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LETTER OF TRANSMITTAL
SETTING FORTH RECOMMENDATIONS

Washington, D. C., November 5, 1941
THE PRESIDENT
The White House

MR. PRESIDENT :

The Emergency Board appointed by you on September 10, 1941, in
accordance with the provisions of the Railway Labor Aect, has the
honor to submit herewith its findings and recomimendations based upon
the record made by the parties at the Board’s hearings on the pending
nation-wide railway labor disputes.

The Report of the Board sets forth in some detail the pertinent
surrounding facts and circumstances involved in the disputes, the
contentions of the parties, and the Board’s findings and recommmenda-
tions on each of the issues of the case. Subject to eertain modifica-
tions and qualifications as stated in the Report, the major recom-
mendations of the Emergency Board are as follows:

(1) The Board believes that the many uncertainties besetting any
analysis of the economy of this country for the duration of the
existing national emergency make it unwise to recommend changes
in basie wage rates at this time except for minimum rates hereinafter
suggested for the railroads. Tlierefore, all wage increases recom-
mended by the Board are proposed as temporary additions to wages,
effective as of September 1, 1941, and to terminate automatically on
December 31, 1942, unless the parties extend the arrangement by
agreement. This Board recommends that on or about December 31,
1942, the wage struecture in the railroad industry should be examined
in light of the existing economic conditions of the railroad industry
and of the country.

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

(3) The employees in the Fourteen Cooperating Railroad Labor
Organizations should receive an addition of 9 cents per hour—equiv-
alent to an average increase of thirtcen and one-half percent.

(4) A week’s vacation of six consecutive working days, effective
January 1, 1942, should be granted during the year of 1942 and each
year thereafter to those employees of the Fourteen Cooperating Rail-
road Labor Organizations who were regularly attached to the railroad
industry during the year preceding their vaeation.

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

(5) The rules dispute between the carriers and the employees in
the Fourteen Cooperating Railroad Labor Organizations should be
re-submitted for further consideration and determnination under the
procedures of the Railway Labor Aet. This Board assumes that
whatever changes may be made in the application of present rules,



the basic guarantees to railroad labor as to seniority and ecraft and
class lines will be preserved.

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

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

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

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

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

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

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

The members of the Board await your further pleasure.

Respectfully submitted,
WaYNE L. Morsg, Chairman
TaOMAS REED POWELL Josepa H. WiLLits
James C. BonNBRIGHT Huston THOMPSON
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REPORT TO THE PRESIDENT BY THE EMERGENCY
BOARD APPOINTED SEPTEMBER 10, 1941 UNDER
SECTION 10 OF THE RAILWAY LABOR ACT

To investigate the facts as to the disputes between certain common
carriers by rail and certain of their employees respecting vacalions
with pay, rules of service, and wage increases, and to report thereon.

II. INTRODUCTION

The jurisdiction, powers and duties of this Emergency Board were
created and established by the terms of a proclamation issued on Sep-
tember 10, 1941, by President Franklin D. Roosevelt.

The proclamation reads:

“WIIEREAS the President, having been duly notified by the
National Mediation Board that a dispute between the carriers listed on
the attached exhibit “A”*® and certain of their employees as they are
represented by the following labor organizations:

Brotherhood of Locomotive Engineers
Brotherhood of Locomotive Firemen and Enginemen |
Order of Railway Conductors of America .
Brotherhood of Railroad Trainmen ‘
Switchmen’s Union of North America

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

International Association of Machinists

International Brotherhood of Boilermakers, Iron Ship Builders
and Ilelpers of America

International Brotherhood of Blacksmiths, Drop Forgers and
Helpers

Sheet Metal Workers’ International Association

International Brotherhood of Electrical Worlkers

Brotherhood Railway Carmen of America

International Brotherhood of Firemen, Oilers, Helpers, Round-
house and Railway Shop Laborers

The Order of Railroad Telegraphers

Brotherhood of Railway and Steamship Clerks, Freight HHandlers,
Txpress and Station Employves

Brotherhood of Maintenance of Way Employes

® See Appendix C-1.
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Brotherhood of Railroad Signalmen of America

National Organization Masters, Mates and Pilots of America
National Marine Engineers’ Beneficial Association
International Longshoremen’s Association

“WITEREAS the President, having been duly notified by the Na-
tional Mediation Board that certain disputes beween the carrier listed
on the attached exhibit “C”* and certain of its employees as they are
represented by the following labor organizations:

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

International Association of Machinists

International Brotherhood of Blacksmiths, Drop Forgers and
Ielpers

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

“NOW, THEREFORE, I, FRANKLIN D. ROOSEVELT, Presi-
dent of the United States of America, by virtue of the power vested in
me by the Constitution and laws of the United States, and by virtue of
and under the authority in me vested by section 10 of the Railway
Labor Act, as amended, do hereby create a board to be composed of
five persons not pecuniarily or otherwise interested in any organiza-
tion of railway employees or any carrier, to investigate the aforemen-
tioned disputes and report its findings to me within 30 days from
this date.

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

“All expenditures of the Board shall be allowed and paid for out of
the appropriation ‘National Mediation Board Appropriation Act,
1942’ on the presentation of itemized vouchers properly approved by
the chairman of the Board hereby created.

“IN TESTIMONY WHEREOT, I have hereunto set my hand and
caused the seal of the United States to be affixed.

“DONE at the City of Washington this 10th day of September in
the year of our Lord one thousand nine hundred and forty-one, and
of the Independence of the United States of America the one hundred
and sixty-sixth.”

® See Appendix C-1, Exhibit *‘C.” referring only to Rallway Expresss Agency, Inc.
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On September 11, 1941, the President appointed the following per-
sons as members of the Emergency Board : Wayne Li. Morse of Oregon,
Chairman ; Thomas Reed Powell of Massachusetts, James C. Buubright
of New York, Joseph H. Willits of New York, and Huston Thoipson
of the District of Columbia. The letter of appointment received by
the members of the Board from the President stated in part:

“The Board will organize and investigate promptly the
facts as to such dispute, and on the basis of facts developed,
make every effort to adjust the dispute and make a report
thereon to me within thirty days from September 10, 1941.”

The time for ecompleting the Board report was extended to November
1, 1941, by written stipulation of the parties approved by the President
-on September 16, 1941, and further extended by written stipulation
until November 5, 1941, approved by the President October 22, 1941.®

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

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

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

Appearances for the Carriers’ Vacation Conference Committee were

® See Appendix B.
** See Appendix C.2 and C-3.
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entered by Joseph F'. Johnston, R. J. Hagman, and E. R. Brumley, its
attorneys.

The Railway Express Agency appeared in its own behalf, and ap-
pearances were entered for it by Albert M. Ilartung, L. P. Bergman,
C. J. Leary, W. J. MacGreevy, and J. E. Skaggs, its attorneys and
officers. The Agency employees, consisting of members of the Clerks,
Blacksmiths, and Machinists Organizations, were represented by the
Conference Committee of the IFourteen Cooperating Organizations,

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

W. R. McMunn appeared specially in behalf of Merchants’ Despatch
Transportation Corporation to protest its inclusion in the present in-
vestigation and report, upon the ground that the company operates a
private refrigerator car line only.

The Toledo, Peoria & Western Railroad appeared by Robert G.
Sprague, its attorney. The jurisdiction of the Board was conceded.
However, Mr. Sprague asked that the Board’s recommendation as to
this carrier be limijted to rates of pay for power house and railway
shop employees, contending that only these wage rates were in disoute,
as shown by the records of the National Mediation Board.

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

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

III. BACKGROUND OF THE PRESENT CONTROVERSY

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

The proposal for vacations with pay was initiated on May 20, 1940,
by a notice served by some or all of the non-operating organizations
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on some or all of the rail carriers in each of the Eastern, Southeastern,
and Western regions. Thus the vacation dispute is one between sub-
-stantially all non-operating employees and substantially all carriers,
except the Railway Express Agency.

Five days after the vacation proposal, on May 25 1940, most of the
Western carriers served a counter proposal for a reduction in pay
to offset any increase in costs in case vacations with pay should become
effective. None of the Eastern and Southeastern carriers joined in
this counter proposal.

Conferences on the vacation issne were held on the individual prop-
erties, but no agreements were reached. 1t was not until some eight
months later, on Ifebruary 15, 1941, that the fourteen non-operating
organizations submitted a strike ballot to their members. On March
14, 1941, the National Mediation Board proffered its services, and
mediation procecdings were conducted in Washington, D. C., betwecn
March 14 and May 31, 1941. On this latter date the Mediation Board
advised the conference committees of the employee organizations and
of the carriers that no further mediation was possible. It then prof-
fered zrbitration, which on June 16, 1941, was declined by the organi-
zations representing the employees.

In the meantime, issues as to rules of service and as to wages had
arisen. On May 26, 1941, all of the Eastern and Western major trunk
line carriers notified the five transportation organizations, represent-
ing the operating employees, of proposed changes in rules of service.
The Southeastern carriers made similar proposals to the operating
organizations on June 2. Seven days later those Western carriers
whieh had proposed changes in the operating rules presented to the
fourteen non-operating organizations proposals to chauge the non-
operating rules. In this they were joined by all but two of the South-
eastern carriers. The Eastern carriers joined in tlje proposals to
change the operating rules but not in those which affected the non-
operating rules,

Conferences between the carriers and the two groups of employvees
involved in the rules issue were held in Chicago from July 24 to July
31, 1941. The rules proposals were rejected by the operating brother-
hoods on July 30 and by the non-operating organizations on July 31,
and on these two days the disputes were submitted by the carriers to
the National Mediation Board.

Meanwhile the wage issue had been initiated on June 10, 1941, by
notices sent by some or all of the five operating brotherhoods to the
carriers listed in Exhibit “A” of the President’s proclamation, and
by notices sent by some or all of the fourteen non-operating organi-
zations to the carriers listed in Exhibits “B” and “C” of the President's
proclamation. The proposal of the operating brotherhoods was that,
effective July 10, 1941, all existing basic daily wage rates be inereased
30 percent with a minimum money increase of $1.80 on the minimum
day. That of the non-operating organizations was that, effective July
10, 1941, wages be increased by applying to all rates then in effect
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an increase of 30 cents an hour, with a minimum hourly wage of 70
cents.

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

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

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

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

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

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

IV. THE ISSUES PRESENTED TO THE BOARD
1.

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

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

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

Only the Western and Southeastern carriers presented proposals
to the non-operating employees for changes in rules of service. The
rules proposals made by all carriers to the operating cmployees were
postponed for continued mediation pending the report of this Board
on the wage issue. Those made to the non-operating emplovees were
submitted to the Board, but counsel for the carriers in his opening
statement relieved the Board from the duty of making speeifie rernm-
mendations for the adoption of the particular changes proposed.

The carriers initially filed with the Board no counter proposals to
the general wage proposals of the employees. Toward the close of
their case in chief, however, the carriers submitted an offer in the
form of a sa-called Tmergency Payment Plan which wounld adjust
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wages for a limited time by variations above but not below the
present basie rates.

A counter proposal initially made by the Railway Express Agency
to its three non-operating ovganizations asked for changes in 1ules
which would bring about a vestoration of the 48-hour weck and for
a madification of the existing vacation rule, so as to equalize past
benefits and the cost of (he proposed wage inerease. Under date of
October 16, 1941, flie formal conlirmation of withdrawal of this coun-
ter proposal was filed with the Board, sueh withdrawal having been
made orally at the opening hearing of the Loard. The Fxpress Ageney
made a separate record belfore the Board and asked for a separate
recommendation “that as to the dispute between the Railway Express
Ageney and its employees represented by the Clerks, Machinists, and
Blacksmiths Organizations, mediation should be resumed” for the rea-
son that the dispute *“was still in mediation when the proclamation
was issued.”

2.

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

“That clfective July 10, 1941, all existing basic daily wage
rates be increased thirty (30) percent with a minimum
money inerease of $1.80 on the minimum day. The same per-
centage of increase applied to the basie day will be applied to
all arbitraries, miscellancous rates or special allowances and
to daily and monthly guarantces.”

Proposal made by the non-operating employees :

“That cffective July 10, 1941, there be applied to all rates
now in effect an increase of thirty (30) cents an hour, pro-
vided that no employee shall be paid less than seventy (70)
ceunts an hour.”

The counter proposal of the carriers presented near the close of tlieir
case before the Board is in summary as follows:

A sliding-scale “emergency compensation payment” to run
from November 1, 1941, to December 31, 1942, effective only
above the basic rates of pay and applicable only to them,
with a ceiling of 15% increase calculated on weekly wages
up to $30.00—that is, a maximum of $4.50 per week for men
receiving $30 or more per week.

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

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

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

“All employees, upon the completion of one year’s service,
and who are regularly employed, shall effeetive with the year
1940 and therecafter be given annually two consecutive calen-
dar weeks vacation with pay.

“All other employees, upon the completion of one year’s
service, shall, effective with the year 1940 and thereafter, be
given an annual vacation of one working day with pay for
each month during which they earned compensation during
the preceding calendar year.

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

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

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

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

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

® See Appendix C-4.
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posal, according to the carriers, was to revise some rules so that, while
recognizing and confirming the existence of craft and class lines, essen-
tial work may be accomplished without disproportionate sacrif.ce of
reasonable efficiency and economy, so that the rules may be clarified to
permit some flexibility in hours, assignments, and starting times, and
so that the revised rules would place on a uniform basis the limitation
provisions for the presentation and handling of claims and grievances
of employees.

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

V. WAGE CONTROVERSIES IN THE RAILROAD INDUSTRY
SINCE 1920

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

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

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

® For a fuller description of the history of railway labor controversies sece the 1938 Report of the
Emergency Board to the President, pp. 3-8.
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eral control of the railways was pending. President Wilson, while
holding that the problems presented by labor should be dealt with after
the roads were returnced to their owners, assured labor that there
would be provided a mechanism for the consideration of their claims.
The Transportation Act of 1920 set up such a mechanism by providing
for the establishment of the Railroad Labor Board which was author-
ized to deal with controversies relating to wages and working con-
ditions.

On July 20, 1920, after considering the claim of railway labor that
wages were inadequate, the Board granted wage increases ranging
from 12.5 percent to 26.2 percent and averaging about 22 percent
for all railroad employees. Due to the business recession of 1920-21,
which caused a substantial decline in net operating income, the car-
riers pressed for a decrease in wages, and procecdings were instituted
before the Board. On June 1, 1921, the Board granted wage reduc-
tions averaging 12.2 percent. Further reductions in wages covering
varying groups of railway employees were granted in 1922.

For a number of reasons both labor and management grew in-
ereasingly disinclinerd to invoke determinations by the Railroad Labor
Board, and undertook to deal with wage problems by direct negotia-
tion. In 1926 the Board went out of existence as a result of the enact-
ment of the Railway Labor Act of that year.

The provisions of the Railway Labor Act of 1926 placed emphasis
upon the settlement of railway labor disputes through processes of
negotiation, mediation, and arbitration. These procedures were used
to dissolve controversies concerning one or another group of employees.
Up to 1929, increases in wages on the basis of individual agreements
were secured by almost all groups of railway employces, though in
general, wage rates equivalent to those established in 1920 werc not
re-established.

The onset of the depression in Jate 1929 ended further upward wage
adjustments. As the depression ueepened and net railway operating
income declined, the carriers undertook to secure a general reduction
in wages. Such a reduction was effected on a national basis by an
agreement, reached on January 31, 1932, between the officials of the
carriers and the representatives of the employee organizations. This
agreement provided that, for a period of one year beginning February
1, 1932, there should be a deduction of 10 percent from the pay check
of each employee covered by existing contracts. This agreement pro-
vided not for a reduction in the basic wage scales then existing, but
for a temporary deduction from basic wages. The agreement was later
extended to October 31, 1933, and again to Jun- 30, 1934.

On April 26, 1934, an agreement was reached hetween the carriers
and railway labor for the restoration of the 1932 deduction. It was
provided that 2% percent be restored on July 1, 1934, an additional
214 percent be restored on January 1, 1935, and the final 5 percent
on April 1, 1935.

In 1937, with the improvement in business conditions, railway labor
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moved to secure an increase in wages. After prolonged negotiation
and mediation, the National Mediation Board, on August 5, 1937, and
on October 3, 1937, succeeded in securing settlements which gave to
substantially all groups of railway labor wage increases amounting to
5 cents an hour for non-operating service and 514 cents an hour for
train and engine service. IHardly had these agreements been rcached
when business recession set in and substantial declines in railway unet
operating income were suffered. This led to an effort on the part of the
carriers to effect wage reductions to the amount of 15 percent.
Negotiations were entered into early in 1938 by the carriers and the
labor organizations to handle the matter on a national basis. Iifforts
to settle the controversy by negotiation and subsequently by edia-
tion were unsuccessful, and it appeared that a nation-wide strike
would be called if the wage reduction proposals of the carriers were
not withdrawn. In view of the seriousness of the situation and the
threat of the interruption of interstate commerce, the President cre-
ated an Emergency Board, under section 10 of the Railway Labor Act,
to investigate and report respecting the dispute. After extended lcar-
ings the Board reported to the President, on October 29, 1938, and pre-
sented its conclusion “that no horizontal reduction upon a national
scale of the wages of railway labor should be pressed by the carriers
at this time.” On November 4, 1938, the railvoads advised the Presi-
dent that the notices for a 15 percent wage reduction would be
withdrawn.

VI. MAJOR CONTENTIONS OF THE PARTIES

The case of all the employees against all the carriers on all the issues
was presented on a consolidated record. The non-operating employees
presented their case first, and the operating employees adopted as
their own much of the testimony and many of the exhibits introduced
on behalf of the non-operating organizations. This was especially true
with respect to the employees’ case on the financial situation of
the carriers. There were, however, separate opening statements and
separate briefs presented on behalf of the non-operating and of the
operating groups.

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

The other carriers were united in their contentions against the
wage proposals of both groups of employees, and the vacation. pro-
posal of the non-operating orzanizations. They were, however, repre-
sented by separate committees on the two issnes, with separate coun-
sel, separate opening statements and separate briefs. There were
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also independent representation, argument, and brief in support of
the rules proposal advanced by the Western and Southeastern car-
riers.

With respect to rules, the earriers involved were the moving party,
and the issue is sufliciently separate from those in the wage and
vacation controversies to make it advisable to state the opposing
contentions in the section confined to the rules dispute. The cem-
ployees advaneed their wage and vacation coutentions equally, and
without differentiation, against all the carriers, except that the Rail-
way LIExpress Agency was inceluded only in the wage dispute. Their
special case against the Express Ag-ney was in the nature of rebuttal
arainst the Ageney's claims of independence, separability, and dif-
ferentiation. These contentions will stand out more eclearly when
summarized in the section confined to the Express Agency.

With these qualifieations we proceed to outline the major eontentions
of the employees and the major contentions of the carrviers. The con-
tentions on both sides were supported by claborate statistical data.
Sueh proof will not be summarized here, but will be dealt with in the
two suceeeding sections on railroad wages and their adequacy and
on the financial situation of the carriers. The summary which fol-
lows is confined to an abstraet of the principal arenments of the
parties, with no implication of concurrence or dissent on our part.

A. CONTENTIONS OF THE EMPLOYEES
1. The Fourteen Cooperating Railroad Labor Organizations.

The employees in the non-operating services based their wnge case
on two main contentions: (1) that the railroad industry is enjoving
a high level of prosperity and can afford to grant wage inercases;
and (2) that both absolutely and relatively the railroad employees
are entitled to the wawe inereases which they have put in issue.

The present prosperity of the carriers is the result of the great
expansion in the volume of traffiz. The employees express their con-
fidence that still further expansion is inevitable. As volume inereases,
net income increases at a still higher rate. The recent improvements
in operating efficiency and in plant and equipment have already
lowered the ratio of wage costs to total costs and will progressively
reduce that ratio as traffic approaches nearer and nearer toward full
utilization of the combined facilities of the carriers. Other costs than
wawes will also be less per unit of traffic as the same rails and equip-
ment are more fully emploved. A still greater enhancement of net
earnings will acerue to those roads which because of past distress
have been reorganized with resulting decreases in their fixed charges.

The present and prospective improvements in the condition of the
railroad industry as a whole will, it is argued, be reflected in corre-
sponding amelioration of the financial status of most individual roads.
If there are still marginal lines which face reorganization. it should
be recognized that some of them have long been in a hopeless condi-
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tion and that some are controlled by more prosperous roads for which
they are remunerative feeders. While the necessity for reorganization
is to be regretted, the necessity is due to already existing conditions
for which reorganization is the imperative cure. The losses to inves-
tors thus registered through reorganization are losses that have long
been accruing or acerued. The remedy of reorganization restores the
industry itself to a firmer financial position with new safeguards
against future deficits in net income. Whatever the unhappy pros-
pects of a few roads, the employces assert that the Board in recom-
mending wage rates for the entire industry should not be infuenced
by the condition of these marginal lines. It would be essentizlly un-
reasonable to penalize the workers of an entire indusiry because of
the uneconomic position or the improvident operation of & small
number of roads.

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

The employees pointed to factors which wonld cushion any post-
war slump such as occurred after the first World War. Even this
recession was a temporary one, and for approximately a decade
thereafter the railroad industry enjoyed great prosperity. The car-
riers, it was protested, advance a peculiar and untenable argument
in respect to cycles of depression and of prosperity. Presumably they
would resist any attempt to raise wage levels in periods of low earn-
ings, yet they similarly resist such efforts in periods of prosperity,
on the theory that, while existing conditions may appear to justify
an increasc in wages, these conditions may not continue. At the
present time, railroad revenues are soaring, properties are being im-
proved, competition is being mastered and financial burdens are being
tichtened. Hence it was concluded that, if ever there was a time when
labor might justifiably press for a larger share in the frnits of the
railroad industry, that time is now.

Apart from the improved financial position of the railroads, the
employees presented a number of reasons as justifying wage increases
and which were summarized under five main heads: (1) wages in
the railroad industry have not improved for twenty years; (2) rail-
road employees possess a high degree of skill in comparison with
employees in other industries and for which they are not adequately
rewarded; (3) railroad wages are lower than those in other and
corresponding employment; (4) railroad employment is irreguiar ;
and (5) the cost of living is rapidly advancing.

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

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

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

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

The only issue presented to the Board by the employees in the
operating serviees was that of an increase of wages. Inasmuch as the
pon-operating organizations had opened the case for the employees
and had dealt at length and in great detail with the financial situa-
tion and prospects of the carrviers, with the claims of the employecs
that their wages were lower than those of employees in similar oceu-
pations in non-railway industries, and with the rising cost of living, the
contentions of the operating brotherhoods on thesz points were maiuly
cumulative and therefore need not be stated in detail.

The basie contentions of the operating brotherhoods were thus
set forth in the introduction to their brief: “The contention of the
operating employes that their wages do not fairly and adequately
compensate them for the services they render and their consaquent
proposal for a wage inercase rest upon the following considerations:

1. The kind and character and characteristies of the work;

2. The increase in the service pertformance and responsibility of
the men since the fixation of wages at substantially the present
level ;

3. The inecreased service performance which is heing demanded,
aud will be demanded of them in the emergency period, upon
whieh we have entered and which will undoubtedly continue
for many months and probably for many years;

4. The wages paid and wage trends in other industries;

5. The rise in the cost of living which has already ensued and
the eertainty of further marked rises.”

In elaboration and support of these main positions. the operating
group advanced a series of more detailed considerations. They laid
emphasis on the fact that the labor of the men in the operating g¢roups
is skilled labor. Their work has also other special characteristies. It
is attended by more than ordinary physical hazard, by heavy responsi-
bility tor the safety of the lives and property of others, by irrogular
day and night, week-day and Sunday ealls to service, by many hours
per month spent away from home. with consequent inerease in living
expenses, and by peeuliarities and difficulties of their tasks whizh are
without conuterpart elsewhere. Over the past twenty years the
service performance of these employces has doubled from the stand-
point of the volume of traffic moved, and has greatly inereased in
responsibility as measnred by the valne of the traffic units moved. The
work of the operating men, though lightened somewhat in physieal
exertion during the twenty-year period, now demands and receives
a higher degree of mechanical knowledge, greater alertness and vigi-
lance, and increased capacity for sound judgment in an emergency.

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

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

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

Finally it was urged that deserved wage increases should not be
deuied for feav that such an increase might further the tendency
toward inflation. While the employees joined with the carriers in a
sincere concern over the possibility of excessive inflation, they insisted
that it is not within the province of an Emergency Board, serving as
an intermediary in the collective bargaining proeess, to attempt to
coutrol or influence such general tendencies by recommending that
an increase in wages, even if deserved, should be withheld, because of
considerations of a publie character that are for other public agencies
to weigh and act upon. A somewhat similar point was made about
the possible effect of wage inereases in furthering the necessity .of
the finaueial reorganization of some of the carviers. If by reason of
high fixed charges there are roads that cannot pay adequate wages
and still meet the interest due to bondholders, then financial reor-
ganization should be regarded as a necessary measure fo put the
enterprisc on a solid footing. :

B. ConrtexTiONS 0F THi: CARRIERS

The contentions of the carriers are much more difficult to state
in summary form, since to a large extent they necessarily consist in
denying, qualifying, or minimizing the arguments of the.employees.
In gencral their position was that the proposals of the men- are
grossly excessive both from the standpoint of the situation of the
employees and from that of the past, present, and prospective earn-
ings of the carviers. Here again, as in the case of the employees,
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extensive statistical data and testimony were offered to support the
positions advaunced.

The chief counsel for the carriers on the wage issue pointed out
in his closing argument that the question of the reasonablenass of
wages does not lend itself to solution by any nice formula. A case
of this kind, he said, is largely a matter of measuring equities a;rainst
equities, of trying to weigh conflicting interests in order to reach an
equilibrium. By way of illustration he noted that wage fixing might
be simple if viewed solely from the standpoint of the immediate
interest of the employecs, without considering their long-run interest,
without considering the interest of the security holders, or of the
shippers, or the national interest in a healthy, robust and thriving
railroad system. It would be equally simple if viewed solely from
the standpoint of any other selected interest in entire disrezard of
all the rest. But all these interests must be put on the scales of
judgment in order to reach a proper halance.

Counsel emphasized the importance of the railway industry in the
national economy, the difficulties with which the industry has heen
beset, the widespread distribution of railroad securities, and the great
volume of employment which the railways provide. The health of the
industry and its continued power to provide ample and efficient
service are, he said, of major importance to the well-being of the
nation.

The carriers presented statistical evidence of the long lean period
of the thirties which hronght about bankrupteies and receiverships
of railroads and caused losses to holders of railroad securities. The
return on capital invested in the industry has so long been inade-
quate that the securing of new capital through long term bonds or
new issues of stock has beecome almost impossible. The rail-
roads, it was asserted, need a net operating income of at least a
billion dollars a year in order to provide for the necessary improve-
ments and additions to structure and equipment, and to pay adenuate
dividends to stockholders. The wage inecrease proposed by the em-
ployees would deprive the carriers of all chanee of compensation
for past deficits and of securing adequate returns to maintain bor-
rowing power. It would, furthermore, throw many roads into rcceiv-
ership and cause additional depreciation in the value of railroad
securities. This would result in suffering not only to private investors
but also to the millions who have a stake in the financial well-heing
of banks, insurance companies, and other institutional holders of
such securities.

Even the present prosperity of the railroads will not bring in 1941
the net income which is essential to financial health in view of the
accumulated deficiencies of the depression years. The current increase
in the volume of traffic is due largely, if not wholly, to the defense
expenditures, and there is no assurance that such a volume of traffic
will be maintained for any considerable period. Those who propose
a wage increase have the burden of proof, and they cannot establish
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that present conditions are more than temporary and that wage
inereases should be granted on the assumption that business expansion
will long continue. It is to be anticipated that, when the defense
emergency is over, traffic volume will decline and the present gains
will disappear. ’

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

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

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

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

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

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

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

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

The carriers coneede the general social desirability of granting
vacations with pay to such regular employees as work substantially
throughout the entire year and who are in a real sense attached to
the industry. Sueh a plan should be devised to provide reasonable
and workable arrangements when it is considered. IIowever, in view
of the defense emergency the plan should not be considered now.
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VII. THE APPRAISAL OF RAILROAD WAGES
Introduction

Are the wages of railway workers inadequate? The employees,
seeing the increases,—actual and prospective,—in the cost of living,
in wages in other industries, and in the prosperity of the railroads,
say that railroad wages are inadequate and demand substantial wage
increases. The railroads, believing that the enrrent prosperity is
temporary, feeling certain that their competitive situation is destined
‘to grow worse after the war, and that their security holders have
taken such a “beating” that their future credit is endangered, insist
that railroad wages—except perhaps for the period of emergency—
are adequate.

What tests can objective observers apply to determine whether the
employees or the carriers are correet? To judge the level of wauges
in an industry is an exceedingly complex task. One would have to
consider justice as betwecn railroad workers and all other groups near
and far that contribute to and share in the national income. One
would have to appraise railroad wage policy in relation to other wage
policies and the effect of all on the ability of the economic system to
achieve its social objectives of high production and full employment.
And one would have to examine the adequacy of wages—especially
among low income groups—in enabling their recipients to realize a
standard of health and decency.

Such issues are among the most leﬁLult of any that face society. And
it is of first importance that society should find honest rather than
merely partisau answers to sueh questions. In its early history this
country depended upon individual bargaining and the adjustments
of the market to determine wages. Today, as a matter of publie
policy, unions are recognized as full partners in industrial affairs, and
wages are determined by collective bargaining under public sanc-
tions. In otlier words, conscious colleetive control has been or is being
substituted for the older individual adjustments of the market. Under
today’s methods, it is of vastly increased importance that we see the
total effects of wage policies and muke decisions in the light of those
effeets.

1t should be said to the everlasting credit of railroad men—both
unions and carriers—that they liave worked out a system of orderly
procedure and, in contrast to the temporary and precarious advan-
tages resulting from policies of direct action, have held resolutely to
the procedure of orderly democratie process at the cost of delay to
themselves. Members of the Board have been inspired by the fairness
and tolerant good humor that has characterized leaders on both sides
even when engaged in tense intellectual struggles. But good temper
and orderly demoecratie procedure can be permanently sustained only
if basie questions in wage policy such as those suggested above can
be answered satisfactorily, These are issues to which society must
find definite answers if it would strengthen the arms of those devoted
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to the demoeratic way of reason and justice and lessen the potency
of those who would use confusion of thought as a justification for
blind force and partisanship. "

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

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

1. Have the hazards of railroad employment and the effort, skill
and responsibility required of railroad workers bzen in-
creasing '

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

3. How do wages in railroads compare with wages in other in-
dustries and oceupations?

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

5. Would an increase in railway wages heighten the menace of
inflation ?

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

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

Tae EFFOrRT, SKILL AND RESPONSIBILITY OF Raiukoap [iazor

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

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

2. The physical hardships of their work,

3. The amount of time not free for their own use thet they
spend at home or away from home while holding themselves
available for railroad service.

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

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

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

Much was said in the course of the proceedings about the physi-
cal hardships of railroad work. Witnesses for the employees supplied
vivid descriptions of the work outdoors, frequently in inclement
weather, of many of the yard service ecrew and the maintenance of
way men; the physical effort required of the firemen in shoveling
great volumes of coal; the dangerous work of the switching crew;
the hazards involved in the brakemen’s and conductors’ work in in-
specting the train while en route; and the great nervous and physical
strain to which the engineer of the high-speed passenger train is
subject. In answer the carriers maintained that improved tools and
machines had not only greatly reduced the burden of manual labor—
a point partly conceded by the employees—but that in the process
the hazards of railroad employment and the discretionary judgment
required of the men had also been reduced. They pointed especially
to the mechanically improved and more comfortable locomotives, the
increasing replacement of hand firing of locomotives by mechanical
stoking, the use of mechanical lubricators, automatic air braking,
automatic couplers, power reverse gear appliances, and automatic
bloeck signal operations. As evidence of reduced hazards of employ-
ment, they introduced statistics showing over two decades a truly
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remarkable decline in the accident rate among employees. In further
response to the contention that increased train speed had increased
nervous strain, they stated that some portion of the benelits of zreater
speed had gone to the operating employees who were enabled 10 earn
their daily wage in fewer hours.

One of the complaints stressed by the operating employees is the
eonsiderable amount of time that many of the train and engine crews
must spend at their “away from home terminal” between runs. The
time thus spent, the employees stated, is unremunerated, disrupts
their home life, and is a source of expense. In rebuttal the carriers
claimed that at least half of the operating men are able to return
home each day as do workers in industry generally; that even the
train and engine erews are at home most of the time when not actually
on duty; that if a man is held away more than 16 hours, time com-
mences against his return trip; that sleeping quarters of a sort are
provided rent-free for certain employees in certain areas; and most
important of all, that the amount of time spent by the men at the
“away from home terminal” has been reduced.

A complaint eclosely linked to the above is the irregularity of call
to which trainmen are subjeet. The operating employees coniended
that trainmen in the “pool” service had to keep themselves available
for call both day and night. The carriers answered that the *“pools”
are run on a first-in, first-ont basis, and that the positions of the
men on the pool hist are posted so that there is little uncertainty with
respect to the hour of being called. In addition the carriers pointed
to rules embodied in union carrier agrecments stipulating definite
8 and 10 hour rest periods before being recalled to duty, and to the
law prohibiting more than 16 hours of service in any twenty-four
hour period.

The carriers also argued that railway employees have advantages
that employees in other industries do not enjoy: that the retirement
annuity provisions of the Railroad Aect are more liberal than those
of the Social Security Aect; that the unemployment compensation
benefits of the Railroad Unemployment Insurance Act in general are
larger than those of corresponding state acts, and that the jobs of
workers are protected in case of railroad consolidations by the Wash-
ington Agreement of 1336 and the Transportation Act of 1940. The
carriers also stressed the seniority rules as an important advantage
of railroad employment. The pass privilege also was mentioned.

After study of the contentions of the parties, so much is plain to
the Board: railroad work requires a wide range of skills, railroad
employees are men of very high quality, and the railroads are being
operated with splendid cfficieney. The truly remarkable gains in op-
erating efficiency, from whatever combinations of causes they may
arise, would not have been possible without the high skill and hearty
cooperation of railroad workers on the trains and in the shop:; and
offices. Beyond this it is difficult to generalize concerning changes in
skill and strain and effort, for what is true in one railroad occu-
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pation may not be true in another. But the record does not dem-
onstrate that all railroad employees are skilled workers; or that the
skill, effort, and responsibilities of railroad employecs, taken as a
whole, have inereased in the last few years, except as heavier traffic
means more responsibility. IIowever interesting ratios of traffic units
to man-hours of work may be to statisticians, such ratios offer very
little help to the DBoard in appraising the qualitative nature of the
work performed by railroad men, or the quantitative magnitude of
their cfforts, or the specifiec econtribution of their labor to the output
of the industry. The greater speed and mechanization of train opera-
tions may liave affected the skill required of the train employees and
the nervous hazards to which they are subjeet, but these matters are
diffieult to measure. Finally, it should be noted that much of the
testimony of the employees relates to specific ocecupations and eannot
be regarded as an argument in behalf of a uniform percentage in-
crease in the jvages of all employees in the operating group or of a
uniform amount of increase per hour for all employees in the non-
operating group.

INSTABILITY OF EMPLOYMENT

In support of their contention that wages of non-operating railroad
employees are inadequate, the Fourteen Cooperating Organizations
stress, even more than the disadvantages discussed in the preceding
section, the instability of employment among the men they represent.
The volume of railroad employment, they state, has varied widely
from month to month within the year as well as between years. In-
stability of employment is not a major contention of the Five Brother-
hoods representing the operating men. In reply to tlie non-operating
employees’ contentions the carriers maintain that the majority of
railroad men enjoy quite stable employment, that railroad employ-
ment is relatively steady when viewed against a broad background of
industrial experience, and that instability of railroad employment
has decreased since 1937.

The employees laid great stress on their measure of instability
within the same year. 'This measure was made by dividing the num-
ber of employees (as shown by the mid-month count of the Interstate
Commerce Commission) in the peak month of the year by the number
in the trough month. Such percentage differences were computed for
each oceupation in the non-operating group for every year from
1926 to 1940. These data reveal startling fluctuations in some occu-
pational classes—especially, extra gangmen, bridge and building
painters, gang foremen, portable steam equipment operators and
helpers, and laborers on coal and ore docks. But many occupations
show very slight instability. It does not appear from the measure
used by the employees that instability has been increasing.

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

Table 1—Number of Employees in 71 Non-Operating Occupational Classes
(Interstute Commerce Commission Midmonth Count)

Number of Employces Number of Employces
1,345,586 720,606
1,311,453 707,747
1,245,135 758,501
1,247,420 792.547
1,107,462 656,650

028,650 697,190
758.680 723,830
603,806

* 193340, inclusive, includes three occupational classifications in addition to she 71 occupational
classifications represented by the 14 cooperating organizations. These are Division 63, Guong
foremen (shops, encinehouses and power plants), Division 75, Chiel train dispatchers, and Division
706, Train disputchers. On the basis of 1940, these three groups embrace 4,387 men.

SOURCE: Employees’ Exhibit No. 26, p. 1.

The railroad industry participates with great regularity in the
cyclical fluctuations of general business. In spite of the competitive
decline of the industry, the freight carried by railroads continues to
move closely with the volume of industrial production. The cyelical
timing of railroad employment also corresponds to that of industrial
production. Table 1 shows a drop in the employment of non-operat-
ing men of 44 percent from 1929 to 1933, followed by a rise of 14
percent to 1937, a fall of 17 percent to 1938, and a rise of 10 percent
to 1940. These cyclical movements would appear more intense if they
were measured from monthly data, and they would appear still more
intense if measured from employment figures for individual occu-
pations instead of from aggregates. Similar comments, however, apply
to all industries. While the evidence on eyelical fluctuations sub-
mitted in this proceeding is not as thorough as this Board should
have wished, there is a reasonable presumption that the cyclieal flue-
tuations in railroad employment taken as a whole are of about the
same intensity as the cyclical fluctuations in general industrial pro-
duction. The eyeclical amplitnde of railroad employment is definitely
smaller than that of employment in the durable goods industries—
with which the employees preferred to make wage comparisons.

