heavier power and longer trains to which they contribute 
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with the engine crew. (e) The graduated rates of pay based on 
weight on drivers is a system of compensation well understood and 
readily administrable. ()¢) The adoption of the proposed graduation 
system would remove the inequities in wage relationships produced by 
the effect of heavier power on the average basic daily rates of engineers 
and firemen and would preserve the restored wage relationships in 
the future. 

The Carriers reject outright the proposal to add this new elemr It 
to the compensation system of train service employees. The main 
points in their argument are as follows: (a) There is no significant 
nor consistent relationship between the length of trains and the weight 
or size of locomotives hauling them. While there may be a loose 
relationship on a single division~ there is no significant relationship 
when a combination of divisions is considered. (b) Longer and 
heavier trains do not make for more work and responsibility for con- 
ductors and trainmen. Most of the elements of  job content of these 
employees are wholly unaffected by the length of train. The work of 
train service employees tends to become easier as weight on drivers 
increases. (e) Changes in productivity may be applicable to changes 
in the general level of wage rates for the country as a whole~ but 
changes in productivity cammt be used to support a change in a single 
element of compensation for a small group of employees in an industry. 
(d) Conductors and brakemen have been compensated on a single rate 
basis from the very outset of the industry while engineers and firemen 
have been compensated from very early years on some graduated basis. 
There is no basis to change these historical arrangements. (e) The 
proposal of the Organization is in effect a general increase since it is 
designed to provide increases for virtually all employees in the desig- 
nated classifications. Such an increase would destroy the pattern 
settlements of 1953-54 and disrupt the existing pattern of peace in the 
industry. (f) Such a general increase would impose a financial burden 
that would endanger the financial health of the railroad industry. 

(27) In  the view of the Board~ the crucial issue at this point is the 
relation between weight on drivers and the length of trains and the 
work performed by train service employees. The graduated ri~tes Of 
pay for engineers and firemen were originally adopted and standard- 
ized~ as Section I I I  of this report shows~ ingeneral recognition of the 
fact that the skill~ effort and responsibilities of the engine crew varied 
directly and uniquely with the size of locomotives~ as measured by 
weight on drivers. Graduated rates of pay based onweight on drivers 
should be extended to train service employees only on a comparable 
showing that variations in weight on drivers directly and consistently 
reflect variations in the work performed by train service classifications. 

,2" -  
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I t  is agreed that there is some relation between weight on drivers 
and length of train on a single division. 

* * * t h e  r a i l r o a d s  w o u l d  n o t  s e n d  a boy  to  do a m a n ' s  work .  ( T r .  1158.) 

I t  is also clear that over recent years there has been a tendency for 
both average weight on drivers and average length of trains to in- 
crease (Employees' Ex. 4, p. 5). But such average relationships do 
not in themselves constitute a basis to add new elements to the com- 
pensation system. 

± component of compensation should meet the test of equitable 
treatment among employees similarly situated. The Board has hence 
been concerned with the stability and consistency of the relation be- 
tween weight on drivers and train length and job content. I f  the 
same weight on drivers is associated with wide variations in train 
length and job content (and if considerably different weights on 
drivers are found with the same train length and job content), then 
under the Organization's proposal similarly situated employees would 
be treated differently and the compensation system would not be 
equitable among different employees. 

(28) The record contains considerable evidence on the relation of 
weight on drivers to train length. (Employees' Exs. 4; 10, pp. 8-13 ; 
15, pp. 40-47; Carriers' Exs. 23, 24, 26, 27, 28, 44, 52-57.) On review 
of this material, the Board is impressed with the large number of 
factors other than weight on drivers which appear to have an inde- 
pendent influence on train lengths. 

(a) Greater weight on drivers may be designed to increase the 
speed of a train of a given length. Indeed, the correlation between 
speed (time on duty) and weight on drivers is as high or higher than 
that between length of train and weight on drivers. (Carriers' Ex. 
55.) 

(b) The volume of available business, or type of business, is an 
independent factor influencing length of train, particularly for fast 
freight trains operating on an established schedule. 

