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DEDICATION

On the occasion of its 125th anniversary, the Brotherhood
of Maintenance of Way Employes Division of the International
Brotherhood of Teamsters decided to reprint the volume that
you hold in your hand. Why reissue this history, written over 50
years ago, which ends its narrative in the middle of the 1950s?

One hundred and twenty-five years is an important
anniversary for any organization. It would be reason enough to
make this work available again to BMWED members and others
interested in the history of railroad labor unions. However, our
purpose is not just to celebrate and commemorate an important
milestone.

The achievements of the Brotherhood are truly
remarkable. When the Brotherhood was founded in 1887, there
were no laws protecting union organization, and no existing
unions to fund new organizing. Powerful interests denied that
workingmen had the right to associate to improve their



conditions. They labeled unions as unlawful conspiracies. But
the men of the maintenance of way craft voluntarily created a
union and pooled their dues to fund its operations. In 1926, the
Brotherhood of Maintenance of Way Employes sat as equals
across the table from rail management, and negotiated the
framework of the Railway Labor Act. Over the course of four
decades, the maintenance of way employees had progressed from
voiceless individuals to a power that both rail management and
the federal government would need to reckon with.

This history was published in 1955, at what was in many
ways a high water mark for organized labor. Collective bargaining
became an accepted fact of American life. A unionized workforce
could demand that labor obtain its fair share of a productivity
explosion in the American economy. Organized labor’s efforts
turned a 25-year period of unprecedented economic growth into
shared prosperity for ordinary working people.

Today, there are again elements in our society that deny
the legitimacy of employees’ right to organize themselves at their
workplace, to deal with their employer through a collective voice.
Will they succeed in pushing our country back to the 19th
Century?

All human institutions come into being and then they pass
away. Although BMWED is a well-established union and a stable
presence in American life, its longevity does not guarantee that
it will automatically survive into the future. In order to survive,
organizations must evolve and adapt to changing conditions. A
labor union is a special kind of organization. Labor organizations
are created and sustained through the support of their rank-and-
file membership. BMWED members must be prepared to
maintain their organization, and select a new generation of leaders
from among our ranks. We will need leaders who can observe
changing conditions, analyze the risks and opportunities that they



present, then decide and act to confront the ever-changing novelty
of our economic and political landscape.

So our publication of this work is not backward-looking,
but directed to the future. By understanding our predecessors’
past struggles to win a middle-class standard of living, a decent
retirement, and a measure of due process, we can better prepare
ourselves to respond to future challenges.

We are bound together by an idea which is worth fighting
for. Asindividuals, we have little power; but, if we act in concert,
we can survive and thrive on our own terms. Applying this simple
principle, our organization has won collective bargaining
agreements, laws and regulations. The result is that we can give
our families a middle-class living standard that permits us and
the ones we love to live with dignity, and as full participants in
American democracy. Contrast that with the misery to which
working people are reduced, in those industries and regions
where they have no organization, and are subject to the tender
mercies of the boss. Indeed, the central lesson this history
teaches is that no progress was made without struggle, and no
struggle is possible without organization. In the absence of a
vital organization, the gains of 125 years can be lost.

* It is with these thoughts in mind that we dedicate this publication
to those who came before us, who brought us so far, to our fellow
current and future BMWED members, and to the new leaders who
will emerge from the ranks and assume stewardship over this great
organization. | believe that you will win new victories that will
build on this Brotherhood’s rich history.

s ] Foern

— Freddie N. Simpson
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Fulfillment

The publication of this history brings to fulfillment
a project that has been attempted and abandoned
many times during the past thirty years. It was
written under the personal direction of President
T. C. Carroll, who commissioned the author to
prepare this history, approved the general format
and collaborated step by step as the story of the

Brotherhood evolved.
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JOHN T. WILSON

Founder and First President of the Brotherhood

1887-1908

He laid the foundation and built strong thereon, dedicating his
life to the service of his fellow men. His was the courage to
undertake—the fidelity to continue—the fortitude to endure.






T. C. CARROLL
Eighth Grand Lodge President

(1947- )



A. SHOEMAKE

Grand Lodge Secretary-Treasurer

(1940- )



NN TT] » [N IT770]

Dedication

Dedicated to the memory of the founding
fathers whose faith in themselves and
in their Brotherhood has been fulfilled.
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Preface

This history of the Brotherhood of Maintenance of Way Em-
ployes is the story of the pioneer railroad workers who built
our railroads’ tracks and bridges, of the courageous men who
founded the Brotherhood, and of those who brought it to its
high place among labor organizations today. Inevitably, too,
it is the story of the men who have worked at all times and
in all places in the maintenance of way department of
America’s railroads.

No history of a labor organization, however, can be com-
plete without at least a brief outline of the industry whose
workers it represents. For the industry itself is the warp and
woof of the fabric from which the organization has been cre-
ated. The development of a labor union, its organizational
set-up and its accomplishments depend in no small degree on
the structure of the industry of which it is a part and the rise
and fall of the fortunes of that industry. Thus, the story of
America’s railroads forms an integral part of this history of
the Brotherhood.

The fabulous story of the railroad industry is more than
a narrative of the development of transportation. It is the
saga of man’s restless urge to explore and develop new lands.
At the turn of the nineteenth century, the restive colonial
pioneers along the Atlantic seaboard looked longingly toward
the vast tracts of virgin forests and the millions of acres of
fertile land to the south and west. Here were rich new terri-
tories to be conquered and settled.

But man’s slow and painful advance to the corners of the
earth has been geared to his means of fransportation. The
modes of travel and shipping in that day—the sailing ship,
the canal boat, the pony express, the pack horse, the stage
coach, and the covered wagon—were slow and cumbersome,
wholly unsuited to the needs of swift intercourse between
widely separated communities. The mass exodus to the new
lands had to await the development of faster and more ade-
quate means of transportation.

In 1830, the inauguration of the first freight-and-pas-
senger-train service in this country opened a new era of ex-
pansion and development. As the railroads began spinning
their steel web across the continent, a horde of settlers fol-
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lowed, eager to cast their fortunes in the raw, uncharted
lands. The track construction gang, the forerunner of today’s
maintenance of way crew, traveled in the vanguard of this
conquering army, laboriously fashioning the right of way from
earth and rock, blasting tunnels, laying track, erecting bridges,
building trestles. Gradually they pushed the frontiers aside
and spanned the continent by rail.

As the railroads established lines in all parts of the conti-
nent, maintenance of way crews became more an occupying
army than a vanguard. They settled down along the right of
ways to maintain the railroads’ tracks, bridges, and structures
and to raise their families. And as they became established
members of their communities, they began to understand the
need for collective action to protect and promote their mutual
welfare as railroad workers. It was out of this first aware-
ness that their organization, the Brotherhood of Maintenance
of Way Employes, was born. And it is to trace the growth
and development of that organization that this book is being
written.

The writing of a book of this nature requires many de-
cisions. The condensation within several hundred pages of the
records of some sixty-eight years is in itself a task of no small
magnitude. It means a constant choice between material to be
included and that to be omitted, of persons to be named or left
unnamed. It has not been possible, therefore, to give credit
to all the individual officers and members who have contrib-
uted so much to the progress of the Brotherhood, nor to re-
count in detail all the happenings of these sixty-eight eventful
years. A sincere effort has been made, however, to beam the
spotlight of retrospection on the mileposts that have marked
the growth of the Brotherhood and on the leaders who have
made that growth possible.

Although it is difficult at times to keep personal opinion
from intruding, one goal in writing this book has been to keep
it as objective and as factual as possible.

Much of the material for the early history of the Brother-
hood has been taken from the pages of the “Advance Advo-
cate,” the first official organ of the Brotherhood. Grand Chief
John T. Wilson, founder of the Brotherhood, and those who
assisted him in preparing the “Advocate” for publication wrote
for the present and not for posterity. Minus the services of
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an editorial staff, they gleaned material wherever it could be
found. The tiny force must have been hard pressed at times
to maintain publication.

In view of these handicaps, it would be strange indeed if
minor errors of fact and occasional inconsistencies did not
appear in the “Advocate.” Nevertheless, the “Advocate” was
generally well prepared, and it gives us an authentic picture
of the difficult but successful struggle of the young organiza-
tion to establish itself. We hope that the use of this material
has helped to recreate some of the aura of that day.

The preparation for a work of this kind requires not only
the accumulation of a great deal of data but the collaboration
of persons whose knowledge and personal experience form an
invaluable source of insight into the significance of events
over and beyond the mere recounting of facts. We are gen-
uinely grateful to those who have assisted in the preparation
of this book and whose helpful criticism has made the writing
of this book easier.

Particular thanks are due President T. C. Carroll for his
collaboration and cooperation, and members of his staff for
their assistance in this arduous undertaking; Secretary-
Treasurer A. Shoemake and his staff for making historical
documents available and verifying certain portions of the
manuseript; Vice President W. Aspinall for his history of the
Central Committee of Canada and other data concerning the
story of the Brotherhood in Canada; William Jewkes for his
outline of conditions on Canadian railways many years ago;
Statistician and Research Director Frank L. Noakes and
members of his staff, who supplied the tables in the appen-
dices and other statistical and historical data; Associate
Editor E. J. Plondke and his editorial staff, who made their
material sources available and supplied many of the photo-
graphs used in this history; the Public Relations Department
of the Association of American Railroads for their coopera-
tion in furnishing old and new photographs of the railroad
industry; the various railroads whose photographs are a
part of this history; Dr. William M. Leiserson for his careful
reading of the manuscript and for his constructive comments
and suggestions; and the secretaries who performed the
tedious job of typing during the writing and revision of
the manuscript.
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Introduction

To those who are not familiar with the Brotherhood and
its work, a formal outline of its objectives, its creed, and its
organizational set-up is essential to a better understanding
of this history.

The Brotherhood of Maintenance of Way Employes is a
railroad labor organization representing some 300,000 rail-
road maintenance of way workers in the United States and
Canada. Maintenance of way workers are often referred to
as the “shock troops of the railroads,” for it is their job to
keep safe the tracks, trestles, and bridges over which freight
and passenger trains move swiftly to all parts of the continent.

You have often seen them putt-putting down the track on
a motor car or working in groups renewing ties, replacing
rail, or refurbishing the right of way. You have seen them
dangling from railway bridges and structures with paint brush
or tool in hand, or repairing the thousands of buildings that
make up our railroad system. They have no doubt often
signaled you and your children safely across grade crossings
with warning standard or red light. And you have seen them
many times, I am sure, along the railroad right of way, operat-
ing cranes, ditchers, bull dozers, concrete mixers, and all the
other modern machinery of present-day railroad maintenance.

The work of the maintenance of way man is hazardous. In
addition to the ordinary dangers that beset the worker who
uses tools and machines, he must often work in high places,
on bridges, trestles, and structures. And usually his work is
done under the hazards of train traffic, on the main line where
he must keep a sharp lookout for trains, or in busy railroad
yards where the switching of cars is constantly going on.

Our Brotherhood was formed in 1887 under the name of
the Order of Railroad Trackmen. Organized first as a frater-
nal society, its objectives within the course of a few years
became those of a labor organization, although fraternalism
is still one of its basic principles. Amalgamation with other
similar organizations of railroad workers in the years follow-
ing resulted in the present form and name of our Brother-
hood.
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The Brotherhood is governed democratically by its mem-
bers, who elect its officers, enact its laws, and decide its poli-
cies, either directly at subordinate lodge meetings or by
electing delegates to represent them at conventions of the
Brotherhood.

The primary purpose of our organization is to safeguard
and promote the interests of its members and their families,
and the Brotherhood holds contracts covering wages and work-
ing conditions with all the Class I railroads in the United
States and Canada and with 98 per cent of the short lines.
So well has the Brotherhood done its job, that approximately
nine out of every ten workers it represents are members.

But we realize, too, that the welfare of our two countries
is our welfare as their citizens, and we are vitally interested
in the broad general problems that affect the lives of all citi-
zens. The great majority of the railroad workers we represent
are long-standing members of their communities who are
helping to promote the general welfare of the community
through active participation in church, educational, and
civic work.

The objectives and beliefs of our Brotherhood are rooted
deeply in the American tradition. We believe staunchly in
our democratic form of government and in the principles
upon which it is founded. We abhor subversive elements that
would destroy our democratic self-government and the free-
doms we enjoy, and for many years the constitution of our
Brotherhood has specifically barred from membership any
railroad worker otherwise eligible who is a member of the
Communist party.

We believe in greater educational opportunities for our
children, and we feel that if the American family is to enjoy
all the opportunities that are possible under our free way of
life, the progress already made toward raising the standard
of living in every strata of our population to an adequate
level must be continued.