The carriers and the employees agreed that work on the railroads
is to a considerable extent seasonal in character. The seasonality is
concentrated in a few occupations, chiefly in work on the maintenance
of way. Every year a large body of workers are hired for brief periods
and then leave the industry. The carriers presented evidence that
the amplitude of the seasonal flucutations in railroad employment
is not far from the average for manufacturing industries, and that
if four maintenance of way classes are excluded the seasonality is
well below average.
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What bearing do these facts have on the non-operating employees’
plea that the instability of their employment justifies an increase in
their wages? First of all, it is clear that the declining trend in em-
ployment has been a disturbing factor in the lives of railroad men.
But the prospects for railroad employment have much improved in
the last two years. Whatever else a current inercase in wages might
do, it cannot benefit the men who have been ‘“liquidated” from the
industry. Second, the burden of instability—whether arising from
secular, cyclical or seasonal influences—is not borne equally by the
entire railroad labor force. The seniority system shifts the burden
largely to the newer employees. Hence any addition to wages as a
compensation for instability would accrue in the main to the older
employees who enjoy rather steady employment. Third, the varia-
tions in instability from occupation to occupation suggest that if an
addition were made to wages to compensate for instability, the size
of the addition would need to vary from occupation to occupation.
There is no such proposal before this Board, except insofar as this
is implied by the demand of the employees for a higher minimum
wage.

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

WAGES IN THE RAILROAD INDUSTRY COMPARED WITH WAQGES IN
OTHER INDUSTRIES

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

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

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

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

1 The Board does not accept the list of industries selected by the Emergency Board of 1938

as being comparable to railroad shop crafts—a large group ot railroad occupations.
3 See Monthly Labor Review, Nov. 1940, p. 1239,
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wages paid by non-defense industries, or of the wages paid by the
small employer, or of the wages paid in small cities.

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

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

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

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

Daily Wages
Date Railroad Farm Labor Unskilled Highway Con-
Section Men? (Without Board)? Laborers? struction Men¢
1923 ... 82.82 $2.18 33.54 $3.)4
1924 ... 2.85 2.29 3.60 3.12
1925 . oL 2.85 2.27 3.64 3.4
1926 .. 2.86 2.30 3.69 3.4
1027 ... . 2.86 2.28 3.77 3.12
1928______ ... 2.86 2.26 3.79 3.:20
1020 L. .- 2.88 2.25 3.89 3.12
1930 __ ... 2.90 2.12 3.82 3.12
1931 2.00 1.68 3.68 2.38
193 2.62 1.25 3.20 272
193 2.58 1.09 3.21 2.6
1934 2.63 1.25 3.83 3.6
1935. 2.85 1.32 3.06 3.28
1036 ... 2.90 1.40 4.03 3.04
1937 .. 3.04 1.58 4.56 3.8
1938 . 3.20 1.58 4.69 3.12
1939 e 3.28 1.56 4.75 3.0
1040 ___..__._ 3.33 1.58 4.84 3.0
March, 1941______._ 3.43 1.708 5.11 3.44
June, 1941____._____ 3.41 1.98¢ 5.48 3412

1 From Interstate Commerce Commission statements M-300. Daily wage equals hovrly earnings’mul-
tiplied by eight.1923-40 from Employees Exhibit No. 40, 1941 figures from I.C.C. M-300 stutements.

? Based on daily figures from *'Crops and Markets"” July 1041, Jan. 1941, April 1940, and Jan. 1939.

* Natijonal Industrinl Conference Board figures for 26 industries (Employees' Exhibit No. 48, p. 1).
Daily wage equals hourly earnings multiplied by eight. 1941 figures are averuges for 25 industries.

41023-1939 from Survey of Current Buai: 1940 Suppl, t, p. 45. 1940 from Survey of Current
Businesa, February 1941. 1941 figures from Surtey of Current Businesa, Oct. 1941, Dszily wage
equals hourly earnings multiplied by eight.

SApr. 1, 1041,

sJuly 1, 1941,

dustries is eurrently increasing at a rather rapid pace to the dis-
advantage of railway labor.

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

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



TABLE 3
Average Salary-Wage of Employees (Full-Time Equivalent), By [ndustrial Divisions, 1929-40

Industrial Divison 1929 1930 1031 1032 1933 1034 1935 1936 1937 1038 1839 1040
Class I railroade*_.________.. 81,744 $1.714 $1,064 $1,466 $1,445 81,508 $1,653 $1,735 $1.781 1,859 81,857 $1,013
Agriculture, total 1. 828 782 632 471 434 451 517 548 606 583 58 582
Mining, total..____._ 1,492 1,397 1,186 292 076 1,083 1,124 1,199 1,269 1,230 1,321 1,320
Manufacturing, total ... ___ 2. 1,542 1,407 1,373 1,139 1,065 1,144 1,208 1,268 1,358 1.289 1,347 1,423
Contract construction, total___[ 1,004 1,808 1,855 1,450 1,118 1,126 1.149 1.269 1,419 1,368 1,423 1,473
Transportation, total_. . 1,668 1,635 1,568 1,370 1,309 1.371 1.476 1.549 1,613 1,613 1,852 1.671
Power and gos, total . 1,604 1,569 1,525 1,429 1,368 1,449 1,547 1.592 1,606 1,753 1,766 1,782
Comimunication, tota 1.357 1,403 1,428 1,328 1.225 1.305 1.267 1415 1.485 1.544 1,503 1,500
Trade, total_ _, 1,588 1,505 1,404 1,315 1,190 1,246 1,308 1,325 1,378 1,300 1,400 1411
Finance, total 2 1,818 1,816 1,755 1,656 1,595 1,638 1,638 ,704 1,759 1,717 1,726 1,748
Government, total 3 1,517 1,508 1,495 1,466 1,334 1,347 1,399 1,435 1.455 1,507 1,511 1,490
Service, total 4._______ -l 1103 1,066 993 881 810 830 838 804 942 943 959 976
All Industrinl Divisions..._ ... 1,472 1,432 1,340 1,179 1,089 1,138 1,189 1,237 1,304 1,284 1,318 1,351

* Total Compensation divided by midmonth count of employees.

1929 to 1939 from

Interstate Commerce Commission, Statisiica of Rarlways wn the Uniled States. 1940

tion and exhibition, radio broadcasting, and other activities primarily providing enter-
tainment; advertising axencies, trade nssociations, chambers of commerce, and other

from 1.C.C. M-300 Statement, Year 1940.

1. Does not include unpaid family labor. 2. Does not include certain miscellaneous
financial institutions. 3. Does not include work relief employees. 1. Includes re-
ligious, private educational. curative. legal, accounting, and engineering (consulting)
activities; hotels. restaurants, laundries, cleaning and dyeing establishments, apart-
ment houses and office buildings, barber and beauty shops, etc.; motion picture produc-

enterprises serving business establishments; domestic service and various industries
providing services on automobiles, radios, elevators, watches, and other commodities.
NOTE: Based upon averange number of persons working in the different reported pay
periods of the year.

SOURCE: U. S. Department of Commeree, **Survey of Current Business,' June 1041,
p. 18, except for Class I railroads.
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of earnings per week, month, or year. The carriers counterzd that
a worker’s livelihood depends on his income over a period of time,
and that the latter depends not only on the hourly earnings but also
on the number of hours of employment opportunity per year per
worker. Both parties are right. A greater number of hours per year
represents both a greater amount of service by the employee and a
greater opportunity to earn income. To judge the wages of ihe em-
ployees in any industry it is necessary to examine hourly and annual
earnings.

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

TABLE 4

Monthly Full Time Earnings: Employees of Class I Railroads arnd Manwfacturing
Industries, January 1940~—June 1941

Monthly Full Time Earnings i Ru(}ii): of
. ailroad Earnings
Date Railrond | e t0 All
Employees Industries? Manulacturing

Jonuary, 1940 __ . eeccaa- $165 $115 143
February o ooo-. 154 114 1.35
Maoreh. e eecocoaen 160 116 1.38
April. o e ccccaccmeem 158 115 1.37
MY o oo icccccmeccmaea- 159 115 1.38
June_ ... __.____ 154 117 1.32
July.. 159 115 1.38
August 162 119 1.36
Septenb 155 121 1.28
October__ 165 125 1.32
November. 159 123 1.29
December_ ..o cemaecoaaas 163 127 1.28
January, 1941 L mmmcaaccccee 167 126 1.33
February . o ecccrccccccemcccanmmm———- 154 130 1.18
Mareh o ciccmccecmmaaan 1688 132 1.27
April_ e ccccmcccemaccenan- 161 133 1.21
BY e acmcmccccecemceamcscccmeemcmmmne= 185 140 1.18
June._ _ .o ioeiaceeciicoeccmamec—amana 163 144 1.13

1 For all employees. Based upon the mid-month count of employees and total compensation shown
in the [.C.C. monthly statements M-300. L

1 Computed from figures published by the Bureau of the Census and by the Bureau of Labor Statistie,
on Employment and Payrolls.

1 These figures on full-time earnings should not he interpreted, except in a rough way, as
r?preseming cither the trend or the level of actual annual earnings per employee, for the length
of the standard work week, and the distribution of work between full-time, part-time and casual
workers varies from industry to industry.
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The Board has also made an analysis of hourly earnings. Table 5
compares the average earnings per hour worked or held for duty of
all Class I railroad employees (exeluding executives, officials and staff

TABLE 5

Comparison of Average Hourly Earnings of Railroad Ewmployees and Employees
m All Manufacturing Indusiries

Average Hourly Earninga (cents) Percentage
All Manufacturing Industries I]}“l“(‘:’ °B'
Date U. S. Burenu of Labor Statistics? Series to

Class [ U.S.
Runilroadst | N.I.C.B. Al Mt Durable | Non-Durable B.L.S.
g Goods Goods Series

1922 61.3 49.44 * * L P,
1923 61.1 54.1 52.0 - . 104.0
1024 62.5 56.2 54.5 » . 103.1
1925 83.4 56.1 54.4 . . 103.1
1926 63.8 56.8 54.8 - . 103.8
1927 65.1 57.6 55.2 * * 104.3
1928 66.2 57.9 56.0 » . 103.4
1929 67.5 59.0 506.6 * . 104.2
1930 69.0 58.0 55.2 * * 108.7
1931 70.0 56.4 51.7 * . 109.1
1932 64.6 49.8 45.8 50.8 42.7 108.7
1033 64.0 490.1 45.5 48.5 43.7 107.9
1034 64.8 58.0 54.1 568.7 52.3 107.2
1935 70.2 59.9 55.9 58.7 53.8 107.2
1936 70.8 61.9 56.4 59.7 53.7 109.8
1937 72.7 69.5 63.4 8.6 58.5 109.68
1938 77.0 71.6 063.9 69.8 59.3 112.1
1939 771 72.0 644 71.0 59.1 111.8
1940 77.4 73.9 67.0 73.3 61.2 110.3

* Data not available.

TABLE 5 (Continued)

Average Hourly Earnings (cents) Percentage
All Manufacturing Industries R'}"’é’g
Dato U. S. Bureau of Labor Statistica? Seriea to
nfllmé N.I.C.B# Durabl Non-Durable BUisé
ilroads!? A D urable on- L.S.
. All Mfg. Goods Goods Series
78.1 72.7 60.3 72.7 60.7 109.7
79.2 72.8 66.3 72.6 60.8 109.8
77.6 73.1 60.5 72.8 681.0 109.9
77.0 73.4 60.5 72.9 60.9 1104
76.4 73.7 00.9 73.0 61.5 110.2
77.0 74.0 67.2 73.2 061.7 110.1
76.4 74.0 066.7 72.7 61.5 110.9
76.1 74.1 066.8 73.1 061.3 110.9
77.8 74.2 67.1 73.7 61.1 110.6
76.3 74.4 07.3 73.9 60.9 110.5
78.2 74.7 67.8 74.4 61.3 110.2
78.9 75.4 68.3 74.9 61.7 1104
78.2 75.9 68.9 75.8 062.0 110.2
80.0 76.4 069.2 76.2 62.1 110.4
78.3 76.9 069.7 76.8 62.4 110.3
77.1 784 70.8 78.5 62.9 110.7
76.9 79.9 72.06 80.6 04.1 110.1
77.2 81.8 73.8 82.2 085.0 110.8

' For all employees excluding executives, officials, and staff asaistants. Average hourly earnings equals
*'total compensation™ divided by the excess of “‘total time paid for” over “‘time paid for but not
worked.”” This measure of hourly earnings corresponds to that used in the other reries shown.
1622-1939 computed from Statiatics of Railway. in the United States (Interstate Commerce Com-
mission). 1040 from I.C.C. M-300 statement, “Wage Statistics—Class 1 Steam Railwaya in the
United States, Year 1940.” Monthly figures from monthly M-300 statements.

3 National Industrial Conference Board series 1922-1939 from Survey of Current Business, Supplement,
1940. Other figures from current issues of the Survey of Current Business.

11923-1931 from Monthly Labor Review, September, 1040, p. 524. 1932-1939 from U. S. Bureau of
Labor Statistics Releases, *‘Hours and Earningsin Manufacturing and Non-Manufacturing Industries’
1932-1939" (October 1940). Other figures from current issues of “Employment and Payrolis’
(U. S. Bureau of Labor Statistics.)

1 Average of six months.
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assistants) with average hourly earnings of employees in all manu-
facturing industries. It appears that until very recently employees
of Class I railways have received more per hour than the average for
employees in all manufacturing industries, the differential being
smaller for the durable goods than for the non-durable goods indus-
tries. Furthermore, wages per hour of railroad labor fell less in the
depression following 1929 than did hourly carnings in manufacturing
industries. It is important to note, however, that since 1933 and espe-
cially during the last year the differential favoring railroad wage-
earners has narrowed very rapidly, and currently may actually have
been reversed.!

In Table 6 the Bureau of Labor Statistics series for all manufac-
turing industries is broken down into its major classes, and average
hourly earnings of the latter compared to hourly earnings of railroad
employees. The findings in the general comparison of Table 5 are
repeated : railroad labor occupied a relatively high position i 1933-
36, but one which has deteriorated rapidly, especially in recent raonths.
Many of the differentials observed in 1933-36 have been reversed.
The durable goods industries for the most part currently lie above
the railroad industry, the non-durable goods industries generally be-
low. Moreover, it is in the durable goods industries that the most
rapid rises have taken place recently, although the increases in most
of the non-durable goods industries have also been substantial. The
durable goods group consists in large part of defense industries,
several of which have recently been organized for collective bargaining.

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

It is desirable to compare the wage movements in “defens>” and
“non-defense” industries in greater detail. Table 8 shows that, in
general, defense industries are paying higher hourly wages than non-
defense industries. But the same was true of these industries in
1937 before defense activities were important, although the differ-
ential was not so clearly defined. Moreover, even in June 1941 two
non-defense industries, newspapers and periodicals and anthracite
mining, had higher hourly earnings than any of the selected major
defense industries. The increase in hourly earnings since 1937, and

1The U. S. Bureau of Labor Statistics series is more reliable than that of the National Indus-
trial Conference Board. The sample of workers on which the latter series is based ic smaller,
its representativeness is inferior, and for most of the period it overweights the average hourly
earnings of the more .highli remunerated (per hour) workers in the durable go?ds 1:‘1dustn_es.
There 15 reason to believe that both series have an upward bias because of under-representation
of small firms and localities of small population. But this difficulty is less serious in the B.L.S.
series, and is apparently diminishing. As the B.L.S. sample has increased in size over the

period—the increase in size presumably arising from a greater coverage of small firms and small
cities—the gap between the B.L.S. and the N.I.C.B. series has widened. (See Table 5).



TABLE 6
Average Hourly Earnings of Railroad Employees and Employees of Major Manufacturing Industries
(Cents per hour)

Tron & Steell Ma- Non Fer-| 1ymber | Stone Leather Chemicals
Class I | and their | chinery, rous an Clay and | Textiles | andita |Foodand) Tobacco other than
Date Rail- | prod. not | not incl. | Transp. | metals Allied Glnss | 8nd their | Manu- | Kindred [ Manu- |Paper and|Petroleum|Petroleum| Rubber
roads! | including (transport.| equip't? [and their | produycts? prod.? Prod.2 facture? | Products?| facturest | Printing? | Refining? | refining? | Productas?
machinery? | equip't? products? -
64.0 50.3 54.1 e » . » » » e » hd h 65.5 *
64.8 59.1 59.0 69.6 e * 52.9 * e 50.9 he 66.5 52.0 75.0 64.3
70.2 61.2 61.0 73.3 55.5 41.3 54.8 48.3 52.2 52.0 39.9 8.8 53.9 80.1 68.3
70.8 62.0 61.3 75.9 57.0 42.4 55.5 46.8 51.1 53.0 41.0 09.9 55.7 82.7 69.8
72.7 73.7 69.6 86.3 65.4 47.0 61.5 50.5 53.56 58.7 44.5 74.1 63.2 04.5 76.8
77.0 75.3 72.5 89.2 67.1 48.4 63.9 49.2 52.1 61.0 406.3 76.8 65.4 97.8 76.5
77.1 75.9 72.5 80.4 67.7 50.1 05.0 48.4 52.8 61.8 47.0 77.3 66.1 07.4 76.7
77.4 773 74.4 89.9 70.7 52.1 66.7 50.4 54.9 63.2 49.3 79.1 09.0 07.4 77.9
78.1 76.6 73.5 80.4 70.1 51.2 66.4 490.9 53.4 64.1 40.6 78.3 68.0 07.4 77.6
79.2 76.4 73.7 89.06 09.6 51.3 66.2 50.5 53.7 63.9 49.1 78.3 68.1 07.5 77.8
77.0 70.3 73.9 00.0 60.7 51.5 6C.4 50.5 54.1 04.1 40.0 78.9 67.0 07.1 77.9
77.0 76.4 73.9 90.2 70.0 51.8 066.4 40.5 54.3 64.3 49.3 79.3 60.5 07.4 77.0
76.4 76.7 74.1 90.2 70.1 52.1 66.4 49.6 535.5 064.7 49.7 79.4 68.6 97.5 77.8
77.0 77.4 74.3 90.5 70.2 52.3 66.4 49.6 535.3 04.1 50.5 79.7 70.2 98.3 78.0
70.4 777 74.4 89.1 70.1 51.9 06.5 50.2 55.3 62.5 50.2 70.1 70.9 98.6 78.5
76.1 777 74.5 89.7 70.3 52.6 66.8 51.2 55.4 61.5 49.2 78.9 70.7 87.7 779
77.8 779 74.6 0.0 71.0 52.5 07.2 51.4 55.8 60.3 48.7 790.2 70.0 97.5 78.0
76.3 77.8 74.9 89.8 71.2 52.4 07.1 50.9 55.7 61.0 48.4 70.2 68.7 06.3 774
78.2 78.1 75.2 90.2 72.7 52.68 67.1 50.4 55.4 63.2 48.6 790.3 69.6 06.6 78.1
78.9 78.0 76.1 00.0 73.8 52.8 88.0 50.7 55.2 684.1 49.0 79.9 70.1 96.8 78.4
78.2 78.6 76.8 01.1 74.0 52.9 68.2 51.2 53.5 64.9 490.8 80.2 70.6 097.0 78.8
80.0 79.1 77.2 01.8 74.0 53.4 68.5 51.4 56.4 65.1 49.5 80.3 70.7 07.0 79.2
78.3 79.5 77.8 02.0 74.8 54.1 68.0 51.7 57.2 65.5 49.7 80.7 70.5 906.7 79.9
77.1 84.1 78.0 92.3 74.9 54.7 6G9.5 52.4 §7.9 65.56 50.0 80.5 70.7 09.5 80.4
76.9 85.8 81.8 04.5 77.0 55.6 71.0 53.0 59.0 67.0 50.9 81.1 744 100.8 R1.6
77.2 86.3 83.2 97.6 70.4 7.0 71.7 53.4 50.0 67.2 51.7 82.6 76.1 102.0 831.6
3 For all employees, excluding executives, officials, and staff assistents. Average 2 1033-August, 1940 from U. 8. Bureau of Labor Statistics release, 'Flours and Earnings
hourly earnings equals ‘' Total Compensation’ divided by the excess of “"Total Time in Manufucturing and Non-manufacturing Industries, 1932 to 1839,” (October 1840)
Paid For" over '“Time Paid for But Not Worked." This mensure of hourly earnings May 1941 and June 1941 from U. S, Bureau of Labor Statistics release, *"Hours and
oorrcs‘)onds to that used in the other series shown. 1033-1039 computed from Earnings, July 1941” (SePlexnber 19, 1941). Other figures from current issues of
annun] Statistics of Ratlways sn the United States (Interstate Commerce Commission) “Employment and Payrolls.,” (U, S. Bureau of Labor Statistics).

1040, from J. C.C. M-300 statement, '*Wage Statistics—Cluss [ Railwnysin the United  * Data not available.
States,” yesr 1940; monthly figures from monthly M-300 statements.
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TABLE 7
Average Hourly Earnings of Railroad Employees and Employees of Major Non-Manufacturing Industries

(Cents per hour)

Tini . . Public Utilities
Conl Mining . |Quarrying| Crude Hotels Private
Date Claes 1 Metalli- and  |Petroleum| Tele- . Strect | Whole- (Year Dyeing | Building

Rail- Anthra- | Bitumi- f‘{"QUS’ Non- Produc- |phone and| Electric | Railways sale Retail Round) |Laundriestf{ and Construc-

roadst cite? nous? Mining? | metallic tion? Tele- | Light & and Tradey* | Traders L} Cleaning?| tion?

Mining? grapht | Power -2 | Busest™t

64.0 81.8 50.1 49.5 41.0 g * 69.3 57.7 . g - - . .
64.8 82.6 67.3 55.9 474 hd e 77.5 60.0 * 52.8 27.3 37.7 44.3 79.5
70.2 82.3 74.5 59.3 47.5 78.5 - 79.0 61.6 64.8 52.1 279 36.6 43.7 81.5
70.8 83.3 704 80.5 47.5 76.8 . 80.3 63.8 66.7 52.2 28.7 374 44.2 824
72.7 87.3 856 70.0 53.3 82.7 * 85.3 67.6 69.8 55.1 30.8 39.1 47.0 90.3
77.0 92.2 87.8 87.8 54.3 84.4 79.7 85.8 70.7 70.0 54.3 31.5 41.1 48.3 90.8
77.1 92.3 88.6 70.5 55.0 87.3 80.0 86.9 714 71.5 54.8 32.4 41.7 49.0 93.2
774 92.9 88.3 73.3 56.7 88.1 80.6 88.4 72.2 73.9 54.0 33.2 42.2 48.9 95.8
78.1 91.9 87.6 73.7 55.6 87.8 80.8 88.0 72.0 724 54.3 331 41.5 49.5 97.0
79.2 91.9 87.8 73.9 56.2 88.3 80.8 87.4 71.9 72.8 54.3 33.2 41.3 48.5 96.2
77.6 93.6 88.4 73.0 56.0 88.4 81.1 87.6 71.8 73.1 54.0 32.9 41.7 48.8 97.0
77.0 02.7 88.0 728 55.6 87.9 80.9 87.8 71.7 73.7 54.6 33.0 42.0 49.4 95.8
76.4 93.2 88.2 72.2 56.1 87.3 80.4 87.4 71.6 74.1 54.5 33.1 42.1 48.9 95.5
77.0 94.1 88.7 72.5 56.7 88.3 80.3 80.0 72.3 73.7 54.8 33.3 42.2 49.1 948
76.4 93.6 88.0 724 56.9 87.4 80.4 88.7 724 74.0 54.9 32.9 42.1 48.6 94.7
78.1 03.6 88.7 73.1 56.7 87.6 70.8 88.5 72.2 -73.6 54.1 33.0 42.2 48.1 95.6
77.8 93.6 88.3 73.2 50.7 89.5 80.1 80.2 72.6 74.8 53.3 33.6 42.7 49.2 04.7
76.3 92.5 88.6 73.6 57.0 87.5 80.8 88.0 72.5 73.9 53.2 33.3 42.8 490.0 95.7
78.2 92.6 88.9 74.3 h8.5 88.1 80.7 80.3 72.6 74.7 53.7 33.6 431 494 96.5
789 a1.9 88.7 74.6 58.7 89.4 81.1 90.4 73.0 758 52.2 33.9 42.6 48.8 98.7
78.2 92.5 88.5 74.8 57.6 88.3 80.4 90.3 73.1 75.6 5.5 33.8 42.9 48.8 08.6
80.0 92.6 88.4 75.6 58.2 00.4 80.5 00.8 734 76.6 549 34.1 42.7 49.0 99.7
78.3 92.7 88.3 754 58.9 89.3 80.6 014 73.2 77.2 54.8 33.7 42.8 494 100.0
77.1 92.3 84.1 78.5 60.0 90.0 79.6 90.6 73.1 77.5 55.0 34.0 43.4 51.1 08.9
76.9 94.5 100.5 79.9 61.7 91.1 79.7 90.7 73.0 78.1 56.4 34.1 43.7 50.2 99.3
77.2 100.2 102.3 80.2 683.5 03.4 80.2 92.9 74.5 784 57.2 34.2 43.9 50.6 99.7

! For all employees excluding Ixecutives, Officinls, and Stafl Assistants. Average

b hourly earnings equals **Total Compensation’ divided by total hours aetunlly worked
or heid for work. This measure corresponus Lo Liwi used in the vilier swiics shiowu,
1933-1939 Computed from Statistica of Ratlways sn_the Uniled States (Interstnte
Commerce Commission); 1940, from I. C. C. M-300 Statement, ''Wage Statistice—
Class I Steam Railwaysin the United States Year 1940; monthly figures from monthly
M-300 Statements. X

?1933-August 1040 from United States Bureau of Labor Statistics release, ' Hours and
Earnings in Manufacturing and Non-manufacturing Industries, 1932-1939"" (October

1040); May 1941 and June 1941 from United States Bureau of Labor Statistics
release, 'Hours and Earninga, July 1941 (September 19, 1941); other figures from
current issues of “Employment and Payralls” {U. 8. Dureau of Labor Statistics).

* Data for 1938 and subsequent years are not strictly comparable to prior data, as the
latter data include data for executives and employees whose duties are mainly
supervisory.

« Cash payments only.

* Data not available.
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TABLE 8

Average Hourly Earnings in Selecied Defense and Non-Defense Industries!

Average Hourly Earnings (Cents)

Indexes of Average Hourly Earnings,

(1937=100)
Industry
Jan. June Jan. June
1937 1938 1939 1940 1941 1941 1038 1939 1040 1041 1941
Defense Industry
Blast furnaces, steel works. and rolling mills 81.8 83.5 84.3 84.8 86.1 96.4 102.1 103.1 103.7 105.3 117.8
Electrical machinery, upparatus, and
supplies. ... ... ... 71.1 74.1 74.0 75.7 773 84.5 104.2 104.1 108.5 108.7 118.8
Foundry and machine-shop products______ 68.0 71.1 71.6 734 5.7 81.9 104.6 105.3 107.9 1113 120.4
Aluminum maoufactures. .. __.____ 64.3 67.9 68.0 71.8 753 83.1 105.8 105.8 1114 117.1 129.2
Shipbuilding. _...______ - 81.4 83.7 83.5 87.0 80.4 95.1 102.8 102.6 106.9 109.8 116.8
Machine tools__ - 71.6 73.3 75.2 76.8 79.7 83.1 102.4 105.0 107.3 111.3 116.1
Aireraft_____ - 66.6 72.8 74.5 74.3 778 79.7 109.3 111.9 111.6 116.5 110.7
Explosives.______. - . 783 80.9 81.2 84.7 89.0 88.6 103.3 103.7 108.2 113.7 113.2
Broes, bronze, and copper product 89.7 71.9 72.3 76.8 80.7 86.2 103.2 103.7 110.3 115.8 123.7
Smelting and refining—copper, lea
BINC . o oo e mmemeee 67.6 68.56 69.9 72.0 76.5 70.8 101.3 103 .4 108.5 111.7 118.0
Non-Defense Industry
Food products. ... _ ..o oeceaoo_ 58.7 61.0 61.8 63.0 64.9 67.2 103.9 1053 107.3 110.8 114.5
Boots and shoes.._.__ - 51.6 49.7 50.3 52.6 53.0 57.3 94.5 97.7 102.1 102.9 111.3
Taobacco manufactures. - 44.5 46.3 47.8 40.3 49.8 51.7 104.0 107.0 110.8 111.9 116.2
Women's clothing_________ - 56.8 53.8 51.9 53.8 553 54.3 94.7 91.4 94.7 97.4 95.6
Newspapers and periodicals. - 06.2 08.7 100.4 103.3 104.8 106.9 102.6 104.4 1074 108.9 111.1
Anthrncite.minina ______________________ 873 92.2 033 02.4 02.5 100.2 105.06 100.9 105.8 1068.0 114.8
Book and job printing and publishing. ... 77.3 79.8 80.4 811 81.3 82.6 103.2 104.0 104.9 105.2 106.9
Wholesale trade*_ ______________._._____... 69.8 70.0 71.5 73.9 75.6 £, K S RSN U IORUI PIRPPRUIOIN SRR (P
Retail trade? 55.1 54.3 54.8 54.0 54.5 87.2 e e[ eee e
Furniture (manufacture) 50.7 52.9 53.0 54.7 55.2 59.7 104.3 104.5 107.9 108.9 117.8

11037-39 from U. 8. Bureau of Labor Statistice Rclease, ‘“Hours and Farnings in
Manufacturing and Non-manufacturing Industries, 1932 to 1939 (October, 1040);
May and June 1941 from U. 8. B.L.S. Release, “Hours and Earnings, July, 1041"
(September 19, l%l)l). Other figures from current issues of *Employment and Pay-

rolls” (U.B. B.L

11937 not strictly eomparable with later figures.
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TABLE 9

Changes in Average Hourly Earnings, Average Hours Worked per Week, and Employment in Defense and
Non-Deferise Industries, June 1940 to June 1941
Cents per hour)

Average Hourly Earnings! Average Hours Worked per Week! Emplo'); Rank
Def ment
Industry or Non- Chunlzeo Changes | Changes | Changes
Defense | June, 1940 | June, 1941 A June, 1940 | June, 1941 % June, 1940- in Hourly | in Hours | in Em-
Change Change |June, 1941} Earnings | per Week | ployment
Aluminum Manufaetures. .o ccoccaaoaon D 710 83.1 17.0 30.7 42.2 6.3 29.4 1 12 7
Brass, Bronze, and Copper Produgts’ oo D 75.5 86.2 14.2 39.8 147 12.3 493 2 5 4
W N

Bl e ces: Steel Works, and 20 p 84.9 06.4 13.5 37.1 41.0 10.6 26.0 3 8 8
Foundry and Machine Shop PrOdIl.wt:l"“_l D 72.8 81.9 12.5 40.4 46.0 13.9 44.2 4 4 [
Smeking and Refining, Copper, Lea ..'_u.'i; D 71.3 70.8 11.9 38.7 40.5 4.7 16.7 5 16 10
- i . tus,
Elegtrion] Machinery, Apparatus, and  p 76.4 845 10.0 40.2 439 9.2 53.4 5 9 3
Women's Clothing. - ] ~ND 49.6 54.3 9.5 327 357 912 6.8 7 10 13
Ship Building. - oo 1 N | ses | 387 w0 | 1| B3 | B3 | %S H 7 5
Furmiture Nanulasture; | wnp 922 100.2 8.7 2033 340 160 | - 20 10 2 20

. D 76.6 83.1 8.5 47.9 52.0 8.6 47.1 11 11 5

- ND 53.1 57.3 7.9 32.3 38.2 18.3 119 12 1 11

. D 74.2 79.7 74 42.7 45.0 5.4 166.4 13 14 1

-- ND 73.7 78.4 0.4 41.2 41.4 0.5 3.9 14 18 17
SRR I ORI A B A B I R S
F i ta_ - D . . . . . 5 .
Pood and Iindred Produets..----------- ND 548 57.2 4 429 428 | -o02 6.2 17 19 14

iodicals:

N R Bupliching ND 103. 106.9 3.2 35.9 358 | — 03 10 18 20 18
Tobaceo Mioufnctiures e - o ND 50.5 517 2.4 3811 378 -13 0.9 19 21 19
Book nnd Job Printing and P ND 82.0 826 0.7 379 39.7 47 4.6 20 15 15
Class T RaIlronds? o o ceoomccemmommm s mccmmemamn 770 77.2 0.3 45.6 48.1 5.5 11.7 21 13 12

1B ilroads, data are those of U. 8. Bureau of Labor Statistica;  * Excludes executives, officials and staff assistants. Based on data of Interstate Com-

}?\f:ﬁ?fs)% f?olr‘:fe'lglnl\-{;llo;?:e:t ml:d Payrolls’ (August. 1940); June, 1941 from release merce Commission; monthly M-300 statements for June, 1940 and June, 1941, See
“Hours and Earnings—July, 1941 (September 19, 1841). Footnote 1, Table 7.
*LUata not available,

8¢

aqavod AJNIDIAINT J0 Ly0ddaA



REPORT OF EMERGENCY BOARD 39

especially in recent months, has been considerably more rapid for the
defense than the non-defense industries. The increases in hourly
earnings for the non-defense industries taken as a group, however,
have also been substantial. At least six of the ten non-defense in-
dustries have had increases of over 10% since 1937.2

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

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

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

1In drawing conclusions from_these data, it should be observed that the average hourly
earnings figures for January and June 1941 for food products, tobacco manufacturing, women's

clothing, and retail trade are subject to a substantial correction for seasonal variations. The
corrections, however, would not change major conclusions.
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brief period to the disadvantage of a substantial body of workers,
the men have a grievance that cannot be slighted.

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

TaE Rise IN THE COST OF LIVING AND THE THREAT OF INFLATION

One of the reasons urged by the employees to justify their demand
for increased wages is the rise that has taken place recently in the
cost of living. This rise, it was argued, is only the beginning of a
sharp upward surge in prices. The carriers denied that the cost of
living has as yet increased substantially, and argued that what in-
crease had taken place did not justify a wage adjustment, par-
ticularly in view of the 20% decline which occurred from 1928 to
1932 before there was any downward wage adjustment. At the same
time they agreed that a price inflation was in prospect and that the
apprehensions of the employees concerning possible future increases
in the cost of living deserved consideration. They therefore proposed
a plan for temporary adjustments In wages at quarterly intervals
from November 1941 to the end of 1942, in accordance with an index
reflecting changes in the cost of living as well as in the gross revenue
of the carriers.

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

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

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

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

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

SPREAD OF WAGES IN THE RAILROAD INDUSTRY

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

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

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

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

¢ Carriers’ Exhibit 84.
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tion, the cost of living is rising faster for this group than for any other.

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

AN INCREASED MINIMUM WaAGE

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

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

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

® Brief in behalf of the Railroads, p. 449.


https://bargain:.ng

REPORT OF EMERGENCY BOARD 45

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

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

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

CONCLUSIONS FROM THE PRECEDING APPRAISAL OF RAILROAD WAGES

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

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

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

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

4. Work on the railroads is to a considerable extent seasonal in
character. The seasonality is concentrated in a few oceupations,
chiefly in work on maintenance of way. Every year a large body
of workers are hired for brief periods and then leave the industry.



46

10.

REPORT OFF EMERGENCY BOARD

During the Great Depression, nearly half of the railroad werkers
were laid off. Many lost job, skill and security. This experience
of railroad labor was not unlike that of industrial labor gen-
erally. However, while the wages of manufacturing labor hegan
to decline in 1929 and 1930, the wages of railroad labor were
maintained until 1932. At that time railroad employees took a
10 percent temporary deduction, in contrast to much larger re-
ductions in industry generally.

Since 1933, however, labor in manufacturing and other mmajor
industries has slowly gained on railroad labor in spite of the
gains which the latter made through the restoration by 1935 of
the 10 percent deduction in 1932, and the increase in basic rates
of 7 to 8 percent in 1937. Since the development of the extensive
defense program the advantageous position railroad labor has
enjoyed is rapidly being lost. Hourly earnings in manufacturing
and in most other industries are increasing at a rapid rate, while
railroad hourly earnings have been practically constant since 1937,
The increase is especially marked in defense industries, but in
at least six of ten major non-defense industries there have been
increases of at least 10 percent since 1937. Since the relatively
high position of railroad labor in the national wage structure
has deteriorated abruptly in recent months, railroad labor has
a right to ask society to correct this situation. It should be re-
membered that the standard work week of non-operating railroad
labor is longer than that of manufacturing labor.

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

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

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

In view of the many uncertainties in the national outlook, the
increase in railroad wages should be a temporary addition to pay,
not an increase in basic wage rates, except for the minimum wage
later recommended.
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The “Emergency Compensation Plan” proposed by the carriers,
although it has many excellent features, is not recommended
by this Board—and for the following reasons:

a. Labor fears that such a plan would tend to place a ceiling on
“real” wages.

b. Labor’s policy has been to win increases in periods of pros-
perity and to hold them during periods of depression. Labor
believes that whether the wage scale should be maintained or
not in a depression is a question to be negotiated in each in-
stance. The Board agrees that processes of collective bar-
gaining and the procedures under the Railway Labor Act are
superior to the antomatic process suggested in these hearings.