(c) The physical conditions of the run, i. e. grades and curves, 
length of sidings; weather conditions, and congestion in yards, inde- 
pendently affect the amount of power and train length. 

(d) Diesel power is used in "cycles" over a number of divisions, 
with the consequence that trains of varying length are handled with a 
given weight on drivers on any one division. 

(e) I t  is necessary to distribute diesel power throughout a railroad 
property to maintain an operating balance. As a consequence, a 
larger number of diesel units may be used on a train of given length 
in order to redistribute locomotives. 

(29) The Board concludes on the evidence before it that the pro- 
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posed graduated rate of pay tables based on weight on drivers of 
locomotives should not be extended to train service employees. Th~ 
relationship of the work of these employees to the weight of the 
locomotives behind which they work is not sufficiently clear~ direct, 
and consistent to warrant incorporating in their wage structure the 
formula which has been applied over the years for computing the pay 
of the engine crew. Conductors working behind locomotives with the 
same weight on drivers often have very different assignments. 

The Board is also impressed with the complex task of revision in a 
large number of pay rules~ such as terminal delay and deadheading 
rules (Carriers' Ex. 4) that would be required in order to determine 
a day's pay or the rate of pay under varying circumstances should 
graduated rates of pay based on weight on drivers be adopted. The 
specific proposal of the Organization for graduated rates of pay 
would not in fact restore the wage relationships sought by the Organi- 
zation~ and would substantially distort the relationships among classes 
of service on account of the very large effect of the proposed graduated 
tables on basic daily rates of train service employees in through freight 
service. (Carriers' Ex. 18, p. 8.) 

(30) The Board has reached no conclusion regarding any other 
method of graduated rates of pay for train service employees other 
than weight on drivers which was the method first proposed by the 
Organization in its proposition of March 15, 1949. The Board does 
not believe that the record of this case is sufficiently focused upon the 
issues involved in other methods of graduated rates of pay to warrant 
a considered judgment on their equity or practicality. 

The Board recognizes that the substantial disparity in average 
basic daily rates between conductors and the engine crew in through' 
freight service~ found in paragraph (24) above~ is an average figure. 
The disparity has not grown in the same degree for all train assign- 
merits. The disparity has clearly grown most where heavier power 
has been used. 

(31) The Board makes brief comments on the discussion by the 
parties of the role of productivity in this case. The Carriers relate 
changes in wages to increases in productivity in the country as a whole. 

* * * the Car r ie rs  a re  no t  opposing the theory  tha t  the i r  employees should 
sha re  in the net  gains which accompany  increased p roduc t iv i ty  o f  the economy 
as a whole. (Tr.  2706.) 

The Organization argues that graduated rates based on weight on 
drivers is required to share in the gains of productivity arising from 
heavier power and longer trains. The Board does not find that the 
contribution of train service employees to railroad productivity in the 
operation of longer trains is clear and definite enough of itself to war- 
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rant special added compensation. The Board believes that in fact all 
employees have shared in the gains of productivity in this industry 
through general wage increases, and road service employees have also 
shared in gains of productivity under the piecework or mileage system 
of pay. Under the mileage system they have had shorter time on duty 
for a given run at the same compensation. 

(32) The record in this case contains a great deal of testimony con- 
cerning the job content of the conductors and brakemen and, indeed, 
of the other principal operating classifications as well. The organiza- 
tion states : 

This Board has before it the most comprehensive descriptions of the job 
content of all four  operating craf ts  that have ever  been offered in one single case 
beJore any E m e r g e n c y  or Arb i t ra t ion  Board  in the his tory ol these types oF 
proceedings. (Summary  Statement,  p. 73.) 

But the Board has had no opportunity to make a first-hand study of 
the work of the train crew as a whole. Its assignment is limited to a 
dispute between the ORC&B and the Carriers. I t  has been permitted 
to see the work of the engine crew only by mirrors which reflect the 
views of others than the workers themselves who are engaged in the 
engine classifications. 