We feel, too, that it is the duty of every citizen to take an
active interest in government, whether it be on a local, state,
or national level. We encourage our members to vote at every
election, to vote as they please but to vote intelligently.
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This, stated quite briefly, is the creed of our organization.
Its general objectives are succinctly set forth in the preamble
to our Grand Lodge Constitution:

Preamble

1. To exalt the character and increase the ability of its
members.

2. To insure greater safety to the traveling public and
effect economy in the departments in which our mem-
bers are employed by interchanging ideas and adopt-
ing the best methods of performing our duties.

3. To benefit the general public by raising the standard of
efficiency of our membership.

4. To alleviate distress and suffering caused by sickness
or disability among our members.

5. To assist widows and orphans of deceased members.

6. To allow no person to remain a member of the Brother-
hood unless he lives a sober, moral and honest life.

7. To require all members to faithfully and honestly per-
form their duties to the best of their ability for the
Brotherhood and for their employers.

8. To use all honorable means to secure the passage of laws
beneficial to our membership, and to improve labor con-
ditions generally.

9. To stimulate the civic education of the members in their
political rights; and to use the ballot intelligently to the
end that the Government may not be perverted to the
interest of the favored few, but that it may be a “Gov-
ernment of the people, by the people and for the people”
in the fullest sense.

In organizational set-up, our Brotherhood is composed of
three divisions: the Grand Lodge, the System Division or
System Federation, and the Subordinate Lodge. Although
the Grand Lodge is the supreme body of the Brotherhood, the
System Division and the Subordinate Lodge are in many
respects self-governing within the framework of our consti-
tution.

Each System Division or Federation has under its juris-
diction one or more railroad systems and the Subordinate
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Lodges located on those systems. Stemming from our Grand
Lodge headquarters in Detroit, Michigan, our Brotherhood
has 79 System Divisions or Federations and 1,446 Subordinate
Lodges located in every state and the ten provinces of Canada
on all major railroads and most of the smaller lines in both
countries.

A Dbetter understanding of the functional set-up of the
Brotherhood requires a brief detailing of the powers and
responsibilities of these three major divisions.

GRAND LODGE

The fifteen Grand Lodge officers of the Brotherhood (the
Grand Lodge President, the Grand Lodge Secretary-Treas-
urer, seven Grand Lodge Vice Presidents, a Grand Lodge
Executive Board composed of five members, and a Grand
Lodge Statistician) are, with the exception of the Statistician,
who is appointed by the Grand Lodge President, elected at
democratic triennial conventions of Grand Lodge. Each sub-
ordinate lodge is entitled to send a delegate to these conven-
tions, who casts the numerical vote of his lodge membership
in the election of Grand Lodge officers or in deciding questions
affecting the policies, activities, or government of the Brother-
hood. AIll matters properly brought before the convention
are thoroughly discussed and decided by majority vote of the
assembled delegates. The Grand Lodge convention adopts the
Constitution and By-Laws for the general government of the
Brotherhood. No delegate may represent more than 500
members unless they are all members of one lodge.

The duties of the Grand Lodge officers are prescribed by
the Constitution and By-Laws. The Grand Lodge President
exercises supervision over all affairs of the Brotherhood, pre-
sides at all sessions of the Grand Lodge, enforces the provi-
sions of the Constitution and By-Laws, and works for the
general welfare of the Brotherhood.

The Grand Lodge Secretary-Treasurer handles and disburses
the funds of the Brotherhood, keeps and preserves its records,
and serves as Superintendent of the Death Benefit Depart-
ment.

The seven Grand Lodge Vice Presidents are assigned to
specific territories, two in Canada and five in the United
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States. They work under the direct supervision of the Grand
Lodge President. Their primary function is to assist the
committees of the Protective Department in carrying out
their duties and to work for the general welfare of the
Brotherhood.

The Grand Lodge Executive Board supervises the general
welfare of the Brotherhood. One of its duties is to audit the
accounts of Grand Lodge each quarter. A certified public
accountant is employed by the Board for this purpose. Three
members of the Grand Lodge Executive Board act as Trus-
tees for the Brotherhood, and all real estate owned by the
Brotherhood is held in the names of these Trustees.

In addition to the general departments maintained by the
Grand Lodge President and the Grand Lodge Secretary-Treas-
urer in performing their duties, four distinct departments
are maintained by Grand Lodge under the provisions of the
Grand Lodge Constitution and By-Laws:

Editorial Department. By virtue of his office, the Grand
Lodge President is the editor of the “Brotherhood of Mainte-
nance of Way Employes’ Journal,” the official organ of the
Brotherhood, but an associate editor is maintained to direct
the preparation and publication of the “Journal.” A non-
partisan and non-sectarian publication, the “Journal” strives
to advance the welfare of members of the Brotherhood from
a literary, moral, and intellectual viewpoint. The “Journal”
contains the official directory of officers of Grand Lodge and
the Protective and Legislative Departments. If is mailed
without charge to all members, but the subscription is $2.00
a year to non-members. Grand Lodge pays all costs of print-
ing and mailing the “Journal.”

Death Benefit Department. This department is maintained
to pay to the beneficiary or estate of deceased members the
death benefits provided by the Constitution. The Grand Lodge
Secretary-Treasurer acts as Superintendent of this depart-
ment.

Department of Statistics. Under the direct supervision of
the Grand Lodge President, this department, headed by the
Grand Lodge Statistician as Research Director, gathers and
compiles statistics and material in the United States and
Canada to be used in wage negotiations, conferences, or hear-
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ings before arbitration boards or other bodies that might be
constituted to deal with matters pertaining to labor-manage-
ment relations.

Legislative Department. This department works on na-
tional, state, and provincial levels, under the direct super-
vision of the Grand Lodge President, to promote the interests
of railroad workers in legislative matters.

A national legislative representative appointed by the Grand
Lodge President is stationed permanently in Washington,
D. C., to look after the interests of railroad workers in con-
nection with legislation coming before the United States
Congress. A Canadian Grand Lodge officer, usually one of
the Canadian Vice Presidents, is assigned by the Grand Lodge
President to look after national legislative matters in Canada.

Under the laws of the Brotherhood’s State and Provincial
Legislative Department, a legislative representative is main-
tained on a part-time basis in each of the forty-eight states
and the ten provinces of Canada. The legislative representa-
tives are elected for three-year terms by local legislative dele-
gates from subordinate lodges in their respective states or
provinces. It is the primary duty of each legislative repre-
sentative, as provided in the Grand Lodge constitution, “to
work in conjunction with other legislative representatives in
the state or province in the promotion of legislation favorable
to organized labor or fo oppose such legislation as may be
detrimental to organized labor and the people.” They are
usually on active assignment during sessions of the state or
provincial legislature.

PROTECTIVE DEPARTMENT
(System divisions and federations.)

The Protective Department functions on each railroad sys-
tem, or group of federated railroad systems, with which our
Brotherhood holds contracts, under the joint direct super-
vision of Grand Lodge and the subordinate lodges under the
jurisdiction of the particular system division or federation.

Whenever the Brotherhood secures representation rights
on a particular system, a Joint Protective Board is elected by
delegates from subordinate lodges on that system. The Board
consists of a General Chairman, other system officers (such
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as Assistant or Vice General Chairmen and a Secretary-
Treasurer), an Executive Committee, and such additional
members of the Joint Protective Board as may be provided
for in the by-laws adopted by the lodge delegates. Two or
more systems may join in forming a system federation hav-
ing one Joint Protective Board and one set of system officers.
On some systems or federations, the lodge delegates elect
all Joint Protective Board officers and members. On others,
the Joint Protective Board is elected directly by the lodges
and the Board in turn elects its officers. Most system elec-
tions are held triennially.

The Protective Department on each system or group of
federated systems negotiates and maintains agreements cover-
ing wages and working conditions on the individual railroad
systems, polices these agreements, handles claims or griev-
ances that may arise over the application of the agreement
rules, and generally works to promote the welfare of railroad
maintenance of way workers under its jurisdiction.

Five regions are created in the United States by the Grand
Lodge constitution for the establishment of Regional Asso-
ciations of system officers. A sixth region comprises all
territory within the Dominion of Canada. The system officers
comprising the Regional Association in each region meet
regularly to discuss and take action on matters of mutual
interest. The constitution also creates an International Asso-
ciation, consisting of all system and Grand Lodge officers,
which also meets regularly for the purpose of carrying on
concerted negotiations relating to wages and to take action
on other important general conditions.

SUBORDINATE OR LOCAL LODGES

Subordinate lodges form the direct link between the indi-
vidual member and his Brotherhood. They are actually the
grass-roots segment of the organization. The subordinate
lodge secretary-treasurer issues dues receipts to members of
the Brotherhood covering payment of dues. Regular meet-
ings are held by most lodges at which information is passed
on to the membership and Brotherhood affairs are discussed
and acted upon. Not only do the members of subordinate
lodges elect their own officers annually, but they also select
delegates to represent them at Brotherhood conventions to
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decide the policies of the Brotherhood, adopt laws to govern
its activities, and elect system and Grand Lodge officers and
state legislative representatives.

DUES

The delegates assembled in triennial conventions of Grand
Lodge determine the initiation fees to be charged new mem-
bers, the amount of Grand Lodge dues, and the minimum
dues to be charged by system divisions (or federations) and
subordinate lodges. Individual system divisions (or feder-
ations) and subordinate lodges can establish dues exceeding
this minimum if they wish.

Although the Grand Lodge Executive Board is authorized
to levy special assessments upon all members of the Brother-
hood, such assessments are rare. Only one assessment of
50c has been made in the past thirty-three years. The activ-
ities of the Brotherhood are financed entirely by the dues
collected quarterly from its members.

Dues are payable in advance on or before the first day of
January, April, July, and October, but they may be paid six
months or more in advance. Each time he pays dues, a
member must pay combined Grand Lodge, system division,
and subordinate lodge dues, plus initiation fee if he is a new
member. As evidence of the dues payment, he receives an
official serially-numbered dues receipt from the lodge secre-
tary or other Brotherhood representative to whom the dues
were paid. The lodge secretary must remit all dues and
initiation fees which he collects to the Grand Lodge Secretary-
Treasurer (or to the System Secretary-Treasurer where a
system office handles its own funds and is qualified to receive
remittances), except that he retains in the lodge treasury
that portion of the dues collected which belongs to his lodge.
Representatives other than lodge secretaries must remit full
dues and initiation fees. Regardless of whether remittance
is made to Grand Lodge or a system office, distribution is
made so that each of the three divisions of the Brotherhood
(the Grand Lodge, the system on which the member is em-
ployed, and the lodge in which he holds membership) receives
its portion of the dues and initiation fees.
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The present initiation fee of $5.00 is divided among the
three divisions of the Brotherhood. Three dollars of the fee
goes either to Grand Lodge, the system, or the subordinate
lodge, depending on which of these three divisions is repre-
sented by the person who issued the dues receipt to the new
member. One dollar each is then credited to the two remain-
ing divisions.

Current Grand Lodge dues are $3.50 each quarter (except
for retired members who pay $2.50 each quarter and, inci-
dentally, are exempt from payment of system or subordinate
lodge dues). Of this amount, $1.00 is credited to the death
benefit fund and 10c is credited to the state and provincial
legislative account to defray the expenses of that department.
The remainder is placed in the general fund, a portion to be
used to pay the cost of a subscription to the newspaper
“Labor” for each member and the remainder to pay the gen-
eral expenses of Grand Lodge.

The dues charged by individual systems and subordinate
lodges vary, but under the Grand Lodge constitution, system
dues cannot be less than $1.50 a quarter and subordinate
lodge dues cannot be less than 25¢ a quarter.

Revenue from dues and initiation fees is used to defray
necessary legitimate expenses of the Brotherhood. Surplus
funds may be invested upon approval of the appropriate
body; i.e., the Grand Lodge Executive Board for Grand Lodge,
the System Joint Protective Board or Executive Board for the
system, and the subordinate lodge members in regular session
for the lodge.

All financial transactions of Grand Lodge must be made in
accordance with the provisions of the Grand Lodge consti-
tution or under the express authorization of the Grand Lodge
Executive Board. The accounts of Grand Lodge are audited
regularly by a certified public accountant, who furnishes each
member of the Executive Board with a quarterly audit report
and prepares a three-year comparative report for the dele-
gates at each triennial convention. The salaries of elected
Grand Lodge officers are fixed by subordinate lodge delegates
at triennial conventions of the Grand Lodge.

All representatives of the Brotherhood handling funds of
the organization are bonded and are held accountable for all
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money or other assets belonging to the Brotherhood coming
into their possession.

Lodge secretaries must keep an account of all funds received
and disbursed and must furnish quarterly audit reports of
receipts and disbursements to Grand Lodge. Disbursements
from lodge funds must be for legitimate expenses or other
transactions approved by the lodge.