¢. Under the “Emergency Compensation Plan,” adjustments
would lag considerably after events.

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

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

The facts indicate that an increase in the basic minimum wage

is in order throughout the industry.

RECOMMENDATIONS :

In the light of these conclusions concerning railroad labor and

railroad wages, and the analysis of the railroads’ ability to pay which
follows this section of the Report, this Board recommends:

1.

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

That these temporary additions shall be effective as of Septem-
ber 1, 1941, and shall terminate automatically on December 31,
1942, unless the parties extend the arrangement by agreement;
That the employees represented by the Five Operating Brother-
hoods receive an addition of seven and one-half per cent over
their present wages rates;

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

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

* Except for the minimum wage (See Recommendation 5).
** This would be equivalent on the average to an increase of thirteen and one-half per cent.
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VIII. ABILITY OF THE RAILROADS TO PAY

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

In a later part of this section, we shall comment on the bearing

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

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

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

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

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

THE RECENT AND CURRENT FINANCIAL STATUS OF THE RAILROADS

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

During the 1920°s, railroads as a whole were fairly prosperous
and enjoyed good credit which enabled them, from 1923 to 1930, to
make gross additions and improvements to road and structures of more
than 314 billion dollars and to equipment of more than 3 billions. Dur-
ing the 1930’s, on the other hand, the railroads, like most other indus-
tries, suffered the devastating effects of the most severe and prolonged
business depression in the country’s history. For Class I railroads,
the rate of return on undepreciated book value, which had averaged
better than 4 percent during the 20’s, declined to an average of
2 percent during the following decade. In consequence, by 1940, about
14 of these railroads in point of mileage, were in receivership or bank-
ruptey trusteeship, where most of them remain.

What is peculiar, however, to the railroads as distinet from most
other industries is that, during this prolonged period of depression,
there developed clear indications of a downward, non-cyclical, trend
in traffic, due to the increasingly severe competition of other forms
of transport. This trend is indicated by the extreme righthand
column of Table I, Appendix E, which shows the railroads in 1939

leir8ri

as enjoying only 77.7% of the share of total “potential” traffic
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that they enjoyed in 1928. The menace of this situation, however,
was even greater than would be indicated by the percentage figure
Just stated ; for the new competition, in addition to taking traffic from
the railroads, compelled them to make considerable reductions in
freight and passenger rates in order to retain such a share as they
did, in fact, retain.

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

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

Liooking at Class I railroad earnings from the standpoint of coverage
of fixed charges rather than from the standpoint of an overall return,
the 1941 estimate indicates that the acerued charges will be earned
1.9 times. However, as employees’ witness, Bacus, pointed out, a con-
siderable portion of this accrued interest is not being paid currently
since it represents liabilities of railroads in defaunlt (Table I, Appen-
dix E). .

So far we have spoken of Class I railroads as a whole, ignoring
the fact, emphasized by the carriers, that their earnings eannot be
pooled and that important Class I roads earn substantially less than
the average when measured either by reference to a rate base or to a
coverage of fixed charges. Tables IT and IIT of Appendix E give some


https://cover.9.ge

REPORT OF EMERGENCY BOARD 51

indication of this diversity of financial status among individual roads,
although they use the lower revenue figures for 1940 in the absence of
data permitting a similar showing for 1941. Some large ecarriers, such
as those serving the Southern West Virginia coal fields, and the Penn-
sylvania Railroad, are well above the average in prosperity. But their
unusual earning power, while it may well have a favorable indirect
effect on railroad eredit in general, eannot be used directly to make good
deficient earnings of other railroads.

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

ProsPECTIVE EARNING POWER OF THE RAILROADS AFPTER 1941

Needless to say, the degree of prosperity of the railroads as a whole,
or of any railroad in particular, cannot be judged solely or even
mainly by reference to the income statement of a single year. What,
then, is the future outlook of the railroads in view of their recent
remarkable recovery of traffic and of revenues? The recent and cur-
rent market quotations, not only of railroad stocks but also of railroad
bonds, indicate that the general attitude of investors is still pessi-
mistie. (Carriers’ Ex. 56 shows an average price quotation for all
domestic railroad bonds listed on the N. Y. Stock Exchange of about
6114 for the first nine months of 1941.) What the future holds in
store for the railroads is a highly controversial question, on which
the employees presented the bright side while carriers presented the
dark one. (See App. E, memorandum on future prospects.)

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

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

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

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

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

PoOSSIBILITY OF AN INCREASE IN RAILROAD RATES AND FARES AS A MEANS
oF ENABLING THE RAILROADS TO MEET THE COST OF INCREASED
‘Wages DurING THE EMERGENCY PERIOD

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

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

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

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

* Sec. App. E, Memorandum On Cost of Compliance.
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requested by the employees would involve not only a much heavier
but a much more widely distributed draft on the shares of other par-
ticipants in the national income. If the entire cost of meeting the
employees’ proposed wage scales were to be met by horizontally in-
creased rates and fares, such an inecrease would be on the order of 17
percent on the basis of 1941 data.

SuMMARY OF CONCLUSIONS ON THE RAILROADS' ABILITY TO Pay
INCREASED WAGES

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

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

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

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

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

MATERIALITY OF THE EVIDENCE ON THE RAILROADS’ “ABILITY TO PPAY”

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

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

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

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

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

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

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

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

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

Fourthly, insofar as “ability to pay” refers to the adequazy of
railroad revenues without benefit of railroad rate increases or of any
forms of government aid, we have not accepted this standard as a
limit updn the wage increases recommended by us.

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

IX. VACATIONS WITH PAY

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

The growth of the vacation movement has been a very rapid one
during recent years. Vacation plans have been widely adopted in all
fields of industry to include both salaried employees and wage earners.
Almost forty percent of over 814 million wage earners employed in
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manufacturing industries were under some form of vacation plan in
1937.! In some industries the percentage of wage earners receiving
vacations was extremely high. For example, in the petroleum pro-
ducing industry 88.6 percent of the wage earners surveyed were under
such plans. It is the policy of the Federal Government, as well as
of many states, to aceord vacations with pay privilege to civil service
employees,> and to many employees not on civil service.

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

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

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

! Employees’ Exhibit No. 4.

* Employees’ Exhibits Nos. 10, 11, 12,

I Brief on Behalf of the Carriers, Regquest of Fourteen Cooperating Brotherhoods Jor Vacations
withk Pay, October 18, 1941, p. 10.
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what I will call the Dunkirk three months datum period, we have
undoubtedly relaxed to that extent. Sunday work is practically
eliminated, and brief periods of leisure have been allowed to
break the terrible routine strain of continuous employment. I
am quite sure that if we had not done so, we should have had
a serious crack which would have cost far more in procuetion
than these brief periods of rest from labor.”

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

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

The carriers, in addition to their argument that the present time
is not appropriate for the institution of a vacation plan, con‘ended
that the employees’ proposal is so unreasonable, unworkabl2, and
burdensome as not to furnish a proper basis for a vacation plan even
in normal times. The provisions of the request, they argue, make the
giving of vacations unneccssarily expensive. Moreover, the insistence
of the employces that all existing working rules and conditions shall
apply to the giving of vacations would interfere with an economic
and efficient operation of the railroads.

The Board is of the opinion that the views of the carriers on these
points have merit and the recommendations of the Board give cog-
nizance to them. With particular rcfercnece to the rules, as they may
apply to the operation of a vacation plan, the Board believes that
necessary adjustments need to be made. It should be recognized by
all concerned that the present rules were developed for the industry
at a time when the parties did not contemplate arranging for vaca-
tions with pay. It would appear that some of the existing rules if
strictly applied to the vacation problem would result in excessive
vacation costs to the carriers. It is possible that some of the rules
would work other types of hardships upon both carriers ard em-
ployees and hence that they should be adjusted to mect the vacation
situation. These adjustments in the rules, because of their technical
nature, cannot be determined to the best advantage by this Board;
they must of necessity be decided upon by the parties involved. Tt is
the opinion of the Board that any changes in the working rules as
they apply to vacations should be the subject of negotiations between
the proper officials of the carriers and the employee organizations.
It is, furthermore, the view of the Board that the rules should be
disturbed as little as is necessary to permit the operation of a vacation
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plan on a reasonable and workable basis. Negotiation should be en-
tered into immediately and any necessary changes in rules should
be agreed upon by January 1, 1942,

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

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

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

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

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

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

The proposal of the employecs stated that as a general rule, the vaca-
tion period should fall between April first and September 30th. The
carriers objected to this limitation on the ground that it does not per-
mit the adjustment of the labor force to seasonal and business fluctua-
tions, and that in many instances it would be highly undesirable, if not
impossible, to allow employees to go on vacation during this six month
perind. The Board believes that the nature of railroad operations is
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such that to impose a six months’ limitation on the vacation period
would be unduly burdensome. It recognizes that seasonal conditions
and business fluctuations make undesirable the limitation of the vaca-
tion period to any one part of the year. Therefore, the Board proposes
that vacations be spread over the full year.

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

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

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

THE Boarp FINDs:

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

2. That it is necessary to the maintenance of physical and mental
well-being of workers.

3. That productive efficiency tends to be enhanced by a periodic
respite from labor, and vaecations with pay greatly improve .abor
morale.

4, That the cost of vacations is offset in part, at least, by the in-
creased productivity resulting therefrom,

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

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

THE BoARD RECOMMENDS :

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

did not contemplate arranging for vacations with pay. Any

changes in the working rules as they apply to vacations should

be the subject of negotiation between the proper officials of the
carriers and the employees’ organizations. Negotiations should
be entered into immediately and any necessary changes in rules

should be agreed upon by January 1, 1942.

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

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

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

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

o

X. RULES CASE

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

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

B. The showing presented to the Board demonstrates that the
eonditions to which the proposed rules are addressed require
correetion; and the changes proposed are such as to nierit
careful consideration.

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

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

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

The IFourteen Cooperating Railroad Labor Organizations have
answered the proposal by asserting a lack of good faith on the part
of the carriers. While it is recognized that “any given rule may
become archaic or that in the eourse of time it may take on a signifi-
eance which is no longer consistent with the best interests of the
parties concerned,”® it is argued that this proposal “would engraft
upon existing agreements ccrtain gencral principles which are not
related nor limited to any specific rule or rules but whose ramifica-
tions extend through all of the provisions of such agreements t> an
extent which the proponents have not explained to this Board, and
which may only be guessed at by the employees’ representatives.”

Seven fundamental objcetions were offered to the carriers’ pro-
posal by the Cooperating Organizations:

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

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

3 Memorandum Brief and Argument of Conference Committee of Fourteen Cooperating Rail-
voad lLabor Organizations, p. 38.

8 Jbid., p. 143,
® Ibid., p. 144,
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3. It seeks to standardize contracts “which are individual in
their nature to each craft or class of employees and to each
carrier,””!

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

5. The language is confusing, indefinite, and not capable of in-
tellizent comprehension, ) '

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

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

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

)

THE BOARD FINDS:

1. That it has jurisdiction over the rnles dispute pursuant to
Section 10 of the Railway Labor Act.

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

3. That for the Board to attempt to reach conclusions that could
be supported by findings which would change the rules, would be an
impossible task for the following reasons: (a) A lack of sufficient time
and opportunity in which to investizate and study the naturc and
effect of the rules, (b) A lack of sufficient knowledge on the part of
members of the Board as to the history, background and intricacies
of the rules as they now affect the railroad industry, or wonld affect
it in the event of their change, (¢) A lack of a record sufficiently com-
plete upon whieh findings as to the individual rules could be based.

4. That many of the existing rules developed during the early his-

1 Transcript of Proceedings, p. 5914.
* Memorandun Brief, p, 157,
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tory of the industry when railroad operating problems were much less
complex than those which characterize the industry today; that the
development of labor saving devices, the great increase in speed of oper-
ations resulting from the perfection of railroad mechanisms, the effect
of competition and many other influences have resulted in what both
parties agree is a ‘“new industry.” Hence the Board finds that the
present situation calls for a re-examination of many rules necessary
in the past which now may need changing to meet the requirements
of this “new industry.”

5. That each of the railroads herein has its own code of rules and
regulations. While the rules and regulations are similar, they are not
identical and they are not being interpreted alike by the management
and employees of the respective railroads; that there appear to be
conflicts of jurisdiction over the division of work among the respec-
tive classes and crafts involved as evidenced by conflicting Awards
made by the Adjustment Boards; that the number of requnests for
interpretations of the present rules, instead of lessening, appear to
be inereasing ; that the several divisions of the Adjustment Board have
not always followed consistent policies in comparable cases, thus set-
ting up conflicts and causing confusion in operations. Unfortunately
the Railway Liabor Act makes no satisfactory provision for final
adjudication of such conflicts.

RECOMMENDATIONS :

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

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

X1. SPECIAL CASE OF THE SHORT LINES

The short line railroads involved in these disputes are nineteen
in number.* They were represented before the Board by the American
Short Lines Railroad Association, and appearances were entered by
J. M. Hood, President, and C. A. Miller, Vice-president and General
Counsel.

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

* See Appendix C-6.



REPORT OF EMERGENCY BOARD 65

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

This testimony establishes that existing scales of wages, rules of
service, nature of the employment, characteristics of physical opera-
tion, and financial situation of the carriers, are on the whole quite
different in the short line railroads from those found in the Class
I roads. All but one of the short line roads represented in this case
are Class I1 and Class III carriers, having annnal operating revenues
of less than $1,000,000 or less than $100,000. Class II and Class III
carriers have long had a different history from Class I carriers. They
were not subject to the Adamnson Law of 1916, if independently owned
and less than 100 miles in length. If less than 100 miles in length,
they are given special treatment by the Interstate Commerce Com-
mission nnder the authority of the Railway Mail Pay Act. Generally
speaking, they report to the Interstate Commerce Commission under a
simpler system of accounting than that prescribed for the Class I
railroads.

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

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

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

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

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

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

RECOMMENDATIONS :

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

XII. THE RAILWAY EXPRESS AGENCY CASE

On June 10, 1941, the Railway Express Agency, Ine. (hereinafter
called the Agency) was served with notice by the Brotberhood of
Railway and Steamship Clerks, Freight Handlers, Express and Sta-
tion Employees, the International Association of Machinists, the
International Brotherhood of Blacksmiths, Drop Forgers, and Helpers
(hereinafter called the Brotherhoods) with a demand for an increase
of 30c an hour in tlie rates of pay of all employees represented by the
Agency, providing also that no employee be paid less than 70c an
hour, cffective July 10, 1941. The Agency demanded a change from
a 44-hour week to a 48-hour weck, and a change in the vacation rule,
but these counter-proposals were withdrawn at the hearings. All the
demands were considered in negotiation and mediation, but mediation
was terminated by the strike order of the Fourteen Non-operating
‘Organizations of which the Brotherhoods were members.

The President’s Emergency Proclamation of September 10, 1941
included the aforesaid parties and upon this basis the Board after
‘hearing and overruling a motion to exclude the issues presented by
the parties took jurisdiction. It entered an order that the hearing of
‘this dispute should be made upon a separate record following the
conclusion of the railroad wage case.

The contentions of the Agency may be summed up as follows:

1. The Express Company problem requires separate disposition and
independent determination from the main wage ease because:

(a) The conduet and nature of the express and the railroad
business are quite different. The Agency provides a eom-
pletely expedited transportation serviece using not only its
own facilities, but those of several other agencies of transport
for the actual point-to-point transportation.

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

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

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

The wages of express employees are the highest they have ever

been, on any basis of calculation, using (a) average annual pay

per employee on the computed basis prescribed by the I. C. C.;

(b) the average annual pay per employee using the mid-month

count; or (c¢) the average pay per straight-time hour.

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

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

o

Direct comparisons are made between the hourly rates of pay of
various types of express employees and employees performing similar
services in other industries, in 369 cities. The increase in the number
of applications for work with the Agency, especially in larger cities,
speaks for the satisfactory level of express wages and working con-
ditions.

5. The Agency cannot afford a general increase in wage rates.

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

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



REPORT OF EMERGENCY BOARD 69

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

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

The contentions of the Brotherhoods may be summed up as follows:

1. Generally since 1929, wages of Express employees have been
handled concurrently with general movements for changes in
railroad employees’ wages.

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

CorPORATE HiISTORY OF THE RalLway EXPRESS AGENCY

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

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

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

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

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

The percentage of Agenecy revenues paid to the railroads for Express
Privileges has dropped from 39.83% in 1936 to 33.67% for the cal-
endar year 1940. This has been due to the increase in the amount
of taxes, wages, and other expenses of the Agency. There is not suffi-
cient evidence to show whetler the monies turned over to the railroads
by the Agency for Express Privileges is sufficient to make the service
directly and financially profitable to the railroads. There are some
gtatements by several witnesses for the Agency to the effect that they
are confident that the cost to the railroads is more than has been
turned over to them by the Agency.

WAGE CoNDITIONS OF RATLWAY EXPRESS AGENCY

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

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

Since 1927 there have been but two general wage increases—2lsc
an hour in 1927 and 5¢ an hour in 1937. In addition to these wage
movements which affected all of the employees, various groups have
received othier benefits from time to time. Most of these changes
were local in nature, affecting only employees in individual eities.
For example, certain members of the Brotherhood of Railway Clerks
received pay increases of from 3 to 4 cents an hour in 1929 in the
larger cities. In the same year, the machinists gained from 2 to 13
cents per hour in four large cities, and the clerical force in New York
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received a flat 3 cent per hour raise. The Teamsters’ Union, which
is not represented in this dispute, but some of whose members are
employees of the Agency, has secured various increases for its mem-
bers ranging up to $9.47 a week in New York City in the period
1927 to 1941.

There was a general 10% reduction in 1932, which was restored
completely by 1935; 214 % in 1934, 214% on January 1, 1935, and
the balance on April 1, 1935. The application of the 44-hour week
to Agency employees, beginning with the teamsters in 1939, involved
a further benefit to the employees, since no reduction in weekly pay
accompanied the decrease in the number of hours worked. Vacations
were also granted beginning with 1937,

It will be noted that the othev non-operating groups of the carriers
since 1930 have not received increases other than that of 1937, nor
have the great majority of them received vacations; none of them
has had the working week shortened from 48 to 44 hours.

Tne Boarp IF'INDS:

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

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

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

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

5. That the employees of the Ageney have an advantage over the
non-operating cmployees of the railroads in that their average hourly
earnings are substantially higher than the average for the non-operat-
ing employees of the railroads.

RECOMMENDATIONS :

The Board recommends that the pay of all the Agency employees
receiving less than 45¢ an hour be raised to a basic minimum rate of
43¢ an hour; and that the basic rate of all other employees of the
Agency should remain unchanged, but that all employces shall receive
an addition of Tl4c per hour over present rates of pay, the same to
begin as of September 1, 1941, and to terminate automatically as of
December 31, 1942,

XIIl. PARTIES SUBJECT TO THE JURISDICTION
OF THE BOARD

As stated in the opening sentence of this Report, the jurisdiction,
powers and duties of this Emergency Board were created and estab-
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lished by the terms of the Proclamation issued September 10, 1941,
by President Franklin D. Roosevelt.. This opening sentence states
in short the decision of this Board as to its jurisdiction.

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

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

The telegram, as shown by the record, was sent to the following
groups of carriers: (1) those carriers that declined to be repre-
sented at the mediation proceedings held prior to the appointment
of the Emergency Board; (2) those carriers that refused to respond
to the National Mediation Board’s proffer of mediation; (3) those
carriers represented by individuals such as Mr. J. M. Hood of the
American Short Line Railroad Assoeciation, Mr. Jos. T. Johnston
of the Macon, Dublin and Savannah, Mr. F. 8. Collins of the South-
ern Short Lines, and others.

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

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

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

After a study of the complete record of this case, the Board is

1 See Transcript of Proceedings, Vol. 3, pp. 505 ff., and Transcript of Proceedings Appendix,
Vol. I, pp. 19 ff
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satisfied that the preponderance of evidence clearly supports a
finding that all of the parties listed in the President’s Proclamation
of September 10, 1941, are subject to the jurisdiction of the Board.
The proof in the record is convincing that a strike vote was taken
by the several operating brotherhoods and the non-operating or-
ganizations respectively in at least one or more branches or depart-
ments of the operations of the carriers named in the Proclamation.!

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

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

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

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

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

1 $ee Appendix C-5.
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The Board refused to take jurisdiction over an alleged dispute

between eertain carriers and the United Transport Service Em-
ployees of America, an independent organization representing
thirty-five hundred workers in the railroad industry, including red
caps and station ushers. The Board's decision rested on the ground
that the President’s Proclamation did not list the United Transport
Service Employces of America as a party, nor did it include its
alleged dispute with the carriers within the terms of the Proclama-
tion.! .
The Board also denied several petitions of intervenor filed by
various third parties such as the National Grange, the American
Farm Bureau Federation, and by Mr. Martin J. Gillen representing
certain investors. The ruling was based on the faet that the juris-
diction of the Board was nccessarily limited by the President's
Proclamation to an investigation of pending disputes existing be-
tween the parties mentioned therein and on the further ground that
limitation of time, plus the adoption of reasonable rules of proceclure
supported a denial of the petitions of intervenor.

However, the Board did permit such third parties to file written
statements setting forth their special interests in the railroad dis-
putes and said statements were noted in the Appendix volumes of
the Transeript of Proceedings and made available to the parties

and to the Board.!

XIV. CONCLUSIONS AND RECOMMENDATIONS

It is impossible to make a satisfactory decision on wage policy in
a single industry under the circnmstances which confronted this Board.
Counscl for the carriers in opening his final argument outlined various
conflicting considerations which should enter into the Board’s final
judgment. It is not possible to attach precise matlhiematical weight
to each of such considerations on a definite and unchanging scale of
values. However, we have given our most careful attention and our
best effort to an evaluation of all the varying counsiderations inherent
in the task of deciding the issues of this case.

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

The task of the Board became one of rendering value judgments
which discarded the extreme positions taken by the parties on both
sides of the dispute. We endeavored to use the standards of common-

1 See Transcript of Proceedings Appendix Vol. 11, pp. 269 &.
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sense judgment in evaluating the evidence and contentions submitted
by the parties.

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

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

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

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

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

This Board is confident that the government of the United States
is cognizant of the problem. In the absence of suech a coordinated
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policy the natural and understandable efforts of each group or class
to avoid or minimize the sacrifice which the present national emer-
gency demands of it, and to shift that sacrifice to others, will encourage
inflationary trends from which all will suffer.

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

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

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

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

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

SUMMARY OF RECOMMENDATIONS
A—Recommendations with Respect to Wages

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

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

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

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

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

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

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

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

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

Hence, it is the opinion of the Board that some wage increase
for the employees of the Short Lines should be agreed upon
among the parties through the processes of negotiation, media-
tion, arbitration, and if necessary, the findings of another
Emergeney Board.

B—Recommendations with Respect to Vacations

The Board recommends that :

1.

o

3.

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

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

The period during which vacations may be taken shall b2 from
January 1 to December 31 eacl: year. Due regard consistent with



REPORT OF EMERGENCY BOARD 79

efficient operations shall be given to the desires and preferences
of the employees when fixing the dates for their vacations.

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

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

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

C—Recommendations wilh Respect to Rules
The Board recommends that:

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

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

D—Recommendations with Respect to Short Lines

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

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

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

E—Recommendations with Respect to the Raillway Ezpress Agency

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

2. The basic pay of all other employees of the Agency shall
remain unchanged. :

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

RULINGS WITH RESPECT TO PARTIES SUBJECT TO THE
JURISDICTION OF THE BOARD

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

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

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

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

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

Stipulated Time Extension Agreement
of September 16, 1941

BEFORE THE PRESIDENTIAL EMERGENCY BOARD

ApPpPOINTED UNDER THE TERMS OF SECTION 10 oF
THE RAILwWAY LABOR AcCT:
Dean WAYNE L. Morsg, Chairman
Proressor THOMAS R. POWELL
PROFESSOR JaAMES C. BONDBRIGHT
HonNorABLE JosepH H. WILLITS
HonoraBLE HusToN THOMPSON

Concerning Proclamation of the President, September 10, 1941.

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

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

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

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

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

By WAYNE L. MORSE
Chairman, Emergency Board

The White House
Approved—September 16, 1941.

FRANKLIN D. ROOSEVELT
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Approved and agreed to by following counsel :
J. CARTER FORT
for Railroads represented by Carriers Conference Committees
ALBERT M. IIARTUNG
for Railway Express Agency, Ine.
CIIAS. M. IIAY
for Five Operating Brotherhoods
FRANK L. MULHOLLAND
for the 14 Cooperating Organizations
JOS. F. JOIINSTON
Counsel for Vacation Committees of Eastern, Western and
Southeastern Railways

APPENDIX B

Stipulated Time Extension Agreement
of October 22, 1941

BEFORE THOE PRESIDENTIAL EMERGENCY BOARD

Appointed under the terms of Section 10 of the Railway Labor Aect:
Dean WayNE L. Morsg, Chairman
Proressor Trooamas R. PowrLL
Proressor JAMEs C. BoNBrIGOT
Hon. Josero II. WiLLITS
Hon. IusToN ToOMPSON

Concerning proclamation of the President, September 10, 1941.

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

Upon the joint recommendation of the Emergeney Board appointed
by the President of the United States by his proclamation of the: 10th
day of September, 1941, and the parties to the disputes coveread by
that proclamation, due to the death in the family of onc of the mem-
bers of the Board, it is hereby announced with the approval of the
President that the time limit of thirty (30) days fixed by the afore-
said proclamation, as supplemented by the time extension to November
1, 1941, approved by the President on September 16, 1941, is hereby
further extended until November 5, 1941, to allow the Emergency
Board to report its findings to the President.

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

WAYNE L. MORSE, Chairman
Emergency Board

THE WIITE IIOUSE
Approved—October 22, 1941.

FRANKLIN D. ROOSEVELT

Approved by Counsel:
FRANK L. MULTIQLLAND
J. CARTER FORT

JOS. F. JOIINSTON
ALBERT M. IIARTUNG
CIIAS. M. TIAY
CLARENCE A. MILLER
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APPENDIX C-1

1. Exhibits Referred to in President’s Proclamation of
September 10, 1941.

EXHIBIT “A”

CARRIERS
Eastern Region

Akron & Barberton Belt Railroad
Akron, Canton & Youngstown Railway
Ann Arbor Railroad

Baltimore & Obio Railroad

Bessemer and Lake Erie Railroad Co.
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Boston and Maine Railroad
Brooklyn Eastern District Terminal
Bush Terminal Company
Central Railroad Co. of New Jersey
Central Vermont Railway, Inc.
Chicago, Indianapolis & Louisville Railway
Chicago Union Station Company
Cincinnati Union Terminal Co.
Delaware and Hudson Railroad Corporation
Delaware, Lackawanna and Western Railroad Co.
Detroit & Toledo Shore Line Railroad
Detroit Terminal Railroad
Detroit, Toledo and Ironton Railroad Company
East Broad Top Railroad & Coal Company
Erie Railroad
Chicago & Erie Railroad
New Jersey & New York Railroad
Grand Trunk Western Railroad Co.
Huntington and Broad Top Mountain Railroad & Coal Co.
Indianapolis Union Railway
Jay Street Terminal
Lehigh & New England Railroad
Lehigh Valley Railroad
Maine Central Railroad Company
Portland Terminal Company
Monongahela Railway
New York Central System
New York Central Railroad Co.—Buffalo & East
New York Central Railroad Co.—West of Buffalo
(Inel, Ohio Central Division)
Boston & Albany Railroad
Chicago River & Indiana Railroad Co.—Chicago Junction
Railway Company
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co.
(Inel. Peoria and Eastern Ry. Co. and Louisville & Jefferson
Bridge and R. R. Co.)
Cleveland Union Terminals Company
Indiana Harbor Belt Railroad Company
Michigan Central Railroad Company
Pittsburgh & Lake Erie Railroad Co. (Incl. Lake Erie and
Eastern Railroad Co.)
New York, Chicago and St. Liouis Railroad Co.
New York Dock Railway
New York, New Haven and Hartford Railroad Co.
New York, Susquehanna & Western Railroad
Pennsylvania Railroad
Baltimore and Eastern Railroad Co.
Long Island Railroad
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Pennsylvania-Reading Seashore Lines

Pere Marquette Railway Co.
Fort Street Union Depot Company

Pittsburgh, Chartiers & Youghiogheny Railway

Pittsburgh & West Virginia Railway Company

Pittsburgh & Shawmut Railroad

Pittsburgh Shawmut and Northern Railroad

Reading Company

River Terminal Railway

Staten Island Rapid Transit Railway

Union Belt of Detroit

Union Depot Company (Columbus, Ohio)

Union Freight Railroad Company (Boston, Massachusetts)

Washington Terminal Company

Wheeling and Lake Erie Railway Company (Incl. Lorain & West
Virginia Railway Company)

Southeastern Region

Atlantic Coast Line Railroad
Atlanta and West Point Railroad Co.
Western Railway of Alabama
Atlanta Joint Terminals
Central of Georgia Railway Company
Charleston & Western Carolina Railway
Chesapeake and Ohio Railway
Clinchfield Railroad Company
Florida East Coast Railway Company
Georgia Railroad
Gulf, Mobile and Ohio Railroad
Jacksonville Terminal Company
Kentucky & Indiana Terminal Railroad Company
Louisville & Nashille Railroad Company
Nashville, Chattanooga & St. Louis Railway
Norfolk & Portsmouth Belt Line Railroad
Norfolk and Western Railway
Richmond, Fredericksburg and Potomac Railroad Co.
Seaboard Air Line Railway Company
Southern Railway Company
Alabama Great Southern Railroad Co.
Belt Railway Company of Chattanooga
Cincinnati, Burnside & Cumberland River Ry.
Georgia Southern & Florida Railway
Harriman & Northeastern Railroad
New Orleans & Northeastern Railroad
New Orleans Terminal Company
St. Johns River Terminal Company
Wookstock & Blocton Railway Company
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Tennessee Central Railway Company
Virginian Railway Company

Western Begion

Alton Railroad Company

Alton and Southern Railroad

Atchison, Topeka & Santa ["e Railway
Gulf, Colorado & Santa I'e Railway
Panhandle & Santa Fe Railway

Baltimore & Ohio Chicago Terminal Railroad

Belt Railway Company of Chicago

Burlington-Rock Island Railroad Company

Camas Prairie Railroad

Chicago & Eastern Illinois Railroad

Chicago & Illinois Midland Railway Company

Chicago and North Western Railway Company

Chicago & Western Indiana Railroad

Cliicago, Burlington & Quiney Railroad Co.

Chicago (reat Western Railway

Chicago, Milwaukee, St. Paul and Pacifie Railroad
Chicago, Terre Ilaute & Southeastern Railway Co.

Chicago, Rock Island & Pacific Railway Company

Chicago, St. Paul, Minneapolis and Omaha Railway

Colorado and Southiern Railway Co.

Colorado & Wyoming Railway Company

Davenport, Rock Island and Northwestern Railway

Denver & Rio Grande Western Railroad Company

Denver & Salt Lalke Railway Company

Des Moines Union Railway

Duluth, Missabe & Iron Range Railway

Duluth, Winnipeg & Pacifie Railway

East St. Louis Junetion Railroad

Elgin, Joliet & Eastern Railway Company

Escanaba and Lake Superior Railroad

Fort Worth and Denver City Railway Company
Wichita Valley Railway Company

Fort Worth Belt Railway Company

Galveston, Houston & Henderson Railroad

Galveston Wharves

Great Nortliern Railway

Green Bay and Western Railroad Company
Kewaunee, Green Bay and Western Railroad Co.
Ahnapee and Western Railway Company

Gulf Coast Lines
New Orleans, Texas & Mexico Railway
Beaumont, Sour Lake & Western Railway
Orange & Northwestern Railway
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St. Louis, Brownsville and Mexico Railway Company
Iberia, St. Mary and Eastern Railroad
New Iberia & Northern Railroad
Ilouston and Brazos Valley Railway Company
San Antonio, Uvalde & Gulf Railroad Company
Sugar Land Railway Company
Rio Grande City Railway Company
Asherton and Gulf Railway Company
San Antonio Southern Railway Company
San Benito and Rio Grande Valley Railway Co.
Asphalt Belt Railway
Houston North Shore Railway
International-Great Northern Railroad
Houston Belt & Terminal Railway Company
Llinois Central Railroad
Yazoo and Mississippi Valley Railroad Co,
Vicksburg, Shreveport & Pacific Railway Co.
Alabama and Vicksburg Railway Company
Gulf and Ship Island Railroad Company
Chicago & Illinois Western Railroad
Kansas City Southern Railway
Kansas City Terminal Railway
Lake Superior Terminal & Transfer Railway
Los Angeles Junction Railway
Louisiana & Arkansas Railway
Manufacturers Railway Company
Midland Valley Railroad
Kansas, Oklahoma & Gulf Railway
Minncapolis & St. Louis Railroad
Railway Transfer Co. of City of Minncapolis
Minnecapolis, Nortlifield and Southern Railway
Minneapolis, St. Paul & Sault Ste. Marie Railway
Duluth, South Shore & Atlantic Railway
Mineral Range Railroad
Minnesota & International Railway Company
Big Fork & International Falls Railway Co.
Minnesota Transfer Railway
Missouri-Kansas-Texas Railroad
Missouri-Kansas-Texas Railroad Co. of Texas
Missouri Pacific Railroad
Missouri-Tllinois Railroad Company
Northern Pacific Railway
Northern Pacific Terminal Co. of Oregon
Northwestern Pacific Railroad Company
Ogden Union Railway & Depot Company
Oregon, California & Eastern Railway Co.
Outer Harbor Terminal Railway Company
Peoria and Pekin Union Railway Co.

91
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Port Terminal Railroad Association
Pueblo Union Depot & Railroad Company
St, Joseph Terminal Railroad Company
St. Louis-San Francisco Railway Company
St. Liouis, San Francisco and Texas Railway Co.
St. Louis Southwestern Railway
St. Louis Southwestern Railway Co. of Texas
St. Paul Union Depot Company
San Diego & Arizona Eastern Railway
Sioux City Terminal Railway
Southern Pacific Company (Pacific Lines)
Southern Pacific Co.—IFormer El Paso & Southwestern
Southern Pacific Co.—IFormer Arizona Eastern Railroad Co.
South Omaha Terminal Railway Company
Spokane, Cocur d’Alene and Palouse Railway Co.
Spokane, Portland and Seattle Railway
Oregon Trunk Railway
Oregon Electric Railway
United Railways Company
Spokane Union Station Company
Terminal Railroad Association of St. Liouis
Texas and New Orleans Railroad Company
Texas and Pacific Railway Company
Ciseco & Northeastern Railway Company
Abilene & Southern Railway Company
‘Weatherford, Mineral Wells and Northwestern Railway Co.
Texas-New Mexico Railway Company
Texas Mexican Railway Company
Texas Pacific-Missouri Pacific Terminal Railroad of New Orleans
Union Pacific Railroad
Union Railway (Memphis)
Union Terminal Company (Dallas)
Union Terminal Railway Company (St. Joseph)
‘Wabash Railway Company
‘Western Pacific Railroad
Yakima Valley Transportation Company

EXHIBIT “B”
CARRIERS

Eastern Region

AXron & Barberton Belt R. R.
Akron, Canton & Youngstown Ry.
(Includes Northern Ohio Ry.)
Ann Arbor Railroad
Baltimore & Ohio Railroad
Baltimore & Ohio (New York Terminals)
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Baltimore & Ohio Elevators

Baltimore & Ohio Warehouses (Baltimore and Cincinnati)
B. R. & P. Warehouse Inc. (Rochester)

Terminal Storage Company (Washington)

Dayton & Union Railroad Co.

Bangor and Aroostook R. R. Co.

Bessenter and Lake Erie R. R. Co.

Boston and Maine R. R.

Boston Terminal Co.

Brooklyn Eastern District Terminal

Buffalo Creek Railroad Co.

Bush Terminal Co.

Canadian National Ry. Lines in New England
Champlain & St. Lawrence R. R. Co.
St. Clair Tunnel Co.
United States & Canada Rail Road Co.

Canadian National Ry. Lines in N. Y.
Canton Railroad Co.

Central Railroad Company of New Jersey
New York and Long Branch R. R.
Wharton & Northern R. R.

Central Vermont Railway, Ine.

Central Vermont Terminal, Inc.
Chicago, Indianapolis & Louisville Ry.
Cinecinnati Union Terminal Co.

Chicago Union Station Co.

Dayton Union Ry. Co.

Delaware and Hudson R. R. Corporation
Delaware, Lackawanna and Western R. R. Co.
Detroit and Mackinae Ry. Co.

Detroit, Toledo and Ironton R. R. Co.

Detroit & Toledo Shore Line R. R.

Detroit Terminal R. R.