The considerable evidence on job content of train service employees 
is also difficult to evaluate because there is no recognized standard 
in this industry by which elements of the duties, skills, responsibilities, 
and hazards of a job can be weighed or combined. The testimony of 
the Carriers is that jobs have become easier and less hazardous. The 
Organization holds that the labor, responsibility and hazard of jobs 
have become greater with longer trains and increased speeds. How 
is one to measure the change in any one element of a job such as the 
responsibility or hazard .~ How is one to combine these various ele- 
ments into a judgment as to the change in the job as a whole~ The 
breakdown of jobs into the number of minutes spent at each operation 
is not necessarily an index of the relative worth or ranking of jobs 
for setting wage rates. (Carriers' Ex. 28, pp. 5-6.) 

There is a further fundamental difficulty with the job content evi- 
dence presented by both parties. The relation between variations in 
actual job duties and compensation is quite different for craft occupa- 
tions than for production or office jobs. Among a family of related 
production jobs, even relatively minor variations in job content typi- 
cally result in changes in wage relationships. But craft wage rates 
are not set in such close relation to job content, and gradual changes 
in duties are not likely to be reflected in wage changes. Craftsmen 
are more apt to be paid for what they are capable of doing than what 
they actually do. Craft wages are more influenced by wage relation- 
ships and other such factors determining wages than by changes in 
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job content. While these observations are drawn from the experience 
of industry generally~ they also appear to apply to the principal oper- 
ating classifications on the railroads which are well recognized crafts 
or occupations. 

Evidence on changes in job content is even further complicated by 
the practice of varying the number of conductors and brakemen as- 
signed to a train. The duties on a train may change, but the number 
of men assigned may also vary. 

The Board does not believe that changes in job content, except in 
extreme cases o f  changes in duties, is an operational standard by 
which to appraise relative wage relationships among operating classi- 
fications on the railroads in the absence of  recognized or agreed upon 
standards of measuring job content as a whole. I t  appears that as in 
industry generally~ physical effort has become less important, jobs 
are more pleasant and safer, while responsibility has increased. (Tr. 
1462.) But there are no objective standards on the railroads to make 
additive these various changes in the elements of a job. 

(33) Carriers lay great stress on the pattern settlement of wage 
movements. They vigorously resist efforts of individual groups from 
progressing to success pleas for special consideration independent of 
general wage adjustments. While conceding the need to rectify gross 
inequities, they insist that the inequity must be one Which is recognized 
Within the whole category of labor organizations. The pressures for 
uniformity are such that any deviation causes a multitude of demands 
to sprout for identical favors in wage rates or conditions o f  em- 
ployment. 

The posi¢ion of the Organization is, however, that the extension 
of the weight on drivers table following the recommendation of the 
1943 Emergency Board in the First  Diesel case was itself a deviation 
from the pattern settlement and has resulted in grave and continuing 
inequity against conductors and brakemen. Carrier witnesses admit 
that the extension did result in giving an advantage to the engine 
crew, though they deny that the wider disparity in  wage rates has 
resulted in an inequity to Che trMn crew. (Tr. 2352.) 

While the Board is mindful of the fear of the Carriers that any 
concession to an eanployee organization will upset carefully and pain- 
fully determined uniform settlements of issues, it feels that this 
case should be considered on i~s merits. This Organization has pur- 
sued this demand with persistenc~ and diligence, has kept it  alive 
through the various stages of negotiation and in agreeing to the 
pattern settlement of 1953--54 expressly reserved freedom to progress 
this specific demand. 

The Board believes Chat the 1953--54 wage movement has in fact 
been completed and that this cas~ aaad other pending operating de- 
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mands concern a subsequent movement. Moreover, the pattern set- 
tlement principle applies with particular force to general wage 
changes and is not relevant ~o changes in wage structures designed 
to correct genuine inequities. 

(34) The ability to pay evidence and argument of the parties, as 
a consequence of earlier conclusions i n  this discussion~ is of much 
less significance in this case than it would be in one involving a gen- 
eral wage increase or propositions which added considerably to labor 
costs. The recommendations of this Board involve no change in the 
average basic daily rates of employees in passenger servicer yard 
service or local or way freight service. Through freight conductors 
numbered 8,982 in the second quarter of 1954, out of a total of 23,822 
in the three classes of road service, or out of a total of 45,520, if yard 
foremen are included. (Carriers' Ex. 8, p. 13, 17.) The proposed 
change in wage structure will have a relatively small impact on rail: 
road labor costs. The burden of added costs will fall on that class 
of service in the relatively strongest financial position. 