Systems or federations handling their own funds are sim-
ilarly obliged to account for funds of the Brotherhood coming
into their possession. In most instances, Grand Lodge han-
dles the funds of the system, crediting the system account
with system dues and fees and making disbursements from
the account on authorization by the system. System funds
are handled by Grand Lodge only at the request of the indi-
vidual systems and entirely for their convenience.

LADIES’ AUXILIARY

The Ladies’ Auxiliary is an adjunct of the Brotherhood.
The first local chapter was organized at Macon, Georgia, in
1898. A Grand Lodge of the Ladies’ Auxiliary was formed
at the 1902 convention of the Brotherhood and local auxiliary
units were established throughout the United States and
Canada. Although the Auxiliary was inactive for a few
years during World War I, it was later re-established and is
quite active today.

The Ladies’ Auxiliary is composed of the womenfolk of
maintenance of way families. Members of the Auxiliary have
no official standing in the Brotherhood and take no direct
part in its work. They serve instead in a supporting role,
helping at meetings and conventions of the Auxiliary and in
their respective communities to promote the broad objectives
of the Brotherhood to improve the lot of the maintenance of
way family. They realize that they have as great a stake
in the welfare of the Brotherhood as does the breadwinner of
the family.

It will be seen from the foregoing that the Brotherhood in
all its activities strives to maintain and perpetuate the prin-
ciple that the majority vote of the individual members, or the
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representatives they have selected to speak and act for them,
shall govern. It is, I believe, an organization founded, oper-
ated, and controlled on the basis of true democracy.

What does the maintenance of way worker receive in return
for the dues he pays to the Brotherhood? For the few pennies
a day he contributes to maintain the Brotherhood, he receives
skilled, specialized representation to protect his job, his earn-
ing powers, and his family’s happiness and welfare. As will
be amply illustrated by this story of the Brotherhood, these
are some of the important benefits obtained and services
provided for its members:

Higher wages; improved working conditions; an old-age
and disability retirement system; unemployment and sickness
benefits; a forty-hour week with forty-eight hours’ pay; vaca-
tions with pay; a health and welfare plan; the monthly
Brotherhood “Journal” and the railroad workers’ weekly news-
paper “Labor,” without extra cost; the handling of claims or
grievances; participation in the Brotherhood’s Death Benefit
Department without extra cost; profection in the legislative
field.

Although the primary purpose of maintenance of way work-
ers in supporting the Brotherhood is to better their condi-
tions, they realize that they are an integral part of an industry
that is indispensable to the healthy economic life of their two
nations, the United States and Canada. They understand,
too, that their welfare as railroad workers is inextricably
interwoven with the welfare of the industry in which they are
employed. One of the general objectives of the Brotherhood
and its members, therefore, is constantly to improve efficiency
and productivity in the maintenance of way department and
to maintain railroad facilities in the safest possible condition,
to the end that the carriers may best serve the traveling
public and the shippers who use rail lines.

It is in accordance with the general procedures and the prin-
ciples outlined in this introduction that our Brotherhood func-
tions today as a labor organization in protecting and promoting
the welfare of maintenance of way workers and their families.

T. C. Carroll,

President.
March, 1955.
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“Conceived in want and born of necessity”

can remember vividly hearing John T. Wilson tell in con-

versation with my father when I was a small boy of how

the idea of forming an orgamization of railroad mainte-
nance of way workers first germindted in his mind. In those
days, the portion of the railroad on which Wilson worked was
located in isolated country, and the sections were quite long.
In walking track, the foremen of adjoining sections would
each start from a designated point and walk toward each
other. When they met, they would turn around and return
to their headquarters.

On this particular day, the foreman of the adjoining section
was not at the appointed meeting place, and Wilson continued
walking until he reached the foreman’s house, located in o
desolate and inaccessible region. There he found the fore-
man’s wife with her small children huddled about her. The
foreman had died unexpectedly. His wife had wrapped the
body in a sheet and waited for hours for someone to come
along to help them.

Wilson built a crude coffin and buried the foreman. He
gave the widow and her children what aid he could from his
own meager funds. For weeks afterwards the pitiable plight
of this destitute family continued to haunt Wilson, and it
was then he decided to form a fraternal order that could assist
maintenance of way families in similar circumstances. As
time passed the idea grew. Wilson sought the aid of other
foremen, and in the spring and summer of 1887 the plan
reached fruition in the formation of the Order of Railroad
Trackmen.

It was from this humble and inauspicious beginning that
the Brotherhood has grown to its high place among labor
organizations today.

T.C.C.
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VERY EVENT in history has a beginning, a time when
E it is first conceived in the mind of man. But trying to
trace that event through the tortuous channels of men’s
thoughts to its pristine source is much like attempting to seek
out the myriad springs and underground streams that feed a
broad river. Thus, a day set down in the pages of history to
commemorate a particular happening is not always the begin-
ning but often merely a focal point well along the way.

Such a day was a Sunday afternoon in the spring of 1887
when a small group of railroad section foremen gathered
together on a river bank near Demopolis, Alabama. The day
was warm and they stood in the shade of a huge oak tree.
They had met to discuss mutual problems of low wages, the
hazards of their work, and the insecurity of their families.

Their thoughts, however, were vague and exploratory. The
idea of unionism had not as yet fully crystallized. The organ-
ization they decided to form, the Order of Railroad Track-
men, was to be established to assist fellow railroad workers
in times of sickness and financial trouble. They had no way of
knowing when this order was chartered in July, 1887, under
the laws of the State of Alabama for benevolent and chari-
table societies, that eventually it would become one of the
largest railroad Brotherhoods in America.

The leader of this group was a young foreman named
John T. Wilson. In his mind a profound understanding, as
yet ill-defined, was beginning to develop: a conviction that
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group action by maintenance of way workers was needed to
promote their welfare. Even then he must have visualized
in a vague way the growth of this new-born order into a
powerful organization capable of becoming the collective voice
of the thousands of workers who build and maintain the
tracks, bridges, and structures of America’s railroads.

This visionary young worker, however, was not alone in
his prophetic thinking. At almost the same time, other groups
of maintenance of way workers in the United States and
Canada were grappling with the same problem, and similar
organizations were in the process of formation at several
points.

A concerted movement of this kind does not grow over-
night. It has its roots planted deeply in the soil of human
needs long before the bud of action breaks through. To better
understand why this organization was founded, it is necessary
to know something of the background against which it was
conceived—the fabulous rise of the railroad industry and
the turbulent labor-management relations of the 1870’s and
the 80’s—and the basic needs out of which it arose.

The remarkable growth of America’s railroads during the
nineteenth century is in itself a fascinating story. No nation
has needed railroads more than the United States, and none
has done such an outstanding job of meeting the need. Start-
ing with 23 miles of track in 1830, the railroads in the United
States had a total mileage of 193,346 by 1900. This amazing
record grew out of the critical need of a new nation to
develop its vast territories.

The American colonists had emerged from the Revolution-
ary War owning the entire country, except Florida, from the
Gulf of Mexico to the Great Lakes as far west as the Missis-
sippi River. The blood of many a colonist must have surged
at the thought of the rich new lands to the west, but all but
the hardiest pioneers were held mired in the mud of primitive
roads to a comparatively narrow strip of territory along the
Atlantic Coast.

The primitive methods of transportation available to the
colonists—the stagecoach, the pack horse, the pony express,
the flat boat, the sailing ship—were wholly inadequate. If
you lived in the middle west, for instance, and wanted to ship
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products to the east, you could send them down the Missis-
sippi to New Orleans and thence by ship. The new country,
straining to break its geographical bonds and exploit its rich
possessions, needed a cheap and fast means of transportation
if the seaboard states and the scattered settlements to the
west were to be held together.

In 1802, the Federal government passed an act financing
the building of a national highway to the west, which was
constructed some years later through Cumberland, Maryland,
to Wheeling, Virginia, and finally on through Ohio and
Indiana to Illinois. To the north, the Erie Canal, running
from Albany to Buffalo, New York, was completed in 1825.
These palliative measures were not enough, however, and as
men searched feverishly for new and better means of trans-
portation and communication, the advent of the railroad
became inevitable.

Actually, the steam railroad was not something entirely
new, but a combination of old ideas. Wagon- or tramways
had been used in England since as early as the sixteenth
century to haul minerals from mines to rivers or ports. The
earliest forms consisted of rails of wood or flat stones over
which vehicles were drawn by horses. The steam engine had
already been invented, and only man’s ingenuity was needed
to fit the component parts together. By the end of the
eighteenth century, inventors in England were already experi-
menting with the steam locomotive.

On February 6, 1815, John Stevens, an American inventor
called in the United States “the father of railroads”, obtained
the first American railroad charter from the State of New
Jersey, although he did not complete the first railroad across
the state until 1832. The Charleston and Hamburg, later to
be known as the South Carolina Railroad, began formal
operation of a steam railroad in January, 1831, over a few
miles of track. It is considered to have been America’s first
railroad in the ordinarily accepted sense of the word. When
its 135 miles of track had been laid in 1833 from Charleston
to Hamburg, South Carolina, it was then the longest railroad
in the world.

To the Baltimore and Ohio Railroad, however, goes the
distinetion of building the first railroad in the United States
for the specific purpose of carrying passengers and freight.
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On May 24, 1830, the company began the operation of horse-
drawn carriages over thirteen miles of track from Baltimore
to Ellicott’s Mills. It was not until sometime later, however,
after the company had experimented with horse power by
treadmill and with wind power, that it converted to the steam
locomotive.

The first trains were crude affairs. Their inventors drew
heavily on existing designs. Some of the earlier locomotives
appear to have been little more than steam engines mounted
on platforms. The coaches, some of them double-deckers, were
replicas of stagecoaches with flanged wheels to fit the rails.

A ride on one of the early trains, although it must have
been a unique experience, was not entirely a pleasure trip.
The cars were coupled together with chains almost three feet
long. The resulting jerks and jolts when the train started or
stopped were likely to throw the unwary passenger from his
seat. And when the train crew raised steam, the passengers
would be showered with sparks and burning embers.

The rails of some of the earlier trains were laid on slabs
of stone or over wood piling sunk in the ground. The stone
proved to be too rigid and the piling soon rotted. It was not
long until the familiar wooden crosstie had been adopted and
put into general use.

The first rails had stone or wood sills with an iron strap
for a surface. Sometimes the strap would become loose, curl
up, and break through the floor of the coach. In 1830, Robert
L. Stevens, son of John Stevens, while on a trip to England
to inspect equipment in use there, decided that a rail made
entirely of iron would be feasible. From a piece of wood he
fashioned a model of the T-shaped iron rail which was
eventually accepted and is still in use.

In spite of their many shortcomings, however, the railroads
were rapidly revolutionizing transportation. Even on the
earlier trains, a trip that would take all day in a stagecoach
could be made in a few hours by rail. By 1850, 8,683 miles
of track had been laid, most of it in the eastern states. The
settlers in the middle western states, meantime, were clamor-
ing for the construction of railroads, but sufficient money to
build rail lines could not be raised in these sparsely-settled
regions.
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Stephen A. Douglas, United States Senator from Illinois,
took up the cudgel for the people in these isolated regions.
He proposed that the Federal government turn over public
lands to the states, who would in turn give it to the railroads.
By selling the land, the railroads could raise money to carry
on construction. Congress passed a land-grant law on Sep-
tember 20, 1850. It is estimated that eventually the govern-
ment gave more than 181 million acres of land to the
railroads in land grants.

By 1860, the railroad mileage in the United States had
soared to 30,283. Wherever the railroads laid their tracks,
prosperity followed. New towns were built, new farming
lands were opened to cultivation, the value of land increased,
cities grew larger, and industry poured its products into the
new territories. The development of the railroads completely
changed the economic conditions of the nation.

Although lagging behind the United States in railroad con-
struction in the first half of the nineteenth century, Canada
began building its rail lines on an extensive scale after 1850.
The first railway in Canada, a horse-traction line at St. Johns,
Quebec, was converted to steam engines the year following its
opening in 1836. Railway construction during the next few
years proceeded slowly. In 1850, there were only 66 miles of
railway in Canada.

The railway era in Canada actually began with the con-
struction of the Grand Trunk Railway, the first large railway
in Canada. In 1856, the company completed its line from Mon-
treal to Toronto. By the 1880’s, it had a line running from
Portland, Maine, through Montreal, Toronto, and Sarnia to
Chicago.

During the next ten years, the Grand Trunk added numer-
ous smaller lines to its system. By 1890, the company had
3,122 miles of line in Canada and a considerable mileage in
the United States. The Grand Trunk later became a part of
the huge Canadian National system.

It was not until 1885, however, that a Canadian rail line
reached the Pacific Coast. When British Columbia entered the
Confederation in 1871, one of the conditions was that a rail-
way would be constructed to connect the province with the
rest of the Dominion. The Canadian government began con-
struction of the line in 1874. In 1880, after a few hundred
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miles of track had been laid, the government turned the
project over to the Canadian Pacific Railway syndicate.