Erie Railroad

Chicago & Erie Railroad

New Jersey & New York R. R.
East Broad Top R. R. & Coal Co.
Grand Trunk Western R. R. Co.
Greenwich & Johnsonville Ry. (N. Y.)
Hudson & Manhattan R. R. Co.
Huntington and Broad Top Mountain R. R. & Coal Co. (Pa.)
Indianapolis Union Ry.
Jay Street Terminal
Lackawaina & Wyoming Valley R. R. Co.
Lehigh Valley R. R.
Mackinac Transportation Co.
Maryland & Pennsylvania R. R. Co.
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Maine Central R. R. Co.
Portland Terminal Co.
Merchants Despatch Transportation Corp.
Montour Railroad
Monongalela Railway
Mystic Terminal Co. (Charleston, Mass.)
Montpelier & Wells River R. R. and Barre and Chelsea R. R. Co.
New York Central System
New York Central R. R. Co.—Buffalo & East
New York Central Grain Elevators
New Yorlkk Central Stockyards (BulTalo)
New York Central R. R. Co.—West of Buffalo
New York Centrol R. R. Co.—Ohio Central Lines
New York Central R. R. Co.—Grand Central Terminal
Boston & Albany Railroad
Clevcland, Cincinnati, Chicago & St. Louis Ry. Co.
(Ine. Peoria and Eastern Ry. Co. and Louisville & Jefferson
Bridge and R. R. Co.)
Cleveland Union Terminals Co.
Clicago River & Indiana R. R, Co. (Chicago Jet. Ry. Co.)
Indiana Harbor Belt R. R. Co.
Michigan Central R. R. Co.
Detroit Stock Yards
Pittsburgh & Lalke Erie R. R. Co.
(Including Lake Eric and Eastern R. R. Co.)
Troy Union Railroad Co.
New York, Susquehanna & Western R. R.
New York Dock Ry.
New York, Chicago and St. Louis R. R. Co.
New York, New IIaven and Ilartford R. R. Co.
New Yorl Connecting R. R. Co.
New York, Ontario and Western Ry.
Pennsylvania Railroad
Long Island Railroad
Pittsbureh Joint Stock Yards
Baltimore and Eastern R. R. Co.
Pennsylvania-Reading Seashore Lines
Pere Marquette Ry.
Tort Street Union Depot Co.
Pittsburgh & Shawmut R. R.
Pittsburgh, Chartiers & Youghiogheny Ry.
Pittsburgh & West Virginia Ry. Co.
Railroad Perishable Inspcetion Ageney
Reading Company
Philadelphia, Reading & Pottsville Telegraph Co.
Staten Island Rapid Transit Ry.
Toledo Terminal Railroad
Union Belt of Detroit
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Union Freight Railroad (Boston)
Union Inland Freight Station (New York)
Uunion Depot Company (Columbus, Ohio)
Washington Terminal Co.
Wheeling and Lake Erie Ry, Co.

(Including Lorain & West Virginia Ry. Co.)

Southeastern Region

Alabama, Tennessee & Northern R. RR.

Albany Passenger Terminal Co.

Atlanta, Birmingham & Coast R. R. Co.

Atlanta Terminal Co.

Atlantic and Yadkin Ry.

Atlantic Coast Line R, R.
Winston-Salein Southbound Ry.

Atlanta Joint Terminals

Atlanta and West Point R. R. Co.
Western Ry. of Alabama

Birmingham Terminal Co.

Central of Georgia Ry. Co.

Chesapealie and Olio Ry.

Charleston Union Station Co.

Charleston & Western Carolina Ry,

Chattanooga Station Co.

Clinehfield Railroad Co.

Columbus and Greenville Ry.

Columbia Union Station Co.

Duorham Union Station Co.

Florida East Coast Ry. Co.

Fruit Growers’ Express Co.

Georgia & I'lorida RR. R.

Georgia Railroad

Gulf, Mobile and Ohio R. R.

Gulf Terminal Co.

Jacksonville Terminal Co.

Kentucky & Indiana Terminal R. R. Co.

Lexington Terminal R. R. Co.

Lenoir Car Works

Louisville & Nashville R. R. Co,

Macon, Dunblin & Savannah R. R.

Meridian Terminal Co.

Meridian and Bigbee River Ry. Co.

Mississippi Central R. R.

Monroe Railroad Co.

Nashville Terminals Co.

Nashville, Chattanooea & St. Liouis Ry.

Norfolk Southern R. R. Co.
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Norfolk and Western Ry.
Port Utilities Commission (Charleston)
Relay Depot Assn. (E. St. Louis)
Richmond, Fredericksburg and Potomac R. R. Co.
Richmond Terminals Co.
Savannah & Atlanta Ry. Co.
Savannah Union Station Co.
Seaboard Air Line Ry. Co.
Tampa Union Station
Southern Railway Co.
Alabama Great Southern R. R. Co,
Cincinnati, Burnside & Cumberland River Ry.
Cincinnati, New Orleans & Texas Pacific Ry.
Georgia Soutliern & Florida Ry.
Harriman & Northeastern R. R.
New Orleans & Northeastern R. R.
New Orleans Terminal Co.
St. Jolins River Terminal Co.
Woodstock & Blocton Ry. Co.
Belt Ry. Co. of Chattanooga
Carolina & Tennessee Southern Ry. Co.
State University R. R. Co.
Southern Short Lines
Blue Ridge Ry.
Danville & Western Ry.
Carolina & North Western Ry.
High Point, Randleman, Asheboro and Southern R. R.
Yadlkin Railroad
Tennessee Central Ry. Co.
Virginian Railway Co.

Western Region

Arkansas & Memphis Railway Bridge & Terminal Co.
Alameda Belt Line
Addison Miller
Alton and Southern Railroad
Alton Railroad Co.
American Refrigerator Transit Co.
Atehison, Topeka & Santa Fe Ry.
Gulf, Colorado & Santa Fe Ry.
Panhandle & Santa Fe Ry.
Atchison Union Depot & R. R. Co.
Ashley, Drew & Northern Ry. Co.
Baltimore & Ohio Chicago Terminal R. R.
Belt Railway Co. of Chicago
Burlington Refrigerator Express Co.
Burlington-Rock Island R. R. Co.
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Butte, Anaconda & Pacific Ry.
Camas Prairie R. R.
Chicago & Eastern Illinois R. R.
Chicago & Illinois Midland Ry. Co.
Chicago and North Western Ry. Co.
Chicago Produce Terminal Co.
Chicago, Burlington & Quincy R. R. Co.
Chicago South Shore and South Bend R. R.
Chicago Tunnel Company
Chicago Tunnel Terminal Co.
Chicago & Western Indiana R. R.
Chicago Great Western Ry. (Includes South St. Paul Terminal
formerly operated by St. Paul Bridge and Terminal Ry.)
Chicago, Milwaukee, St. Paul and Pacific R. R. Co.
Chicago, Terre Haute & Southeastern Ry. Co.
Chicago, Rock Island & Pacific Ry. Co.
Peoria Terminal Co.
Chicago, St. Paul, Minneapolis and Omaha Ry.
Chicago, West Pullman & Southern R. R.
Colorado and Southern Ry. Co.
Colorado & Wyoming Ry. Co.
Cupples Station (St. Liouis)
Dallas Car Interchange & Inspection Bureau
Davenport, Rock Island and Northwestern Ry.
Denver & Salt Lake Ry. Co.
Denver & Rio Grande Western R. R. Co.
Denver Union Terminal Ry. Co.
Des Moines & Central Iowa R. R.
Des Moines Union Ry.
Iowa Transfer Ry. Co.
Duluth, Missabe & Iron Range Ry.
Duluth Union Depot & Transfer Co.
Duluth, Winnipeg & Pacific Ry.
East Portland Freight Terminal
Elgin, Joliet & Eastern Ry. Co.
El Paso Union Passenger Depot Co.
Escanaba and Lake Superior R. R. Co.
Fort Dodge, Des Moines & Southern R. R.
Fort Worth and Denver City Ry. Co.
Wichita Valley Railway Co.
Galveston Wharves -
Galveston, Houston & Henderson R. R.
Great Northern Ry.
Green Bay and Western R. R. Co.
Kewaunce, Green Bay and Western R. R. Co.
Ahnapee and Western Ry. Co.
Gulf Coast Lines:
New Orleans, Texas & Mexico Ry.
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Beaumont, Sour Lake & Western Ry.
Orange & Northwestern R. R.
St. Louis, Brownsville and Mexico Ry. Co.
New Iberia & Northern RR. R.
ITouston and Brazos Valley Ry. Co.
Ban Antonio, Uvalde & Gulf RR. R. Co.
Sugar Land Ry. Co.
Rio Grande City Ry. Co,
Asherton and Gulf Ry. Co.
San Antonio Southern Ry. Co.
Iberia, St. Mary and Eastern R. R.
 San Benito and Rio Grande Valley Ry. Co.
Asphalt Belt Ry.
ITouston North Shore Ry.
International-Great Northern R. R.
ITannibal Union Depot Co.
ITIarbor Belt Line R. R. (Los Angeles)
Houston Belt & Terminal Ry. Co.
Illinois Central R. R.
Yazoo & Mississippi Valley R. R. Co. (Including Alabama and
Vieksburg Ry. Co.—Vicksburg, Shreveport & Pacific Ry.
Co.)
Gulf and Ship Island R. R. Co.
Chicago & Illinois Western R. R.
Ilinois Northern Ry.
Illinois Terminal R. R. Co.
Joliet Union Depot Co,
Kansas City Southern Ry.
Joplin Union Depot Co.
Kansas City Terminal Ry.
Keokuk Union Depot Co.
King Strect Station (Seattle)
Lake Superior & Ishpeming R. R. Co.
Lake Superior Terminal & Transfer Ry.
Litehfield and Madison Ry. Co,
Los Angeles Union Passenger Terminal
Longview, Portland & Northern Ry. Co.
Louisiana & Arkansas Ry.
Louisiana and North West R. R.
Market Serviece Assn. (Chicago)
Memphis Union Station Co.
Midland Valley R. R.
Kansas, Oklahoma & Gulf Ry.
Oklahoma City-Ada-Atoka Ry. Co.
Midland Continental R. RR.
Minneapolis, Northfield and Southern Ry.
Minneapolis, St. Paul & Sault Ste. Marie Ry.
Duluth, South Shore & Atlantic Ry.
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Mineral Range R. R. .
Minneapolis & St. Louis Railroad Co.
Railway Transler Co. of the City of Minneapolis
Minnesota & International Ry. Co,
Big Ifork & Internatioual Falls Ry. Co.
Minnesota Transfer Ry.
Minnesota Western Ry. Co.
Missouri-Kansas-Texas R. R. Co.
Missouri-Kansas-Texas R, R. Co. of Texas
Beaver, Mceade & Englewood R. RR.
Missouri Paeifie RR. R.
Missouri-Illinois R. R. Co.
Missouri Produce Yard (Kausas City, Mo.)
Missouri and Arkaunsas Ry. Co.
New Orleans Publie Belt R. It.
Northern Pacific Ry.
Northern Pacifie Terminal Co. of Oregon
North Pacific Coast I'reight Burcau
Northiwestern Pacifie R. R. Co.
Ogden Union Ry. & Depot Co.
Oregon, California & Bastern Ry. Co.
Pacifiec Car Demurrage Bureau
Pacifie Coast R. R. Co.
Pacifie Coast Co.
Pacific Elcetric Ry.
Pacifie Fruit Express
Paris & Mt. Plecasant R. R.
Peoria and Pckin Union Ry. Co.
Port Terminal R. R. Assn. (1louston)
Pueblo Uuion Depot & Railroad Co.
Pueblo Joint Interchange Bureau
Quanah, Acmme & Pacific Ry.
Rapid City, Black 1lills & Western R. R.
Rock Island—I'riseo Terminal Ry. Co.
St. Joseplh Terminal R. IR. Co.
St. Louis & O’T*allon Ry. Co.
St. Louis-San Francisco Ry. Co.
St. Louis, San Francisco and Texas Ry. Co.
Birmingham Belt R. IR.
St. Louis & Belleville Electric Co.
St. Louis Southwestern Ry.
St. Louis Southwestern Ry. Co. of Texas
Dallas Terminal Ry. & Union Depot Co.
St. Paul Union Depot Co.
Salt Lake City Union Depot & R. R. Co.
San Diego & Arizona Eastern Ry. Co.
Sand Springs Ry. Co.
St. Joseph Union Depot Co.
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Sacramento Northern Ry.
Southern Pacific Co. (Pacific Lines)
Southern Pacific De Mexico (In U. 8.)
South Omaha Terminal Ry. Co.
Spokane Union Station Co.
Spokane International Ry,
Spokane, Coeur d’Alene and Palouse Ry. Co.
Spokane, Portland and Seattle Ry.
Oregon Trunk Ry.
Oregon Electric Ry.
United Railways Co.
Stock Yards District Ageney (Chicago)
Terminal Railroad Assn. of St. Louis
Texarkana Union Station Trust
Texas and New Orleans R. R. Co. (Sou. Pac. Lines in Texas
and Louisiana)
Texas and Pacific Ry. Co.
Texas Pacific-Missouri Pacific Terminal R. R. of New Orleans
Texas Mexican Railway Co.
Toledo, Peoria & Western R. R.
Trans-Continental Freight Bureau
Tulsa Union Depot Co.
Tremont & Gulf Ry. Co.
Union Pacific R. R.
Union Railway (Memphis)
Union Terminal Co. (Dallas)
Union Terminal Railway Co. (St. Joseph, Mo.)
St. Joseph Belt Railway
‘Wabash Railway Co.
Weatherford, Mineral Wells and Northwestern Ry. Co.
Western Fruit Express Co.
Western Pacific R. R.
Western Warehousing Co. (Chicago)
Wichita Falls & Southern R. R. Co.
Wichita Union Terminal Ry. Co.
Yakima Valley Transportation Co.

EXHIBIT “C”
CARRIER

Railway Express Agency, Incorporated

APPENDIX C-2

CONFERENCE COMMITTEE OF
TRANSPORTATION ORGANIZATIONS

A. Johnston, Grand Chief Engineer, Brotherhood of Locomotive En-
gineers




REPORT OF EMERGENCY BOARD 101

C. J. Goff, Assistant President, Brotherhood of Locomotive Firemen
& Enginemen

H. W. Fraser, President, Order of Railway Conductors

A. F. Whitney, President, Brotherhood of Railroad Trainmen

T. C. Caslien, President, Switchmen’s Union of North America

Charles M. Illay and Carroll J. Donohue, of the law firm of Hay &
Flanagan, St. Louis, Missouri, counsel for the above named organi-
zations,

APPENDIX C-3

CONFERENCE COMMITTEE OF FOURTEEN
COOPERATING RAILROAD LABOR ORGANIZATIONS

Frank L. Mulholland A
Willard . McEwen { ttorneys
B. M. Jewell (Chairman)
President, Railway Employes’ Department, A. F. of L.
V. O. Gardner, President .
The Order of Ratlroad Telegraphers
H. J: Carr, Vice President
International Association of Machinists ;
Chas. J. MacGowan, International Vice President .
International Brotherhood of Boilermakers, Iron Ship Bullders
and Ilelpers of America
John Pelkofer, Vice President
International Brotherhood of Blacksmiths, Drop Forgers and
ITelpers
L. M. Wicklein, General Vice President
Sheet Metal Workers’ International Association
J.dJ. Dufty, International Vice President
International Brotherhood oE Electrical Workers
T. E. Losey, Representing
Brotherlhiood Railway Carmen of Amerlca
George Wright, Vice President
International Brotherhood of Firemen; Oilers, Roundhouse and
Railway Shop Laborers
George M. Ilarrison, Grand President
Brotherhood of Railway & Steamship Clerks, Freight Handlers,
Express and Station Employees
E. E. Milliman, President
Brotherhood of Maintenance of Way Employees
A. E. Lyon, Grand President
Brotherhood of Railroad Signalmen of Amerxea
James J. Delaney, President
National Organization Masters, Mates and Pllots of America
Samuel J. Hogan, President
National Marme Engineers’ Beneficial Association
R. A. Walton, Vice President
International Longshoremen’s Association
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APPENDIX C4

STATEMENT OI ISSUES
in
THE RULES CASE

Submitted on Behalf of the Carriers
Presented to
The President’s Emergency Board,
September 25, 1941.

1. The Parties.

Notice of proposed changes in non-operating rules was served by
all major trunk line carriers in the western district and all eseept
two in the southern district, respectively represented by the western
and southern conference committees.

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

2. The Proposed Rules.

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

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

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

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

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

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

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

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

“We are asking that this Board provide the necessary im-
petus toward a full and fair review of this important matter
by finding that the proposed rules present issues which should
be negotiated to a conelusion or arbitrated. Toward that very
narrow, but very important, objective all of our proof will
be directed. And we here formally repeat and renew our
offer to submit to arbitration the rules proposals here in ques-
tion. 4

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

The Operating Rules.

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

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

RULES PROPOSED BY WESTERN AND SOUTHEASTERN
' CARRIERS

1941
PREAMBLE

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

1. The following shall be added to existing rules covering scope
and exceptions or to classification rules:

(a)

(b)

(e)

(d)

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

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

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

These rules will not apply to individuals paid a salary of
$50.00 or less per month for the regular performance of spe-
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(a)

(b)

(e)

(a)
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cific work normally performed by employes coming under the
above classification or classifications and which normally re-
quires less than four hours per day, at locations and during
thie hours employes covercd by this agreement are not on
duty or when such employcs are on duty but are not available
to perform such specific service in connection with their
regular assignment; nor shall these rules be construcd to
require the performance by employes covered by this agree-
ment of work, normally performned by them, which is insuf-
fieient to warrant or justify moving employes for its per-
formance.

Under this agreement, employes on one seniority distriet or
covered by one seniorily roster may be designated or assigned
to perform any work of the same or different class or kind on
another or the same seniority district, ov to perform worlk of
the same or different class or kind generally performed by
employes on another or the same seniority roster, whether
such work is performed as a part of the duties of a regular or
temporary assignment, or is performed by such employes tem-
porarily or at intervals as the circumstances or nceds of the
service require.

The rate of pay established for a position under this agree-
ment (including positions classified thereunder in accordance

. with the provisions of section 1 (b) ), which includes regu-

larly assigned varying duties of the same or different occu-
pational classifications, shall compensate for all of tlie varying
duties assiguned tlicreto. '

A temporary assignment or designation contemplates the ful-
fillment of the duties and responsibilities of the position dur-
ing the time occupied. Assisting a higher rated employ= due
to a temporary increase in the volume of worlk does not con-
stitute a temporary assignment or designation. Unless the
regular incumbent is being paid for time not worked, an
employe temporarily or at intervals assigned or designated
to perform work assigned to a higher rated position will re-
ceive the higher rate of pay on a minute basis, in lieu of his
recular rate of pay, for such assignment or designation with
a minimum of one hour at the ligher rate for each day
worked on such assignment or designation. When a regularly
assigned employe is temporarily or at intervals used to per-
form work on a lower rated position, his rate will not be
reduced.

A regular force of full day employes shall be established,
where and to the extent that their services can be utilized for
a full day period on work required by the Carrier. Work
which eannot be handled by this regular full day force, cither

® (As originally presented to the employes, the word “of"” appeared as “‘or,”” a typographical error.)
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because of peak load requirements of* fluctuations in volumne,
daily or more’or less frequently, may be performed by em-
ployes, assigned regularly or used irregularly, to work less
than eight hours per day. Such employes, assigned or used
regularly or irregularly less than eight hours per day, shall
be paid the pro rata hourly rate for time actually worked
with a minimum of two hours for each tour of duty. Time in
excess of eight hours in any one day shall be paid for as over-
time. ‘

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

4. (a) When the requirements of the service at any depot, station,

(b)

5. (a)

(b)

office, storeliouse, shop, engine house, yard, section or other
point or place of employment are sueh that certain kinds of
work performed by an employe or by any employes covered
hereby need not be performed continuously but must be per-
formed at intermittent intervals, an employe or employes may
be assigned to work eight (8) hours witliin a spread of twelve
(12) counsecutive hours, An employe filling sueh a position
shall be paid not less than eight (8) hours within a spread of
twelve (12) consecutive hours, and overtime shall be paid for
all time worked in excess of eight (8) hours from time required
to report for duty to the time of release within twelve (12)
consecutive hours and also for all time in excess of twelve
(12) consecutive liours computed continuously from time first
required to report until final release. Time, except the meal
period, shall be counted as continuous service in all cases
when the interval of release from duty is less than one (1)
hour. The meal period may be less than one hour and shall
not be included in time paid for.

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

Tinre worked or on duty in excess of cight (8) hours, ex-
clusive of the meal period, continuous with, in advance of
and/or following the regular assigned hours on any day, will
be paid for on the actual minute basis as overtime.
Employes who have completed their regular tour of duty and
have been relcased and required to return for further service
may, if more economical, be compensated as if they had not
been released. :

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

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

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

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

9. Limitation on Filing Claims:

10. (a)

All claims or grievances under existing agreements not made
in writing within thirty (30) days from date of the occur-
rence on which claim or grievance is based are barred and
will be deemed to have been abandoned. Claims and griev-
ances made within thirty (30) days from date of the ozeur-
rence and disallowed are barred and will be deemed to have
been abandoned unless appeal is taken to the proper officer
within thirty (30) days from the date of notice disallowing
the claim.

Initial decision and decision by each officer in the course of
appeal shall be made in writing within sixty (60) days from
the date claim or grievance is received by him or within thirty
(30) days from the date conference is concluded if confer-
ence is had thereon. Appeal from any decision shall be inade
in writing within thirty (30) days from the date of decision
appealed, or the claim or grievance shall be barred and will
be deemed to have been abandoned.

Decision by the highest officer designated to handle disputes
shall be final and binding unless within sixty (60) days after
written notice of such decision the said officer is notified in
writing that his decision is not accepted. All claims or griev-
ances involved in such decision shall be barred and deemed
to have been abandoned unless within six (6) months from
date of said officer’s decision proceedings are instituted before
a tribunal of competent jurisdiction established by law or
agreement to secure a determination or adjudication of the
rights of the parties.

Regular assignments or shifts of employes shall have a fixed
starting time which need not be the same each day and may be



11.

12.

(b)

(e)

(d)

(e)
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changed by notice to the employe or employes involved before
the completion of his or their preceding tour of duty.
Individual employes or groups of employes of the same or
different classes or crafts, at the same place or point of em-
ployment, may be assigned starting times different from that
of the shift with which they work or are identified. An em-
ploye or the groups of employes so assigned shall be identified
with that shift the assigned hours of which cover the major
part of the hours of his or their assignments.

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

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

Except as provided in paragraphs (c¢) and (d) employes may
be assigned to work eight (8) hours within a spread of not
to exceed nine (9) hours with a meal period of not to exceed
one (1) hour to be taken between the ending of the 3rd and
beginning of the 7th liour of their respective tours of duty.
Positions to be bulletined for seniority choice may be left
vacant until such time as successful applicant is placed
thereon. Any position left vacant by absence of regular in-
cumbent need not be filled.

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

This agreement shall be effectiveon................ day of

FOR THE CARRIERS FOR THE EMPLOYES



110 REPORT OF EMERGENCY BOARD

APPENDIX C.5
[Carrie1s® Exhibit No. 202]
WESTERN RAILROADS

List of Carriers as Itepresented by the Weslern Carriers’ Conference Commillee, and

Their Employees Represented by The Brotherhood of Locomolive Enginecrs, Brotherhood

of Locomotive Firemen & Enginemen, Order of Railway Conductors, Brotherhood of

Railroad Trainmen and Swilchmen’s Union of North America, as Indicated by “X,”
in Connection with Notices for Wage Increases Served by the Organizalions

BofL SU
Carriers BofLE| F & E |OofRC| BofRT [of NA
Alton RR . .. cemccee————- X X X X
Alton & Southern RR..._______.. RS S L0 G P X
Atchison, Topeka & Saonta Fe Ry__ ceee] X X X X
Gulf. Colurado & Santa Fe Ry.. Jd X X X X
Pan Handle & Santa Fe Ry ..o eeccceeeae X X X X
Baltimore & Ohio Chiengo Terminal RR_ . .oooo.. X X Jeaaaan X
Belt Railway Company of Chicago X X feceoao X
Burlington-RRock Island RR.._.._ X X X X
Camas Prairie RR_. i icccacues X X X X
Chicago & Eastern Illinois RR. .- - oo X X X X
Chicago & Illinois Midland Ry._ X X X X
T Chicngo & North Western Ry._. ] X X X X
Chicago & Western Indiuna RR.__ I PO X feena-- X
Chiengo, Burlington & Quiney RR. ..o oo an X X X 1-0X
Chicago Great Wentern Ry .o oo oo oo oo ocmeccmaaa X «aX nyx
T Chicago, Milwaukee, St. Paul & Pacific RR. Jd X X X
T Chicago, Terre Haute & Southeastern Ry .. - X X X
T Chicago, Rock Island & Pacific Ry. ... ..... X X X
Chieago, St. Paul, Minneapolis & Omahs Ry .o oo X X X
Colorado & Southern Ry X 'i‘é X

Colorado & Wyoming Ry oL
Davenport, Rock Island & Northwestern R
T Denver & Rio Grande Western RR.
Denver & Salt Lake Ry. . _________

Des Moines Union Ry____.__.
Duluth, Missabe & Iron Range
Duluth, Winnipeg & Pacific Ry
Eaat St. Louis Junction Ry_. .. ecamccceac|ccaaan
Elgin, Jolict & Eastern Ry__
Escanaba & Lake Superior RR. . oo miccanaa|acaana

Fort Worth and Denver City Ry
Wichita Valley Ry
Fort Worth Belt Ry - .......__
Galveston, Houston & Henderson
Galveston Wharves,
Grent Northern Ry...

Green Bay & Western RR_. -
Kewnunee, Green Bay & We
Ahnapee and Western Ry. __ _____.__.

Gulf Const Lines—Comprising

T New Orleans. Texas & Mexico Ry.. ..
T Beaumont, Sour Lake & Western R,
T Orange & Northweatern Ry_______
T St. Louis, Brownsville and Mexico Ry
T Iberia, St. Mary and Easteru Ry....
T New lberin & Northern RR. .. ...
T Ilouston & Brazos Valley Ry . _ oo ccceeeen X
T San Antonio, Uvalde & Gulf RR. .o ooooeooo X X X X e
T Sugar Land Ry_______._________ X X X D, S P
T Rio Grande City Ry____ X X D G [
T Asherton and Gulf Ry _ . _ o maa. X X X X fe-e---
T San Antonio Southern Ry .. ... oo X X
T San Benito and Rio Grande Valley Ry oo cceccaans X X
T Asphalt Belt Ry e X X
T Houston North Shore Ry_..______ o] X Jeease-
T International-Great Northern RRR. oo .o_._. X X

Houston Belt and Terminal Ry X X f--as-- X

Hlinois Central Railroad._____ .. ____.__ X X X X

Yazoo and Mississippi Valley RR X X X X

See footnotes at end of table.
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Carriers’ Exhibit No. 202—Continued]

WESTERN RAILROADS—Continued

111

List of Carriers as Represented by the Weslern Carriers’ Conference Commillee, and
Their Employees Represcnted by The Brotherhood of Locomotive Engineers, Brotherhood
of Locomolive Firemen & Enginemen, Order of Railway Conductors, Brotherhood of
Railroad Trainmen and Swilchnren’s Union of North America, as Indicaled by *X,”
in Conneclion with Nolices for Wage Increases Served by the Organizations—Continued

BofL 8U
Carricra BofLE| F & E [OofRC| BofRT jof NA

Illinois Central Railrond—Continued

Vicksburg, Shreveport & Pacific Ry. X

Alabama and Vicksburg Ry X

Gulf and Ship Island RR___ X

Chicago and I!linois Wester X
Kansns City Southern Ry_ . ... X X X X
Kansas City Terminal Ry X X

Lake Superior Terminal & Transfer Ry.
Los Angeles Junction Ry ___________._.
Louisiuna & Arkansas Ry

Manufacturers Railway . _ oo oo ... X feeodoo ] X
Midland Valley RR_.______ ... .... X X X |aeaae-
Kansas, Oklahoma & Gulf Ry.. X X X e
R Minneapolis & St. Louis RR X X X X
Railway Transfer Co. of City of Mnpls.. . _______ . |-ccceejocccasfocacma]omaaaaaaal X
Minnenpolis, Northfield and Southern Ry_ ... __ .. |-cac-- 1X X X
T Minneapolis, St. Paul & Sault Ste. Marie Ry ] X X X X
T Duluth, South Shore & Atlantic Ry_...._ ] X X X X
T Mineral Range RR.______...___... I . ¢ X X X
Minnesota and International Ry_ _______ - X X X X
Big Fork & International Falls Ry._._____________ X X X X
Minnesota Transfer Ry _ _ oo ceccececccccce]eennnn L5 S X X
Missouri-Kansas-Texas RR__._ .. .. ccecoeo meueens X X X L SR PR
Missouri- Kansas-Texas RR Company of Texas_.___ X xX X
T Missouri Pacific RR._ ..o X X X
T Miasouri-Ilinois RR.. . feaas X X

Northern Pacific Ry . ____ . ______ ...
Northiern Parific Terniinal Co. of Oregon.
Northwestern Pacifie RR_________________
Ogden Union Railway & Depot Company._ .
Oregon, California nnd Eastern Ry..-._.._
QOuter Harbor Terminal Ry

Peoria & Pekin Union Ry __________
Port Terminal Railroad Association_........_.
Pucblo Union Depot and Railrond Company. ..
St. Joseph Terminal RR

T 8t. Louis-San Froneiseo Ry... . ._________.
St. Louis, San Francisco & Texas Ry. .

T St. Louis Southwestern Ry _ _______________.__
T St. Louis Southwestern Ry. Co. of Texas_.
St. Paul Union Depot Company

HARMLA

San Dicgo & Arizona Enstern Ry e veeococeoemeoao.
Sioux City Terminal Rv.___._____.
Southern Pacific Co. (Pacific Lines) ..o ooo____
Sou. Pae. Co.-Former El Paso & Southwestern____.
Sou. Pae. Co.-Farmer Arizona Eastevn.. .. _______

M

South Omnha Terminal Ry_ . __ oo ...
Spokane, Coeur d'Alene & Palouse Ry_
Spokane, Portland & Seattle Ry...._-.
Qregon Trunk Ry._____.___
Oregon Electrie Ry____.____
United Railways Company. .. _______._...

letatatatatel

Spokane Union Station______ .. .. . ________..
Terminal Railrond Association of St. Louis. ... -
Texas and New Orleans RR

-

Toxas and Pacific Ry __._________ ... .. ______
Ciscu & Northeastern Ry._
Abilene & Southern Ry . ... _____ ... .________
Wentherford, Minern] Wells & Northwest'n Ry____
Texas-New Mexico Railway

falatatatll =1

[daiatatal B

b b | Bk

See footnotes at-end of table.
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[Carriers’ Exhibit No. 202—Continued]

WESTERN RAILROADS—Continued
Last of Carricrs as Represented by the Western Carriers’ Conference Commitlee, and
Their Employees Represented by The Brotherhood of Locomolive Engineers, Bro'herhond
of Locomolive Firemen & Enginemen, Order of Railway Conduclors, Brotherhood of
Railroad Trainmen and Switchmen’s Union of North America, as Indicated by “X,”
tn Conneclion with Notices for Wage Increases Served by the Organizations—Continued

Bofl, sU
Carricrs BofLE|{ F & E |0ofRC| BofRT |[of NA
Texng Mexienn Railwny . _ . . . eicemeaann X X uxX X
Texas Pucific-Mo, Puc. Ter. RR of New Orleans. - X X feceoee X
Union Pacifie R ..o ... oL -] X X X X
Union Railwny Company (Memphis) ... [ L\ G P, X
Union Termina! Company (Dullas) oo oo oo |ooo. . X [eeee-- X
Union Terminnl Railwany Company (St. Joseph) .o oo |eue.-a LD, G D S
R Wabash Railway. o caaan 0. S
T Western Pucific RR X X
Ynkima Valley Transportation Company D, I P,

NOTES:

1 Covers white firemen, white flagmen nnd white yardmen only.
Includes yardmasters.

Ineludes engineers.

Ineludes South 8t. Paul Terminal.

Nepresents yardmnsters only.

Represents switchtenders only.

Includes dining car stewards.

Includes tap room stewnrds.

Includes dining ear chefs and cooks.

10 Includes conductors.

1t Jueludes yardmasters.

12 Includes fireinen and hostlers,

B Includes yard foremen, Chieago Switching Distriet.

1 Couvers white flagmen, white brukemen and white yardmen only.
15 Tneludes white firemen.

1 Inecludes dinmond umlchtcndcrs and switchtenders.

17 Inecludes 2 assistant ynrcdmasters Iron Range DI\ izion nand 2 assistant yardmasters Missabe Division.
'8 Includes foremen Laredo yard and switchmen in Laredo.

1 [ncluctes brukemen,

1 Covers yardmen only.

1 Covers white engine foremen only.

2% Includes Arkansus Western Ry.

T—-Trusteeship; R—Receivership;—Subjeet to approval of Court.

L

Chicago, October 9, 1041,

For the Carriers: For the Organizations:
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[Carriers’ Exhibit No. 205]

For the organizations: For the carriers:
J. P. SHIELDS. H. E. Jonus.
H. J. ArRiEs. D. A. MackKenzik.
H. W. Fraser. T. C. CASHEN.

EASTERN RAILROADS
Represented by the
EASTERN CARRIERS’ CONFERENCE COMMITTEE—I941
On which the Following Notice was Filed, June 10, 1941, by the Five Engine & Train

Service Organizations:

*That efiective July 10, 1041, all existing busic duily wage rntes be increased thirty (30) per
cent wilh & minimun money increase of $1.80 on the minimum dny. TlLe samo percentage
of increase upplied to the hasic duy will be applied to all arbitrudies, miscellaneous rules or
speciul allowances and to daily and monthly guarantees,'”

(Authority is co-extensive with notices filed nnd with

the seupe of agr ts ns to cl of employees)
Engi- Fire- Con- Train- | Switch-
Railroads, ete. neers men ductors men mon
BofLE | BLF&E | OuiRC | BofRT | SUofNA
(1) (2) 3 “) (5) (G)
Akron & Barberton Belt Railroad Company, The._|-------. ). S D. SE P
T Akron, Canton & Youngstown Railway (inel.
Northern Ohio Railway) _____________"______ X X
R Ann Arbor Railroad Compary, Tha._.._... X X
Baltimore & Ohio Railrund Company, The X X
Bessemer & Lake Frie Railrond Company_..____ X
Boston & Maine Railroad. .. . ___________ X X
Brooklyn Enstern District Terminal . __.__.__.__ D, S R,
Bush Terminal Company.______________________ X X
T Central Railroad Company of New Jersey, The_ - . X X
Centrnl Vermont Rauilway, Ine________________. X X
T Chicago, Indianapolis & Louisville Railway Co.__ X X
Chicago Unian Station Compnny . ___ oo Jeeeeme Jeconcunn
Cincinnati Union Terminnl Company.___________[-——__.._ X
Deluware & Hudson Ruilrond Corporation. _____. X X
Delawnre, Lacknwanna & Westeru Railroad Co._ . X X
Detroit & Toledo Shore Line Railroad Company...] X X
Detroit Terminal Railroad Company. __._______. . QI ()] P,
Detroit, Toledo & Ironton Railrond Company... .. X X
Eust Brond Top Railroad & Conl Company, Tho_|---.____ X
T Erie Railrond Company. ._________________.._. X X
Chicago & Erie Railrond Company._ ... X X
T New Jersey & Now York Railrond Company__ X X
Grand Trunk Western Railroad Company- .. .. - X X

L
Huntingdon & Broad Top Mountain Railroad &
Conl CO.y The. oo owem o ___ X X
Indianapolis Urion Railway Company__
Jay Street Termival ____________ . __________

Lehigh & New England Railrond Company .- |-cn ... X
Lehigh Valley Railrond Company___._____ - X X
Maine Centrl Railroud Company__ - X X

Portland Terininal Company_______ . X X
Monongahela Railway Company, The. .o __..__ X X

NEW YORK CENTRAL RAILROAD COM-
PANY, THE, AND ALL LEASED LINES:
New York Central Railrond Co.—Buffalo &

Fast. .. X X
New York Centrol Ruilroad Co,—West of

BufTalo, (incl. Ohio Centra]l Division)____. X X
Boston & Albany Railrond._._______._.__.___ X X
C.R.& 1. R. R. Co.—C. Jct, Railwny Co._. X X
Cleveland Union Terminals Company, The- . X X
C. C. C. & St. L. Railway Co., (incl.

L.&J.B.&R. R.and P. & E. Ruilway)__. X X X D. G (RO
Indiana Harbor Belt Railroad C any. ... X . I P 4.9 ] P,
Michigan Central Railroad Co., 91‘?12- }]_y _____ X X X X X
Pittsburgh & LakeErieR.R.Co. (inc. LE.GE)| X X X X feeemee.

See footnotes at end of tables.
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{Carrieras’ Exhibit No. 205—Continued]

EASTERN RAILROADS—Continued
Represented by the

EASTERN CARRIERS’ CONFERENCE COMMITTEE—1941

On which the Following Nolice was Filed, June 10, 1941. by the Five Engine & Train

Serrice Organizations:—Continued

“That effeetive July 10, 1941, ail existing basic daily wage rates be increased thirty (30} pre
cent with 3 minimum money inerense of $1.80 on the winimuom day.  The suene verwniage
of increase applird o the basie day will he applied to al) arbitraries, wiscelluneous :awes or

special allowauces and to daily snd monthly guarantees.”