(35) The Board has concluded that the disparity in average daily 
rates for conductors i n  through freight service ~hat has arisen in 
recent years constitutes an inequity which should be corrected. 

T h e  R a i l r o a d s  do not  t ake  the  pos i t ion  t h a t  cor rec t ion  of  a genu ine  inequ i ty  
or  inequa l i ty  is beyond  the  d i sc re t ion  of an  emergency  board.  ( C a r r i e r s '  Br ie f ,  
p. 33, Tr.  2364.) 

The Board believes there are clear and compelling reasons for this 
conclusion, wlfich are in summary as follows: The displacement 
in average basic daily rates in through freight service has been pro- 
nounced and rapid in recent years. I t  stands out sharply in com- 
parison to all other wage relationships among operating classifica- 
tions. The close working associations of all members of the train 
crew has accemtuated the problem and helped to crea~e a sense of 
injustice and injury. I t  is our judgment on the evidence that the re- 
sponsibility of the conductor on long fast freight trains has increased. 
The conductor is the superior officer of the ~rain, and is so recognized 
by the Carriers~ by fellow employees, and by the public. When his 
relative pay position in comparison with that of engine service em- 
ployees with whom he works has substantially and rapidly deteri- 
orated as is true in through freight service, he not only suffers inequity 
as to his pay but also in the prestige which properly attaches to the 
position he holds in the industry. 

(36) While the conclusions of Emergency Board 81 which consid- 
ered this same issue in its Report dated June 15, 1950~ are not binding 
on this Board, our conclusions are entirely consistent. Wet too, have 
concluded~ on the evidence presented~ that the proposed graduated rate 
of pay tables based on weight on drivers of locomotives should not be 
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extended to train service employees. We find, however, a distortion 
in wage relationships which merits correction. The disparity has 
grown sharply since the date of that report. 

(37) The Board has carefully considered the relation between its 
recommendation for a comprehensive review of the operating wage 
rate structure and its conclusions that an inequity has arisen in the 
average basic dailyrates for through freight conductors. I t  might 
be held that no single change in wage rate structure should be made 
without the prior completion of the type of comprehensive review by 
all parties that is recommended in this report. (Tr. 1535.) 

Much might be said for such a view, if the proposal before this 
Board had just been initiated, and if the disparity was relatively minor 
or marginal. But in the present case the proposition of the Organi- 
zation dates from March 15, 1949. I t  is of long standing and has been 
the source of most serious controversy. The disparity in through 
freight service has risen sharply in recent years. Under these circum- 
stances the Board believes it would be unjust to postpone indefinitely 
the correction of the disparity in through freight service. This does 
not mean that the Board believes any less in the necessity for the com- 
prehensive review; it believes on the considerable evidence before it 
that such a review would in fact provide a correction for this inequity 
in view of its demonstrable existence. 

The parties need not at the present time develop a final solution to 
this inequity in through freight service. They may prefer an interim 
arrangement pending the completion of the more comprehensive wage 
rate structure review. 

RECO:~M'EI~DATION 

The Organization and the Carriers should resume collective bar- 
gaining negotiations to settle this dispute by agreement in accordance 
with the following recommendations: (a) The Organization with- 
draw its proposal for graduated rate of pay tables based upon weight 
on drivers. (b) The Carriers and the Organization agree upon an 
increase in compensation designed to eliminate the inequity in the 
average basic daily rates of conductors in through freight service that 
has arisen in recent years. One method to accomplish this purpose 
would be to increase the basic daily rates for conductors in through 
freight service. Other methods will occur to experienced negotiators 
that may be even more suitable. 

By this recommendation the Board seeks to remove barriers which 
have blocked previous settlement of this dispute and to point up a more 
limited area of negotiation in which it believes experienced negotia- 
tors will reach a fair and equitable solution to the problem presented 
to this Board. 
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VII. RECOMMENDATIONS 

(1) There should be established a commission to review and to mod- 
ernize the wage rate structure as a whole of the operating classifica- 
tions in the railroad industry. We believe that such a comprehensive 
review is long overdue and its essential to the correction of wage in- 
equities, to mutually constructive industrial relations and to the effi- 
cient operation of the railroads. I t  is recommended that such a com- 
mission be established in accordance with the principles and guide- 
posts outlined in the above discussion. 