The Canadian Pacific was to complete construction of the
line from Montreal to Vancouver. In return, the Canadian
government agreed to give the company certain assistance,
including $25 million and 25 million acres of land. The railway
was also granted protection from competing lines for 20 years.
On the morning of November 7, 1885, the driving of a golden
spike at Craigellachie, British Columbia, completed the rail line
to the Pacific Coast. Other transcontinental lines soon
followed.

The following table shows the growth of Canada’s rail lines
over a period of 100 years:

Number of Miles

of Railway
1888 e 16
L858 e 1,414
8086 e 2,278
s T 5,218
880 e 11,793
1896 e 16,270
1906 e 21,423
006 e 36,985
020 e 40,353
1080 s 42,552

Like the United States, Canada’s growth and prosperity
have been related to the development of its railways. Before
the advent of the steam railway, practically all of Canada’s
population was concentrated along the seacoast and along
rivers and lakes. After the construction of rail lines across
the western provinces, settlers began to flock into the country.
In the 30-year period between 1881 and 1911, the population
of the prairie provinces increased from 118,000 to 1,328,000.

As the rail network in the United States penetrated further
and further into the frontiers to the west, the idea of a con-
tinuous line of rail from the Atlantic to the Pacific became
inevitable. On July 1, 1862, President Lincoln signed the
Pacific Railroad Act authorizing the Central Pacific and the
Union Pacific Railroads to build a railroad between Sacra-
mento, California, and Omaha, Nebraska.
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The United States government agreed to lend the two rail-
roads $16,000 a mile for track laid on level ground, double
that amount for track laid on more difficult terrain, and three
times that amount for track laid in mountainous country. In
addition, the two railroads were to receive 20 sections of land
for each mile of railroad.

The difficulties in constructing the transcontinental railroad
were tremendous. Materials and supplies had to be hauled
long distances by roundabout routes—and labor was scarce.
The able-bodied men who were not fighting in the Civil War
were not to be lured from more lucrative employment in
mines and factories and on farms. The Central Pacifie, start-
ing eastward from California, could recruit only a few hun-
dred men in its initial labor force. It solved the labor problem
by importing coolies from China.

The Union Pacific, too, encountered trouble in starting its
line westward from Omaha. Because of the labor shortage
and the difficulty in raising money, its progress during the
first two years was extremely slow. HEventually it was able
to recruit in its labor force ex-soldiers, Irish workers from
the east, and nondescripts from wherever they could be found.

Crossing the Sierra Nevada range, the crews of the Central
Pacific fought their way through rock and heavy snowdrifts.
The Union Pacific, working through Indian territory, had to
be constantly on the lookout for raiding parties.

The government had specified no point at which the two
lines were to meet, and each of the roads worked feverishly
to lay the most track and dig deeper into the government
subsidy. By using speed-up methods, the Union Pacific was
able to lay a record ten miles of track in a day. Even after
they had met and passed each other, the two roads continued
to lay parallel track, the Central Pacific eastward, and the
Union Pacific westward. At this point the government stepped
in and designated Promontory Point, Utah, as the meeting
place. On May 10, 1869, the driving of the golden spike
signalized the completion of the coast-to-coast line.

Building the grade of America’s railroads was a back-
breaking job. Except in clear and comparatively flat regions,
trees and undergrowth had to be removed, hills cut away,
tunnels bored, and low places filled in. This involved the
moving of immense quantities of dirt from one place to
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another. Much of this work had to be done by hand. Such
primitive devices as the pick, the shovel, the hoe, the scraper,
the wheelbarrow, the wagon, and the mule cart were the only
tools and “machinery” then available.

Labor was secured wherever it could be recruited. Slaves
were pressed into service when they were available. The
contractors who built America’s railroads were, to say the
least, aggressive men who drove themselves and their men
unmercifully. Certain it is that life in the construction crews
was not easy. Riots among the crews were no rarity, and
occasional skirmishes with the populace took place as the
shining rails crept slowly across the land.

The builders of the early railroads had not been overly
concerned with the niceties and precisions of the engineering
science. Many of the tracks were hastily laid. Little attention
had been paid to the stress and strain on track and equipment
as trains rounded curves. Trestles had been hurriedly erected.
As the speed of trains increased and the number of accidents
mounted, the railroads began putting their right of ways in
better order. Roadbeds were improved, lines relocated, curves
widened, makeshift bridges and trestles replaced with sturdier
structures, and tunnels bored to run a train through a hill
rather than over the top of it.

From the constant necessity to keep the tracks and bridges
in safe condition, a new and more stable class of railroad
workers evolved from the early construction crews. It became
the duty of the employes of the maintenance of way depart-
ment to build, rebuild, repair, and maintain the railroads’
tracks, bridges, trestles, and the thousand and one other
structures and buildings along the right of way.

With the close of the Civil War, a new and even more frantic
era of railroad building began. By 1870, the railroad mileage
in the United States had increased to 53,878, and in the ensu-
ing thirty years, almost 140,000 miles of track were laid.

But as the railroads spread their web of rails and crossties
throughout the nation, as business expanded and flourished,
the problems of the worker increased. With growing indus-
trialization came the inevitable clash between worker and
employer. As workers attempted to band together for their
mutual welfare, a bitter anti-union attitude erystallized among
employers. Company agents were used to discourage union
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activity. Employers secretly circulated “whitelists” of persons
to be hired and “blacklists” of those to be rejected. Eventually,
the “yellow dog” contract made its appearance and became a
potent weapon against unionism. In signing such a contract,
the employe agreed that so long as he was employed he would
not join or support a labor union. Such a contract was entirely
unilateral, the employer reserving the right to discharge an
employe at will.

It was not unusual for union leaders and organizers to be
beaten by company agents and even forced to leave the com-
munity. Public officials frequently refused to permit unions
to hold outdoor meetings or parades. The distribution of
union pamphlets or papers was often prohibited by ordinance.
Business and professional people campaigned against unions,
and employers sought the passage of laws to curb their
activities.

By 1873, three railroad Brotherhoods had been organized:
the engineers (1863), the conductors (1868), and the firemen
and enginemen (1873). These organizations had been formed
not as collective-bargaining agencies to improve the wages
and working conditions of their constituents, but primarily
to furnish insurance benefits to the families of injured or
deceased workers. So hazardous was their work in those days
that many railroad workers were unable to secure insurance
protection from the standard companies. Railroad owners
opposed these fraternal societies, fearful that they contained
the seed of a union movement on the railroads. The transition
of these organizations from purely fraternal and benevolent
Brotherhoods to bona fide labor unions did not begin until
1877, after the first and biggest railroad strike.

This bloody strike resulted from wage cuts ordered by the
railroads during the business depression which began in 1873.
The high cost of the Civil War, excessive railroad building,
inflated credit, and other related economic problems had
brought on the 1873 panic. Times were bad and became worse
as the panic continued. The ranks of the unemployed grew
larger. In the early years of the depression, workers on the
railroads and in other industries accepted wage cuts with little
protest. In 1877, the railroads began fo feel the severe pinch
of reduced income. Their owners decided that in order to
continue to pay dividends and maintain their credit standing
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they must make further wage reductions. In June and July,
1877, the Pennsylvania, Erie, Michigan Southern, Lake Shore,
New York Central, and other railroads, put wage cuts of 10
per cent into effect. Effective July 16, the Baltimore and Ohio
ordered a 10 per cent wage cut in all wages of more than
$1.00 a day.

This was the coup de grace that released the pent-up emo-
tions that had simmered in the minds of the workers during
the difficult years of the panic. They had already accepted
several wage reductions, although many of the railroads had
continued to pay substantial dividends to their stockholders.
They could barely support their families on the meager wages
being paid for dangerous and responsible work. When the
company rejected their protest, Baltimore and Ohio firemen
and brakemen at Martinsburg, West Virginia, walked off the
job. The strike spread rapidly and sporadically across the
country, from road to road, from point to point, to Chieago,
to St. Louis, and finally to California.

Several states mustered their militia. Federal troops were
called out to settle a strike for the first time in American
history. Riots and bloodshed followed. The strike was broken,
but it is estimated that in the process more than one hundred
men lost their lives and some five hundred persons, including
women and children, had been wounded. Untold damage had
been done to railroad property.

Although railroad workers lost the strike, they had still
gained a victory. For out of the bloody disaster came the
realization that the strike had been lost through lack of unity.
A new feeling of solidarity grew between the Brotherhoods
and they emerged from the phase of pure fraternalism to turn
resolutely toward the goals of collective bargaining.

The nation recovered slowly from the depression and busi-
ness activity did not return to normaley until 1879. Mean-
while, the fortunes of labor unions had waned. The hard years
of the depression and the merciless determination of em-
ployers to smash the unions had combined to reduce union
membership to a low level. But a new champion of labor had
appeared on the scene and was rapidly gaining national
prominence.

Started modestly by a few garment workers in Philadelphia
in 1869, the Knights of Labor, as this incredible organization
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was called, had profited by defections from the ranks of the
craft unions. On the principle of one great union for all
workers, the sprawling, unwieldy giant rapidly gained
strength, encompassing within its ranks workers in all crafts
and industries, regardless of creed or color, and persons in
many professions. Impetus had been given to ifs drive for
members by its victories in a series of railroad strikes, par-
ticularly in its conflicts on one of the roads controlled by Jay
Gould, then a powerful figure in railroad circles. By 1886,
it had a membership of almost 700,000. But a process of dis-
integration had already begun. Organizational weaknesses,
the dissimilar nature of its membership, its attempts to dabble
in cooperative schemes, the inevitable conflict with craft
unions, and unsuccessful strikes which drained its financial
resources, all contributed to its downfall. By 1890, its mem-
bership had dwindled to an estimated 100,000, and the
American Federation of Labor, formed in Pittsburgh in 1881,
was rapidly usurping its place as the champion of labor in
America.

In 1894, seventeen years after the great strike of 1877,
another widespread railroad strike took place. The American
Railway Union, a newly-formed railroad labor organization
soliciting membership among workers of all classes, with
Eugene V. Debs as president, called a strike against the
Pullman Company to secure a living wage for the employes
of that concern. Members of the American Railway Union
not directly involved in the strike immediately began a boy-
cott against the handling of Pullman cars.

The General Managers’ Association, a group of railroad
officials, retaliated by having strike breakers attach United
States mail cars to trains made up of Pullman cars. Thus, if
the strikers attempted to interfere with the passage of trains
in any way, they could be accused of obstructing the mails.
In a second move to break the strike, the Association called
on the United States government for Federal troops. Thou-
sands of Federal troops, state militia, or special deputies were
soon guarding the movement of trains. Riots and street fight-
ing followed. Finally, the General Managers played their
trump card by securing a sweeping injunction from the
attorney general of the United States against the strike and
the boycott.

13



NN TT] » [N IT770]

HISTORY OF BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYES

Thus, for the second time in less than twenty years a major
strike had been lost by railroad workers. But out of these
unsuccessful battles emerged a stronger and more aggressive
group of railroad Brotherhoods. Important, too, was the
growing conviction, accentuated by experience, that the craft
union was the better type for railroad workers and that the
industrial type of union could not survive under existing
conditions.

It was during this period of turmoil and in this atmosphere
of bitter labor-management strife that John T. Wilson and
the small group of his fellow foremen met in 1887 to form
the Order of Railway Trackmen.
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CHAPTER 1I

HE STORY of the Brotherhood in its early years is the

story of John T. Wilson. For it was Wilson’s spirit that

imbued its members with hope, his energy that spread
its message in an ever-widening circle, and his confidence
that kept the young order alive in the days of crisis. As the
years passed, the name of John T. Wilson became more and
more a symbol of the Brotherhood.

The available facts about Wilson’s early life are meager.
Born in Riceville, Tennessee, on January 29, 1861, and raised
on a farm, he must have entered railroad service when he
was quite young, for he was already a railroad section fore-
man on the East Tennessee, Virginia & Georgia Railway at
Childersburg, Alabama, when he became head of the new
order at the early age of twenty-six. Wilson has been de-
scribed by those who knew him as a dynamic leader. A large
man, over six feet tall, robust and well-proportioned, with
heavy moustache and thick brown hair, and emanating
superabundant vigor, he made a striking appearance in the
meeting hall or on the convention rostrum. Moreover, his
genuine sincerity quickly gained the confidence of the men.
In describing Wilson, A. B. Lowe, who succeeded Wilson as
president of the Brotherhood in 1908, said: “In the presence
of Wilson you feel you are in the presence of a big man, a
man that has the paramount interest of the working man at
heart and one that you can respect and admire.”