(Authority is co-cxtensive with notices filed and with
the scope of agrecimenta as (0 classes of emplo; ces)

Engi- Fire- Con- Truine | Switch-
Railrouds, ete. neeey men duetors tnen men
DfLE | BLF&E ! QufRC | BofRT 1 SUufNA
(1 (2) (3) (C)] (3) (1}
New York Dock Ruilway .o oo _________. D G PN B, X
New York, Chisago & 5t. Louis Railroad Company| X X X X -
T New York, New Huven & Hartford Railroa:d Co. X D, G P X{(b-¢)
T New Yoark, Susquehannn & Western Railroad.___ X X X ) X
Peunsylvania Railrond Company, The...__.__._ X X D, X(e-L)|.
Baltimore & Eastern Railrond Company .. _. X X X X
Long Island Railroad Company, The_ . .... X X X X
Pennsylvania-Reading Seashore Lines. ... ______ X X X
Pere Marquette Railway Company . ______ X X X
Ft. Street Union Depont Company X D S P
Pittsburgh & Shawmut Railrond Company, The - X X X
R I'ittsbursh, Shawmat & Northern Railrond Co., The X X X
Pittsburgh & West Virginia Ruilway Company, The X X [0)]
Pittsburgh, Chuartiers & Youghivgheny Railway
O PN oo emeccceccccccccmcmm—mn DG ()] PR I
Reading Company oo oo oo ooo oo cacccanean X X X X(h-m)
River Terminal Railway Company, The.._.._._. X P, S P X
Btaten Island Rapid Uransit Railway Cuinpany, The X X X X
Union Belt of Detroit. oo fecmica e feeaee X
Union Depot Company (Columbus, Chio).._____ X
Union Freight Railrond Compuny (Roston, Mass.) X
Washiugton Terminal Company, The_ . ____.___ X (b)
Wheeling & Lake Erie Railroad Co. (incl. Lorin &
West Virginia Railway Co, TheY oo ... X X N D, S P
R—Receivership T—Trusteeship (See fullowing puge for Notes)
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[Carriers” Exhibit No. 205—Continucd)

EASTERN RAILROADS—Continued
Renresenied by the
EASTERN CARRIERS CONTFERENCE COMMITTEE—1941

which the Following Notice was Filed, Junc 10, 1941, by the Five Engine & Train
Service Organizations:—Contin ucd

“That eflective July 10, 1041, all existing basic dailv wage rates be incrensed thirty (30) per
cent witha minimum money increase of $1.80 on the minimum day. The same percentage
of inerease npplied to the basie day will he applierl to sl nrbltmncs, miscellanvous rutea or
special allowances and to duily and monthly guarantees.”

{Autharity is co-extensive with notices filed and with
the scope of ugreemonts as to classes of employees)

l.ekigh & New T‘n'n_l inel Ruilroad Locomotive Firemen and Enginemen.
Waushington Terminal Company

C.R. & LR.R. Co.—C. Jet. Rwy. Co.
Detroit Terminul Railroad Co,
Detroit, Tuledo & Ironton LR, Co.
Ft. Street Union Depot Company Inecludes conductors represented by the—Brotherhood ot
Indinnn ”nrbur Belt Railroad Co. Railrond Trainmen.
.\ Y., N. H. & H. Railroad Co.
P.C.& Y. R:ul“nv Compony
Pittabureh & West Virginia Rwy. Co.
Washington Terminal Company

TS:
Beusemer & Lake Erie Railroad }lncludea engineers represented by the—Brotherhood of

Detroit Terminal Railroad Co. 1Includes firemen represented by the—DBrotherhood of

P. C, & Y. Railway Co. Locomntive Engincers.

Indiapapolis Union Railway Includes trainmen represented by the—Order of Railway
Conduetors.

Baltimore & Ohin Railread Co.

Grand Trunk Western Railrond Co.

Lehigh Valley Railenad Includes Dining Car Stewnrds represented by the—
N.Y.C.R.IR. (Full-line Agrecments) Brotherhood of Railrond Trainmen.

N. Y, N.Il. & lH. Railroad Co.

Pennsylvania Railroad Co.

Delaware & Hudson Railroad Corp.

Detroit & Toledo Shote Line R.R. Co,

Erie Railroad Company

Chm’\go & Erie Railrond Company
J . & N. Y. Ruilrond Company

N. Y & W. Rulroad

Plllhbur‘,h & West Virginia Rwy. Co.
}
1

Inctudes Yardmasters represented by the—Order of
Railway Conduetors,

Pere Marquette Railway Company Includes Yardmasters represonted by the—Switchmen's
Uunion of Nurth America.
Grand Trunk Western Railroad Co.
Muine Centrn) Railroad
Portland Terminnl Company
N.Y.C.R.R. (Ohio Central lesmn)
Reading Company

Includes Yardmasters represented by the—Brotherhoo
of Railroad Trainmen.

LeLigh Valley Railroad Includes Car Riders, Perth Ambny Conl Dock, repre-

sented by the—DBrotherhood of Railroad Truinmen.

Long Island Railroad Includes Guards represented by the—DBrotherbood of
Ruilroad Trainmen.

Indiana Harbor Belt Railroad Includes Telegraphers, Levermen and Switehitender-
operutors represented by the—Drotherhood of Railroad
Trminmen.

Pennsylvanin Railroad Company }lncludcs fTump Mator Car Operators represented by the
—DBrutherhood of Railroad Tminmeu.

Reading Company 1Includes Car Droppers, Part Reading Terminal repre-
sented by the—DBrotherhond of Railrond Truinmen.

Boston & Albnany Railroad }Includes Road Brakemecn, Baggagemen and Flagmea,
represented by the—Order of Railwuy Conductors.

Chicago, 111.,
September 5, 1941.
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APPENDIX C-6

THE' EIGHTEEN CLASS II AND CLASS'11I SHORT;LINE
RAILROADS INVOLVED

Alabama, Tennessee & Northern R. R. Corp.
Ashley, Drew & Northern Railway Company
Atlantic & Yadkin Railway Co.

Blue Ridge Railway Company

Canton Railroad Company

Carolina and Northwestern Railway Company
Chicago Tunnel Co.

Chicago Tunnel Terminal Co.

Danville and Western Railway Co.

High Point, Randleman, Asheboro & Southern R. R. Co.
Maryland & Penna. R. R. Co.

Midland Continental Railroad

Minnesota Western Ry. Co.

New York Dock Railway

Paris & Mt. Pleasant R. R. Co.

Quanah, Acme & Pacific Railway Co.

Sand Springs Railway Co.

Yadkin R. R. Co.
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{Carriers’ Exhibit No. 209!
SOUTHEASTERN RAILROADS
Represented by the
SOUTHEASTERN CARRIERS CONFERENCE COMMITTEE—1941

(Authority is co-extensive with requests filed and with
the scope of agreements ae to clusses of employes)

(rw indicates representation for rules and wage matters)

117

Railroads BofLE | BLF&E| QofRC | BofRT | SUofNA
Atlantic Const Line. ... _ ... ... rw ™w rw rw (a)
Atlanta & West Point_..______________________ Tw rw rw rw
Western Railway of Alabama______.____._.. W rw ™ rw
Atlanta Joint Terminals_ . ™ | T2 rw
¢ Central of Georgia_._____ rw rw rw rw
Charleston & Western Carolina_ ... oooeo .. rw rw rw rw
Chesapeake & Ohio. ..o oo Lo oo ooan rw W w rw (a)
Clinchfield_.___..__ .. ™w w ™w rw
® Florida Eust Coast rw rw(b) rw ™w
GeOMIA . _ o oo aceecmaeceena rw rw rw rw
Gulf ‘\loblle & Ohio._ rw rw rw rw
Jacksonville Terminal w rw oL rw
Kentueky & Indiana Terminal .. oo __.._. rw | 52 w
Louiaville & Nashville rw ™ rw rw (a)
Nashville Chattanooga & St. Louis rw rw rw rw (a)
Norfolk & Partsmouth Belt Line. ..o ... rw rwo|__.._.. ™w
Norfolk & W-stern____..__._.__.___. rw rw rw rw
Richniond Fredericksburg & Potomae. rw rw rw w
® Seahoard Air Line_ . __ . L. .o_._. rw rw rw rw (a)
(e) Southern ..o iceaaaaos rw v rw rw(a) oo oo o
Alabama Great Southern rw rw rw IW  feccec-oo
Belt Railway Co. of Chattanooga rw rw o |oeaioooC W oo
Cincinnati Burnside & Cumb. Riv_..__..... rw | "2 PO | U
Cincinnati New Orleans & Tex. Pac. rw rw rw w rw (d)
Georgia Southern & Florida__.____..___.... rw rw rw | 2 P
Harriman & Northcastern_ _ rw rw rw
New Orleans & Northeastern rw rw ™w
New Orleans Terminal ___ rw ™w rw
St. Johns River Terminal.__. .. _ ... ...._. rw rw rw
Woodstock & Bloeton_.___.__._.___.___.__ rw rw rw
Tennessee Central ... _..__._____....___.._ rw ™ ™w rw
Virginian. i cccmccccceeeafeacmmmeafeecanan rw rw
a) Includes dining car stewards.
h) Covers hostlers and outside hostler helpers only.
c) Includes East St. Louis Terminnl.
d) Cincinnati, Ohio, nnid Ludlow, Kv. terminals only.
Authority given is subject to approvnl of court.
APPROVED

A. . Bign
For Railroads

J. P. SHIELDS
For B. of L. E.

H. J. ArRiES
For B.of L. F. & E.

9-5-41

H. W, FraserR

For O. of R. C.

D. A. MacKeNzIE

For B. of R. T.

A. P. BRINDLEY

For 8. U. of N, A.



{Employes’ Exhibit No. 1)

Statement showing carriers on which Organizations served the original vacalion with pay request on or about May 20, 1940,
and the wage increase proposal on or aboul June 10, 1941.

ORGANIZATIONS

ES) Order of Railroad Telegraphers.
9) Broutherhood of Railway and Steamship Clerks, Freight Handlers, Express and

International Association of Machinists.

International Brotherhood of Builerinakers, Iron Ship Builders and Helpers of

Station Employvens.

Baltimore & Ohio (New York Terminals).
Baltimore & Ohio Blevators ... caioaeo.s
RBaltimore & Ohio Warchouses (Baltimore and Cincinnati) _
B. R. & P. Warchouse Ine. (Rochester)

Terminal Swornge Company (Washington) . -
Dayton & Union Railroad_ _ oo mooiacmcmaeacaaaea

America.
3) Inwernationni Brotherhood of Biacksmiths, Drop Forgers and Helpers. 210) Brotherhood of Maintenance of Way Employes.
4) Sheet Metnl Workers' Interpational Aagocintion., 11) Brotherhood of Raitroad Sicnalmen of Amerien.
3) International Brotherhood of Elcetrienl Workers. (12) National Orzanization Masters, Mates & Pilots of America.
0) Brotherhood Railway Carmen of Amerien, 213) Nationul Marine Enginerrs’ Bencficinl Agsociation.
7) Internutional Brotherhood of Firemen and Oilers. 14) International Longshoremen's Association.
Railway Employes' Departmeng
American Federation of Labor Mas- 1 g0
Teleg- "g';_:‘ rine [ Long-
Name of Carrier Sheet | Elee- Fire- | raph- | Clerks| M. of |Signal- mnds engi- | shore-
(Eastern Region) Ma- |Boiler-| Black-| metal | trical [ Car- | men ers W.E.| men ql 1g | neers | men
chin- | mak- | smiths| work-| work-] men | and pilots
igts ers ers ers oilers
(¢3} (2) 3 4) 5) (6) @) S ) | 0) | (A ( A2) | (13) | (149)
Akron & Barberton Belt ROR.Co. oo oo o nccmccccccca]emccc e e e feccveeem ] eeme e [emca e e D SN PRURI NP PRI FUPN
Akron, Canton & Youngstown Ry. Co. i
(Includes Northern Ohio Ry.) oo oo e deecioces
Ann Arbor Railroad Co. oo o emeeeieaoo-
Baltimore & Ohio Railrond Co. oo a X (b

Bangor & Aroostock RIRCo. .o o eeemeec e
Bessemer & Lake Fric RR Co.
Roston & I\Imnc RRCo____..

Buffalo Creek Railrond o oo oo oo ciccmeeccrmmcccacme]aeeaan
Bush TerminadCo._._. .
Cunadiun National Ry. Lines in New England

Champlnin & $t. Lawrence R.R. Co
St. Clair Tunned Co.___ ... ...

8TL
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Canadian National Ry. Linesin N. Y. oo eeceeemam
Canton Railread ..o oo oo
Cenural Railrond Company of New Jersey .
New York & Long Branch R.R..___._
Wharton & Northern RR. ool
Cenurn! Vermont Railway, InC. oo oo ceccaceecccmaae X
Ceutral Vermont Terminal, Inc.. .. O,
Chicagn, Indinnapolis & Louisville Ry.. X
Cincinnati Union Terminal Co.__..__ X
Chizngo Union Station €0, oo oo on e accacaen X
Daveon Union Ry. Co.. oo ccc e ceececeeccceemcemecmmmmmma]eeccec|eccmac]amcmefeccec e Xt | . X X X
Deulnware & Hudson RR. ... _.__... X? X1 Xs X1 X X X
Delaware, Lackawanna & Western RR. X X X X X |[X@| X
Detroit & Mackinue. oo oo v ceccccnceeccceccccaecccccecmcmmmea]eemmacaloccoecloooco oo e e e a DU D G PR (RPN I IR
Detruit, Toledo & Tranton RR. oo eeeaa. X X X X Jeceoea D, I I FEURIPIPN FEPRIOIY PRPIPI PR
Detroit & Toledo Shore Line RR . oo oo .ol
Detroit Terminal RR Co..oooo....
Erie lailrond Compuny__ . ...._
Chicago & Erie Railroad Co...
New Jersey & New York RRo. e eeea

East Brond Top RR & Conl Co
Grund Trunk Western RR Co..
Greenwich & Johnsonville.__.__
Hurdyon & Manhuttan RR Co. o oo ceooo.oo .
Flunuington & Broad Top Mountuin RR & Conl Co.

Indianapotis Union Ry. Co._ .ol iiaicann

Jay Strect Terminal Co.. .o

Lackawanna & Wyoming Valley RR.

Lebigh Valley RRCo.ooooee o0

Muckinae Transportation Co.. - oo e e e ce ;e eeeeeemm

Marylund & Pennsylvania RR . L .ot cemaeceaan Xt X1 X hel

Muine Centril RR Co__.._____ X fooaaa X X
Portland Terminal Co X X X X

Merchunts Despateh Transportation Corp.. xX X X X

Montour Railrond . . oo e oo e X X X X

Monongaheln Wailway Co. oo oo e e e oo e e e X X X X

Mystic Terminals Co. (Charleston, Masa) oo oo oo oo .. ... X |oo.... X X X

Montpelicr & Wells RR and Barre & Chelsen D, C I IR P U

New York Centenl and All Leased Lines:
New York Central—Rufinlo & East_ o _ . _.___.
New York Centrai Grnin Elevators. _._.
New York Central Stockyards (Buffalo)

Bee footnotes at end of table.
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{Employes' Exhibit No. 1—Continued]

Statement showing carriers on which Organizations served the original vacation with pay request on or about May 20, 1940,
and the wage increase proposal on or aboul June 10, 1941.

021

Railway Emploves’ Department

American Federalion of Labor Mas- Ma-
Teleg- ters, | rine Long-
Name of Carrier . Sheet. | Elec- Fire- | raph- | Clerks| M. of [Signal- m“js engi- | shore-
(Eastern Region) Ma- |Boiler-| Black-| metal | trical | Car- | men | ers W.E.| men ‘31" neera | men
chin- | mak- {smiths| work-| work-] men | and pilots
ists ers ers ers oilers
[¢}] (2) 3) (4) ) 6) (7) (8) 9 | (10
New York Central—West of Buffalo_ oo oo oo occcceaooon X X X X X X X X |X ﬁd) X
New York Centrul—Ohio Central Lines. ... X X X X X X X X |IX(@)] X
New York Central—Grand Central Terminal X X X X X X X X+ X (d) X
Boston & Albany Raitroad. ... e el X X X X X X X X X X
Cleveland, Cineinnati, Chicago & St T.ouis Ry. Co. .
(Ine. P.E&E. Ry.and L. & J. By RR) ceom e ieececcmee e X X X X X X X X X X
Cleveland Union Terminols Co. oo v eecccecccaaan X X X X X X X X [ X@@| X
Chicago River & Indinne RR Co. (Chicago Jct. Ry. Co)._... X 2 X X X X X ... X () X
Indiana Harbor Belt RR Coo oo e eciccaecae X X X X X X X joeee-o- X@W| X
Michigan Central RTUCo- o o oo oo et e cceecemmmmmmmemm X X X X X X X (o) | XD X
Detroit Stoek Yoards. - .. oo ocoaas X Jeeoo-s

Pittshurgh & Lake Eric RRR Co. (lncluding L. E. & E.)_.
Troy Union Railroad Coo oo e iicimcaaaaas

New York, Susquehanna & Western RIR_ .. ... __._.__.._
New York Dock Ry cccoemooaa oo
New York, Chicago & St. Louis RR Co
New York, New Haven & Hartford RR Co__

New York Conneciing RR Co._ . oo e

New York, Ontario & Western Ry. CoO. - oo occuoeaon o icmeaao
Penngylvania Rallrond Co_ oo .o .. ..
Long Island Railrosd Co_..___
Pittsburgh Joint Stock Yards. __
Baltimore & Eastern Ry. Coo oo oo e eccceecaa

Pennsyivania-iteading Seashore Lines. _ o ..o oo nomoooooaao__o
Pere Marquette Ry. Co. - e mceeccce o cne

TFort St. Union Depot Co_.
Pittsburgh & Shawmut RRCo. ... __....

Pitteburgh Chartiers and Youghioheney RR. .. ..o C
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Pittsburgh & West Virginia Ry....__...
Railrond Perishable Inapection Agency
Railway Express Agency .. _.o_oo---
Reading Company . . . oo eaoceaao—a

Phlludolphm, Reading & Pottsville Telegraph Co

Staten Island Rapid Transit Ry. Co_. .. .o .. oo ...
Toledo Termina! Ruilroad_ ...
Union Belt of Detroit. .. _woooocccinaacaaoaciaas
Union Freight Railroad (Boston) ___.._._
Union Inland Freight Station (New York)

Union Depot Compunv (Columbus, Ohio) _ . . ... L _.....
Washington Terminal Co. -
Wheeling & Lake Eric RR Co. (Including L. & W. Va.) .. __ ..o

A

Does not Involve Vacation Issue.

Does not Involve Wage Increase Issue.

(a) Includes Red Caps.

Eb) Includes Employees of former B.R.& P. R.R.
¢) Baltimore Harbor.

éd) Vueation request covers only employces paid on daily, hourly or piece work basis.

e) Includes Dispatchers.

September 5, 1941,

(1) Includes certain Offices and Depts. specifically listed in Notiee.

() Includes Raggnige and Muail Messengers.

(h) Includes only employces not now covercd by Rule 47, existing agreemcnt as to
vacation issue.

(i) Cnrrler served counter proposal for 109 Wage Decrease in connection with Vaca-
tion issue.

() Includes Carrier counter proposal for certain specified changes in rules.

aqavod AONUDYIWA 40 LY0ddYd
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{Employes’ Exhibit No. 1-A}

Statement showing carriers on which Organizations served the original Vacation with Pay request on or about May 20, 1940; on which organizations
served wage increase proposal on or about June 10, 1941, and on which carriers served rules change proposal on or about June 9, 1941.

(1) International Associntion of Machinists,

(2} International Brotherhood of Boilermnkers, Iron Ship Builders and Ilelpers of

America.

(3) International Braotherhnod of Blacksmiths, Drop Forgers and Helpers.
4) Sheet Metal Workers' Internntional Association.
5) International Brotherhood of Electrical Workers.

(6) Brotherhood Railway Carmen of America,

(7) International Brotherhood of Firemen and Qilers.

ORGANIZATIONS
(8) Order of Railroad Telegraphers. .

(9) Brotherhood of Railway and Steamship Clerks, Freight Tlandicrs, Express and
Station Employes.

Brotherhood of Railrond Signalmen of America.

gm) Brotherhuod of Maintenanee of Way Einployes.
11

12; National Organization Masters, Matea & Pilots of America.

(13) National Marinc Engineers’ Beneficial Associntion.
(14) Internatinnul Longshoremen’s Agsociation.

Naine of Carrier
(Southenstern Region)

Railway Enmiployes’ Department

Atmerican Federation of Labor Mas- 1
el M. of [Signal ters, ll'\innc- L}onq-
" . cleg- M. of [Signal-{ nntes ¢ | shore-
Mn- | Boiler- { Black- E]}::i"’ E_ll“';', Carmen F":{:’(‘f" raphera | Clerka | W. E. | men | and ;:_‘é‘:' men
chinista | makers | smiths | A0 worﬁers oilers pilots s
) 2) (3) ) (5) (G) (V) (R) (0) (10) (1 (12) a3 | ()

Alabama, Tennessee & Nourthern
Alhany Passenger Terminal Co,.o .. ____
Atlantn, Birmingham & Coast RR Co._.
Atlanta Terminal Co.o o oo oaioiamaas

Atlantic & Yadkin_ .. __________________.___
Atlantic Const Line RR......_._
Winston-Sulem Southbound..
Atlanta Joint Terminals_ oo ____
Atlanta & West Point___________
Western Ry. of Alunbama_____________.___

Birmingham Terminsl Coo. oo oo __.__
Centrul of Georgin.___._._..
Chesapeake & Ohio Ry._.._.
Charleston Union Swation Co.. ..
Charleston & Western Carolina. oo ________

Chattannonea Stion Ca.

Clinehfeld Railrond .o cooeeeeeo oo

Columbia Union Btation
Durham Uuion Station Co

NADHINT J0 LI0JIId
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Florida East Coast Ry . _ ... oo ...
Fruit Growers' Express Co..
Georgin & Florida
Georgia Railroad_ . ______
Gulf, Mobile & Ohio RR

I(entucky & Indmna Terminal RR.
Lexington Terminal
Lenoir Car Works

Louisville & Nashville RR_____ ... .. ._.....
Macon, Dublin & Savannsh
Meridian Terminal Co__.___
Meridian & Bigbee River._
Mlssnsslppl Centrsl

anhvﬂlc Chaltnnnoga & St. Louis.
Norfolk Southern RR

Norfolk & Western RR ... _____ oo _.....
Port Utilities Commission (Charleston).
Relay Depot Assn. (E. St. Louis)

Richmond, Fredericksburg, & Potomac RR X (
Richmond Terminals Co... . - (&
B8avannah & Atlanta

Savannah Union Station
Beaboard Air Line.. ___._
Tampa Union Station.

Southern Railwny Co

qavod XONADHINH 40 L¥0ddY

..... X X (e X
Alabama Great Souther; X X (e X | X [|oaoe--
X X (e) X | X Joocooo]ocmcanfaenaas

Ry X X X X X X X X (e X

Georgia Southern & Florida Ry X X X X X X - X § (e{ ¥

Harriman & Northeastern Ry.. X X X X X X X ¥ (e; X

Eew ((;r:euns # Northeuéteru RR § § ¥ § })E g({ 3{{ )ée %
ew Orleans Terminal Co_..... h X ~

St. Johns Rfvar Terminal Co X X X X X X Joeeeee-s kl X (o) 3((

Woodstock & Bloekton_ .o . ... ... - X %

Belt Ry. of Chattunooga. X

Carolina & Tennessee X

State University .________._

See footnotes at end of table,



[Employes’ Exhibit No. 1-A—Continued]

Statement showing carriers on which Organizations served the original Vacation with Pay request on or about May 20, 1940; on which organizations
served wage increase proposal on or about June 10, 1941, and on which carriers served rules change proposal on or about June 9, 1941.

Name of Carrier
(Southenstern Region)

Railway Employes' Department

American Federation of Labor Mas-
Tel, M. of |Signal| mate rine ok
. eleg- . o ignal- mates | shore-
Ma- | Boiler- | Black- rsul;‘:g'i ﬁ}:ﬁl Carmen F":l:'&en raphers| Clerks | W.E. | men | and g:g;; men
chinists | makers | smiths workers | workers oilera pilots
(1) 2) 3) 4) {5) (6} Y (8) 9 0 |[an |az |3 | a4

Southern Bhort Lines
Blue Ridge Ry-ocueomoocoiimaciaos
Danville & Western Ry __

Carolina & Northwestern. . _._..____..___ -

High Point, Randlemnn, Asheboro & Sou..
Yadkino.___ .l

Tennessee Centra) Ry_ .. cooeooa .
Virginian Railway . -« oo coommmiaieaamnaas

! Does not Involve Vacation Issue.

* Does not Involve Wage Increase Issue.

* Does not Involve Rules Change Issue.
Ea) Includes Dispatchers,

b) Vacation lasue does not include Group 1-—Clerical Workers. Wage and Vacation

Issues include pursers and assistant pursers. Wage Issue includes certain eval dock

employees.

50) Vacation Issue applies to Toledo, Ohijo, docks only.
d) Excludes Alabama, Tennessee and Louisiana Divisions on Vacation issuse.

September 5, 1041,

(e} Includes Red Caps.

gl) Includes Linemen.

g) Includes Clerical Employees only in Vacation Issue,

(h) Vacation Request Includes alf employees represented by organizstion, except those
now covered by Rule 2 of existing Clerks' agreement.

(i) Wage Increuse Notice includes Freight Hundlers at Piers at Lambert Point, Va.

() Carriers proposed 20% Wage Decrease nnd Revision certain Rules in connection
with Employes Vacation Notice.

¥el

pr-price
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{Employes’ Exhibit No. 1-B)

Statement showing carriers on which Organizations served the original Vacation with Pay request on or about May 20, 1940; on which carriers served
10 per cent wage decrease counler proposal; on which organizations served wage increage propogal on or about June 10, 1941, and
on which carriers served rules change proposal on or aboul June 9, 1941.

8; International Association of Machinists,

Amcrica.

3) Internationnl Brotherhood of Blacksmiths, Drop Forgers and Helpers.

4
3
6) Brotherhood Railway Carmen of America.

Sheet Metal Workers’ International Association.
International Brotherhood of Electrical Workers.

(7) International Brotherhood of Firemen and Oilers.

ORGANIZATIONS

International Brotherhood of Boilermakers, Iron Ship Buildera and Helpers of

Order of Railroad Telegraphers.

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

Station Employes.
Brotherhood of Maintennnce of Way Employes.
Brotherhood of Railroad Signalmen of America.

National Organization Masters, Mates & Pilota of America.

National Marine Enginecrs’ Beneficial Arsocintion.
International Longshoremen’s Association.

Railway Employes’ Department
American Federation of Labor

Name of Carrier
(Western Region)

Mas- Ma-
Tel M. of [Signat-|masgs| ine | Gond-
. Sheet Elec- Firemen eleg- . of [Signal-) mates engi- shore-~
hM"‘-t,s Boﬂ:r- Bll:('.:fl:; metal trical | Carmen and raphers | Clerks | W. men qlnd neers | men
chinieis | makers | sm workers | workers oilers pilots
(1) 2 3) 4) () (6) " (8) ©) aoy | an | a2 | a3) | 14

Arkangas & Memphis Bridge & Term.
Alameda Belt Line_ ... _.__.___
Addison Miller_ _..___.__.
Alton & Southern Railroad.
Alton Railroad _ _ ... il aan

Panhandle & Santa Fe Ry_...._.
Atchison Union Railway & Depot Co

Ashley, Drew & Northern. .. coococeeaoaan
Baltimore & Ohio Chicago Term. Co
Belt Railway of Chic8go__._ o ccmeoa--.
Burlington Refrigerator Co._.
Burlington—Rock Island RR. o ccoooaea ..o

Butte Anaconda & Pacific RRoceeeaeae oo oot
Camas Prairie. .. __._ .. .....-
Chicago & Enstern Illinois Ry...
Chicago & Illinois Midland Ry. -
Chicago &4Northwestern Ry . o ooccmceanooaae

921
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Chicago Produce Terminal Co.__..coocuooaao.
Chicago, Burlington & Quincy RR__...._
Chicago South Shore & South Bend RR._
Chicmi‘o Tunnel Company._ _ . ___.__.__.. -

Chiengo Warehouse & Terminal Co.__._..

Chicago & Western Indiana RR. .. _______
Chicago Great Western RR (Includes South
St. Paul Terminal formerly operated by St.
Paul Bridge & Term. Ry)

i

.
v

“

Chicago, Milwaukee & St. Paul & Pacific RR__.
Chicago, Terre Haute & Southeastern Ry._.
Chicago, Rock Island & Pacific Ry.-ccceoaeo-o
Peorin Terminal Co. . ..o cooo__.

tetats]

fatatd]

AN

Chicago, St. Paul, Minneapolis & Omaha Ry...
Chicngo, West Pullinan & Southern________...
Colorado & Southern Ry..._.__. -
Colorado & Wyoming Ry

Curplcs Station (St. Louis) . o ocvooomceocaaan
Dallns Car Interchange & Inspection Burenu. ..
Davenport, Rock Island & Northwestern Ry...

Denver & Salt T.ake Ry _ ... . ._.ococ___...
Denver & Rio Grande Western RR.
Denver Union Terminal Ry.......-
Des Moines & Central [owa

Des Moines Union Ry.____ oo uen

Towa Transfer.__._____._.__ --
Duluth, Missabe & Iron Range RR.. -
Duluth Union Depot & Transfer Co-. -
Duluth, Winnipeg & Pacific Ry

Enst Portland Freight Terminal . ... ____._
Elgin, Joliet & Eastern RR..__... -
E1 Paso Union Passenger Depot. -
Eseanaba & Lake Superior_........ .-
Fort Dodge Des Moines & Southern.__..._...

Fort Warth & Denver City
Wichita Valley._._._...
Galveston Wharves

“

Great Northern______.____________._._.l....
Green Bay & Western RR.______._..___..
)_‘ FKewaunee, Green Bay & Western RR.
. Ahnapee & Western Ry. . __cccccunanaoan

See footnotes at end of table.
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{Employes’ Exhibit No. 1-B—Continued]

Statement showing carriers on which Organizalions served the original Vacation with Pay request on or about May 20, 1940; on which carriers served
10 per cenl wage decrease counter proposal; on which organizations served wage tncrease proposal on or aboul June 10, 1941, and
on which carriers served rules change proposal on or about Junc 9, 1941.

Railwny Employes’ Department
American Federation of Labor Mas-
alas- 4 Afg-
Tel M. of |Signal ntlflrtsc's rine SLh?Jrl!‘g;
S Slee- o eleg- M. - i
Nume of Carrier Ma- Boiler- | Black- l;f:i?l'i ‘Fr:lc':,] Carmen I‘n['lel:!(xlen raphers [ Clerks | W. E. | men | and f,‘e‘g:s men
(Western Region) chinists | makers | smiths | workers | workers oilers pilots
n (2) ) ) (5) (6) 7 () ) ao) (any | 12y | 13) | (14)
Gulf Coast Lines:
New Orleans, Texas & Mexico Ry . -- X X X X X X X X (h) X X X IX-3-4 X134 |
Beaumont, Sour Lake & Western Ry X X X X X X X X (h) X X X .
Orange & Northwestern RR_______._. - X X X X X X X X (h) X X X |-
St. Louis, Brownsville & Mexico RR X X X X X X X X (b) X X X .
New Iberia & Northern RR ........ X X X X X X X X (h) X X X |-
Houston & Brazos Valley X X X X X X X X (h) X X X |-
San Antonio, Uvalde & C-ulf RR. X X X X 2 X X X (h) X X D\ SO IO IR O,
Sugar Land Ry_._ .. _.._.___. - X X X X X X X X (h) X X . G PO NI
Rio Grande City Ry .. - X X X X X X X X (h) X X D\ G N SO
Asherton & Gulf Ry_.__ I X X X X _\: X X X (h) X X X .
San Antonio Southern Ry__.__ - X X X X X X X X (h) X X X |-
Iberia, St. Mary & 15nstern Ry ___ .. X X X X X X X X (h) X X X |-
San Benito & Rio Grande Valley Ry______ X X X X X X X X (hg X X X |-
Asphalt Belt Ry_ oo aaan X X X X X X X X (h X X X |.
Houston North Shore Ry________ - X X X X X X X X (h) X X X .
International-Great Northern RR_______.. X X X X X X X X (h) X X X ...
Hannibal Union Depot Co- oo oo e e
Harbor Belt Line (Los Angeles)__ X X
Houston Belt & Terminal Ry.__ X
Hlinois Central RR._ . _ . ... _._._._.... X
Yazoo & Mnssnsalppl Valley RR (Including
A& V.-V, e X X X X X
Gulf & Shlp Islund RR._ .. X X X X X
Chicngo & Hlinois Western RR_ . oo oo e e el
{llinois Northern Ry.
1Hinois lcruunul Co.-
Joliet Union Depul Cu. ..
Kunsgas City Southern Ry._..
Joplin Union Depot Cooooooo oo ____

8¢1
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Kansas City Terminal Ry . o - cae oo
Keokuk Union Depot Co- ...
King Street Station (Seattle)..
Lake Superior & Ispheming. ... _
Lake Superior Term & Transfer Ry_ ... .___.

Litchfield & Madison Ry . oo .
Los Angeles Union Passenger Term .
Loungview, Portland & Northern____
Louisiana & Arkansas Ry. Co.. -
Louisiann & Northwestooooooo oo _______

Market Serviee Assn. (Chicago) ... _______.._..
Memphis Union Station Co_ ..
AMidland Valley RR__________
Kunsus, Oklahoma & Gulf
Okluhoma City, Ada & Atoka

Midland Continental . _.___________.______._

Minneapulis, Northfield & Southern Ry. . Xz X» D CR X2 DI X3 %’
Minn, St. Paul & Sault Ste. Mane, . ___ - X X X X X X X () N
Duluth, South Shore & Atlantic Ry . X X X X X X X 3
Mineral Range RR__ .. _____________ 2 X 2 ) X X 2 A
Minneapolis & St. Louig Railroad_____________ X X X X X X X X X ¥
Railway Transfer Co. City of Minn [ X N
Minnesotn & Internationnl Ry ______ X X 3
Big Fork & Inter. Falls Ry . _ 2 X X
Minnesota Transfer Ry._........_....__.___..l X | X | X |ooocoooioecacol X oo )eoooo. X 2
Minnesotan Western_ .. oooo oo aimaeees N R S P [ R PR N R N34
Missouri-Kansas~Texas RR______ - .: X .\ ‘\ (6)} X X X \ () .\ (u-m) .\
x\‘lo.—l(nn\sas-Texus I{Rl Cu. Kfl;l‘lcxus_ b 2 X X 2 X X X () | X (a-m) 3
Beaver, Meade & Englewoo R - R . P . [ P PP PR S . P - R R, PR e X
Missouri Paeifie. . __________. X X X X X X X XX w | X
Missouri-Illinois_ o . oo . ____ X X X X ) X X X faoo. 2

Missouri Produee Yard (Kansas City,
Missouri & Arkansas Ry__.____
New Orleans Public Belt RRR-.
Northern Pacific Ry .. ..__.

Northern Pucific Terminal Co.

North Pacific Coast Freight Burcau
Northwestern Pacific RR.__...___.
Ogden Union Ry. & Depot Co
Oregon, California & Eastern._.
Pacific Car Demurrage Bureau. o ... ...

See footnotes at end of table.
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{Employes’ Exhibit No. 1-B—Continued]

Statement showing carriers on which Organizations served the original Vacation with Pay request on or about May 20, 1940; on whigh carriers served
10 per cent wage decrease counter proposal; on which organizations served wage increase proposal on or abowl June 10, 1941, and
on which carriers served rules change proposal on or about June 9. 1941.

Railway Employes’ Department

American Federation of Labor Mas- .
M. of Signal-| matc rine {Lone:
N f Carrier " Teleg- . of |Signal-| mates ¢ | shore-
(Wner:felgx R::i.:i:) Ma- Boiler- | Black- rSn}:zif\'l' E‘llt‘f\-l Carmen F u:::&en raphers | Clerka | W. men | and ;2(‘:;1!5 men
chinista | makers | smiths workers | workers oilers pilots
m (2) @) (4) ) ) @) (8) 9)
X X

Pacific Electric Ry. Co
Pucific Fruit Expresa..._. -
Paris & Mount Pleasant__.___________________

Port Terminal RR Assn. (Houston)..
Pueblo Union Depot & Railroad Co._
Pueblo Joint Interchange Bureau____
Quannh, Aeme & Pacifie. ... ________.____..

Rapid City, Black Hilla & Western___________
Rock Island—Trisco Terminal Co._
St. Joseph Terminal RR Co...__.
St. Louis & O'Fallon..__.__
St. Louis-San Franciseo Ry ._____
St. Louis, San Francisco & Texas Ry
Birmingham Belt RR. oo oo e o

St. Louis & Belleville Eleo. Coooooo oo _____

St. Louis Southwestern Ry ... ___.__.__._._ X
St. Louis Southwestern Ry. Co. of Tex__._ X
Dallas Term. Ry. & Union Depot Co X

St. Paul Union Depot CO- - - ccocececcmcnaannn X ()

Salt Lake City Union Depot & RR Co x}éﬂ)

San Dicgp & Arizona Eastern Ry_______
Sand Springs Ry, Coue oo ..

St. Joseph Union Depot €O mooeoemocoaeo e
Sacramento Northern Ry.____
Souibiern Pueific (Paciic Lines) ... _..

Southern Pacific DeMexico (In U.S.)

South Omaha Terminal Ry o ccoooooooouoo.o
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Spokane Union Station Co__..._ . ..o._._....
Spokane International Ry . ... _._._._
Spokane Coeur d’Alenc & Palouse

Spokane, Portland & Sesttle Ry ... .._..
Oregon Trunk Ry
Oregon Electric Ry _
United Railways

Stock Ynrds District Agcncy (Chicngo)oooo..
Terminal Railroad Assn. of St. Louis.__
Texarkann Union Station Trust_ ...
Texas & New Orleans RR (Sou. Pac

Texas & Louisiana) ... _._ ... _.

Tulsa Union Depot Co. o oo oo ...
Tremont & Gulifl RR._
Union Parifie RR___ ... ___._._.__ .
Union Railway Compnny (Memphis) . .
Union Terminal Co. (Dallas)

Union Terminal Railway Co. (St. Joseph, Mo.)_.
St, Joscrh Belt Railway Co_ oo iaoos
Wabash Railway ..o caeees

Weatherfnrd, Mineral Wells & Northwestern Ry.
Wegtern Fruit Express Coe mcee cmeeeocmcnas
Weatern Parific RR_ ... e micacaaaan

Western Warehousing Co. (Chicago) . -n.o._
Wichita Falls & Southern RR____.__
Wichita Union Terminal Ry
Yakima Valley Transp. Co-.