(2) The Organization and the Carriers should resume collective 
bargaining negotiations to settle this dispute by agreement in accord- 
anco with the following recommendations: (a) The Organization 
withdraw its proposal for graduated rate of pay tables based upon 
weight on drivers. (b) The Carriers and the Organization agree 
upon an increase in compensation designed to eliminate the inequity 
in the average basic daily rates of conductors in through freight serv- 
ice that has arisen in recent years. One method to accomplish this 
purpose would be to increase the basic daily rates for conductors in 
through freight service. Other methods will occur to experienced 
negotiators that may be even more suitable. 

Respectfully submitted. 
EDWARD M:. SHAICeE~ Ghai~rtan. 
CHARLES A. SPRAQIIE, Member. 
JOHN T. DUNLOP, Member. 
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A P P E N D I X  A 

E X E C U T I V E  ORDER 10578 

CREATING AN E]~IERGENCY BOARD TO INVESTIGATE A DisPerE BE~N 
CERTAIN CARRIERS REPRESENTED BY THE EASTERN, WESTEmV, AND 
SOUTHEASTERN CARRIERS' CONFERENCE CO~_ITrEES AND CERTAIN. OF 

THEIR E~PLOX~EES 

W H E R E A S  a dispute exists between certain carriers represented 
by the Eastern, Western, and Southeastern Carrier's Conference Com- 
mittees which are designated in List A attached hereto and made a part  
hereof, and certain of their employees represented by the Order of 
Railway Conductors and Brakemen, a labor organization; and 

W H E R E A S  this dispute has not heretofore been adjusted under the 
provisions of the Railway Labor Act, as amended; and 

~VHEREAS 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, T H E R E F O R E ,  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 shah be 
pecuniarily or otherwise interested in any organiz.',£ion of employees 
or any carrier. 

The board shall report its findings to the President with respect 
to the said dispute within thir ty 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. 

DWmHT D. EXSENHOWFm. 
T~E WHITE HOIISE, 

November ~3, 1955. 
(63) 



A P P E N D I X  B 

LIST OF APPEARANCES IN BZHALF OF Tm~ CARRrERS 

EASTERN CARRIERS' CONFERENCE COMMITTEE 

L. W. Horning (chairman),  vice president, personnel, New York Central System. 
E. P. Gangewere, vice president, operation and maintenance, Reading Co. 
F. J. Goebel, vice president, personnel, Baltimore & Ohio Railroad. 
H. E. Jones, chairman, executive committee, Bureau of Information of the East- 

ern Railways. 
J. W. Oram, assistant vice president, operation-personnel, Pennsylvania Railroad 

System. 
G. C. White, assistant  vice president, Erie Railroad Co. 

WESTERN CARRIERS' CONFERENCE COMMITTEE 

D. P. Loomis (chairman),  chairman, the Association of Western Railways. 
C. M. Buckley, assistant  to vice president, Southern Pacific Co. 
L. D. Comer, assistant to vice president, the Atchison, Topeka and Santa Fe 

Railway. 
E. J. Connors, vice president, Union Pacific Railroad. 
T. Short, chief personnel officer, Missouri Pacific Lines. 
J. E. Wolfe, assistant vice president, Chicago, Burlington and Quincy Railroad. 
R. F. Welsh, executive secretary, the association of Western Railways. 

SOUTHEASTF_~N CARRIF_,RS' CONFERENCE COMMITTEE 

W. S. Baker (chairman),  assistant vice president, Atlantic Coast Line Railroad. 
B. B. Bryant,  assistant  vice president, Chesapeake & Ohio Railway. 
Fred A. Burroughs, assistant  vice president, Southern Railway. 
F. K. Day, Jr. (vice chairman),  assistant general manager, Norfolk & Western 

Railway. 
G. C. Howard, director of personnel, Louisville & Nashville Railroad. 
C. A. McRee, assistant  vice president, Seaboard Air Line Railroad. 
A. J. Bier, manager, Bureau of Information of the Southeastern Railways. 