What motives impel a man to undergo privation and self-
sacrifice, risk discharge, and submit to the calumny so often
directed against union leaders, in order to crusade in behalf
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of his fellow workers? Wilson gave at least a partial answer
to this question. In his book “The Calcium Light,” published
after the successful settlement of the Canadian Pacific strike
in 1901, he said:

“My first thought of organizing the maintenance-of-way
men was entertained in the spring of 1887. Having given the
subject much consideration; having weighed the hardships,
sacrifices, expenses to be met, and the ends to be gained, I
decided, notwithstanding all these, that an organization of
maintenance-of-way men was not only possible but necessary
to their personal welfare as regards wages, advancement and
freedom.”

But there is a vast difference between the plan and the
execution, Wilson found. “It is easier to suggest plans of
relief than to operate them,” Wilson continued. “The reader
can readily see the many difficulties—inability, poverty, jeal-
ousy, prejudice, and opposition from within and without—
that would naturally rise to the view of a thinking mind. But,
fortunately for the maintenance-of-way men, the writer’s
foresight was not so fully developed as to disclose all the
drawbacks that existed.”

A crude draft of a constitution and by-laws for the new
order was prepared and adopted. ‘“BEverything seemed to be
in fair shape to proceed with the work,” Wilson related,
“when the enterprise was suddenly paralyzed by the most
trivial causes—but causes which were at such a time and
under such conditions sufficient to scatter the little sentiment
that had been created in favor of organization.” Personal
jealousies, a desire for self gain, unwillingness to undergo the
necessary sacrifices—all these familiar human weaknesses
caused the new order to languish and almost expire even
before it had been fully organized.

In the spring and summer of 1888, however, the organiza-
tion wags revitalized. Wilson gave up his work on the railroad,
and from the newly-established headquarters at Demopolis,
Alabama, and later from Birmingham, Alabama, where the
headquarters were moved in the fall of 1889, he carried on an
active crusade, tramping thousands of miles to see mainte-
nance of way men and tell them the story of the order. It
was a difficult undertaking, but there was no other way. The
majority of the men he interviewed understood the dire need
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to remedy existing conditions, but to persuade them to take
positive action was another matter. Others appeared to enter-
tain no hope for the future and had resigned themselves to
an acceptance of existing conditions. And quite early in the
life of the order, Wilson found that there were Judases among
his followers.

But Wilson was philosophical about it all. “Look at the
trees of the forest!” he said. “Consider their ages; count the
storms they have passed through; see how every opposition
has tended to make them strong, and the observation ought
to be significant.” Gradually, through the force of his char-
acter and his utter sincerity, and by sheer hard work, Wilson
was able to overcome much of the mass inertia that gripped
many of the men he interviewed, and to allay their fears.
The new order began to grow.

In later years, Wilson was able to analyze from the rich
experience of his years as an organizer for the Brotherhood
the basic qualities of character which he decided maintenance
of way workers must possess if they are to carry on success-
fully group action to better their welfare. In the introduction
to “The Calcium Light” he said:

“If [maintenance of way employes] wish to have their
burdens made lighter and their lives made brighter—if they
wish to have their many grievances properly adjusted—ithe
remedy lies within themselves. Whining will not help them.
Prayers and petitions will be alike in vain. The only source
of relief is organization. The only remedy is united, persistent
action. Such action can only be had where the men engaged
in it are possessed of three sterling traits of character, to
wit: courage, fidelity and fortitude—courage to undertake,
fidelity to continue, and fortitude to endure without murmur-
ing the trials and deprivations incident to all great movements
for the establishment of better conditions, higher ideals and
greater liberties for the mass of mankind.”

It is quite evident that Wilson was abundantly endowed
with the three basic requisites of character which he de-
scribed. In the concluding pages of his book, Wilson enun-
ciated his steadfast determination to continue the work of
the Brotherhood. “Do you think for a moment,” he asked,
“that we are going to lay down our organizing armor? We
are equipped for a successful journey, and success will surely
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crown our efforts if we use our opportunities aright.” And
in assaying the Brotherhood’s future, he said:

“Having passed some of the most dangerous breakers in
our infancy ; having passed an army of complainers and fault-
finders from within and without; having struggled through
the most trying financial crisis our nation has ever witnessed;
having emerged from the demoralizing effects of rival
organizations and withstood the crucial test of the winnow-
ing of our membership, what, then, may we not accomplish
in the future?”’

And, indeed, it could well be asked at the turn of the
twentieth century what this young organization, which had
literally pulled itself up by its bootstraps, might not accom-
plish in the future.

These revealing fragments of thought are taken from the
book written by Wilson in 1901, at a time when both he and
the Brotherhood had reached a comparative state of maturity,
and just after the successful strike which led to the negotia-
tion with the Canadian Pacific Railway of the first agreement
covering wages and working conditions ever secured by the
Brotherhood. Between the inception of the order in 1887 and
the beginning of this haleyon season, however, lay a period of
fourteen years of struggle, often mixed with discouragement;
but it had been, too, a time of important unification and
preparation,

The founders of the order in 1887 had developed no well-
defined idea of the scope of its activities. Although it was
intended primarily to be a fraternal and insurance society,
it is clear from Wilson’s later writings that over and beyond
this basic purpose was the latent thought that eventually it
could provide security and protection for maintenance of way
workers and help to improve their low wages and poor work-
ing conditions.

The need to improve wages and working conditions was
indeed acute. In writing about the conditions on the railroads
in those days, a member of the order said that when he
entered the service of a southern railroad as an extra gang
man in 1884, he received 70¢ a day. At that time, he reported,
section men received 95¢ a day, and section foremen $35.00
a month. For these wages, the men worked from sunrise to
sunset. The June, 1895, issue of “The Foremen’s Advance

18



NN TT] » [N IT770]

THE UNIFICATION

Advocate,” the official organ of the Brotherhood, quoted the
following among the rules it listed as having been adopted
by a southern railroad for the guidance of its trackmen:
“Working hours are from sunrige until sunset, with one hour
and a half for dinner, between May 15 and October 15, and
one hour between October 15 and May 15.” Obviously the
company had generously conceded that even trackmen needed
a little more time for relaxation during the summer months.

In this same issue, the “Advocate” listed some of the per-
petual problems that have confronted maintenance of way
workers throughout the years. “When reductions in the ex-
penses of the operating railways are necessary,” it quoted
the President of the American Railway Association as saying,
“the reduction must fall on the unorganized classes.” The
“Advocate” estimated that trackmen lost $2 million in wages
annually for this reason alone.

“The loss in wages is only one of the sacrifices trackmen
are compelled to make for remaining in disunion,” the “Advo-
cate” continued. “Many of them are required to work at
nights and on Sundays, whenever called upon, without com-
pensation; others are compelled to work an inhuman number
of hours, the old slave standard being re-established in their
case; they begin to labor at 4:30 a.m. and quit at 7:00 p.m.
. . . While forced to labor in order that they may live, their
jobs may be snatched from them at any time, with or without
just cause, this being part of the price they pay for remaining
in disunion.”

In its issue for December, 1893, the “Advocate” listed the
wage rates being paid to track foremen and trackmen by nine
southern railroads:

Foremen Men

Name of Road per month per day
Richmond & Danville $40.00 $ .75
Eagtern Tennessee, Virginia & Georgia 45.00 90
Central of Georgia 40.00 75
Georgia Railroad 35.00 95
Nashville, Chattanooga & St. Louis 45.00 1.00
Atlanta & West Point 45.00 .80
Georgia Pacific 40.00 90
Seaboard Air Line 38.00 70
Atlanta & Florida 40.00 .80
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As sorely as maintenance of way workers needed its
services as a collective-bargaining agency, however, the new
order was faced with the immediate and practical problem
of organization. This proved to be a discouraging under-
taking. Some workers were apathetic toward unionism.
Others feared to join because many railroad officials were
opposed to labor unions, and any organization of workers, no
matter what its stated purpose, was looked upon with suspi-
cion by employers. Many workers faced possible discharge
if they affiliated with the order merely to obtain insurance
protection.

Organized as a benevolent and fraternal society, the order
depended on its insurance feature to attract members. But
this inducement in itself was not enough. In spite of Wilson’s
valiant efforts, the growth of the order was disappointingly
slow in the first few years of its existence. In 1890, the mem-
bership numbered only 628.

One of its major handicaps was the fact that it restricted
membership to white foremen with six months’ experience
although white apprentices were to be admitted if six months’

trial had shown that they were worthy. A similar restriction’

on membership had seriously hampered the growth of another
organization of maintenance of way workers, the Brother-
hood of Railway Section Foremen of North America, founded
in an old demounted box-car at La Porte City, Towa. No
record exists of the name of the president of this organization
in the beginning, but Samuel J. Pegg succeeded James
Sweeney.and was its pregident in 1891 when plans for amal-
gamation with the Alabama Brotherhood were under way.

It had become apparent that two organizations representing
the same class of railroad workers could not succeed, and
amalgamation committees were formed. At a joint meeting
in St. Louis, beginning on October 18, 1891, the amalgamation
was completed, to become effective January 1, 1892, and the
name of the unified organization became the “International
Brotherhood of Railway Track Foremen of America.”” The
first ballots to elect a Grand Chief Foreman resulted in a tie
between Wilson and Pegg. Wilson became Grand Chief Fore-
man when he drew the long straw. The convention elected
M. O'Dowd Grand Secretary and Treasurer and moved the
headquarters from Birmingham to St. Louis, Missouri, where
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they remained until they were transferred to Detroit, Mich-
igan, in 1913.

The two organizations had a combined membership of only
863 at the time of amalgamation, and the need to venture
beyond the realm of fraternalism was acutely apparent. The
convention decided to set up for the first time a procedure for
handling grievances. The officers of the subordinate divisions
(local lodges) were to act as grievance committees. If they
could not settle a grievance with the railroad officials, it
would be referred to the Grand Chief Foreman. Thus, Wilson
became not only the chief organizer and administrative head
of the Brotherhood, but the adjudicator of serious grievances
as well. Another move of the Brotherhood to increase its
membership was the expansion of its jurisdiction by enrolling
track laborers in “The Trackmen’s Protective Association,”
established as an adjunct to the parent organization.

Pegg returned to railroad work following his defeat at the
convention. His Iowa organization had had no effective insur-
ance program, nor had it established any machinery for col-
lective bargaining. One of its declared “objectives” was “to
censure in the fullest measure the inauguration of strikes.”
Although the Wilson organization likewise had established no
grievance machinery, its condemnation of strikes had not been
so sweeping. Strikes were to be censured “in the fullest
measure,” it declared, except as a last resort when all reason-
able requests for justice were refused.

This attitude of the two young organizations toward strikes
is readily understandable. Representing only a few hundred
of the thousands of maintenance of way workers in the United
States at that time, any attempt to enforce their demands
through strikes would have been disastrous. Wilson’s early
policies were conservative. He tried to educate maintenance of
way workers as to “justice” and the “sources of oppression.”
In May, 1893, he declared that the order was not a fighting

or striking organization. By December of that year, how-

ever, wage reductions and layoffs had modified his opinion
to such an extent that he declared in the “Advocate”:
“Strikes are certainly to be deprecated but efforts to treat
employes as dumb animals must be met at any price.” The
next issue of the ‘“Advocate” reported that the monthly
wages of some foremen had been cut from $40.00 to $36.00,

21



NN TT] » [N IT770]

HISTORY OF BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYES

and that on at least one road track laborers had had their
wages reduced to 6714¢ a day.

In commenting on the unsuccessful Pullman strike (in
1894) of the American Railway Union, an organization formed
by Eugene V. Debs in 1893 to enroll railroad workers of all
crafts, Wilson said: “It is impossible for labor to organize
successfully except on class lines, and organizations such as
the American Railway Union are like mobs, which .. . ac-
complish nothing but destruction.” Again, in December, 1895,
Wilson said: “That strikes are sometimes justifiable we do
not dispute; but we cannot believe that any organization which
is built and equipped for striking, and for no other purpose,
can long maintain existence or render substantial benefits to
the cause of labor.”

But if Wilson had learned the valuable lesson that there is
a time when strikes are not to be called, he also knew that the
time would inevitably come when maintenance of way work-
ers must use their collective strength, if necessary, to improve
their conditions. For the railways were strongly opposing
efforts of the Brotherhood to organize the trackmen. Their
attitude is succinetly illustrated in a circular issued by the
superintendent of a midwestern railroad to section foremen
on one of its divisions in 1893:

“I find that J. Craiglow is organizing a trackmen’s protec-
tive association with subdivisions along the line,” the super-
intendent wrote. ‘“This will result in nothing but expense
and loss to yourself and trouble for the railway company, and
we do not want it. We desire the employes on this division
of maintenance of way department to stay out of the organ-
ization. Let me know by return mail if you or your men
belong to it and what you propose to do. We pay as good
wages as other roads and there is no need for the so-called
protection. . . . If you feel in any other way about this matter
it will be better for both parties to make a change.”