1 Docs not invalve Vaeation Tssue.

t Donee not invalve Wage Inerease Issue,

$ Does not involve Rules Change Issue.

4 Does not involve 109, Wage Decrease Issue.
(a) Tncludes Red Caps.
(L) Whnge Increnae N()(lce excludes ore dock laborers.
¢) Includee Timmber Treating Plant Empluyees.

d) Wage Incrense Notice includes excepted positions. Rules Notice excludes Red Capa.

e) Includes Shop Laborera.

September 5, 1941,

() Includes Mechanica and Helpers in the Water Service Section in the Maintenance
of Way Depnrtment,

(g) Wage lnerease Notice includes Ore Dock Foremen, Ass't. Foremen and Red Caps.

(h) Includes Vinetnen.

(i) Whage Increas: Notice excludes Ore Dack Laborers, Ore Dnek Foremen and Ass't.
Foremen and Commereinl Dock Freight Handlers (Superior).

(3) Includes Water Service and Plumbing Employces.

él\) Includes Dispatchers.

m) Vacation Notice excludes certain specified employees.

18T



APPENDIX D
TABLE 1

Average Hourly Earnings* of Railroad Ewmployees

January—May, 1941

Average Hourly

Average Number of Employees, 1940

Farnings, Jan.- s Who Reecived No, I.C.C. Division
May, 19111 Midmonth Pay During
Month?
Non-Operating Employees
381 3 99(» 15 Messenger and Office Boys
386 15, 103 Crossing and Bridge Flagmen and Gatemen
423 111..).’;8 42 Section men
425 25 ‘Teamsters and Stablemen
4206 43, 0" 2 41 Extra Gang Men
432 37 Pumping Equipment Operators
433 71 General Laborers (Shops, enginehouses and power plants)
442 20 Janitors and Cleaners
449 43 Maintenance of Way Laborers (other than track and roadway), and Gardeners and Farmers
470 67 Coach Cleaners
70 Classified Laborers (Shops, enginchouses and Power Plants)
16 Elevator Operators and other office attendants
14 Telephone switchboard operators and office nssistants
66 Regular apprentices (Maintenance of Equipment and stores)
94 Common Enborers (stations, warchouses, plut.formq and gruin clevators)
72 Generul Laborers (stores and ice, reclamation, and timber-treating plants)
87 Baggage, parcel room, and station attendants
92 Truckers (stations, w nrehouses, and platforms)
102 Bridge operators and helpers
Bl 36 Portable steam cq\upman operntor helpers
6,605 31 Maintenance of Way and Structures helpers and apprentiecs
2,804 24 Motor vehicle and motor ear operators
2,864 74 Stationary firemen, oilers, conl passers, and water tenders
18 Patrolmen nnd Wrichmen
49 Signalmen und signal maintainer helpers
91 Cullers, louders, sculers, scalers and perishable-freight inspectors
68 Gang forcm(.n (shops, cngm.huuscs un(l power plants)
a3 Laborers (conl and ore docks and grain ulevuturs) N
G4 Skilled trndes helpers (maintenance of equipment and stores)
G5 Helper apprentices {muintenance of equipment and stores)
. 806 Baggage ngents and assistants
490 30 Bridge and building enrpenters
694 S \Icchumcnl !lc\l?(} operators (office)
55 10 1o or seetion foremen
.708 32 Bndgc and building painters
710 10 Stenographers and typists (B)
715 G9 Gang foremen (stores nnd ice, reclamation, and timber-treating plants)

See footnotes at the end of table.
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TABLE 1—(Continued)

Avernage Number of Employces, 1940
.:l\vemgc Hnlmrl_v c.C
Surnings, Jan.- Tidmont Who Received No I.C.C. Division
Aay, 104110 '“é},'::,:{‘-_-m Pay During
Month?
Non-Operating Employces
0 82 Cluk telegraphers and clerk- telephoners
2 38 Gang foremen (extra gang und work-train laborers)
48 Assistant, signal men and assistant signal maintainers
80 Station ngents (telegraphers and telephoners)
35 Portuble steam equipment operators
83 Telegraphers, telephoners and towermen
7 Clerks (B and C
08 ﬂﬂiccrf workers, and attendants on barges, launches, ferrybouts, towing vessels, nand steamers, and shore
WOorkers
7465 90 Gang foremen (freight station, warehouse, grain clevator and dock lubor)
778 73 Stationury engineers (steam
788 0 Station agents (smller stations—nontelegraphers)
79 Miscelluneous tracdes workers (other than plumbers)
820 57 Carmen (C and D)
821 60 Electricul workers (C)
829 59 Elcetrient workers (B)
832 33 Muasons, brickluyers, plusterers, and plumbers
.838 31 Bridge and building ironworkers
.850 47 Linemen and groundmen
.851 S0 Assistant general foremen (freight statious, warchouses, grain elevators, and doeks)
867 9 Stenographers uml secretaries (A)
882 56 Carmen (A and B)
887 46 Signatmen and signol maintainers
893 58 Eleetrieal workers (A)
808 a4 Blacksmiths
902 20 Bridge and building gang foremen (skilled lubor)
004 61 Machinists
007 39 Gang f{oremen (bridge and building, signal and telegraph laborers)
.007 7 63 Shect-metal workers
013 5 28 Maintenance of way and seale inspectors
017 11,155 55 | Boilermakers
.023 134 12 Ticket agents and assistant ticket agents
036 603 62 Molders
042 857 S1 Chief telegraphers and telephoners or wire chiefs
943 2,019 11 Storekeepers, sales agents and buyers
073 351 8S | General foremen (freight station, warchouses, grain clevators, and docks)
078 . 9,389 6 Clerks and clerical specinlists (A)
Uy 5,041 6,069 53 Gang foremen and gang leaders (skilled labor)
1,025 9,452 0,545 5 Chief Clerks

See footnotes at the end of table.
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TABLE 1—(Continued)

Avernge Number of Employees, 1940
Average Hourly
Earnings, Jan.- Who Received No. 1.C.C. Division
May, 10411 Midmonth Pay During
Count? Month?
Non-Operating Employees
1.020 975 1,008 45 Gang Foremen (Signal and telegraph gkilled trades labor)
1.040 145 160 77 Train Directors
1.119 348 350 21 Freight Claim Agents or Investigators
1.210 826 328 20 Claim Agents or Investigators
Train and Engine Service Employees

708 2,730 3,138 107 Switch tenders

708 978 1,294 110 Qutside hostlers’ helpers

781 3,696 4,315 109 Inside hostlers

836 15,444 17,274 128 Yard firemen and helpers

869 1,256 1,520 108 | Qutside hostlers

891 15,522 17.620 118 Road freight brakemen and flagmen (loeal and way freight)

933 39,236 42,303 120 Yard brakemen and yard helpera

903 7,255 8,492 127 Road freight firemen and helpers (loeal and way freight)
1.008 14,746 15.623 119 Yard conduetors and yard foremen
1.034 24,500 25,743 117 Road freight brakemen and flagmen (through freight)
1.06L 14,281 15,005 124 Yard engincers and motormen
1.108 6,445 7.024 114 Road freight conductors (local and way freight)
1164 15,550 16,699 12¢ Road freight firemen and helpers (through freight)
1.165 1,171 1,212 112 Assistant road passenger conductors and ticket eollectora
1.221 9,087 9,804 116 Road passenger brakemen and flagmen
1.210 3.867 4,110 115 Road passenger baggagemen
1.279 9,535 0,084 113 Road freight conductors (through freight)
1.297 6,781 7.520 123 Road freight engineers and motormen (local and way freight)
1.505 13,504 14,202 122 Road freight engineers and motormen (through freight)
1.611 6,865 7,211 111 Road passcnger conductors
1.626 7.041 8,704 125 Road passenger firemen and helpers
1.973 8.686 9,200 121 Road passenger engineers and motormen

* Average compensation per hour actually worked or held for work.

! Carriers’ Exhibits Nos. 85-89, incl.
? Employees’ Exhibit No. 2, pp. 7-9.

738
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Average Annual Earnings of Employees on Class I Railroads—1939
. Classified by Occupational Groups and Months of Service in Year

TABLE 11

All Employees

11 Months’ 10 Montha' 9 Months’ 6 Months'
12 Mouths' Service or Service or Service or Service or in Service
Service More More More More in Year
Occupational Group
Percentage Percentage Percentage Percentage Percentage Percentage
S of Total $ of Total 8 of Tota; $ of Total 8 of Total ] of Totaf
in Group in Group in Group in Group in Group in Group
Train and Engine Service:
Engineers and Conductors. .| 2826 86.6 2805 90.9 2789 92.9 2774 94.3 2739 96.7 2664 100
Firemen, Brakemen, Switch-]
men, and Hostlers____... 2206 06.7 2159 71.9 2120 753 2083 78.2 1969 85.9 1734 100
Non-Operating Employees:
Gang Foremen_________... 1878 89.3 1869 92.0 1861 93.5 1853 04.7 1831 97.0 1786 100
Station Agents and Teleg-
raphers. . ______......... 1895 84.9 1876 88.3 1862 90.1 1847 01.7 1810 94.8 1728 100
M%il:"‘l.lm:lunce of Equipment,| 1931 75.9 1904 S1.4 1884 844 1865 86.6 1814 91.3 1688 100
Skilled. . ... ...
Clerieal o ________. 1802 86.5 1791 88.4 1781 - 89.06 1769 1.1 1738 93.9 1644 100
Maintenance of Way and
Struetures, Skilled. o _____ 1770 70.6 1742 76.1 1717 80.0 1691 83.3 1622 00.3 1489 , 100
Helpers and Apprentices.___| 1404 62.6 1378 68.8 1357 72.7 1338 75.7 1275 83.2 1105 100
Mauaintenance of Equipment,| 1144 58.1 1127 62.4 1111 65.2 1094 67.9 1039 74.7 823 100
Unskilled ... _.....__
Station and Platform
aborers_______________. 1164 46.2 1135 49.8 1107 52.3 1083 1006 61.5 645 100
Maintenance of Way Labor
ers, Other than Extra Gang| 908 384 891 423 874 45.4 853 48.8 782 57.8 482 100
Extra Gang Men. ... ____ 939 9.2 897 11.3 849 13.9 704 17.3 619 31.9 259 100

SOURCE: *“*Compensation, Service, and Age, Railrond Employees, 1039,” Railroad Retirement Board, Washington, D. C., May 1041.
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TABLES AND MEMORANDA ON RAILROAD TRAFFIC

APPENDIX E

AND FINANCES

TasLE I

T'raffic, Revenue, and Income Statistics of Class 1 Railways, 1921-1940

Rate of % of
Revenue Revenue Revenue Revenue Qperating | Operating Taxes? Return Net Accrued Average Percent
Year Ton-miles! | Passenger- per per Revenued Expense? $ million on Incomet Interest Rate of Actual of
(billion) miles! Ton-mile? | Passenger- | 8 million 8 miillion Book Value!| § million Actuslly Dividend | ''Potential"
(billion) (cents) mile? /3 Paids on all Stocks Traffiet
(cents) %

307 37.3 1.28 3.09 5,517 4,563 2768 2.81 314 4.09
339 35.5 1.18 3.03 5,559 4,415 301 3.52 370 3.75
413 38.0 1.12 3.02 6,290 4,895 332 4.28 555 4.03
388 36.1 1.12 298 5,921 4,508 340 4.20 558 4.25
414 36.0 1.10 2.94 6,123 4,537 350 4.71 701 4.48
444 35.5 1.08 2.94 6,383 4,669 389 4.90 809 5.20
429 33.6 1.08 2.90 6,136 4,574 376 4.28 673 5.26
433 31.6 1.08 2.85 6,112 4,428 389 4.61 787 5.33
447 31.1 1.08 2.81 6,280 4,506 397 4.81 897 5.99
383 26.8 1.06 2,72 5,281 3,931 349 3.28 524 6.01
300 21.9 1.05 2.51 4,188 3,224 304 1.99 135 . 3.99
234 17.0 1.05 2.22 3,127 2,403 275 1.24 -139 . 1.12
249 16.3 1.00 2.01 3.095 2,249 250 1.82 - 6 . 1.16
269 18.0 0.98 1.92 3.272 2,442 240 1.78 - 17 . 1.82
282 18.5 0.99 1.94 3,452 2,593 237 1.93 8 . 1.54
339 224 0.97 1.84 4,053 2,031 320 2.57 1685 75.63 2.11
361 24.7 0.94 1.70 4,166 3,119 326 2.27 98 76.82 2.07
290 21.6 0.98 1.87 3.565 2,722 341 143 -123 69.21 1.02
333 22.7 0.97 1.84 3,995 2,018 356 2.25 93 70.54 1.55
373 23.8 0.95 1.75 4,297 3,089 306 2.59 189 69.16 1.95

! From Carriers' Exhibit No. 18.
1 From Carriere’ Exhibit No. 19.
" From Carriers’ Exhibit No. 7.

¢ Compuied irom Curriers’” Exbibiv No. 41i.

8 From Carriers’ Exhibit No. 42,

8 From Employees' Exhibit No. 54RB, p. 2, ' Percent based on production.”

“Potential’’ means 1028 traffic adjusted for changes in the total supply of commaodities.
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TasLE I1

Number of Class I Line-Haul Railroads by Rate of Return Earned in 1940, and Their
Revenue; also by Rate of Return Which Would Have Been Earned if Wage Increases
Had Been In Effect.

Without Wage Incrense? With Incrense of 10 Degreess
Revenue Revenue
Rate of
Return? Amount Amount
Number | Thousands % of Total Number | Thousands % of Total
of Dollara of Dollars

5 1
X 8. 1
X 849.._.. 2
7.50- 7.99._... 2 6,095 163 2 19,613 .456
7.00- 79, | e 1 ,741 .087
a.50- 6089 ____ 2 154,858 3.604 2 6,995 .183
6.00- 6.49..... 3 108,706 2,530 1 2,373 055
5.50- 509.__.._ 4 32,070 746 2 135,451 3.153
5.00- 549._.._ 5 40,859 951 5 156,387 3.640
4.50- 499 ____ 3 16,571 386 3 29,777 693
4.00- 4.49._._. 6 86,511 2.014 5 20,160 609
3.50- 3.99..___ 4 203,828 4.744 3 27,471 639
3.00- 349____. 11 877,161 20.415 4 60,773 1.414
2.50- 2.99.____ 9 223,680 5.200 7 281,868 6.560
2.00- 249._._. 18 1,326,847 30.881 10 759,779 17.683
1.50-  1.99__.__ 17 677,074 15,758 12 420,553 9.788
1.00- 1.49____. 13 281,579 6.554 21 1,318,876 30.920
0.50- 0.99_____ 6 88.385 2.057 15 640,380 14.904
0.00- 049.__._ 6 69,826 1.625 10 102,473 4.480
. 001_..__. 4
0.51.____ 3
1.01 3
1.51
2.01
2.51
1) DN P
3.51_

L T T T T Y O Y OO I

8.5
9.50-— 9.01
9.51
—10.50-—~10.01

—-11.00-—10.51
—11.50-—~11.01
—12.00- —~11.51
—-12.50--12.01
—13.00- ~12.51
-13.50-—13.01
—14.00-~13.51
—14.50- ~14.01
—15.00-—14.51
—15.50- ~15.01

—16.00-—~15.51
TOTAL.._____. 131 4,206,601 100.000 131 4,206,601 100.000

1 On book value as computed by carriers.
2 Computed from data of record.

*I.e., 10 cents per hour for non-operating and 10 percent for operating employces invoived in the dis-
})ute. Cogt of vacations, nqd'nddmonnl cost of minimum rates not included. No allowance made
or lieducuon of express privilege revenue of railways resulting from increased wages to express
employees,

Estimated by stafl of Emergency Board from data of record.


https://14.50--14.01
https://14.00�-13.51
https://13.50--13.01
https://13.00�-12.51
https://12.50--12.01
https://12.00�-11.51
https://11.50--11.01
https://11.00--10.51
https://J0.50�-10.01
https://10.00�-0.51
https://9.50--9.01
https://9.00�-8.51
https://8.50�-8.01
https://7.00�-6.51
https://5.50--5.01
https://5.00�-1.51
https://4.50�-4.01
https://3.50--3.01
https://2.50�-2.01
https://2.00--1.51
https://1.50--1.01
https://1.00--0.51
https://0.50-0.99
https://2.00-2.49
https://2.50-2.99
https://6.00-6.49
https://0.50-9.99
https://12.00-12.49
https://13.00-13.49
https://lncrco.ee
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TasLe III

Number of Class I Linc-Haul Railroads by Rale of Return Earned in 1940, ar:d Their
Revenue; also by Rale of Return Which Would Have Been Earned if Wage I'ncreases
Had Been in Effect (Cumulative)

Without Wage Increase? With Increase of 10 Degrees?
Revenue Revenue
Rate of Return? Number Amount ‘ Number Amount
(Thousands '(IZJ Ol (Thousunds % of
of Dollarn) otal of Dullars) Total

13.50 or beuaer__.. ‘l‘ 22,555 ‘;041 _________________________________

1300« ¢ __..| ¢ | ¢ | % Hecmecmceame|riccsmeanee]e e

1250 ° @ “ . " 1 21,555 641

12.00 ° a a a u H a a

in & a « o a « a

%}'gg a a a a G ] a :

1050 © « 77T a “ a “ u a

10.00 ° 4. 2 31,139 725 “ a «

9.50 ¢ “ 4 2 31,139 725

9.00 ¢ 3 32,726 762 . “ a

8.50 ¢ 4. 4 35.000 817 . “ .

8.00 “ A 6 56,866 1.324 a ° 4

7.50 ¢ N 8 63,861 1.480 4 50,752 1.181

7.00 ¢ 4 eaa N o ¢ 5 54,403 1.268

6.50 * T aae 10 218,719 5.001 7 061,488 1.431

6.00 ° T 13 327,425 7.621 8 63,861 1.486

550 ¢ LR 17 359.495 8.367 10 199,312 4.639

5.00 ¢ R, 22 400,354 9.318 15 355,699 8.279

4.50 ¢ 4. 25 416.925 9.704 18 385,476 8.972

4.00 ¢ & . 31 503,439 11.717 23 411,630 0.581

3.50 * ¢ 35 707,257 16.461 206 439,107 10.220

3.00 ¢ 4 46 1,584,428 30.870 30 499,880 11.634

2.50 ¢ s 55 1,808,108 42.082 37 781,746 18.195

2.00 ° ¢ . 73 3.134.955 72.984 47 1.541,525 35.878

1.50 * L 90 3,812,029 88.722 59 1,002,078 15.600

1.00 ¢ T 102 4,093,608 95.275 80 3,290,054 76.594

0.50 ° 4. 109 4,181,993 07.333 95 3.941,334 91.499

0.00 ® I, 115 4,251,819 98,958 105 4,123,807 15.978
-~ 0.50 ¢ o 119 4,208,679 99.350 112 4,216,087 '18.126
- 1.00 * $ e 122 4,277,715 99.560 118 4,240,910 18.704
- 150 ¢ @ 125 4,281,851 99.657 122 4,277,715 19.560
- 2.00 ¢ “ “ ¢ 124 4,280,236 19.619
— 250 ° a @ a e 125 4,281.851 19.657
~ 3.00 ¢ @ 120 4,285,306 99.737 4 “ «

— 3-50 a L a o “ L] a L3

- 400 * ¢ 127 4,286,672 99.709 - “ °

—~ 450 ¢ “ 4 a a a a a

— 5.00 o a ——e “ o “ a “ “

—~ 5.50 ¢ ¢ e 128 4,288,259 90.806 120 4,283,217 19.688

-~ 6.00 ¢ 4. 4 ¢ “ 128 4,288,259 119.806

-~ 0.50 ¢ e 130 4,295,445 99.973 “ “ “

~ 7.00 ¢ ¢ eee ¢ 4 bt 129 4,294,270 19.946

— 7.50 o L] ———— L L] “ “ Ll “© .

~ 800 ¢ 4 e a “ "" 1(30 4,205,445 49.973
o a a “ u -

saML . o u “ . “ ‘e

— an ¢ a " & “« [} u «

it v R e B . . . . .

~1050 ° « 17T a M a u a u

—11.00 * « TT M n s “ a “

‘_11'50 [ “ ——— o a “ “ “ -

~12.00 ¢ a __-: a a a ° “ -

—1250 ¢ ¢ I 131 4,206,601 | 100,000 . . .

5 a « u u
it TP Rl B : : . . .
—1400 ¢ « T « “ « « u .
1450 © « T u a u s “ .
1= u u a u u a u M
74 IR el : . . . .
~16.00 ¢ ¢ ... “ “ . 131 4,200,601 | 100.000

TOTAL..._..._ 131 4,200,601 100.000 131 4,206,601 100.000

1 On book value as computed by carriers,

1 Cumputed from data of record.

1].e., 10 eents per hour for non-oprrating and 10 percent for operating employees involved in the

dispute. Cost of vacations, nnd
for reduction of express privile
employees.

Estitnnted by staff of Emergeney Bourd from data of record.

additional enst of minimum rates uotincluded.

No ullowatice made

ge revenue of railways resulting from increased waues to express
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TraFFIC AND INCOME ESTIMATES FOR CLass I RAmLwavys,
CaLENDAR YEAR 1941

Traffic. A witness for the non-operating unions presented two esti-
mates of the volume of railroad traffic in the calendar year 1941. These
were used as the basis for alternative estimates of revenues and in-
directly of net earnings. While there was other discussion of traffic
prospects these two fizures are the only ones of the kind which play a
serious part in the arguments of the parties as to the ability of the
roads to pay increased wages. The lower figure is 42,418,760 carloads;
the higher, 44,000,000,

The first ficure is derived as follows: The increase in carloads from
the first half of 1940 to the second half was 13.8 percent. The car-
loads for the first half of 1941 were known at the time the estimate was
made. It was assumed that the percentage increase from the first half
to the second half of 1941 would be somewhat greater than in 1940.
The precise ratio of increase from the first to the second half of 1941
was assumed to be 15.4 percent. This is the same as the percentage
increase in freight revenue from the first to the last half of 1940, as
calculated by the witness; this coincidence, however, was not explained
in the record and does not appear to be part of the argument. The
estimate for the second half of 1941 is added to the known figure for
the first half to produce the total, 42,418,760 cars.

The higher figure was estimated by an economic analyst for the
Department of Commerce, published in that Department’s Survey of
Current Business for July, 1941, and accepted by the witness. Its
author showed that there is a general relationship between the annual
Federal Reserve index of industrial production and annual carload-
ings. Broadly speaking, the higher production is, the higher carload-
ings are. e generalized this relationship in the form of a sloping line
on a chart on which horizontal distances represent the index and
vertical distances the carloadings. Dots for each year are shown. In
some years the number of carloadings was higher than the line would
suggest as corresponding to the Reserve index for the year, in other
years, lower. Rearranging these deviations in the order of time, the
author found that there has been a downward trend in the relationship
of the actunal carloadings to those indicated by the line. This he at-
tributed to motor competition and other circumstances which cause
traffic to fall behind produection. He assumed that the Reserve index
for 1940 would be 150 and computed the number of earloads which,
in accordance with his sloping line and the trend away from it, would
correspond to a production index of 150. To estimate l.c.l. carloadings
he used a similar method, except that the national income adjusted for
price changes was substituted for industrial production in the analysis.
It was assumed that 1941 income at 1940 prices would be 85 billion
dollars. Estimates produced by the two methods total 44,000,000
carloads.
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The highest Reserve Index for any of the years on the experience
of which this method of estimate is based is 123 for 1940. To assume
that the relationships observed will hold good in connection with an
index of 150, therefore, is to make a fairly bold projection of past
experience.

The carriers do not seriously question the lower estimate of approxi-
mately 42,419,000 cars. They do question the higher estimate. Since
the estimates were made, actual figures through September have be-
come available. Carloadings, to total 44,000,000 for the full year,
would have to average 980,000 per week during the remaining three
months, which the carriers’ witness bhelieves unlikely. The average for
the first 9 was about 800,000.

The trend of influences other than seasonal ones may be followed
in monthly carloadings figures adjusted for seasonal factors, except for
a complication in recent months. The seasonally adjusted figures rise
from April, 1939 to October of that year. With the development of
the “Sitzkrieg,” they decline through March, 1940. As active warfare
was resumed in the west, they rise until the fall of France in June.
Thereafter, the curve lies flat through October. Then, as the American
defense and lease-lend program got under way, the adjusted fizures
rise to a peak in June of this year. (The rise was temporarily inter-
rupted by the coal strike in April.)

Since June, if the usual seasonal factors are applied, a decline is
indicated. In July a slight seasonal decline was to be expected on the
basis of past experience; actually there was a greater decline. In
August a rise was to be expected; the actual rise was less and the
adjusted figure therefore shows a decline. In September a further rise
was due on seasonal grounds; actually there was a decline; the sea-
sonally adjusted figure of course declines even more.

The most probable interpretation is that since June the ordinary
seasonal influences tending to produce increase over the June figures
have had little chance to operate, because key industries were already
operating at capacity. On the other hand, the war and defense demand
will tend to keep output up to capacity and hence to work against the
sharply depressing seasonal influences usually to be expected in No-
vember and December. A reasonably optimistie expectation is that the
average weekly carloadings in August (the peak, in the unadjusted
data) will be maintained throughout the last three months. The agri-
cultural part of the traffic is certain to show a decline, which indeed
is already in evidence in the grain traffic. Average monthly carload-
ings in August were 893,000 cars. For the remaining 13 weeks this
would mean 11,609,000 cars. Actual loadings for the first 39 weeks
were 31,262,000 cars, making an estimated total for 1941 of 42,871,000
cars. This is only about 1 percent in excess of the lower employees’
estimate.

The lower estimate of carloadings in 1941 submitted by the em-
ployees, 42,419,000 ears, may be accepted as about right, or, if any-
thing, too high. Their higher alternative estimate may be disregarded.
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Revenue. The conclusion that earloadings for the remainder of 1941
cannot average higher than loadings for August would seem to apply
to freight revenues also.

Operating revenue for August was as follows in millions of dollars:

Freight ......... .. .. ... ... 410
Passenger .................... 50
Mail, express, ete............... 34

Total .................. 494

Passenger revenue will almost certainly show a seasonal decline for
the remainder of the year. It would surely be optimistiec to assume
that total revenue will average as high as in August during the last
four months. Even if it does the total revenue will bhe:

Actual, 8 months.............. 3,403
plus 4 x 494. ... . ...l 1,976
Total, 12 months.............. 5,379

The carrier estimate, $5,300,000,000, or the lower employee estimate,
$5,331,164,000 may be accepted as a maximum limit.

Although the lower estimate of the employees as to revenue in 1941
is about the same as the carriers’ estimate, the corresponding estimates
for net railway operating income and net income are about $200,000,000
apart. The principal sources of this discrepancy are to be found in
the different treatment of operating expenses and taxes,

Opereting expenses. From the first half to the last half of 1940,
according to a caleulation hy a witness for the non-operating unions,
operating revenues increased 15.3 percent. Operating expenses in-
creased 6.3 percent. The percentage increase in expense was thus only
about 2/5 of the percentage increase in revenue. The exact ratio
is 0.41. This witness estimates that from the first half of 1941 to
the last half, the increase in revenue will be 19.9 percent. He assumes
that the percentage increcase in operating expense from the first
half of 1941 to the last half will be 0.41 x 19.9 percent or 8.2 percent.
Operating expenses for the full 12 months of 1941 are thus placed
at 208.2 percent of the known expense for the first six months, or at
$3.493,651,000.

A witness for the railroads caleulates that operating expenses in
the first 6 months of 1941 were 12.1 pereent higher than in the cor-
responding months of 1940. In July, 1941, the increase over the pre-
ceding July was 18.3 percent. August of this year exceeded Aungust
of last year by 17.3 percent. The witness concludes that there is a
continning upward trend in the ratio and places expenses for the
entire year at 15.7 percent over 1940. This is equivalent to assuming
that expenses in September to December, inclusive, will exceed those
in the corresponding months of 1940 by 19.8 percent. The absolute
figure for the full year 1941 is $3,575,000,000.



142 REPORT OF EMERGENCY BOARD

The method employed by the unions’ witness is based on the theory
that the railroads are an industry in which aggregate costs do not
increase in proportion to volume of business. This view, however,
does not necessarily lead to the ratio-of-percentage-increase-to-per-
centage-increase method employed. Tle carriers’ witness cites no rea-
son for his assumption that the rise in the ratio of each month to
corresponding month of last year will continue. He states that he
assumes prices for railway materials and supplies no greater, on the
average, for the rest of the year than for the first 8 months.

The employees’ estimate in effect assumes an operating ratio of
65.5 percent, and the carriers’ estimate one of 67.5 percent. Both of
these are well below any annual ratios observable in the past 20
years. This, however, is true of the actual ratio for the 12 months ended
August 31, 1941, which was also 67.5.

Broadly speaking, if allowance is made for technological improve-
ment and changes in wage rates, the year-to-year changes in revenue
and operating ratios of past years support the theory that costs do
not vary in proportion to revenue. This is particularly noticeable
beginning with 1938, as the following figures indicate:

Year Revenue Operating
(Millions) Ratio
Calendar 1938 3,565 76.4
Calendar 1939 3,995 73.1
Calendar 1940 4,296 71.9
September—August 1940-41 4,957 67.5

On their face these figures suggest that within the range of variation
covered an increase of $£100,000,000 in revenue is accompanied by a
drop of something like 0.64 points in the operating ratio. If this re-
lationship would hold good for a higher range of revenue up to the
figure of $5,300,000,000 virtually agreed upon by the parties, the
employee witness’ ratio of 65.5 percent would be about right.

Tazes. The employee witness assumes that taxes will amount to
9.2 percent of operating revenue, the same percentage as in 1940.
Applied to his lower estimate of 1941 revenue this comes to $490,-
467,000. The carrier witness again applies his trend-with-respect-to-
last-year method. For the first 7 months the increase was 36.2 percent
over 1940; for August 55.7 percent. On the basis of these two facts
he estimates an increase over last year of 41.4 percent for 1941 as a
whole. In this conneetion he notes that taxes are on an acerual basis,
reflecting the judgment of tax accountants, shich, he presumes, be-
comes better as the year wears on and experience accumulates. 14 1 4
percent of last year’s taxes is $560,000,000.

The assumption that the ratio to revenues will be the same this
year as last appears over-simplified. The remarks applied to carrier
witness’ method of estimating expense also apply to his tax method.-

Railroad taxes consist of state taxes, federal retirement and unem-
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ployment insurance taxes, certain minor federal items, and the fed-
eral income tax.

The amount of state taxes acerued in recent years, in millions of
dollars, has been as follows:

1927...... 292 1931...... 293 1936*..... 228
28...... 301 32...... 263 37*..... 253
29...... 307 33...... 230 38%..... 219
30...... 309 34......220 39%..... 213

35...... 212 40 ..... 214

These fizures suggest a tendency of state taxes to follow business
conditions with a considerable but variable lag. A slight upturn in
1940 will be noted. $218,000,000 is a reasonable guess for 1941.

For 1941 retirement and unemployment taxes will be 6 percent of
wages subject to tax. The carriers’ principal witness on wages regards
this as equivalent to 5.8 percent of all wages and salaries. A straight
line projection of the relationship between operating revenues and
the percent thereof which is spent for wages, beginning in 1938, in-
dicates a wage ratio of 39.6 percent of revenue. The ratio for the
year ended June 30, 1941, is about 41.5 percent.

Minor federal taxes amounted to $3,542,000 in 1938 and $4,021,000
in 1939. The principal item is capital stock taxes. $5,000,000 would
seem a liberal allowance for 1941,

The federal income tax amounts to 24 percent of mnet corporate
income, plus a surtax of 6 percent on the first $25,000 and 7 percent
on the remainder. Corporations having income under about $38,000
are subject to lower rates. A rate of 30 percent may be used. The
amount cannot be caleulated nntil net income before federal income
tax is known. The computation will be made at a later step in this
analysis.

Miscellaneous Income Account Items. The carriers were able to
reduce equipment and joint facility rents from $132,288,000 in 1939
to $128,655,000 in 1940 despite increased volume of business. The
employees’ witness assumes a further reduction to $125,000,000 in
1941. Carriers’ witness states the item has run “slightly” above 1940
so far as recorded for this year, and puts it at $135,000,000 for the
full year. This seems a little igh. In contrast with past years, car-
riers will andle a considerable volume of oil to the East this fall, most
of which will move in private ears. $132,000,000 is a reasonable guess.
Employees’ witness assumes a rise in other income from $169,000,000
in 1940 to $180,000,000. Simce this will come largely from subsidiary
roads it does not appear unlikely. Carriers accept it, in another
connection, on brief. Miscellaneous deductions (a small item), fixed

* Up to the middle of 1939 unemployment insurance for railroad workers was adminis-
tered through the states. In that year a new system came into operation, administered
entirely through the Railroad Retirement Board. The state taxes reported in Statistics of
Railways include unemployment taxes under the former system. For 1938 and 1939 the
amount so included (46 and 24 millions respectively) has been deducted to arrive at the fig-

ures in the table. The amount for 1936 and 1937 is not known hut was considerahly smaller
than in 1938,
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charges, and contingent charges (another small item) may reasonably
be taken to be the same as last year.

Income Before and After Federal Income Taz. It seems desirable
to present, in Table V, an optimistic and a more conservative esti-
mate of net earnings. The former is based on the employees’ revenue
estimate of $5,331,164,000, an operating ratio of 65.5 percent, and a
ratio of wages to operating revenue of 39.6 percent. The other is
based on the carriers’ revenue estimate of $5,300,000,000, an cperat-
ing ratio of 67.5 percent, and a wage ratio of 41.5 percent.

Taxes (incl. Neot Railway

Federal in- operating Not

come) income Inecie

(After Federal Income Tax)
Employees_ . ... ¢ eeecaaana. 490 1.220 726
Carriers_ __ _ 560 1,030 525
Estimate I__ 609 1,096 G616
Estimate I1_ ... 579 1,014 534

A carrier witness testified that net income as reported to the Bu-
reau of Internal Revenue does not differ greatly from that reported
to the I. C. C. The net income before income tax shown in the table,
however, is for all carviers. It might be the algebraic sum of a larger

TABLE IV

Allernative Estimates of the Income Account for 1941
(thousands of dollars)

Line ltem Derivation Estimate | Estimate IT
1 Operating revenues. .. ... ... See text 5.331.1064 £,301,000
2 Operating expenses_ .. ... ..... ¢ “ 3,403,051 3,575,000
3 Net operating reyenues.. _ ... {1} —(2) 1,837,513 1,725,000
4 Taxes (other than Federal

Income).-._... ezeemrennen-| (16)F(27)4(18) 345,440 350,571
5 Equipment and joint facility
| YT T See text 132,000 13::,000
6 Net railway operating incomel_{ (3) —(4) —(5) 1.360,067 1,148,429
7 Other income__________.______ See text___ oo 180,000 180.,00¢
8 Total income________.____.. (6)+(7) 1,540,067 1,428,429
9 Maiscellaneous deductions._.___ tActual, 1940 27,664 27,604
10 Fixed charges___________ ? “ « 606,153 606,153
11 Contingent charges 2 e . 26,106 26,106
12 Net income!__ ... .. ... (8) —(9) =(10) —(11) 880,144 762,923
13 Federal Ineome Tax. .. ___._._ 0.30X(12) 264,043 228,877
14 Net Income after Federal In-
come Tax. (.. . ... (12) —=(13) 616,101 534,046
15 Net railway Operating income .
after federal income tax (6) —(13) 1,096,024 1,013,552
16 Sce text - 218,000 21£.,000
17
e . 122,446 122,871
18 “« o 5,000 3,000
19 (13) 4-(18) +(17) +-(18) 609,489 579,448

1 Before federal income tax.
* From I.C.C. statement. M-25, December 1940
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TABLE V
Rate of Return on Various Rate Bases, Class I Line-Ilaul Railways?
(All nggregate figures in millions of dollars)
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ment and for changes in materinls, supplies,

and cash to produce figures for other

* Rate hase figrures, first 5 columns, are as of December 31,

$Carriers' Exhibit 7,

¢ Original eost of all railroads, apparently as of December 31, 1032, was *‘at least”
$2.4.000,000,000. Federal Cuordinator of Transport, report to Congress, 73 Cong,,
2 Sesy., 'Sen. Do, 119, p. 3. Investment in railway property, Class I ronds lncludlug
lessor and proprictary companies, plus materials, supplics, and cash of Class I rail-

wuys, was 94,53 percent of curro:pomhng_ figure for all opersting ruilways, including

itching and terminal,  (Cowmputed from 1. C. C. Statistics of Ix’mlmnyn 1932, p. 93.)

94.53 percent of $24,000,000,000 equals $22,687,000,000, minimum original cost of

Class I railways. This ﬁ‘.un. has been adjusted for net ch.lrges or credits to invest-

dates.

8 Value for rate-muking purposes as found in 229 1, C. C. 435, 451, as of Junuary 1,
1048, Adjusted for net charges or credits to property investment, changes in mate:
rials, supplieg, and cash, and changes in accrued deprecintion to produw_ figures for
other dates.

¢ Value recommended by Bureau of Valuation of L. C. C. as of Junuary 1, 1939.
ployees' Exhibit 125, p. 6. Adjusted in the manner indieated in fL)OUlUlL 3.

7 Rate bases tuken us of beginning of year. Net railway operating income as es-
timated by Board stall,
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net income for some roads and a net deficit for others. In that case
the federal tax would apply to a larger sum than shown. It is as-
sumed that net deficits will be negligible.