COUNSEL FOR THE CARRIERs' CONFERENCE COMMITTEEs 

S. R. Prince, Jr., general attorney, the Baltimore & Ohio Railroad Co. 
J. A. Wilcox, general attorney, Union Pacific Railroad. 
T. C. DeButts, assistant  counsel for the Carrier Members, F i rs t  Division, Na- 

tional Railroad Adjustment Board. 
Frederic W. Hickman, John C. Walker, and Howard Neitzert, Sidley, Austin, 

Burgess & Smith, Chicago. 
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LIST OF APPEARANCES IN BEHALF OF THE ORDER OF RAILWAY CONDUCTORS 

AND BRAKEMEN 

R. O. Hughes, president. 
J. A. Paddock, senior vice president. 
O. D. Hinman, vice president. 

EXECUTIVE COMMITTF_~ 

M. J. Milner, Great  Northern. 
L. J. Wagner, Duluth, Missabe & Iron Range. 
P. I. Hylton, Union Pacific, South Central District." 
D. A. Melbourne, Elgin, Joliet  & Eastern. 
J. W. Kilgour~ Chicago & North Western. 
J. R. Kelly, Reading Co. 
S. E. Shipley, Pit tsburgh & Lake Erie. 
W. E. Muldoon, Central Vermont. 
D. J. Humphrey,  Chesapeake & Ohio, Hocking Valley District. 
A. DeWaters,  Staten Island Rapid Transit .  
W. E. King, Atlantic Coast Line. 
J. A. Raynes, Southern Ra i lway .  
J. A. Scott, Georgia Railroad. 
E. L. Sutton, Norfolk Southern. 
W. W. Cochrane, Seaboard Air Line. 
E. L. Oliver, Economist, Labor Bureau of Middle West, 1001 Connecticut Avenue, 

Washington, D. C. 
V. C. Shutt leworth and 
Ha r r y  Wilmarth, general counsel for  the Order of Railway Conductors and Brake- 

men, of the firm of Elliott, Shuttleworth & Ingersoll, 1120 Merchants National 
Bank Building, Cedar Rapids, Iowa. 



A P P E N D I X  C 

CAP~IF~S AS LISTED BY I~EOIONS 

EASTERN REGION 

Baltimore and Ohio Rai l road Co. : Staten Island Rapid Trans i t  Railway Co. 
Central Railroad Co. of New Jersey. 
Central  Vermont Railway, Inc. 
Chicago, Indianapolis & Louisville Railway. 
Delaware & Hudson Railroad Corp. 
Detroi t  & Toledo Shore Line Railroad. 
Grand Trunk Western Railroad Co. 
Lehigh & New England Railroad Co. 
Lehigh Valley Railroad Co. 
Monongahela Railway. 
New York Central System: 

New York Central Railroad, Buffalo and east. 
New York Central Railroad, west of Buffalo. 

Ohio Central Division. 
Michigan Central Railroad. 
Cleveland, Cincinnati, Chicago & St. Louis Railway. 

Peoria  & Eas tern  Railway. 
Boston & Albany Railroad. 
Pit tsburgh & Lake Erie  Railroad. 

New York, Chicago & St. Louis Railroad Co., Wheeling and Lake Erie District. 
Pi t tsburgh & West Virginia Railway Co. 
Reading Co. 

WESTERN REGION 

Atchison, Topeka & Santa Fe Rai lway:  

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

Camas Pra i r ie  Railroad Co. 
Chicago & North Western Railway. 
Chicago, Burlington & Quincy Railroad. 
Chicago Great  Western Railway Co. 
Chicago, Milwaukee, St. Paul  & Pacific Railroad. 
Chicago, Rock Island & Pacific Railroad Company : Joint  Texas Division of 

C. R. I. & P. Railroad and For t  W. & D. Railway. 
Chicago, St. Paul, Minneapolis & Omaha Railway. 
Denver & Rio Grande Western Railroad. 
Duluth, Missabe & Iron Range Railway. 
Elgin, Joliet & Eastern Railway. 
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WESTERN RzeION--Cont inued 

For t  Worth and Denver Railway. 
Great  Northern Railway Co. 
Gulf Coast Lines:  

Asherton & Gulf Railway. 
Asphalt Belt Railway. 
Beaumont, Sour Lake & Western Railway. 
Houston & Brazos Valley Railway. 
Houston North Shore Railway. 
Iberia, St. Mary & Eastern Railroad. 
New Iberia & 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 ValleyRailway.  
Sugar Land Railway. 