The “good wages” mentioned in the circular amounted to
$1.10 a day. The May, 1893, issue of the “Advocate” reported,
rather sketchily, a sequel to this circular. Apparently the
company discharged several of the foremen to whom the cir-
cular was addressed, probably because of organization activi-
ties. After a strike of track gangs in the territory, which
lasted a week, the company restored the discharged men to
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the service, thus considerably modifying its arbitrary stand
toward unionism.

In 1892, a wave of railroad prosperity and a spreading un-
rest among workers throughout the country brought hundreds
of members into the Brotherhood. By October, 1892, the
membership of the Brotherhood had increased to 2,000. Seven
organizers were at work and new members were being enrolled
at the rate of 250 a month. The period of expansion con-
tinued on into 1898, and the Brotherhood began to meet with
some success in improving wage rates in isolated cases. In
July, 1893, a committee headed by Wilson secured a wage
increase for track employes of the Ohio & Mississippi Railway
amounting to $2.00 a month for foremen and 10¢ a day for
laborers. But the order’s bright prospects were dimmed and
its organizing activities gradually stifled by the business panic
which began in 1893 and continued for four more years.

The election of 1892 had returned the Democrats under
Cleveland to power with a Democratic majority in both Houses
of Congress. But hardly had President Cleveland embarked
on his second term than serious economic maladjustments,
brought into focus by business failures in the spring of 1893,
including that of the Reading Railroad, engulfed his admin-
istration. The financial situation became critical and business
failures were common. Eventually, some 22,000 miles of
railroad were in the hands of receivers and new construction
had virtually ceased.

By the spring of 1894, the flow of new members into the
Brotherhood had dwindled, and a special assessment was lev-
ied to keep organizers in the field. Many of the new members
enrolled the year before were lost through force reductions.
In a letter appearing in the December, 1893, issue of the
“Advocate,” a member reported that of nine roads running
into Atlanta, Georgia, only one or two were working more
than four men to the section. In addition, the American
Railway Union, under Debs, was making heavy inroads on
the Brotherhood’s membership. Wilson later estimated that
two-thirds of the order’s members had deserted to the Debs
organization.

The raid of the Debs organization on its membership was
the Brotherhood’s first experience with a long list of rival
organizations that have tried unsuccessfully to wean away

23



NN TT] » [N IT770]

HisTORY OF BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYES

its membership. In an effort to stem the flow of members
to the rival organization, Wilson said in a circular to his
membership on May 17, 1894 :

“The whole country is still in the throes of a great business
depression. Trade is paralyzed, and the wheels of progress
have to a serious extent ceased to revolve. ... New-fangled
ideas of organization are being sprung upon railway employes
and advocated in sensational speeches as cures for all the ills
from which we suffer. The natural result is that a wider
breach than ever is being formed between organized capital
and organized labor, between employer and employe. . . .

“An organization that, like a mushroom, springs up in a
night cannot be depended upon for practical and beneficial
results. . . . Class organizations have been maintained by rail-
road employes, and through their wige, conservative and
moderate methods they have secured unnumbered concessions
from railway managements in the way of wages and rules
and regulations. These organizations have maintained friendly
relations with the railway companies, have won the esteem
and respect of the public, and have been recognized and com-
mended by the courts as legal and useful institutions.”

Wilson urged his membership to “stand by their employers”
until prosperity had returned to the country. This, he felt,
would be the wisest course to pursue and would “pay best in
the long run.”

The loss of the Pullman strike in 1894 brought about a
rapid disintegration of the Debs organization. But another
problem of long standing had now become acute. The amal-
gamated organization had continued the insurance program
inaugurated by the Wilson organization, and the state of the
insurance fund was becoming precarious.

Complete information is lacking on the early dues of the
Brotherhood. A notice issued in December, 1893, reminded
all members that grand dues of $1.50 for the half-year ending
June 30, 1894, were payable January 1. Effective January
1, 1895, the 1894 convention reduced dues to $2.00 a year
payable each six months in advance. For odd months, dues of
17¢ a month were collected from the date of application for
membership. The dues included a subscription to the “Advo-
cate.” Additional assessments, however, were levied to cover
insurance,
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The early records of the Brotherhood likewise do not furnish
much information about the laws of the Insurance Depart-
ment. It appears that in the beginning a maximum of
$1,000.00 was paid in the event of death or total disability, and
lesser amounts for partial disability. The 1893 Convention
defined the term “partial disability,” for which $500.00 would
be paid, and decided that $250.00 should be paid for the loss
of one eye. Assessments were levied as claims were paid and
the fund became depleted. An appeal to members to pay their
insurance assessments, accompanying an assessment notice
dated March 1, 1898, stated that the assessment fund con-
tained a balance of only $700.00. Writing to the “Advocate”
in November, 1893, a member reported that he had been
assessed only $17.00 in two years to cover his insurance of
$1,000.00. A review of the Insurance Department’s records
made in 1897 for the five-year period January 1, 1892, to
January 1, 1897, showed that the Brotherhood had furnished
insurance against partial disability, total disability, and death
at an average rate of $12.00 a year.

During 1892 and 1893, the carrying of insurance was com-
pulsory. In 1893, however, the convention decided that the
policy of compulsory insurance might be a deterrent to the
enrolling of new members and placed the insurance plan on
an optional basis during 1894. The expected influx of new
members did not materialize, however, and at the 1894 con-
vention the laws were changed to make it compulsory for all
applicants for membership between age 20 and 50 in good
health to carry not less than $500.00 in insurance. In later
years, a minimum coverage of $250.00 was reestablished.

The condition of the insurance fund continued to be serious,
and the August, 1895, issue of the “Advocate” carried a notice
that for the second time in the history of the Brotherhood,
members were being asked to pay a double insurance assess-
ment two months in succession. At the 1896 convention,
membership in the Insurance Department was made optional
with applicants for membership.

By the time it held its second annual convention (in 1893),
following amalgamation, the Brotherhood had already begun
to expand its activities and to look toward the improvement
of working conditions for its members. “The Foremen’s Ad-
vance Advocate,” which began publication in 1892, was being
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sent to the membership. It contained reviews of the union’s
activities, reprints of articles from other labor magazines,
items of general interest, discourses on track work, letters
from members, and a “Woman’s Department.”

If the pen is mightier than the sword, then truly Wilson
stood in need of a fluent and persuasive pen to serve as both.
For the sword of collective strength with which the Brother-
hood was to hew out its place among American labor organiza-
tions had not yet been forged, and even though it had been,
the young order would not have had the strength to wield it.
In the “Advocate,” Wilson found a powerful medium for
carrying on his educational campaign in unionism among
trackmen, and the comparatively new magazine had already
become an important force for organization when the dele-
gates representing 83 subordinate divisions met in Atlanta,
Georgia, in October, 1893.

Reports of committees on track work usually consumed a
considerable portion of the session at the early conventions,
and the 1893 convention was no exception. But the delegates
at last began to turn their thoughts toward questions more
directly affecting the welfare of the workers. The convention
unanimously adopted a resolution calling for extra pay for
work in excess of 10 hours a day or on Sunday; declared that
it was the purpose of the organization to bring about the moral
and material improvement of trackmen of America, irrespec-
tive of creed or party; decided that its members should act
in concert with the wishes of the majority; suggested a closer
inter-relationship with other labor organizations; and took
action to place the Insurance Department on an optional basis.
M. O’'Dowd had resigned as Grand Secretary and Treasurer
in April, 1893, and the Grand Executive Committee had ap-
pointed W. W. Allen to fill his unexpired term. The convention
continued Allen in this office and re-elected Wilson Grand
Chief Foreman by acclamation.

When it held its next convention in St. Louis, Missouri,
beginning October 1, 1894, the directory in the “Advocate”
showed that the Brotherhood had subordinate divisions in
thirty states and in Indian Territory. The delegates voted
to hold future conventions biennially instead of annually,
reduced dues to $2.00 a year, made the carrying of insurance
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compulsory, elected J. R. Ice Grand Secretary and Treasurer,
and again re-elected Wilson Chief Foreman by acclamation.

As an interesting sidelight on the financial worth of the
Brotherhood following the 1894 convention, the report of the
auditing committee for the last six months of 1894 showed
a cash balance of $2,716.92 on hand at the close of the year.
An inventory of fixed assets listed a printing plant valued at
$1,000.00 and furniture and fixtures worth $575.00 This
balance sheet of the Brotherhood’s assets clearly reflected
the Brotherhood’s comparatively dormant state, and soon its
financial condition grew worse.

Two serious problems had prevented the expected growth
of the Brotherhood following the merging of the Alabama and
Iowa organizations in 1891: (1) The lack of the necessary
machinery for handling and settling grievances; and (2) the
exclusion of track laborers from membership. The delegates
attending the first biennial convention, held in St. Louis, Mis-
souri, beginning October 5, 1896, set about promptly to correct
these deficiencies. For the first time, system grievance com-
mittees, to be composed of one member from each lodge, were
established. With this change, the convention voted to modify
an old clause in the preamble of the constitution in opposition
to strikes.

The Trackmen’s Protective Association, established as an
addition to the Brotherhood to permit the admission of track
laborers to membership, had not proved satisfactory. The
convention thereupon changed the laws of the organization
to admit both track foremen and white track laborers to mem-
bership. By this action, the convention took one of the most
important steps in its history, for by making membership in
the Brotherhood available to track laborers on the same basis
as for foremen, it increased its potential strength immeasur-
ably. Gradually, the unrealistic distinction between groups
or classes of workers was being eliminated. Along with this
amendment to the constitution, the convention changed the
name of the organization to the “Brotherhood of Railway
Trackmen of America,” and the name of ‘“The Foremen’s
Advance Advocate” to “The Trackmen’s Advance Advocate.”

Annual dues were established as follows: foremen $3.00,
laborers $2.00. In addition, because of the Brotherhood’s
poor financial condition, the delegates abolished the office of
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Grand Secretary and Treasurer, assigning the duties of this
office to the Grand Chief Foreman, made membership in the
Insurance Department optional, and re-elected Wilson Chief
Foreman.

But this did not end the business of this important con-
vention. Early in the 1890’s another organization, known as
“The Independent Order of Railway Trackmen,” had been
formed with headquarters at Wheeling, West Virginia. After
struggling along ineffectively for several years, the officers

of this order decided to seek amalgamation with the Wilson .

order. A joint committee composed of delegates from the
two organizations completed the amalgamation at the 1896
convention.

The effects of the business depression were still being felt
in 1898, and despite Wilson’s hard work the Brotherhood con-
tinued to lose ground in membership. Apparently the order
had not yet been able to recoup its losses to Debs’ American
Railway Union nor to recover from the heavy force reductions
made by the railroads during the panic. Probably some men
remained in the Brotherhood during this period of time be-
cause of its insurance protection, but it seems evident that
many others paid their dues because they had confidence in
Wilson and in the Brotherhood.

In an effort to stimulate organization, the Brotherhood
had prepared a crude model agreement in 1897. Drafted as
a modest prospectus of future objectives, this agreement pro-
posed rules requiring investigation in discipline cases; a ten-
hour day with time and one-half for overtime; the granting
of periodic passes; promotion on capacity and seniority; leave
af absence, passes, and protection against diserimination for
members of committees ; and notices of change in agreements.
Other proposals also contained in this model agreement were
soon abandoned as being impractical: thirty days’ notice by
employer and employe before separation from the service;
houses for all foremen at convenient places; and a provision
establishing the maximum length of sections and the minimum
size of gangs.

Although the Brotherhood could set its goals for the future,
it was not yet able to take any definite action toward achieving
these goals. Perhaps one of Wilson’s greatest assets was his
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instinctive knowledge of human nature. He realized that until
the Brotherhood could offer to its membership immediate
benefits in a tangible form, it must maintain a constant focus
on the achievements which could eventually be possible through
organization.

Through the pages of the “Advocate,” Wilson continued to
stress the value of unionism. It must be assumed that Wilson
wrote most or all of the articles originating in the “Advocate”
in those days. If any were prepared by other members of his
small staff, it must have been under Wilson’s careful scrutiny,
judging from the consistency of approach and treatment that
characterized the writing in the early issues of the “Advocate.”
In fact, from 1896 to 1902, Wilson was a veritable major-domo
for the Brotherhood. Not only did he look after the admin-
istrative duties of the Grand Chief Foreman and the financial
responsibilities of the Grand Secretary and Treasurer, but
he served as editor and manager of the “Advocate” as well.