Some comparative results of the estimates here made and those
presented by the parties are as follows, in millions of dcllars:
The carriers’ estimate as to taxes seems more probable than the em-
ployees’. It will be noted that the difference in operating ratios
(65.5 vs. 67.3) is partly offset by the income tax on the additional
income based on the lower ratio.

Averaging our own estimates, it seems likely that net railway oper-
ating income and net income (after income tax) will be about
$1,055,000,000 and $575,000,000 respectively.

ALLEGED FINANCIAL ABUSES, FINANCIAL MISTAKES, AND
‘WASTEFUL PRACTICES

In the Brief of the operating brotherhoods and in the testimony of
Mr. Whitney, President of the Brotherhood of Railroad Trainmen, it
is claimed that the railroads are being drained of millions of clollars
through financial waste and mismanagement, on which the comnplete
story can be found in the Report of and Hearings before the Senate
Committee on Interstate Commerce, Investigation of Railroads, Hold-
ing Companies, and Affiliated Companies (76th Congress, 3rd Session).
Most of the items of financial waste and most of the illustrations and
exhibits are drawn from that source.

The types of alleged financial mismanagement cited by Mr, Whitney,
apart from those dvawn from the Senate Committee Report and Hear-
ings, include:

1. Gross mismanagement of capital structurc. The railroacds are
burdened with a top-heavy capital structure, which has driven many
of them into bankruptey and weakened the rest. Some of them, such
as the Wabash and the Missouri Pacifie, offer flagrant examples of
companies which emerged from one reorganization, proceeded to load
up again with debt, and were forced into rcceivership once again.
Evidence of the top-heavy capital structure of the industry, according
to Mr. Whitney, is found in (a) the reorganization plans of Class 1
railroads approved by the Interstate Commerce Commission or pro-
posed by its examiners, which involve a dvastic shrinkage in debt and
fixed charges; (b) the great spread which exists between the boolt and
market values of railroad securities; (¢) the higher percentage of debt
to total capitalization in the railroad industry than in many industrial
companies; (d) the extent of railroad borrowings from the R.F.C.
Instead of erying poor, the industry should have a thorough financial
housecleaning.

2. Excessive salaries of railroad executives. Salaries of high officials
have increased during the same time the carriers are urging no increases
in wages. The carriers’ counter-argument points out the reduction in
the average salary of executives during the period mentioned, and
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suggests that some of the inecreases were due to promotions and in-
dividual adjustments—arguments also challenged by Mr. Whitney.

The types of financial mismanagement and wasteful practices' re-
ported in the Senate Committee Report and Hearings include:

1. Huge fees paid to the bankers and attorneys in charge of rail-
road reorganizations,

2. Improvident dividends declared from fictitious earnings arising
from neglect of maintenance and retirements,

3. DMaintenance of a vast propaganda and lobby machine in the
Association of American Railroads and its allied and subsidiary or-
ganizations. The carriers reply that only 5% of the Association’s
income goes to legislative and advertising expense, and that the Asso-
ciation and the other groups perform necessary and important work.

4. “Stock market gambling,” or purchase by railroads of their own
securities or those of other railroads at inflated prices, with subsequent
losses arising from the falling stock market,

5. The “rebate racket”—payment of excessive prices for terminal
and other properties purchased from big shipping interests, with viola-
tions of the I1.C.C. orders in some cases.

6. “Milking of subsidiaries” by extracting excessive dividends
from them, thus weakening their financial position and causing neglect
of maintenance and shrinkage of employment.

7. Excessive stock dividends. Exhibits were presented to show that
the amount of railroad stock dividends, plus the cash dividends later
paid on such stock, totalled $526,000,000 during 1921-1937, and
$1,300,000,000 for all issues of record. The carriers’ reply is that all
stock dividends must have the approval of the Interstate Commerce
Commission, that a number of the “dividends” were not true stock
dividends but legitimate issues for other purposes, and that in any
case they aggregate a small perceutage of the par value -of railway
stock outstanding,

8. A series of other alleged abuses summarized in The Brief for
the five operating brotherhoods of employees (pages 75-78 of this brief).

Mr. Whitney again (as in the 1938 controversy) cites Scnator
Wheeler’s charge that the railroads were wasting at least $1,000,000
a day as a result of all these wastes and abuses.

The carriers’ general rebuttal is that the particular cases cited by
Mr. Whitney were isolated, that there is no basis for any claim that
they were widely prevalent, or that in the aggregate they have had
any effect on the operating condition of the railroads. They point out
that, on this last point, Mr. Whitney appears to agree with them.

The deficiencies in the exhibits with respeet to the quantitative
significance of these various allegations of financial mismanagement—
deficiencies which the Board has had no time to attempt to make good
by a prolonged study of the voluminous Hearings before the Senate
Committee—preclude any concrete findings either as to the validity
of the specific criticisms adduced by Mr. Whitney, or as to the total
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effect of financial mistakes and malpractices on the present state of
railroad credit.

Even, however, had no testimony on the point been adduced, the
Board might well have taken judicial notice of the fact—undenied by
the carriers—that a number of individual railroads have been guilty
of highly unwise and highly improper financial policies. In our opinion,
the most serious of these practices have taken the form of attempts by
certain financial interests to build up great railroad empires by use
of the device of the holding company—a device, the abuse of which
wrought havoce with the electrical ntilities and which, applied to the
railroads, became a matter of grave concern to the Interstate Commerce
Commission and to Congress. We do not require a set of formal ex-
hibits (some of those offered on the subject by Mr. Whitney having been
excluded by us, in response to valid technical objections by the carriers’
counsel) in order to know, what the entire mmvestment world knows,
that some of the purchases made during the 1920°s, both by railroad
holding companies and by railroads themselves, of large stock eqjuities
in other railroads have resulted in very great losses to investors.

With full recognition of this fact, and with full awaveness of the
probability that episodes such as certain of those veferred to Ly Mr.
Whitney were a coutributory canse of the unenviable state of rail-
road credit today, we arve nevertheless convinced that, in guantita-
tive terms, they were a cause of only minor significance. Moreover,
no recommendations that we are here making in this repor{ with
respect to proposed wage increases have becn tempered or modified
in any way by an effort to protect individual railroads from the con-
sequences of these financial mistakes.

MEMORANDUM ON CARRIERS’ TESTIMONY ON THEIR
CariTaL REQUIREMENTS

Development of the Curriers’ Argument

1. Gross cxpenditures for additions and bettermments to railway
property, Class I railways, 1923-1940, totaled 9,503,000,000 dollars dis-
tributed over the period as folows (Carriers’ Ex. 24):

Road and

Equipment Structure Total
Annual
Average 1923-1930...... $381,000,000 $461,700,000 $842,700,000
Annual
Average 1931-1940...... 162,300,000 182,800,000 345,100,000

2. Capital investments in the period 1923-1929 averaged $897,000,-
000 per year, of which about 34, or $329,000,000, was contributed
by earnings, a little over 34, or $362,000,000, from depreciation and
retirements, and the balance from sale of securities. (Carriers’ Bx.
182.)
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3. If the industry is to make the desirable improvements and
maintain its competitive position, it should spend $1,000,000,000 an-
nually on additions and betterments, in addition to normal ex-
penditures for maintenance. (Carriers’ brief, p. 70.)

4. Three-eighths of this total of $1,000,000,000, or $375,000,000
should be contributed by earnings—the same proportion that was
contributed in the pre-depression period. This should be allocated
as follows: $150,000,000 (3% of gross revennes) to eapital expendi-
tures incident to ordinary maintenance, and $225,000,000 for addi-
tions and betterments necessary to improve the service and mcet
the growing competition of other transport agencies. (Carriers’ brief,
pp. 67-72.)

A net railway operating income of $1,000,000,000 per annum, to-
gether with “other income,” would provide for the reasonable aud
ordinary needs of the industry—%$550,000,000 to cover fixed and
contingent interest, $375,000,000 to provide additions and better-
ments, $50,000,000 for debt reduction, and the bhalance for the
modest dividends essential to the credit of the industry.

5. The actual expenditures for the 2 year period, September 1,
1939, to September 1, 1941, averaged only $430,000,000, consisting
of $277,000,000 tor equipment and $153,000,000 for roadway and
structure; the estimated expenditures for September 1, 1941, to
September 30, 1943, will average (on an annual basis) $835,000,000,
consisting of $643,000,000 for equipment and $192,000,000 for road
and structures. (Carriers’ Ex. 37.) While a total of $1,000,000,000
should be spent, this is all that present earnings and ecredit will
perniit, and does nmot take care of many desirable improvements
which should be made. (Carriers’ brief, p. 71.)

The equipment now being installed and now on order {Carriers’
Ex. 25 and Employees’ Ex. 78) is much nceded, and can all be used
to replace old equipment within a few years. It has been and can
be obtained through the issnance of equipmeut obligations beaving
low interest rates, to be retired out of depreciation allowances.
(Carriers’ brief, pp. 34-36.)

6. The money for making the present railroad plant wholly
different from that of twenty years ago was largely raised, and the
improvements made, prior to the depression, when credit was good.
In the period 1921-1930, over $8,000,000,000 of capital investment
was made, of whieh $%2,000,000,000 was obtained from the sale of
securities. In the period 1931-1939, only $2,400,000,000 of invest-
ment was made, none of which was obtained from securities. (Car-
rievs’ Bx. 182; brief, pp. 33-34.)

Comments

The information and argument summarized above applies to the
Class I railroads as a group. Yet the carriers have taken pains to
point out the disparity of earnings and financial condition within
the group. They showed that even in 1940, fifty-four Class I roads
earned a rate of return of less than 2 percent on undepreciated
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book value; that nearly 40 percent of the mileage was operated
by companies reporting deficits; that 29.6 percent of all railroad
mileage (exclusive of switching and terminal companies) was in
the hands of receivers or trustees on June 30, 1941; that even in
the year ending June 30, 1941, after a substantial increase in revenues,
36 Class I roads failed to meet their fixed charges; and that a
number of roads have operated in the red every year since 1928.

A breakdown of Class I roads showing somewhat more detail than
in the Carriers’ Brief (p. 49) reveals the extent of the concentra-
tion of earnings in the industry in 1940,

Distribution of Mileage, Revenues and Earnings,
Class I Railways, 1940

15 69 48 All
Roads Roads Roads Roads
Percent of total mileage operated....39.7% 254% 34.9% 100.0%
Percent of total operating revenues 51.9 24.0 24.1 100.0
Percent of combined net railway
operating income .............. 62.2 23.6 14.2 100.0
Percent of combined net income. ... 84. 153 . 100.0
(Source: derived from Carriers’ Exhibits 9, 10, 11.)

Sixty-nine roads operating about onc-quarter of the mileage took
in a little less than one-quarter of the revenues and earned a little
less than one-quarter of the commbined net railway operating income,
yet produced only 15 percent of the combined net income. Ififteen
roads operating slightly under 40 percent of the mileage did half
of the business, in terms of revenues, but earned two-thirds of the
net railway operating income and about 85 percent of the net income.
Forty-eight roads operated in the red, although they took in a quarter
of the revenues.

All this evidence of disparity suggests certain questions concerning
the carriers’ arguments with respect to the need for improved earn-
ings and credit to finance capital improvements. These questions we
are unable to answer, but we list them here because they raise important
problems that should have further study.

1. How were the expenditures for additions and betterments in
the decade of the twenties distributed within the industry? Did
weak and strong, small and large roads all participate, granted that
weak roads could finance some new equipment and that receivers’
or trustees’ certificates could be used by those roads in receivership?

9. Which carriers financed the capital investments averaging
$897,000,000 in the period 1923-1929? Was the portion of this in-
vested from earnings (one-third, or $329,000,000) contribuied by
relatively few lines or by most or all of them? Even in this period
there were many carriers whose earnings and credit were weak.

In the périod 1923-1930, depreciation, retirements, and liquidation
of properties provided over % of the capital funds. If adequate
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depreciation allowances were made, would not this source finance
a much larger proportion of future capital requirements?

3. Is not the figure of $1,000,000,000 cited as a reasonable an-
nual amount to be spent for modernizing and improving the prop-
erties at best a vague estimate? It is considerably in excess of the
average annual expenditures for additions and betterments in the
period 1923-30. Added to the existing investment, it would result
in a very much larger book value and would require much larger
earnings for its support. By their own admission, the railroads are
facing lean years, or at least heightened competition. Also, by their
own admission, they are in good shape now.

4. TIs the $1,000,000,000 of annual net railway operating income,
which is considered the minimum necessary to restore credit, needed
by all roads or only by those which are in a position to earn a
satisfactory return on the new capital?

If net railway operating income of $1,000,000,000 were distributed
among the roads in the same way as the 1940 figures, 15 roads
would earn $622,000,000. Will the balance of $378,000,000 be suf-
ficient to attract new capital to the rest of the roads, operating 60
percent of the mileage, as well as to preserve the capital already
invested in them?

5. If, as the carriers assert, the equipment now being installed
and now on order can be financed by equipment obligations to be
retired from depreciation allowances, will the industry need $375,-
000,000 a year from earnings, and additional funds from new capi-
tal, to provide for its needs? (Estimated expenditure for road and
structures, September 1, 1941 through September 30, 1943, aver-
ages $192,000,000 per year.)

6. Has the railroad industry, in the past, demonstrated its ability
to earn such a satisfactory return on its investment that one can
confidently expect it to support a much larger investment in the
future, in the light of its pessimism with respect to the growing
force of competition?

TesTIMONY ON Furure TraFFic, REVENUE AND INCOME

With respect to their future prospects the carriers draw a sharp
distinetion between the period of defense activity and the period
that will follow it. They concede that the war and defense pro-
gram have brought them a large volume of traffic and will continue
to do so. This is true not only because the impetus of defense spend-
ing has caused a rise in business activity but also becaunse compet-
ing transport facilities have been diverted to war-time needs. The
shortage of shipping has caused vessels to be withdrawn from coast-
wise trade, and has cansed import and export traffic to travel across
the country by rail instead of going around by the Panama Canal.
But the carriers insist that this activity is temporary and “arti-
ficial.” There seems to be no point in the latter designation; the
revenue which the railroads are receiving is real enough. The
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essential question is one of duration. The employees take the posi-
tion that there is unfortunately no assurance that war and defense
activity will be short-lived. It is quite possible that the defense
period will last as long as a number of more “normal”’ expansions
In business have lasted.

Railroad witnesses express a fear that the termination of the
war may be followed by a sharp recession in business and conse-
quently in traffic. They allude to the difficulty of readjustment from
a wartime to a peacctime cconomy—a difficulty which they deem
especially serious in view of the unprecedented scale of lease-lend and
defense activity. Counsel for the employees feel that a serious depres-
sion need not be expected. They argue that the coming of peace will
not necessarily result in a drastic reduction of the present scale of
defense preparation. They note that the government is aware o2 the
problem of readjustment and are inclined to believe that, through its
agricultural policy, its planning of public works, and its greater coatrol
over financial excesses, it will be able to minimize any tendency toward
depression. They also believe that the restriction on civilian consump-
tion incident to the defense program will create a backlog of unsatisfied
demand which will later operate as a stimulus to business.

Taking a longer view, the railroads note that the demand for
their largest single item of traffic, and one which is among the least
suseeptible to competition of other means of transport, namely coal,
has been subjeet to depressing influences. The amount of electric energy
generated from water power has increased rapidly. The production
and distribution of natural gas has snbstantially increased. The
amount of coal used by steam stations to generate a kilowatt-hour of
electricity has long been declining. In summary a computation by the
Bureau of Mines was introduced, showing that, since 1899, the per-
centage of total British thermal units contributed by coal to the energy
supply of the country has been declining., No attempt was made to
estimate the quantitative importance of these trends in terms of traffic.
The progress in fuel economy in central stations has very noticeably
slowed in the last ten years. The computations as to British thermal
units, we believe, somewhat exaggerate the picture as to coal. These
figures apparently include the energy used in automobiles—a new use
for which coal was never seriously eompetitive. Other items of traffic
are in the aggregate far more important to the railways than coal.
While it is true that they are less “bound to the rails” than coal, a
discussion of this character is incomplete unless the trends in the
production of other commodities are included.

The carriers express most concern about futnre competition from
other means of transport. They show that these other agencies of
transportation have made great inroads on rail traffic in the past 15
vears or so. The carriers imply that the trend will continue, at least
if the cost basis on which the railroads must ecompete should be raised
by increased labor costs. Indeed they believe that developments now
in the making or in prospect will greatly intensify the competition.
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In some ways, they argue, the defense program will add to the supply
of competing transport facilities, The Senate has passed a bill pro-
viding appropriations for access roads to military establishments and
for the improvement of strategic hichways. The Public Roads Ad-
ministration has reported that further sums are necessary for these
purposes. Pipelines may be given the right of eminent domain, or
financed, or even constructed by the government as a defense measure.
The Petrolenm Coordinator is urging the construction of a pipeline
from the western fields to the east coast. Airfields and airways may
be expanded. Much ocean shipping will be constructed. Plants for the
production of planes and -trucks are ‘being expanded. The -number of
trained personnel for the operation of planes and trucks will increase.

In addition, regular federal aid to highway construction has been
authorized for 1942 and 1943. If a severe depression follows the war,
a large public-works program of highway construction may be under-
taken. The Public Roads Administration has reported that a plan for
6 trans-country superhighways would be feasible. (The railway witness
failed to note, however, that the Administration found this scheme
not economically justified, recommending instead a regional highway
plan under which existing roads would be greatly improved.) The
House Committee on Rivers and Harbors has approved construction
of the Florida Ship Canal, the St. Lawrence waterway, and other
projects. It will soon consider the proposed Beaver-Mahoning water-
way (which would take much ore, coal, and related traffic from the
railroads) and further projects.

This list of terrors contains some duplication. The propoced oil
pipeline would handle largely traffic which would otherwise be handled,
on their return from war service, by tankers, as it was until recently.
The Florida Canal would serve largely the coastwise oil traffic.

In the testimony and briefs of the employees certain counter-tend-
encies are noted. After the last war, much of the surplus of shipping
was left to rust at anchor. The railroads have been awakened to the
necessity of fighting competition and have made considerable progress
in that respect. Admission of new motor carriers to the field is now
restricted by law, and a bottom is placed under motor rates, although
these restrictions do not affect transport other than for hire. Unioniza-
tion of the truck and bus industry is making progress; a minimum
wage of 40 cents per hour has been prescribed ; labor costs will tend
to rise.

The past, trend is summarized as to freight traffic by a report of the
Burcau of Statistics of the Interstate Commerce Commission. This
report compares actual railway tonnage with the tonnage which the
railroads would have handled if their traffic had been affected since
1928 only by changes in the supply of commodities. (See Table I of
this Appendix.) The worst losses were suffered between 1930 and 1932,
when the share of the railroads fell from 97 to 87 percent. From then
until 1937 there was little decline. With the business contraction of
1937-38 therc came another sharp fall; but since 1938 there has been
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a slight rise. Thus there is some evidence that the position of the
railroads in handlmrr the country s goods was approaching stability.

It is impossible to appraise quantitatively the net effect which the
new elements cited by the carriers will have in disturbing the equilib-
rium. For the most part these clements foreshadow a reduction in
costs of competing means of transport. But they do not suggest much
that is revolutionary except, perhaps, with respect to air transport.
It should be remembered that fairly large expenditures on competing
means were made between 1932 and 1937 and again after 1938. It is
altogether probable that the railroads will suffer some further losses of
traffic and will be impelled to reduce many rates to hold the remainder.
But, as to the seriousness of these adverse influences, the evidence is
inconclusive,

The railroads urge that the traffic and earnings of 1941 should not
be deemed typical of the years to come. Instead, they suggest the
probability that some of the years of the 1930’s will prove more typical.
The employees urge that the ratio of costs to revenue should nat be
based on the experience of these years (certainly not of the carlicr of
these years), because of the marked advance in economies of operation,
particularly in the economizing of labor. They are also convinced
that further progress will be made.

PossiBLE METHODS OF INCREASING EARNINGS OR OF
RepuciNg EXPENSES

In view of the effect of increased wages on the earnings of the
industry, the question arises whether any measures may be taken by
the railroads to increase their net railway operating income and net
income through increases in gross revenues or decreases in expenses,
or to increase their net income alone by reduction of taxes and fixed
charges. The following possible measures will be discussed briefly
in turn:

(1) increases in freight and passenger rates; (2) reduction in ex-
pense by large-scale consolidation, and (3) by increased coordination;
(4) reduection in the railway tax bill; (5) reduction of debt and in-
terest through reorganization.

1. RATE INCREASES

Possibility of increased rates and fares. In the opinion of the
carriers, substantial increase in expenses in relation to revenue result-
ing from increased wage rates would lead directly to applications to
the Interstate Commerce Commission for rate increases, although it
was recognized that a blanket or uniform percentage increase might
not be feasible. It was indicated that in 1918, 1920, and 1937, general
wage increases were followed by substantial rate increases. Witnasses
for the Express Agency also stated that the only possible recourse to
meet the burden of increased wages would be an increase in rates,
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Most of the employees’ witnesses did not concern themselves with
the possibility of railroad rate increases. One witness stated that the
carriers could bear the wage increases without raising their rates,
although he felt that some of the competitive rates should be brought
into line. He went on to say, however, that rates should be raised,
if mecessary, in order to pay fair wages. The Brief for the non-operat-
ing organizations concludes that the roads are in a position to pay a
much higher wage “without creating any necessity for inereasing
freight and passenger rates,” because a greatly increased tonnage can
be carried without a commensurate increase in operating expenses or
number of employees. Reference is made to the existing unused
capacity arising from the increased power of cngines, inereased capac-
ity of freight cars, and increased length of trains, and to the likelihood
that the great gains in traffic will continue for a considerable period.
The operating employees made no direct reference to rate increases;
but their analysis of present and prospective traffic and their con-
fidence in the ability of the roads to carry an almost unprecedented
proportion of gross into net appears to imply that no rate increases
should be necessary.

In view of the carriers’ fear that the present volume of traffic and
level of revenues are temporary and artificial, and of their claim for
increased earnings to bolster railroad credit, there can be little doubt
that an appeal for increased rates would result from any substantial in-
crease in wages arising from changes in wage rates.

Abilaty of troffic to bear rate increases. The carriers suggest that,
during the defense period, an increase in freight rates on many com-
modities would not drive them from the rails beeause there is no other
place for them to go. But they are certain that, because of the prospect
of intensified competition, “there is no basis now for reliance upon such
a source of additional revenues over any extended period of years.”

‘Whether or not particular commodities could bear increases during
the defense period, it is likely that a blanket or percentage incrcase in
all rates would meet with stiff resistance, especially from those pro-
ducers who neced low rates in order to compete in distant markets, and
from shippers of commodities with low value in relation to bulk.
Some shippers are not so much concerned with the actual rates charged
as they are with preserving their own relative status. But a general per-
centage-wise increase in rates falls with special impact on commodities
in whose prices transportation charges play a large part. An increase
of 10 percent is more serious for the commodity in which half the
price is transportation, than for the commodity in which only ten
percent or less of the price goes to transportation.

In general, the Interstate Commerce Commission has been opposed
to uniform percentage rate increases in recent years, reflecting the
attitude of shippers with respect to the uneven impact of such increases
on different commodities and length of haul, although it is willing to
look favorably on carefully considered partieular increases. In 1926,
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the Western carriers asked for a five percent increase, but the Com-
mission lLeld that no financial emergency existed, and suggested that
the roads might change specific rates with a view to increasing revenues
(113 I.C.C. 3). In 1931, the application for a general rate inerease of
15 percent was denied, but temporary advances ranging to 10 percent
were approved (178 1.C.C. 539). In 1935, the carriers asked for a
general 10 percent increase, save for flat increases on some com-
modities, and surcharges of varying amounts were approved, to
terminate on December 31, 1936 (208 1.C.C. 4) ; rates on agricultural
products were not increased. In 1938, a general 15 percent increase
was refused, but the Commission allowed 10 percent increases on some
commodities and 5 percent on others such as agricultural produets,
animals and animal produets, and lumber (226 1.C.C. 41).

In so fav as express traffic is concerned, there appears to be some
validity in the opinion of Express Agency witnesses that in the face of
increasing competition an increase in express rates would resuls in a
lower volume of business. The ageney not only has to compete with
the parcel post and with contract and common motor carriers, but
with private trucks and freight forwarders.

Effects of rate increases. Widespread rate inereases sufficient to
provide the carriers with the funds with which to meet wagc rate
increases might not disrupt traffic volume for the time being, but, in
the opinion of the carriers, would have two unfortunate results:
(1) They would stimulate the inflationary process with its attendant
results on the public in general and the wage-earner in particular;
(2) they would place the carriers in an unfavorable competitive posi-
tion after the emergency period is over, when competition will be even
more strenuous than in the past.

2. CONSOLIDATION

Although tlie subject of consolidation was mentioned only in passing
by one witness for the carriers, and not mentioned at all by the em-
ployees, it deserves some consideration in a discussion of possible means
of increasing railroad earnings.

During the past twenty years much has been said about consolidation
as a device for effecting large-scale economies. The Transportation
Act of 1920, designed in part to solve the weak-and-strong-road prob-
lem, provided for a comprehensive plan of consolidation into large
railway systems, and was followed by the publication of such plans in
1921 and 1929. Keeping in mind that the original legislation did not
make consolidations mandatory, it is important to note that con-
siderable progress has been made in the simplification of existing sys-
tems and in the extension of systems through merger, stock control,
and other devices. Whereas in 1920 only 17 percent of railway mileage
was organized in units of more than 8,000 miles, by 1938 the percentage
had grown to 36. Although no general plan of consolidation was
officially approved after the passage of the Act of 1920, the Commis-
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sion has used the powers granted by that Act to approve a number of
specific combinations when they have appeared to be in the public
interest. The Transportation Act of 1940 continued the authority, and
gave the Commission more power to approve eounsolidations without
reference to any gencral plan.

The chief consideration stressed in the early legislation was the
support of railroad credit. Later, emphasis has been laid on the savings
in cost which may be effected by reduction in overhead, and by more
effective use of railway facilities. Estimates of savings from wide-
spread unification have ranged as high as $743,000,000 (“Prince Plan”
of 1933). But the advisory railroad committees appointed by the
Federal Coordinator of Transportation reduced this estimate to
$215,000,000.

‘While there has been a great difference of opinion as to the actual
amount of savings which comprehensive consolidations would effect,
there is general agreement that substantial economies would result.
The opposition to consolidation has come mainly from some railroad
executives interested in maintaining existing competitive advantages,
from certain shippers who wish to continue to enjoy access to com-
peting railroads, and from railroad labor. As a result of this latter
opposition, the Transportation Aect of 1940 contains a clause which
provides that in approving a consolidation, the Commission shall re-
quire the making of an equitable arrangement to protect the interests
of the employees affected, and that for a period of four years (or less,
if his period of employment has been shorter) after the effective date
of the order, no emp'oyee shall be in a worse position as a result of
the transaction. Such a provision will tend to slow down the process
of consolidation, but it gives impetus to the formation of appropriate
plaus for dismissal ecompensation.

‘While there is room for a great difference of opinion as to the
amount of actual savings which consolidation can effect, more rapid
progress toward nnification is highly desirable. However, under modern
conditions, the proper coordination of all forms of transport facilities
shiould perhaps reccive even greater attention.

The possibilities of coordination of the facilities of different rail car-
riers without complete merger of operations is also promising.

3. CoorDINATION WITH OTHER TRANSPORT

Coordination of railway with other transport facilities with a view
to inereasing net earnings from operation was not discussed by either
party to the dispute. In the absence of data, no extensive discussion
of the possible savings in operating costs or of the wastes involved
when the most effcetive means of transportation are not employed, can
be attempted herc. Considerable progress towards coordinated, rail-
highway, rail-water and rail-air service has been made, the great im-
petus having been given by the work of the Federal Coordinator of
Transportation.
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‘While the legislation of the past few years has encouraged coordina-
tion, it has contained provisions designed to protect the position of the
transport agency which might be adversely affected by the extension
of another ageney into its field, as well as provisions for the protection
of the employees whose jobs would be affected by any substantial sav-
ings in operdting expenses.

That Congress is now inclined to favor the movement for coordina-
tion is evidenced by the establishment, by the Transportation Act of
1940, of a Board of Investigation and Research, one of whose func-
tions is to investigate the relative cconomy and fitness of carriers by
railroad, motor carriers, and water carriers for transportation service,
with a view to determining the service for which each type of carrier
is especially fitted or unfitted.

It is an open question, however, whether a thoroughgoing program
of coordination would protect or reduce railroad employment.

4. RepuctioN orF Rainway TAxEs

Unless special railway tax legislation is enacted, it appears that the
carriers cannot look forward to any substantial relief in the way of a
reduction of their tax expense. On the contrary, if corporate nct
income increases, substantial increases in income taxes may be ex-
pected, especially in view of the higher rates of Federal income taxa-
tion. Local tax valuations are likely, sooner or later, to reflect any
increased net earning power of the companies.

Taxes have taken an increasing percentage of gross revenues in
recent years. The ratio of railway taxes proper to total operating
revenues of Class I railways rose from an average of 6.3 percent in
the period 1926-1929 to 9.2 percent in 1940. During this period the
ratio has been as low as 6.9 pereent (1935) and as high as 9.5 percent
(1938).

5. REORGANI1ZATION

Financial rveorganization under the terms of the amended Bank-
ruptey Act provides the most substantial method of relief from fixed
charges. It is the contention of” the employees that, while reorganiza-
tion is a stern measure in so far as investors are concerned, the results
are beneficial in that they help to remove the curse of overcapitalizition,
and that while they are in the hands of the courts the distressed cavriers
have a moratorium or breathing-spell during which they gain velief
from pressing obligations and are able to improve their properties.
Witnesses for the operating organizations of employees contend that
further reorganizations are needed, and insist that the standard of the
“pankrupt” should not be accepted as the “standard of the industry”
in so far as ability to pay increcased wages is concerned. They make
no secret of their position that adequate wages are prior charges to
interest, and that the threat of bankruptey should not be a deterrent
to the fixing of such wages. However, in their opinion, that threat is



e

REPORT OF EMERGENCY BOARD 159

now relieved by the rapid increase in earnings being enjoyed at present
by even the weakest roads.

The carricrs’ attitude on reorganization may be summed up briefly:
While rcorganization of the borderline roads would reduce fixed
charges and open up avenues for introducing new securities into the
capital structure, a heavy mortality rate will serve to frighten capital
away from the industry.

The reduction in the annual fixed charges under plans of reorganiza-
tion approved by the Commission or proposed by examiners for rail-
roads in reorganization proceedings before the Commission, as of
October 31, 1941, totals $91,000,000, as compared with total present
fixed charges of $600,000,000, consisting of interest, $450,000,000, and
rentals, $150,000,000. However, the carriers estimate that contingent
charges will replace fixed charges to the extent of perhaps $50,000,000,
and contend that earnings should be sufficient to cover hoth contingent
and fixed charges, with a fair margin for dividends and for reinvest-
ment in the properties.

EsTIMATES Ok CosT oF COMPLIANCE WITH WAGE AND VACATION
RECOMMUENDATIONS OF THE BOARD

The estimates presented in this Appendix have been made with
specific reference to the wage hill in 1941. They are intended to in-
dicate roughly the cost to Class I earriers in 1942, of complying with
the wage and vacation recommendations by the Board.” The estimates
must not be interpreted as forecasts. In these troubled times it is
extremely difficult to judge with confidence economic econditions even
a few months ahead. Another factor of uncertainty is the extent to
which the railroads may grant additions to pay or vacations to em-
ployees not involved in the proceedings before this Board.

Cost of Addition to Wages of Non-Operating Employees

The employees and the carriers are in substantial agreement as to
the probable cost to Class I railroads of the wage demands. What dif-
ference there is arises from a slight disagreement as to the specific
classes of employees involved in the dispute. The parties hased their
estimates primarily on the number of hours paid for in 1940 by the
classes of workers represented by the unions. This figure on hours was
multiplied by 30 cents, and resuited in an estimate of $537,284,308 by
the unions (Transeript, Vol. 10, p. 1594) and of $537,367,829 by the
carriers (Carviers’ Exhibit 109A). The Board adjusted these figures
to comply with its rccommendation that hourly wages of non-operating
employees be increased nine cents. On this basis, the two estimates are
$161,185,292, according to the employees’ figures and $161,210,349
aceording to the carriers’ figures.

It is desirable to convert-these estimates to a 1941 basis. The carriers
stated that the number of hours worked by the non-operating group
would be approximately 9.5 percent more in 1941 than in 1940 (Car-
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riers’ Exhibit 113). After making this adjustment, the two estimates
for 1941 are $176,497,895 and $176,525,332.

The increase in the wage bill will add to the payroll taxes that have
to be paid by the railroads. At present these taxes amount to 6 percent
of all payrolls except that the amount in excess of $300 paid to any
individual in one month is exempt. The carriers estimated that the
average tax on the added payrolls would therefore be 5.8 percent in-
stead of 6.0 percent {Carviers’ Exhibit 109A). The payroll tax adds
about $10,200,000. In round figures the cost of meeting the Eoard’s
recommendation may, theretore, be estimated at $186,750,000.

Cost of Addition to Wages of Operating Employees

On the basis of their demand for a 30 percent increase, the -anions
estimated (Transeript, Vol. 10, p. 1599) an addition of $179,952,636
to the 1940 payroll.* The carriers presented an estimate of $175,940,109
(Carriers’ Exhibit 109A )—which is lower than the employces’ figures.
This Board recommends an addition of 71 percent to basic wage rates.
The unions’ figure after adjustment to the Board’s recommendation
becomes, therefore, $44,988,159 and the carviers’ figure similarly ad-
justed becomes $43,985,027.

The next step is to adjust the estimates to a 1941 payroll basis.
According to the carriers, the payrolls will probably be 14.3 percent
larger in 1941 than in 1940 (Carviers’ Exhibit 113). Another addition
of 5.8 perecent must be made on account of the payroll tax. These two
adjustinents vield a final estimate of $54,403,911 or $53,190,829, aec-
cording as one starts from the employees’ or the carriers’ computation.

Cost of Vacations for Non-Operating Employees

The employees’ estimate for 1941 (based on 1940 payrolls) of the
cost of the original proposal is $29,860,096, excluding the 6 poreent
payroll tax, and $31,651,702 including the tax (Employees’ Exhibit
No. 3). The corresponding estimates by the carrviers are $35,855,000,
excluding the tax, and $38,006,300 including the 6 percent payrcll tax
(Carriers’ Exhibit No. 226).

Both estimates exclude the cost of relieving employees (largely
clerical) now receiving vacations and whose work under present rules
is absorbed by other employees at 110 extra cost to the carriers. A witness
for the non-operating employees, however, said that under the pro-
posed plan the employees now receiving vacations would need to be
relieved (Transcript, pp. 455 and 678). It is impossible to know the
extent to which employees on vacation will be relieved by other em-
ployees. The langnage of the section on vaeations suggests that in
some occupations it will be necessary and desirable and in others not.
The final outeomne will depend on the results of suggested negotiations
between carriers and unions on the adjustments to be macde in apply-
ing old rules to vacations. The Board does not wish to anticipate the

1 A bigher estimate was presented by another employvees’ witness. (Transcript, Vol 14, p.
2350, and Employees’ Exhibit 79, Charts 5 and 6.)
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decision of the two parties before negotiation; but, to be on the safe
side, estimates of the cost of ‘“relieving” are made and included.

The Eastern roads estimated the cost of relieving men at $2,657,331
for 1941 (Carriers’ Exhibit No. 221). The Western roads estimated

_this cost for 1941 at $2,530,000 (Transcript, p. 5243). No estimate

was made by the Southeastern roads. Assuming that the cost for the
Southeastern roads would be the same per cent of their payroll as the
combined cost to the Eastern and Western roads is to their payrolls,
an estimate of $6,100,000 was obtained for all the roads. When this
figure is added to the above costs the following estimates are obtained
for 1941:

On the basis of carriers’ figures (includ-

ing G percent payroll tax)........... $44.47 million
On the basis of employees’ figures (includ-
ing 6 percent payroll tax)...........$38.12 million

The corresponding estimate for 1942 will be higher both on aceount
of increased payrolls in 1941 and the increase in wage rates proposed
by the Board. The increase in payrolls for non-operating employees
from 1940 to 1941 is estimated above at 914 percent. The nine cent
increase for wage rates for non-operating employees is a 14.1 pereent
increase on the average hourly earnings of 63.7 cents (time paid for
basis) for all involved non-operating employees.

When the above estimates are increased on account of these two
factors, the following estinates of the cost are obtained for 1942 of
the vaeations originally proposed by the non-operating employees:

On the basis of carriers’ figures......... $55.56 million
On the basis of employees’ figures....... $47.63 million

These estunates of course are far too high in terms of the Board’s
recommendation ; since a uniform vaecation of only one week is pro-
vided, this being limited to employces who worked 60 percent of the
time in the preceding year.