Illinois Central Railroad Co. 
International-Great  Northern Railroad 
Kansas Cit~ Southern Rai lway:  Arkansas Western Railway. 
Kansas, Oklahoma & Gulf Railway:  Oklahoma City-Ada-Atoka Railway. 
Louisiana & Arkansas Railway. 
Minneapolis & St. Louis Railway Co. 
Minneapolis, St. Paul & Sault Ste. Marie Railroad Oo. 
Missouri-Kansas-Texas Railroad Co.: Missouri-Kansas-Texas Railroad Co. of 

Texas. 
Missouri Pacific Railroad Co. : Missouri-Illinois Railroad. 
Northern Pacific Railway Co. 
Northwestern Pacific Railroad. 
Oregon, California & Eastern  Railway Co. 
St. Louis-San Francisco Railway Company: St. Louis, San Francisco & Texas 

Railway. 
San Diego & Arizona Eas tern  Railway. 
Southern Pacific Co. (Pacific Lines) excluding former I~l Paso & Southwestern 

System. 
Southern Pacific Co. (Pacific Lines) former El Paso & Southwestern System. 
Spokane, Port land & Seattle Rai lway:  

Oregon Electric Railway. 
Oregon Trunk Railway. 

Texas & New Orleans Railroad. 
Texas and Pacific Rai lway:  

Abilene & Southern Railway. 
Texas-New Mexico Railway. 
Texas Short Line Railway. 
Weatherford Mineral Wells & Northwestern Railway. 

Union Pacific Railroad. 
Wabash Railroad-- l ines west of Detroit. 
Western Pacific Railroad. 
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SOUTHEASTERN REGION 

Atlant ic  Coas t  Line  Ra i l road .  
A t l an t a  & Wes t  P o i n t :  Wes te rn  R a i l w a y  of Alabama.  
Cent ra l  of  Georgia  Ra i lway .  
Char les ton  & W e s t e r n  Caro l ina  Ra i lway .  
C h e s a p e a k e  & Ohio R a i l w a y  ( includes  P e t e  Marque t t e  D i s t r i c t ) .  
F lo r ida  E a s t  Coas t  Ra i lway .  
Georgia  Ra i l road .  
Gulf,  Mobile & Ohio Ra i l road .  
Louisvi l le  & Nashv i l l e  Ra i l road .  
Nashvi l le ,  C h a t t a n o o g a  & St. Louis  Ra i lway .  
Norfo lk  Sou the rn  R a i l w a y  Co. 
Norfo lk  & Wes t e rn  Ra i lway .  
Richmond,  F r e d e r i c k s b u r g  & Po tomac  Rai l road .  
Seaboard  Air  L ine  R a i l w a y  Co. 
Southern  R a i l w a y  ( includes  S ta te  Univers i ty  R a i l r o a d )  : 

A l a b a m a  G r e a t  Sou the rn  R a i l w a y  Co. ( includes Woods tock  
Ra i lway .  

Cincinnat i ,  New Or l eans  & Texas  Pacific Rai lway.  
Georgia  Southern  & F l o r i d a  Ra i lway .  
H a r r i m a n  & N o r t h e a s t e r n  Ra i l r oad  Co. 
New Or leans  & N o r t h e a s t e r n  Rai l road .  

Tennessee  Cen t ra l  R a i l w a y  Co.  
Virg in ian  R a i l w a y  Co. 

ORGANIZATION 

Orde r  of Ra i lway  Conductors  and  Brakemen .  
Genera l  Offices: Cedar  Rapids ,  I o w a  

& Blocton 
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