The “Advocate” stressed, too, the need for activity in the
political field. “Labor is learning the value of the ballot,” the
“Advocate” said in 1895, “and despite all obstacles will use it,
and the time is coming when, through the efforts of organized
labor, laws will be enacted which will bear equally on all the
people, and not favor the few at the expense of the masses,
as is now too frequently the case.” In September, 1896, the
“A dvocate” condemned the reported action of railroad officials
in telling some section foremen and their men how they should
vote at the coming election.

It was through reading the “Advocate” that A. B. Lowe, at
that time Grand Organizer for the United Brotherhood of
Railroad Trackmen in Canada, became acquainted with the
work Wilson and his organization were doing in the United
States, and it was because of the influence of Wilson’s writings
that Lowe began to work toward the amalgamation of the
two organizations.

In his memoirs written in 1902, Lowe gave a concise ac-
count of the development of the labor movement among Cana-
dian maintenance of way workers. Their earliest attempts
to act collectively in protest against low wages or intolerable
working conditions, he related, consisted of petitions or
“pound robins” sent to the company. Strikes frequently fol-
lowed the ignoring of these “round robins” by the company,
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and the strikes were often successful. These protests, how-
ever, were of a localized nature, seldom affecting more than
a few gangs or a division at most. No attempt was made for
unified action on a system or nation-wide basis. Nevertheless,
these isolated strikes were of concern to railroad officials, for
without the stabilizing effect of a labor organization through
which the workers could present their grievances formally,
there was always the possibility that a strike would spread
and get completely out of hand.

The first organization bearing any resemblance to a bona
fide union for Canadian maintenance of way workers was
called the “Order of Section Foremen.” No record exists as
to when or by whom it was formed. This order, however,
had the same constitutional defect that had so seriously re-
tarded the growth of the Iowa and Alabama organizations
in the United States, for it restricted membership to section
foremen. Undoubtedly this is the reason it met with little
success and was soon abandoned.

In 1892, Canadian railroad workers formed the ‘“United
Brotherhood of Railroad Trackmen” with headquarters in
Ottawa, Ontario. Unlike its predecessor, which had restricted
membership to foremen, the new organization threw its ranks
open to both track foremen and their men; consequently, it
achieved much greater success. In the same year, railway
workers in the vicinity of Battle Creek, Michigan, formed a
similar organization. The Battle Creek order passed out of
existence the following year, however, when practically all
its members joined the Ottawa organization.

On June 10, 1893, the U. B. of R. T. held its first convention
in Ottawa and elected J. P. Kelly Grand President, but it was
Lowe as organizer who became the driving force of the Cana-
dian organization, who covered the railway lines in Canada
from one end to the other soliciting membership in the order,
and who in 1893 brought about the amalgamation with the
U. B. of R. T. of another organization of maintenance of way
workers in the vicinity of Truro, Nova Scotia.

William Jewkes, who joined the Canadian order in August,
1892, and who was the oldest living member of the Brother-
hood when this history was written (1954), has given a vivid
account of wages and working conditions on Canadian rail-
roads in those early days. At that time, trackmen on the
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Canadian Pacific Railway at Spragge, Ontario, where he
worked, received from $1.00 to $1.15 a day to cover ten hours’
work, with no extra pay for overtime. After paying $15.00 a
month for board, Jewkes actually had only $11.00 left for
clothing and other expenses out of monthly earnings of ap-
proximately $26.00. When he got married, his fortunes had
improved somewhat—he earned $32.50 a month and received
free fuel and a house in which to live.

The company resisted efforts of the employes to organize for
the improvement of their conditions. Until the company rec-
ognized the union in 1901, members had to attend meetings
of the order in secret. Although he had worked for the com-
pany six years, on one occasion Jewkes was denied a pass to
attend a convention of the Brotherhood. When A. B. Lowe
traveled from coast to coast organizing workers in the Can-
adian Brotherhood, Jewkes related, the men often risked
discharge by taking him from one point to another on their
hand cars.

In the early 1890’s, the employes sent a committee to Mont-
real to secure a wage increase. The committeeman from
Jewkes’ district reported upon his return that the officials
had painted a gloomy picture of the company’s financial con-
dition. They could not afford to grant any wage increase to
the trackmen, but they would make some concession to the
foremen. The section foremen could have the hay along the
right of way if they would cut it on their own time. Hay at
that time was worth about $5.00 a ton.

The wages of trackmen, Jewkes reported, were eventually
increased to $1.10 and $1.25 a day, but before the 1901 strike
on the Canadian Pacific, other concessions were minor. The
company agreed to furnish houses to foremen without charge,
to supply water by train where it could not be obtained by
digging wells, and to ship fresh meat twice a week to isolated
regions. The basic protection of an agreement containing
essential rules covering working conditions, however, was still
in the future.

But even though the Canadian order had not attained the
full status of a bona fide union, it was able to bring about the
improvement of conditions on some Canadian railways. The
memoirs of A. B. Lowe contain a summary of its early prog-
ress:
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“On the Canadian Pacific Railway, in 1897, on the Eastern
Division, we got an increase of 10 cents per day or $30 per
year for all hands, and at the same time 20 cents per day for
foremen and 10 cents for men on the Ontario and Quebec
Division and a cut of $5 per month for foremen and 10 cents
per day per man, restored to our men on the Western Division
from Fort William to Laggan. The previous winter I had
made a trip from Ottawa to Winnipeg, arriving there Christ-
mas Eve. The same year the Canada Atlantic Railway boys
quit work for four days and gained a 10 cent increase. Next
yvear the Ontario & Quebec and Eastern Division to Fort Wil-
liam received a 5 cent increase (in some parts for foremen),
and the Atlantic Divigion foremen in New Brunswick were
increased in pay to $1.70 per day on main line and $1.60 on
branch lines, the previous rate being $1.45. The following
year the Canada Atlantic men were increased to $1.75 and
$1.15 per day, and the Intercolonial Railway men to $1.65
and $1.20 per day.”

Beginning in 1897, Wilson had worked to bring about a
consolidation of the two organizations in the belief that an
international organization would be much to the advantage
of maintenance of way workers in both countries. He ac-
cepted an invitation to visit the convention of the Canadian
order in Toronto in September, 1897, and received a cordial
welcome from the delegates. He again attended the Canadian
convention in 1898 and discussed with the delegates many of
the problems pertaining to the consolidation of the two orders.
In spite of the widespread dissatisfaction over the manner in
which the Grand officers were conducting the affairs of the
order, however, and the general inertia that had gripped its
membership, the Canadian Brotherhood was not yet ready to
take the final step toward amalgamation.

In ecommenting on the condition of the Canadian order fol-
lowing his visit to the 1898 convention, Wilson said: “Their
by-laws are imperfect and ambiguous, and their plan of or-
ganization is not at all practical. . . . At their convention in
1897 it seemed that a lack of proper understanding as to what
is best for the trackmen of the country, and how to go about
getting it in a practical way, was the only obstacle in the way
of consolidation. . ..” He said that at the convention held in
Hamilton, Ontario, in 1898, however, some of the Grand
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officers of the Canadian Brotherhood were influenced by men
who opposed the trade union movement and who were in fact
urging railroad workers in other crafts to withdraw from
international unions and form separate unions of Canadian
workers. Wilson had stressed to the Canadian delegates the
advantages of amalgamation and the weakness of disunity,
but one of these opponents of amalgamation, he said, who
had been present in the guise of a delegate, had so aroused
the prejudices of the delegates and paralyzed their reasoning
faculties that for the time being they would not listen to
reason.

In a letter to the 1898 convention of the Wilson organization,
A. B. Lowe said: “I am sorry our men could not see their
way to immediate amalgamation of the two orders, but I think
a forward step was taken in declaring most heartily for closest
cooperation, and I think the stern logic of events will yet bring
about the union.”

Meanwhile, members of the Canadian order who had not
been present at the convention were anxious to know why the
consolidation had not taken place. The 1898 convention of
the Wilson order passed a motion authorizing the Grand
Executive Committee to confer with a legally constituted com-
mittee of the Canadian Brotherhood to agree upon terms to
bring the members of the two orders together. This action,
coupled with the increasing pressure being exerted on their
officers by the Canadian membership, made eventual unifica-
tion only a matter of time. At the next convention of the
U. B. of R. T., held in Ottawa in September, 1899, the dele-
gates instructed an amalgamation committee to proceed with
negotiations to complete the consolidation of the two Brother-
hoods. But one final obstacle in the way of unification had yet
to be cleared: the uncompromising attitude of the Canadian
amalgamation committee.

Although a special assessment had been levied by the
Canadian Brotherhood to defray the expense of amalgamation,
and in gpite of repeated attempts by Wilson and Lowe to
arrange a meeting of the two committees, for some inexplicable
reason the Canadian committee failed to respond or to carry
out the instructions of the convention to proceed with the
consolidation. Upon the death of J. P. Kelly, the first presi-
dent of the U. B. of R. T., James Logan had been elected
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Grand President, and when plans for consolidation were ap-
proved at the 1899 convention, he became chairman of the
amalgamation committee. In a letter dated July 15, 1900,
addressed “To The Trackmen of Canada,” the secretary of
the Canadian Committee on Amalgamation said:

“I have no desire to criticize Bro. J. Logan, our Grand
President, who was chairman of our committee; but at the
same time I consider it was his duty as chairman of committee
to do all in his power to bring about amalgamation, and of
course it is quite plain that he did not desire to carry out the
expressed wishes of the delegates in convention assembled
in regard to amalgamation.”

In commenting on the conditions that led him to resign as
Grand Organizer for the Canadian order in the latter part of
1899 and to urge immediate consolidation with the B. of R. T.
of A., Lowe stated that he could receive no reply to letters he
had written to Grand officers of the Canadian organization
concerning consolidation. He said: ‘I found that the men had
absolutely lost confidence in our Grand officers at Ottawa, and
the only way to secure their co-operation and support was by
guaranteeing that we would have amalgamation with the
B.R.T. of A.”

For if the Grand officers and the amalgamation committee
of the Canadian order were disinclined to take positive action
toward consolidation, the rank and file members were not, and
the amalgamation eventually became effective as they trans-
ferred their membership to the B. of R. T. of A. in large
numbers. It is estimated that between 1,500 and 2,000 Can-
adian workers joined the international order (the B. of R. T.
of A.) in 1899 and early 1900. The wisdom of their decision
to form an international Brotherhood was to be convincingly
demonstrated within the next eighteen months.

Meantime, the Wilson organization in the United States
had continued its efforts to build a substantial foundation for
future collective action. In its May, 1895, issue the “Advo-
cate” reported that the Burlington System had increased the
wages of its foremen by 10 per cent from $50.00 to $55.00 a
month. At the close of 1897, in summarizing the progress
of the Brotherhood since the uniting of the Alabama and the
Towa orders in 1891, Wilson said: “Although the past six
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years have been a very unfavorable time to keep alive and
increase the strength and usefulness of a young labor organ-
ization, and we have had some opposition without and dis-
sension within, we are proud of the history made by our young
and growing Order. . . . The few trackmen who have banded
themselves together have accomplished a great deal during

the past six years, that they should be proud of. ... We have
made a good start in the right direction. ... The foundation
for a great and grand Brotherhood is well laid. . . . Let us

proceed to build upon it.”

To illustrate one way in which this could be done, on March
15, 1898, Wilson addressed a circular to the membership
urging that the members on each system decide on the kind
of rules agreement they would like to have, put the agreement
in writing, and send it to him. It would then be reproduced
and circulated on the system as a goal toward which to work.
It is apparent that in this way Wilson laid the groundwork
for the important change to be made at the coming convention
in the laws governing the handling of grievances and the
negotiation of agreements.

On June 19, 1898, the wives of members of the Brotherhood
met at Macon, Georgia, organized the first chapter of the
Ladies’ Auxiliary of the Brotherhood of Railway Trackmen
of America and elected Mrs. Lizzie Shirah president. They
approved an outline of the objectives of the newly-formed
auxiliary, reading in part: ‘“Realizing the great responsibility
that devolves upon us as members of trackmen’s families, and
knowing that what affects them also affects us, we deem it our
duty and in justice to them and to ourselves to place ourselves
in a position which will enable us to aid in promoting the
interests of the B. of R. T. of A. and in protecting its members
and their families against the many misfortunes that have
made the homes of so many trackmen desolate.”

As the date (October 3) for the 1898 convention in Macon,
Georgia, approached, an epidemic of yellow fever in the south
forced its postponement until December of that year. When
the delegates assembled in Macon on December 5, Wilson’s
program to educate the trackmen in trade unionism had begun
to bear fruit. The convention followed Wilson’s recommenda-
tions in establishing the first Protective Department providing
for the election of a General Chairman, system officers, and
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Joint Protective Board members by delegates from lodges on
each railroad system in much the same manner as they are
elected today.