A “maximum” estimate on the basis of the Board’s recommendation
is one-half of the immediately preeeding carrier and employee esti-
mates. These figures are: -

One-half of above carriers’ figure....... $27.78 million
One-halt of above employees’ figure..... $23.82 million

These figures should be reduced sinee they undoubtedly include em-
ployees who will receive no vacations under the Board’s recommenda-
tion. There is practically no statistieal basis for an estimate. It may
be eonjectured, however, that the reduction will be some 15 percent.
The final estimates are:

On the basis of carriers’ ﬁgur‘es ......... $23.6 million
On the basis of employees’ figures....... $20.2 million
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Cost of Additions to Wages of Reilway Express Agency Employees

The Railway Express Agency cstimated that the 30 cent increase in
wage rates proposed by the non-operating employees would have added
$29,226,218 to their payroll for the year ending July 31, 1941. From
this amount should be excluded the added payroll cost of four classes
of employees which the Agency admitted were not represented in the
proceedings hefore the Board. When these classes are excludad the
estimate for the year ending July 31, 1941 becomes $27,731,580. This
figure should be raised by 6 percent to include the payroll tax, giving
a figure of $29,395,475. It is estimated that the total payroll of in-
volved employees will be 1 percent higher for the calendar year 1941
than for the year ending July 31, 1941. Applying this increase to the
figure of $29,395,475 yields a figure of $29,689,450. Since the Board
recommends an increasc of 7lhe per hour the above figzure must be
divided by 4. The final estimate is, therefore, $7,422 362,

Total Cost of Compliance

The estimated total cost of compliance with the Board’s recom-
mendations is summarized in the following figures:

Wages of non-operating employees...........$187 million

Wages of operating employees............... $53 to $54 milion
Vacations of non-operating. employees........ $20 to $24 mi.lion
Wages of Express Ageney................... $7 million

Total COSE & v v vt ettt ettt e e e $267 to $272 million

Of course, the range of the cost estimates does not define the error
to which the figures are subject. It means chiefly that the carriers and
employees have used similar methods of estimating.

The reader is referred again to the opening remarks in this
memorandum on cost of compliance.

-
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L LETTER OF TRANSMITTAL TO THE PRESIDENT

Wasnuixeron, D. C., December 5, 1941.
The PresienT,
The White House.

Mg. PresipenNT: The Emergency Board appointed by you on Sep-
tember 10, 1941, and veconvened by you on Thursday, November
27, is pleased to submit herewith a report supplementing the one
which the Board presented to yon on November 5, 1941, This sup-
plementary report scts forth the conclusions which the Board reached
after hearing cach side reargue the issues involved in the Board’s
report of November 5, 1941.

As you will note, the Board was not moved by anything which
was suid during reargument to modify in any material way the
major recommendations contained in its report of November 5, 1941.

At the close of the second day of reargument the Board, with
your approval, offered its services to the carriers and employees as
a board of mediation. The official representatives of each side to
the dispute accepted the Board’s offer to mediate their differences.
Mediation conferences started at 7:30 p. m. on Saturday evening,
November 29, and they lasted with but brief recesses until 6:30
p. m., Monday, December 1. :

- Although at the beginning of the mediation conferences the par-
ties were far apart in their points of view, they all agreed with
your Board that the welfare of the country, as well as their own
Interests, made it imperative that they find some basis of compromise
on which to settle their differences and thereby avert a paralyzing
national railroad strike.

We are happy to be able to report to you, Mr. President, that the
parties did not at any time during the mediation sessions fail to
recognize that the country was expecting them to mediate their
differences as industrial statesmen, keeping uppermost in their minds
the fact that the special economic interests of individual groups within
our society must in the last analysis give way to the common good of
all.  Motivated by this principle they joined with your Board in
highly commendable cooperation throughout the mediation meetings.

As a result, when the chairman, under instructions from the Board,
called all of the parties into a joint mediation session late Monday

1
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afternoon, December 1, and summarized at length the various com-
promise proposals which in the judgment of the Board should consti-
tute the framework of a mediation agreement settling the controversy,
the parties, with the exception of the employer representatives of the
Railway Express Agency, acquiesced in the Board’s suggestions.

It should be stressed that the mediation proposals which the Board
finally presented to the parties grew out of the many separate con-
ferences which the Board had held with committees representing
carrier and employce groups participating in the mediation proceed-
ings. The Board did not make its specific suggestions for a mediation
settlement of the controversy until it was thoroughly satisfied that
there had been a complete meeting of minds as to the major provisions
which should be contained in a mediation agreement.

The last section of this supplementary report, Mr. President, sets
forth the major provisions of the mediation settlement acquiesced in
by the parties on December 1.

Although the Board has succeeded in getting the parties to ac-
quiesce in the major provisions of a mediation settlement, thereby
averting a railway strike, there still remains much work tc be done
in drafting specific labor agreements based upon the general prin-
ciples of the mediation settlement. This is understandable when it
is remembered that the parties, as well as the Board, worked under
great strain and stress during the mediation sessions. We all were
striving for agrecement upon general and major principles and we
put aside for the time being slight differences over details.

However, these differences must be settled before the parties can
sign the labor contracts. Such formal signing is always the last step
in concluding a labor dispute. Hence, your Board, upon the request
of the parties and in accordance with your instructions, is holding
itself available to the parties for further conferences on wjuestions
and differences of opinion as to the meaning of the provisions of
the master mediation settlement.

We are confident that within a few days every necessary paper
for a complete settlement of the varied issues in this complex case
will be signed by the parties with one possible exception. This ex-
ception arises from the refusal of the officials of the Railway Ex-
press Agency to accept the suggestion of the Board that they should
join with the other carriers in the wage settlement.

It is not unlikely that if the Railway Express Agency persists in
its refusal to join in the mediation settlement, there will be some
strikes called npon its properties. However, these strikes, if they
come to pass, will not involve the other carriers or the employees of
the railroads generally. The representatives of the other carriers
and those of their employees agreed with your Board on Monday,
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December 1, that as between them the mediation settlement should
not be affected by the possible refusal of the Express Agency to
concur in it. As we reported to you in our letter of December 2,
1941, we believe that the mediation settlement is a reasonable one,
even when applied to the Railway Express Agency, since from a
practical standpoint the Express Agency is a financial subsidiary
of the railroads which have acquiesced in the mediation settlement.

When endeavoring to reach a compromise settlement in media-
tion it is necessary to look behind and beyond legal corporate forms
and to be guided by considerations of substance. Hence, once we
became satisfied that the real owners of the Railway Express Agency
are the railroads themselves, we saw no sufficient reason for refrain-
ing from suggesting to the ofticials of the Express Agency that the
greater interests at stake should move the agency to follow the
example of its controlling carriers.

Should the situation become one, Mr. President, which requires
your further attention, we recommend that you urge the Railway
Express Agency to join in the mediation settlement.

Mr. President, it has been an honor to serve you, and we await
your further pleasure.

Respectfully submitted.

Wayxe L. Morsg, Chairman.
THoyMas Reep PoweLL.
Janes C. BoNpricHT.
Joserr H. WiLLITS.

Hustox THOMPSON.







SUPPLEMENTARY REPORT TO THE PRESIDENT BY THE EMER-
GENCY BOARD APPOINTED SEPTEMBER 10, 1941, UNDER
SECTION 10 OF THE RAILWAY LABOR ACT

- CONCLUSIONS OF BOARD BASED ON REARGUMENT
HEARING—MEDIATION SETTLEMENT

II. INTRODUCTION

The record of this railway labor controversy shows that, after the
Emergency Board filed with the President its report of November 5,
1941, the representatives of railway employces rejected some of the
‘major recommendations set forth therein. The employees in both
major groups strenuously objected to the recommendation of the
Emergency Board that:

In view of the uncertainties confronting the economy of this country for the
duration of the cxisting emergency, all increases in wages constitute a tem-
porary addition to pay and not a change in basic wage rates, except for minimun
riates hereinafter suggested for the railroads.

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

The representatives of the I'ive Brotherhoods rejected the report
on the further ground that an increase of 714 percent in wages, as
recommended by the Board in its report of November 5, 1941, is
entirely too low. They also registered other objections to the ve-
port of the Board, but these two recommendations scemed to be the
controlling factors which caused them to issue a notice that they
intended to go out on strike on December 7, 1941.

The representatives of the 14 cooperating railroad labor organi-
zations also held a meceting shortly after the release of the Board'’s
report of November 5, 1941, and by formal action rejected it. They
took the position that the restriction of the recommended increases
to a temporary period could not be accepted by them but that wage
increases should be in basic wage rates. They also announced that
they could not accept the report because the wage increase of 9
cents per hour recommended by the Board was entirely insufficient.
There were additional objections to the Board’s recommendations
concerning vacations, Short Lines, and the Railway Express Agency.

In fairness to railway employees it should be said that under the
terms and provisions of the Railway Labor Act they have the legal
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right to refuse to accept a report of an emergency board, and there-
after to resort to strike action in an attempt to sccure for themselves
cconomic benefits to which they think they are entitled. However,
in equal fairness to the carriers, it should be said that it has been
aenerally assumed, inasmuch as the Railway Labor Act was princi-
pally sponsored through Congress by railway labor, that the em-
ployees would follow and abide by the results obtained frora the use
of the peaceful procedures provided for in the act. Thus, great
surprise, disappointment, and concern were expressed throughout the
country when it was learned that the Emergency Board’s report of
November 5, 1941, would not be accepted by railway labor as a basis
of averting the threatened national railroad strike.

Following the presentation of its report to the President on No-
vember 5, 1941, the Emergency Board announced that it had adjourned
subject to further call by the President. The controversy then rested
in the President’s hands. The President held a series of conferences -
with Government officials and representatives of the carrviers and rail-
way employees. As a result of these conferences the President decided
to reconvene the Emergency Board for the purpose of giving the
parties to the dispute an opportunity to reargue the case by stating
their exceptions and objections to the Board’s recommendations and
by presenting any new evidence which they might wish to offer to the
Board for its reconsideration.

The Board reconvened in Washington, D. C., on Thursday, No-
vember 27, and, in conference with the President, suggested that there
were two entirely different ways in which the Board might be of pos-
sible further service in attempting to settle the controversy. The
Board explained that it might hear rearguments on the case and sub-
mit a supplementary report based exclusively upon the complete record
made by the parties in the case. Second, the Board could, if the
parties decided to have it act in such an emergency capacity, offer its
services as a mediating body, in which capacity the Board would use
its good offices in an endeavor to help the parties reach a mutual
satisfactory compromise of their differences. The President approved
the procedure, as outlined by the Board, and authorized it to offer
to the parties the opportunity to enter also into mediation negotiations
in addition to rearguing the case on the merits.

At 10 a. m. on Friday, November 28, the representatives of the dis-
putants met with the Board in executive session. At this meeting
the Board pointed out to the parties the two distinetly different ap-
proaches which the parties might make in seeking a settlement of
their disputes. It was agreed at this executive session that the parties
would proceed with a 2-day reargument hearing on the record and at
its close decide whether or not they desired to accept the Board’s ofter
to help them mediate their differences.
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At 10:30 a. m., Friday, November 28, the reargument hearings com-
menced on the record, and the rehearing ended at 4 p. m. Saturday,
November 29. At the close of the reargument hearings the chairman
stated :

The Chair is about to close this hearing, and in doing so he wishes the
record to show the following remarks:

Under instruetions from the President, this Board is duty-bound to make a
supplementary report to the President on Monday, December 1. That report
may be on the arguments or rearguments which the parties have presented to
the Board yesterday and today. That report mny, however, under instructions
from the President :ind with his authorization, he a report made upon mediation.

Therefore, this Board here and now offers its mediation services to these
parties and notifies them that it will be available betwecen now and Monday,
when it makes its report to the President, to serve the parties in any way it
can in mediation, to the end of attempting to reach a settlement of this
dispute.

= * » » » » »

This Board continues to sit ns servants of the President and it is willing to
do what it can in the interests of the President and in the interests of the
counfry to help you gentlemen reach a settlement of this dispute without a
" paralyzing and, in the chairman’s opinion, an unjustifinble railroad strike.

We are at your pleasure.

I hereby formally close the hearing on reargument of this Board held Friday
and Saturday, November 28 and 29, by direction of the President of the
United States.

We will now go into executive session to discuss the procedure which you
gentlemen wish to follow, should you decide that you wish to make use of the
services and the offer of this Board as servants in mediation.

At the executive session following the reargument hearings the
representatives of all the parties to the dispute accepted the Board’s
offer to assist them in reaching through mediation a settlement of
their difterences. Mediation conferences were held, starting at 7:30
p- m. Saturday, November 29, and continued until 6:30 p. m. Mon-
day, December 1, 1941, at which time the Board called the President
and informed him that a national railway strike had been averted
through a successful resort to the processes of mediation.

I1I. THE DUAL ROLE OF THE EMERGENCY BOARD AS A FACT-FINDING
TRIBUNAL AND AS A BOARD OF MEDIATION

The material differences between the tevms of settlement proposed
in our original report and the terms finally agreed upon in later media-
tion conducted by us creates a situation so unusual as to require a clear
explanation. The absence of such an explanation would be likely to
create the false impression that the results of the mediation agreement
reflect our own considered jundgment of the equities and that, to this
extent, we have, in effect, reversed our original recommendations.

In submitting our original report, we were acting in the role of a
quasi-judicial body and not in the role of mediators. This former
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role called upon us to weigh the pleadings, the evidence, and the argu-
ments presented by the parties, and on the basis of the recora. to make
recommendations that, in our judgment, not only would be fair as
between the parties but would also serve the broader public interest.

In the light of these functions of a quasi-judicial body, w2 did not
and do not believe that we should modify our recommendstions, in
any material respect, under pressure by either party that a modification
must be made in order to buy a peaceful settlement. An eraergency
board, when assuming a quasi-judicial role rather than a role as
mediator, should not permit such considerations of expediency to
dictate a recommendation which it would not feel warranted in making
purely on the merits of the case. If the Board were to do otherwise—
if, in its very capacity as a fact-finding body it were to mix its judg-
ment of the equities with the claims and assertions of the parties as to
tlie terms needed to secure their acquiescence—the value of its findings
and recommendations would be almost completely destroyed.

Public officers, however, when called upon by parties to help them
settle a controversy by the process of mediation, cannot ignore the
acceptability of any proposed settlement to the particular party which
has the greatest economic power to enforce its demands in a labor
dispute. In mediation the object is to aid the parties in scttling a
dispute on the basis of compromise and the equities of the settlement,
from the standpoint of the independent judgment of a quasi-judicial
body cease to become the sole criterion.

In speaking of the role of mediator as one of giving assistance to
the parties in reaching an agreement, it is not intended to imply that
this role is a purely passive one. While, as members of the Board,
we did much of our work by acting as mere messengers between the
parties, we also made suggestions to them. Both pacties wished to
know our own judgment as to the degree of determination with which
cach advanced their opposing positions. Both parties listened to our
suggestions that some concession on one side should be met by appro-
priate concession on the other. Both parties appreciated that there
might come a point where our suggestions might have behind them
such weight in the public mind that to disregard them further might
subject the parties to a public condemnation that could not be com-
pensated for in terms of dollars. But the fact remains that the agree-
ment finally reached, even though as a formal matter it was done
on the Board’s last-minute suggestions, was an agreement reflecting
a resultant of forces playing on the two parties and not a sestlement
reflecting what the Board did or would recommend in a judicial
capacity.

So different is the role of mediator from that of a fact-finding and
quasi-judicial tribunal that the former role might best have been
taken by new actors had there been time in which to prepare a new
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seript for the new play. Unhappily, this was not the case. The
parties knew that, if mediation were to succeed in averting a strike,
it would have to begin immediately and conclude in a very few days.
No strangers to the facts of the controversy could have been of great
assistance in such a crisis. For this reason, the members of the
Emergency Board consented to act as mediators notwithstanding:
their awareness that persons unfamiliar with the procedural situation
might charge them with being willing to put themselves in a positiom
calling for a compromise of principle. The members felt that such
personal considerations should not move them to refuse to offer their
services as an aid to the parties in coming to an agreement.

1V. THE REHEARING

In the rchearing of this case counsel for the employees failed to
present any new evidence. They urged, however, larger wage in-
creases than those recommended by the Board and the incorporation
of these increases in basic wage rates. In support of their appeal,
the employees’ representatives repeated the arguments presented at
the original hearings and claimed that the recommendations by the
Board were inconsistent with its findings. They also stressed the
dissatisfaction of the employees with the recommendations, they
threatened to enforce their demands by striking (transcript of pro-
cecdings, vol. 33, pp. 6835-6; vol. 34, p. 7004), and they reiterated
that the Board’s report had failed to win the approvul of the Presi-
dent (transcript of proceedings, vol. 34, pp. 7003, 7008, 7034).

The threat of a strike did not influence the Board’s judgment on
matters of equity. The other contentions have been weighed by the
Board, but have not been found suflicient to alter its judgment on the
main issues in the dispute. The recommendations of the Board in-
volved an average inicrease of approximately 12 percent in the wage
rates of employees on class I railroads. This addition is more than
sufficient to make up for the decline in the relative status of railroad
labor since 1937, when the last gencral adjustment was made in rail-
rond wages. Average hourly earnings of manufacturing labor are
now about 17 percent higher than in 1937. If the increases recom-
mended by this Board in its report of November 5, 1941, were put inte
effect, average hourly earnings of railroad employees would be about
19 percent higher than in 1937. In the light of these facts the wage
increases recommended by the Board are still regarded by us as
entirely reasonable in the light of the record.

The Board’s recommendation for the nonoperating employees was
for an increase of 9 cents per hour. This meant an mcrease of 14 perv-
cent on the average for this group of employees. Since the operating
employees, as a class, have been favored by wage adjustments in the
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Ppast, and now enjoy much higher wages than do the nonoperating men,
the Bourd recommended smaller increases on a percentage basis for the
former group. Such increases for the operating men were, however,
farger in absolute amount than those for the nonoperating men, with
the exception of men in a few classifications. On these exceptional
classifications we comment later. For men in highly paid classifica-
tions an increase of 714 percent is a substantial addition to pay, even in
these days of rapidly rising wages.

The Board rejects the contention of counsel for the operating em-
ployees that the T14-percent increase in their pay is unjust in view of
the increase in the cost of living. During normal times there is every
justification for labor to seek not only to maintain but to improve its
standard of living. Bnt if the defense program undertaken in this
period of national emergency is to meet with success, workers and em-
ployers alike must be prepared to make sacrifices. Unless this hard
fact is clearly vecognized, our country faces disaster.

The Board shares the apprehension of the employees that the cost
of living may rise swiftly during the coming year. Yet the Boavd
believes that it is not sound policy to grant wage increases in anticipa-
tion of a continued rise in prices. Such a policy can only aggravate
the very difficulty that it aims to overcome. The difficulty can best be
dealt with by the adoption of a comprehensive plan in regard uo wages,
profits, and the prices of both agricultural and industrial commodities.

The Board has considered the employees’ contention that if labor
is to obtain wage increases, it must do so in periods of prosperity.
This contention, however, does not justify the request that the adjust-
ments recornmended by the Board in its report of November 5, 1941,
be incorporated into basic wages—that is, that they be made of indefi-
nite duration. In 1932-34 wage contracts of limited duration were
entered into between the carriers and the employees. If tais prin-
ciple was sound then, it is no less sound today. We are living in a
time of great political and economic uncertainty. The Board felt
that it is problematical whether the wage increases could be main-
tained once the defense boom is over and the struggle of the railroads
against the onslaughts of competitors is resumed. F¥or thes: reasons
it seemed unwise to freeze the recommended increases into basic
wages. The Board reaffirms this position.

The Board also reaffirms its findings and recomnmendations in the
'vacations case, the Railway Express Agency case, and the Short Lines
case. As to the Short Lines case, the Board appreciates the fact that
because of an inadequate record presented by both sides to the dispute
there is some confusion on the record as to the applications of the
“Board’s general recommendations with respect to said Short Lines.
However, the parties agreed to resolve these difficulties in mediation
conferences with the Board.
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While the reargument developed nothing to alter the Board’s find-
ings or recommendations on the above issues, the employees made a
few contentions which would have led the Board to alter its veport
on two points of minor significance.

(1) Under the Board’s recommendations the addition to pay was
less for the lower paid operating employces than for the highest paid
nonoperating employees. The inequality in the recommendations
grew out of the failure of the operating employees to argue for a
minimum wage increase, as their counsel has graciously acknowledged
on the record. .

(2) It was no part of the Board’s intention to forestall demands
on the part of the employees for wage increases during 1942 in the
event of a substantial change in theiv economic position, such as
would ensue if the cost of living should rise rapidly. Not until the
rehearing were we told that the cffect of a termination date to our
proposed increase would be to prevent a change prior to such date.
We still do not see why contracts may not provide that while an
increase shall not by agreement continue beyond December 31, 1942,
it may be given reconsideration prior to that date. Our recom-
mendation for a temporary increase was with the object of facili-
tating reconsideration and not of impeding or postponing it. 1t
should not have been construed as a prohibition against change
upward prior to the terminating date.

V. THE MEDIATION SETTLEMENT

At the last meeting of the mediation conference on Monday,
December 1, 1941, the chairman, in accordance with instructions
from the Board, suggested that certain specific mediation proposals
for settlement of the dispute might be acquiesced in by the parties.
He pointed out to the representatives of the carriers and of the
employces at the joint meeting that the proposals which the Board
was about to suggest seemed to be reasonable compromises and were
largely based upon the suggestions which the parties themselves
Lad made to each other during various stages of the mediation
conference. The chairman stated on the record:

When youn decided to accept the offer of the Board to mediate your differ-
ences, the chairman, under instructions of the Board, endeavored, and I
think did make clear to the parties, that the Board wasn’t going to make
any recommendations early in those proceedings. but was very hepeful that
the parties themseclves would be able to negotinte a compromise settlcment.

* * * T want to say here and now that we are entirely honest and very
slncere when we tell the parties to this case that we appreciate the efforts that
vou have made to compromise your differences and to reach an amicable settle-
ment. Although our own value judgments, based upon the merits of the case,
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as we see them from the official record of the Chicago hearing, differ materially
as you well know froni some of the premises involved in the proposals of various
parties to this case, nevertheless, we recognize that you certainly have the right,
and we felt, in view of the position in which our report found itself nupon our
return to Washington, an obligation in the interests of the parties themselves, of
the Railway Labor Act, and of the President, as well as in the interests of the
country, to compromise your differences into a mediation settlement without a
strike. That has been our position throughout the rendering of our services to
vou the last couple of days and nights in wediation. You have been able to get
together on some points and you have not been able to get together on other
points. * * *

I think 1 shall tell you, although we shall not at this time discuss the details
of part one of the report, that as far as the reargnment phase of the case is con-
cerned, the Board has not changed in any major part, or any major way, the
conclusions which it reached in the Chicago case. There are certain winor
modifications of that report that the Board will state to the President, hut that
is now pretty much a matter of a historical report, and one that shonld be made
‘to the President in order to keep the record clear.

The sccond part of the report is what is of vital importance to you parties
now; namely, that part which sets forth the principles which this Board feels
should be incorporated in a mediation agreement, and those principles will be
released by the White House after the President has had time to study the
principles in detail, although lhe has been informed this afternoon as to their
chief characteristics, and I am at liberty to say that there is every reason
for believing that the President will tell the parties after further study of those
suggestions, that he believes that those principles and those suggestions are
the ones which should constitute a mediation settlement of this case.

With that by way of preface, 1 turn immediately to those suggestions which
the Board believes have really bheen dictated by your own necgotiations. Not
that you have agreed to them all in whole or, in some cases, even in part, but
that as we look upon your ncgotiations, and as we weigh what was saidl to us in
these negotiations and evaluate what you said to each other, as we balance
your mediation intevests, as we look upon the compromises, the proposals, and
the counter-proposals which you passed back and forth, we think -hat as a
mediation agreement, which as I have already said is necessarily one which
is based upon the principle of give and take and compromise, that these sug-
gestions, or these principles, are the ones which should constitute yonr media-
tion agreement * * *,

The chairman, on behalf of the Board, then suggested that the
following provisions be accepted as the basis of a mediation settle-
ment of the case:

(1) All wage increases set forth in the mediation agreement shall be
increases in basic rates of pay and not temporary wage incresses.

(2) That the carriers agree in the mediation negotiations to in-
creases in basic rates of pay on condition that the railway labo:: organ-
izations would in turn agree to a moratorium for the period of the
national emergency on proposals for changes in rules. This mora-
torium should create dual obligations in that both labor and manage-
ment agree that they will not press for rules changes during the emer-
gency period. The exact details and conditions of the agreement for
a moratorium shall be worked out by the parties in accordance with
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the terms as expressed to the Emergency Board during the mediation
negotiations.
3) That the retroactive dates for wage increases shall be as fol-
( g
lows:

(«) The employees shall rececive retroactive pay for the period
from September 1 to December 1, 1941, said retroactive pay based
upon the wage recommendations as set forth in the Emergency
Board’s report of November 5, 1941.

(b) The pay increases provided for in the mediation agreement
shall be eflective December 1, 1941.

(4) That the wage increases provided for in the mediation agree-
ment shall be as follows:

(«) The five operating organizations shall receive a wage in-
crease of 914 cents per hour in basic hourly wage rates. F'rans-
lated in terms of an increase per day this amounts to an addi-
tion of 76 cents per day.

(0) The employees of the fourteen cooperating organizations
shall receive an increase in basic hourly wage vates of 10 cents
per hour, or a basic daily wage increase of 80 cents.

(¢) The 10 cents per hour increase for the employees of the
fourteen cooperating organizations shall apply also to the em-
ployees of the Railway Express Agency.

(5) That the recommendation in the report of November 5, 1941,
that there shall be a vacation of 6 consecutive workdays with pay for
all employees in the fourteen coopevating organizations who work
substantially throughout the year, or who are attached to the in-
dustry as a result of reasonably continuous employment, shall be ap-
proved, with the additional provision that employees in the clerk and
telegrapher classifications who have given 2 years of service shall
receive a 9-day vacation with pay, and those who have a record of 3
years of service or more shall receive an annual vacation of 12 days
with pay. The parties shall agree that the details covering the rules,
conditions, and arrangements which shall govern the granting of
vacations shall be worked out by the parties in negotiations imnie-
diately following the acceptance of the mediation settlement.

The parties shall agree with the Emergency Bourd that if they
are unable to reach an agreement within a reasonable time upon
all the details of the vacation proposal, they will submit all dis-
agreements to a member of the Board selected by them, or to some
‘other third party agreed to by them, for final settlement. They
shall agree that the decision of any such referee shall be binding
upon them as to vacation arrangements and as to the formula which
shall determine what particular employces shall receive vacations.
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(6) That the wage increases provided for in the mediation settlement,
shall apply to all of the class IT and class IIT railroads represented
in the Chicago hearings by the carrier conference committees. How-
ever, the wage increases shall not be made applicable to the so-called
Short Lines which were not represented by the carrier conference
committees, and which did not join with the carriers in a national
handling of their disputes. TFor the most part these Short Lines
were those represented by Mr. C. A. Miller and Mr. J. M. FHood.

As to these latter Short Lines, the recommendations covering them
as set forth in the Emergency Board’s veport of November 5, 1941,
shall continue to govern the final scttlement of their disputes.
Briefly, this means that a basic minimum wage of 40 cents per hour
shall be fixed for their employees, and such other wage increases
as can be agreed upon through direct negotiations between manage-
ment, and the employees or which are arrived at through the future
operations of the procedures of the Railway Labor Act shall govern.

In explaining the Board’s proposal as to the Short Linas it was
stated in effect that the Board is satisfied that the employees of the
Short Lines should receive some increase in wages at this time. But
in view of the fact that there are so many differences between the
Short Lines and the class I railroads, and because in the opinion of
the Board it has never had presented to it sufficient evidence or
information to justify its making a specific recommendation on the
amount of the wage increase which should be granted to the em-
ployees in the Short Lines, it has taken the position that the matter
should be referred to the parties for further negotiations.

The Board is satisfied that the parties themselves should have
little difficulty in reaching a negotiated wage settlement for the
Short Lines, but if they should become deadlocked over it, the pro-
cedures of the Railway Labor Act are available to them.

The representatives of all the parties, save and except the spokes-
men for the Railway Express Agency, stated for the record that
they wonld acquiesce in the proposals for a mediation settlement
of the dispute as announced by the Board, or recommend to their
principals and constitnents an acceptance of the proposals. The
representatives of some of the labor organizations did not have
authority to then and there accept the proposals, but they did
withount exception state to the Board that they would recommend
that the proposals be approved by those who did have authority
to accept them on behalf of the employees.

At the same meeting the Board agreed to make itself available for
a few days to answer any questions or help solve any disagreements
that might arise when the parties sat down together for the purpose of
writing the mediation proposals into formal labor contracts.
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Thus, Mr. President, in accordance with the foregoing proposals
arrived at through the orderly procedure of mediation, the threatened
national railway strike was averted on Monday, December 1, 1941.

The Board wishes to commend the representatives of the parties
for the patience, many courtesies, and untiring assistance which they
extended to the Board throughout the mediation proceedings. The
railroad employees and railroad management have demonstrated again
their faith in democratic processes. '

Respectfully submitted.

Waxxe L. Morse, Chairman.
TroMas REep PowELL.
Jadres C. BoNBRIGHT.
Josep H. WirLirs.

Husron THOMPSON.






APPENDIX A
DEeceMBER 2, 1941.

The PRrESIDENT,
The White House.

Mg. Presiext: Your Emergency Board is honored and pleased
to report to you that its proposals for a mediation settlement of
the threatened railway strike have been accepted or acquiesced in
by the representatives and spokesmen for the contending parties.

It will be necessary for the representatives of some of the labor
organizations to submit the proposed scttlement to meetings of
their general chairmen for final approval. These mectings will be
held in Chicago on December 4. However, your Emergency Board
has been assured that the representatives of these organizations who
participated in the mediation negotiations will recommend the ap-
proval of the proposals contained in the mediation agreement. We
are confident that the specific proposals for settlement of the rail-
way dispute which we submitted to the parties will be formally
approved without change by all of the parties. The railroad officials
have already accepted the mediation proposals.

The provisions of the mediation settlement are as follows:

(1) Al wage increases set forth in the mediation agreement shall
be increases in basic rates of pay and not temporary wage increases.
You will note that the Board’s recommendation on this point in
its report of November 5, 1941, was that wage increases should be
for a temporary period running to December 31, 1942, at which date
the wage structure of the industry should be reviewed in light of
the then existing economic conditions of the industry and of the
country.

The carriers agreed in the mediation negotiations to increases in
basic rates of pay on condition that the railway labor organizations
would in turn agree to a moratorium for the period of the national
emergency on proposals -for changes in rules. This moratorium
creates dual obligations in that both labor and management agree
that they will not press for rules changes during the emergency
period. The exact details and conditions of the agreement for a
moratorium are to be worked out by the parties in accordance with
the terms as expressed to the Emergency Board during the mediation
negotiations.

17
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(2) The retroactive dates for wage increases shall be as follows:

(a) The employees shall receive retroactive pay for the pericd
from September 1 to December 1, 1941, said retroactive pay
based upon the wage recommendations as set forth in the Emer-
gency Board’s 1e1301t of November 5, 1941.

(b) The pay increases provided f01 in the mediation agree-
ment shall be effective December 1, 1941,

(3) The wage increases provided for in the mediation agreement
are:

(a) The five operating organizations shall receive a wage in-
crease of 934 cents per hour in basic hourly wage rates. Trans-
lated in terms of an increase per day this amounts to an
addition of 76 cents per day.

(b) The employees of the 14 cooperating organizations shall
receive an increase in basic hourly wage rates of 10 centls per
hour, or a basic daily wage increase of 80 cents.

(¢) The 10 cents per hour increase for the employees of the
14 cooperating organizations shall apply also to the employees
of the Railway Express Agency.

Your attention is called to the fact that the spokesmen for
the Railway Express Agency who participated in the mediation
negotiations have informed the Board that the Railway Express
Agency will not agree to a mediation settlement calling for a
wage increase of 10 cents per hour for its employees. However,
inasmuch as all of the other employer groups have agreed to

“such a wage increase, and in light of the fact that the repre-
sentatives of the employees have assured the Board that they
will recommend to their men an acceptance of the proposed
mediation settlement and the calling off of the strike, it is the
view of the Board that the management of the Railway Express
Agency should be requested to join in the mediation settlement.

It should be distinctly understood by you that the RBoard
makes the above suggestion simply because it believes that a
balancing of all interests warrants it. It should be remem-
bered by all concerned that mediation negotiations are char-
acterized primarily by principles of -compromise.

The employec groups, as well as the carriers, made many con-
cessions and offered many compromises which constituted reces-
sions from original positions. It would seem best under all the
circumstances for the Railway Express Agency to become a party
to the mediation settlement. However, it appears that the Rail-
way Express Agency believes that it can make a more satisfactory
settlement by negotiations, even though such a policy may involve
the risk of a strike of its employees.
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We call your attention to the fact that the Railway Express
Agency constitutes but a very small portion of the employer
interests involved in this dispute. Furthermore, it is to be noted
that the other carrier groups did not insist that the completion
of a mediation settlement be held up until the Railway Express
Agency could negotiate what it considered to be a better settle-
ment or could sec its way clear to join in the mediation settlement
which the other carriers were willing to accept.

It also should be stated that the Railway Express Agency is a
financial subsidiary in all practical effects to the carrier organiza-
tions, and hence the Board felt that there should not be any
further delay in settling the major disputes until such time as the
Railway Express Agency might sec fit to join in the settlement
or negotiate another one. This view was sharved by the other
carriers.

However, as we shall state in our official report which will be
submitted to you tomorrow, there is a marked difference between
what your Emergency Board has approved as a mediation settle-
ment and what it would recommend on the basis of the formal
record submitted to it by the parties at the long hearings in
Chicago from September 16 to October 22, 1941, and at the 2-day
reargument in Washington, November 28 and 29, 1941.

As the Board stated to the parties yesterday, it is still of the
opinion that all of the major recommendations set forth in its
report of November 5, 1941, are amply supported by the ofticial
record, and flow from an application to that record of the “pre-
ponderance of the evidence” test. Therefore, if the Railway
Express Agency issue were to be determined on the basis of the
formal record, the Board would reiterate the recommendation
which it made in its report of November 5, 1941.

(4) The recommendation in the report of November 5, 1941, that
there shall be a vacation of ¢ consecutive work days with pay for all
employees in the 14 cooperating organizations who work substantially
throughout the year, or who are attached to the industry as a result
of reasonably continuous employment, shall be approved, with the
additional provision that employeces in the clerk and telegrapher classi-
fications who have given 2 years of service shall receive a 9-day vaca-
tion with pay, and those who have a record of 3 years of service or
more shall receive an annual vacation of 12 days with pay. It has heen
agreed by the parties that the details covering the rules, conditions,
and arrangements which shall govern the granting of vacations shall
be worked out by the parties in negotiations immediately following
the acceptance of the mediation settlement.
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The parties have agreed with the Emergency Board that if they
are unable to reach an agreement within a reasonable time upon all the
details of the vacation proposal, they will submit all disagrcements to
a member of the Board selected by them, or to some other third party
agreed to by them, for final settlement. They have agreed that the
decision of any such referee shall be binding npon them as to vacation
arrangements and as to the formula which shall determine what
particular employees shall receive vacations.

(56) The wage increases provided for in the mediation settlement
shall apply to all of the class IT and class IIT railroads represented
in the Chicago hearings by the carrier conference committees. How-
ever, the wage increases shall not be made applicable to the so-called
Short Lines which were not represented by the carriers’ conference
committees, and which did not join with the carriers in a national
Landling of their disputes. For the most part these Short Lines were
those represented by Mr. C. A. Miller and Mr. J. M. Hood.

As to these latter Short Lines, the recommendations covering them
as set forth in the Emergency Board’s report of November 5, 1941, shall
continue to govern the final scttlement of their disputes. Briefly, this
means that a basic minimum wage of 40 cents per hour shall be fixed
for their employees and such other wage increases as can be agreed
upon through direct negotiations between management and the em-
ployees or which are arrived at through the future operations of the
procedures of the Railway Labor Act shall govern.

The Bourd is satisfied that the employces of the Short Lines should
receive some increase in wages at this time. But in view of the fact
that therc are so many differences between the Short Lines and the
class T railroads, and because in the opinion of the Board it has never
had presented to it sufficient evidence or information to justify its
making a specific recommendation on the amount of the wage increase
which should be granted to the employees in the Short Lines, it has
taken the position that the matter should be referred to the parties
for further negotiations.

The Board is satisfied that the parties themselves should have little

difficulty in reaching a negotiated wage settlement for the Short Lines,
but if they should become deadlocked over it, the procedures of the
Railway Labor Act are available to them.
. The foregoing, Mr. President, is a brief résumé of the provisions
of the mediation settlement which was submitted to the parties by
the Board late yesterday afternoon. It is submitted to you at this
time because the Board appreciates the fact that it is important that
an carly release announcing the provisions of the settlement should
be made to the American people.
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This letter will be followed by a much more detailed report which
the Board hopes to have ready for submission to you some time Wed-
nesday, December 3. The final Report of the Board will set forth the
conclusions which it reached on the record of the reargument hear-
ings, and the conclusions which it reached in the mediation proceedings.

The parties are continuing to work with the Board in the prepara-
tion of a formal mediation agreement based upon the provisions of
settlement, which the Board submitted to them yesterday. The formal
agrecment will undoubtedly be signed by the parties later on this week.

You will find attached a copy of the transcript of record which
was made at the final mediation session. It contains the proposals of
the Board and the commitments of the parties.

It should be said that neither side obtained all that it wanted out
of the mediation proceedings, but it was gratifying to see that all of
them recognized that when they went into mediation it was essential
that they demonstrate a willingness to compromise their diflerences
and adopt a give-and-take policy.

Their attitudes and sincere eftforts to reach a settlement which char-
acterized all of their relations with the Board during mediation are
a credit to themselves and their principals, and their final willingness
to join in the settlement represents a distinct service to their country
in this time of great emergency.

Mr. President, your Board awaits your further pleasure.

Yours respectfully,
Wayxe L. Mogsg, Chairman,
Troyas Reep PoweLL,
Janurs C. BoNerricrrr,
Joserr H. WiLLits,
Husrox Tuomrsox,
President’s Emergency Board.
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