Formerly, grievances which could not be settled by local
lodge grievance committees were referred directly to the Grand
Chief Foreman for handling. Under the new system, unsettled
grievances were to be referred by the local committees
to their respective system Joint Protective Boards for further
handling. A Joint Protective Board consisting of a General
Chairman and other system officers and members of the Board
was to be established on each railroad system, and in addition
to handling grievances they had the power to enter into agree-
ment with the managements of their respective roads, with
the approval of the Grand Chief Foreman. Thus the General
Chairman and his Joint Protective Board were given an
important part not only in the handling of grievances, but in
negotiating agreements covering wages and working condi-
tions. Previously, negotiations on rules agreements were con-
ducted by the Grand Chief Foreman or his authorized
representative.

The new laws required that grievances were to be started
locally and progressed on the system. The Grand Chief was
to be called on only as a last resort. Unauthorized strikes were
to be dealt with severely. If “all honorable means of peaceful
and satisfactory settlement” proved futile, the Grand Chief
and the Joint Protective Board could call a strike if two-
thirds of the members involved agreed to this extreme meas-
ure. The new provisions of the constitution authorized strike
benefits of $20.00 a month when the strike lasted more than
two weeks, but no member could receive more than three
months’ benefits, nor benefits while he was employed or after
the strike. The revised laws required each member to pay 50¢
quarterly to finance this new Protective Department.

The convention also attempted to find some solution to the
perpetual problems of the Insurance Department. A new
plan providing insurance benefits of either $500 or $1,000
and premiums on a step-rate basis increasing as the insured
member grew older was to be publicized in each issue of the
“Advocate” until June, 1899, and voted upon at that time by
the membership at meetings of subordinate divisions. Appar-
ently the plan failed to receive the necessary majority vote
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The Tehachapi loop on the Southern Pacific in South
Central California was a rigid test for the old wood-
burning locomotive in 1876. Here the tracks looped
the loop to gain seventy-seven feet elevation.
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Construction crew at work on a “bean-
pole” bridge over Running Water
Creek on the Nashville, Chattancoga
& St. Louis Railway during the war be-
tween the states (1861-1865).
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for adoption, for there is no evidence that it was ever put into
effect, but a similar plan was adopted at the next convention.

The convention voted to discontinue the printing of the
division directory and financial statements of the Brotherhood
in the “Advocate,” and concluded the meeting by again re-
electing Wilson Grand Chief by acclamation.

As the business depression subsided and railroad prosperity
returned, the organization began to grow again. In 1899, it
had regained its numerical strength of 1893, and its officers
were becoming more skilled in labor relations. At last, too,
the order was obtaining public recognition. Legislation
enacted by Congress in 1898 authorized the appointment of an
Industrial Commission to collect information and to consider
and recommend legislation to meet the problems presented
by labor, agriculture, and capital. On March 1, 1899, Wilson
appeared before the Commission and testified as to the con-
ditions under which trackmen worked.

He estimated that the railroads in the United States em-
ployed approximately 180,000 trackmen. About 30,000 of these
men were section foremen who received from $1.05 to $2.00
a day, depending on locality, and who received no extra pay
for Sunday or night work. Track laborers numbered approxi-
mately 150,000, but he doubted that more than half this
number were employed during the winter months because of
the railroads’ practice of concentrating their track work dur-
ing the months of most favorable weather. Thus, many track
laborers were forced to become transients, moving from job
to job as forces were reduced. The wages of trackmen ranged

from a low of 47%4¢ to a high of $1.25 a day, he testified,

according to locality. On some roads laborers worked ten or
eleven hours a day; on others from daylight until dark.
Unlike the foremen, who worked on an all-service-rendered
basis, track laborers received extra.pay for work at night or
on Sunday.

Wilson presented a convincing case in behalf of trackmen,
but there is no evidence of any tangible action taken by the
government to correct their substandard wages and working
conditions. The Brotherhood, however, was beginning to make
substantial progress of its own in settling accumulated griev-
ances on various systems. Wage increases were obtained on
several roads in 1899. The Boston & Maine increased the
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wages of foremen 10¢ a day and those of laborers 5¢ a day.
The Baltimore & Ohio increased wages in some districts $5.00
a month for foremen and 5¢ and 10¢ a day for laborers.

Trackmen on the Southern Railway had traditionally been
required to work from daylight until dark, often as long as
14 or 15 hours during the summer months. Their repeated
protests resulted in a change in the work schedule by the com-
pany: Effective July 1, 1899, their working day was reduced
to 11 hours from April 1 to November 1 and to 9 hours from
November 1 to April 1. The following year, effective June
1, 1900, the Chesapeake & Ohio Railway reduced the work-
ing day of its trackmen from 11 to 10 hours.

But the railroads still resisted efforts of trackmen to organ-
ize. The May, 1900, issue of the “Advocate” quoted a tele-
gram purportedly sent by the general superintendent of a
southern railroad to all division superintendents, reading in
part: ‘“You had better take up with your roadmasters and
have them watch the trackmen for fear they will organize;
such a movement should be headed off at once.”

Whether trackmen were organized or not, however, the
railroads could not prevent the outbreak of spontaneous pro-
tests against their low wage rates. In the summer of 1900,
trackmen in section and extra gangs in various localities on
five or more railroads in central Illinois went on strike to
obtain a wage increase. So far as was known, none of these
men was a member of the Brotherhood. In commenting on
this fact, Wilson pointed out that during the preceding ninety
days the Brotherhood had been able to secure wage increases
for its members amounting to approximately $200,000 a year
without the necessity of their losing any wages through
strikes.

In February, 1900, the Brotherhood affiliated with the
American Federation of Labor. Information accompanying
the application showed that the organization had a paid-up
membership of 1,500, and the jurisdiction of the order was
outlined by the following quotation from the constitution:

“GRAND LODGE—ARTICLE XII—Membership.

“Section 1. Any employe born of white parents, who can
read and write, who is sober, moral and otherwise of good
character, and has served in the maintenance-of-way depart-
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ment for one year or more, is eligible to membership in the
Brotherhood. Any person gaining admission under false rep-
resentation shall not be entitled to any benefits from the
Brotherhood.

Note: By maintenance-of-way employes is meant persons
employed in the Track, Bridge and Building, Water Supply
and Fuel Departments, and Signal and Interlocking Service
on all Railways of America.”

When the third biennial convention of the Brotherhood was
called to order in St. Louis, Missouri on December 3, 1900,
Wilson indicated plainly the drastic policy that would be
followed in dealing with violations of the organization’s laws
pertaining to strikes. He reported that the charter of a sub-
ordinate division located at Baltimore, Maryland, on the
Baltimore & Ohio System had been revoked for engaging in
an unauthorized strike. On the question of insurance benefits,
the delegates voted to amend the laws to provide that the
premiums on insurance benefits of $500 would range on a
step basis from 50¢ to $1.00 a month, depending on the
applicant’s age (18 to 55), and on insurance benefits of $1,000,
from $1.00 to $1.75 a month, also depending on the appli-
cant’s age.

The convention made dues payable quarterly, semi-annually,
or annually, in advance, voted to change the language in the
constitution to make it clear that bridge men and others
employed in the maintenance of way department were eligible
to membership in the order, and changed the title “Grand
Chief” to “Grand President.” A Canadian delegate from
British Columbia nominated Wilson for the office of Grand
President, and he was re-elected without opposition.

“The tide has certainly turned in our direction,” Wilson
said as the nineteenth century waned, and indeed it had. The
Brotherhood had become an international order and at that
time was the sole organization representing maintenance of
way workers in the United States and Canada (a new order
called “The Western Brotherhood of Railroad Trackmen” had
sprung up in western Canada in 1899 but had been short-
lived). Its membership was growing larger. It had gained
added prestige through its affiliation with the American Fed-
eration of Labor. And with the adoption of a practical and
effective method for negotiating agreements and handling
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grievances, it was prepared to move into new fields of con-
quest. Wilson undoubtedly knew that the time was soon to
come when the young organization, if it were to survive and
grow, must throw down the gauntlet and meet the railroads
in mortal combat to obtain the concessions in the way of
higher wages and improved conditions so sorely needed by
maintenance of way workers. Like a general preparing to
do battle with an unknown foe, Wilson built his fortifications
and marshalled his forces in preparation for the first skirmish.
And as the new century began, he had not long to wait.
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CHAPTER III

HE early years of the new century witnessed a distinct
upturn in the general prosperity of the United States.

By 1900 recovery from the low points of the depression
years had been substantial. Exports of food and merchandise
had increased greatly and pig-iron production was nearly
twice that of 1893. Bank clearings in 1901 amounted to more
than two and one-half times those in 1894. The depression
years and the period of economic prosperity that followed,
however, had been favorable to the growth of huge business
monopolies, and at the century’s turn the public viewed with
concern the dangerous concentration of business and financial
control in the hands of a few. The time for reform was ripe.
Shot by an assassin on September 6, 1901, President William
McKinley died eight days later. Vice President Theodore
Roosevelt succeeded him to office, and in response to a sweep-
ing protest from all parts of the nation against organized
wealth and its abuses, he began a movement of reform. The
strength of labor unions increased considerably during this
period of recovery and progressive reform. By 1905 the total
membership of unions in the United States had increased to
more than 2 million. Political leaders, too, were becoming
increasingly aware of the growing strength of labor and the
need to work out some of the critical labor-management
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problems. State legislatures gave more consideration to labor
legislation and in 1908 Congress established a department of
Commerce and Labor and made the Secretary a member of
the cabinet. But as the power of labor unions grew, alarmed
employers set about to form organizations to combat the
movement.

The upturn in general business conditions brought with it
a corresponding improvement in the fortunes of the Brother-
hood. The membership continued to increase, and the
Brotherhood obtained wage increases on several railroads. As
yet, however, the order had not had either the opportunity
or the inclination to test its economic strength through a
strike. This was in fact a period of preparation. Sailing an
unknown and uncharted sea, Wilson set his course cautiously,
sounding the dangerous shoals and reefs upon which the not
too sturdy Brotherhood craft he was piloting could quickly
be battered and broken.

The establishment of the new Protective Department had
stimulated the movement to obtain agreements from the rail-
roads covering wages and working conditions, but the first
agreement was yet to be signed. It is quite evident, however,
that the activities of the Brotherhood were now definitely
concentrated toward this goal. But Wilson wisely understood
the need for strength and unity. It would be a great mistake,
he felt, to attempt to secure increased wages and better con-
ditions of employment until the majority of the trackmen on
a railroad were members of the Brotherhood and had author-
ized the organization to represent them. In addition to stress-
ing continually the advantages of membership, he suggested
that trackmen sign certificates of authority empowering the
general grievance committee to confer with officials of the
railroad company and to enter into an agreement with them
covering wages and working conditions.

In the early part of 1901, a southern railroad issued in-
structions on one division changing the working hours of
track employes. The “Advocate” estimated that this order
added 117 hours a year to the old work schedule without a
corresponding increase in pay, and pointed out the necessity
for organization to combat such moves as this. Little exhorta-
tion was needed, however, to convince the workers of the need
for united action. It had become evident that their seething
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discontent could not be held in check much longer. Although
he continued to counsel restraint, Wilson recognized the rising
tide of dissatisfaction.

“A strike should be the very last resort under any and all
circumstances,” Wilson said in the spring of 1901, “but if it
becomes absolutely necessary to strike—if every argument
has proven unavailing and every other expedient has failed—
then strike and strike hard; but before doing so, be sure you
are ready. Be sure that you can win.”

But even as he uttered this admonition the first rumblings
of trouble came from the midwest. In April, 1901, the men
on two or three sections of the Missouri Pacific Railroad near
St. Louis went on strike to enforce a demand that their wages
be increased from $1.10 to $1.25 a day. Fearing a general
strike, the management hastened to avert further trouble by
increasing the wages of track laborers on the Missouri Pacific
and Iron Mountain Railroad in Missouri to $1.25 a day.

The failure of the Maine Central strike a few months later,
the first stoppage of work ever officially authorized by the
Brotherhood, emphasized the danger of hasty action and lack
of preparation. In June, 1901, the management of the Maine
Central Railroad met a demand from its track employes for
increased wages and improved working conditions by offering
a wage increase of 10 per cent. It refused, however, to nego-
tiate a rules agreement with Brotherhood representatives.
Although no other organization on that system had been able
to obtain an agreement the Joint Protective Board was not
satisfied.

Opposed to a strike, Wilson hurried to the scene. Irked,
however, by the refusal of the general manager to answer
his request for a conference, and swayed by the persuasive
arguments of those who favored drastic action, Wilson sanc-
tioned a strike and left to attend to urgent business elsewhere.
At 5:00 p.m. on June 10, 1901, the strike of maintenance of
way employes on the Maine Central officially became effective.
But the imprudence of this hasty action soon became appar-
ent. Only about half the men actually went on strike, and
even before the walkout began, desertions occurred among
members of the Joint Protective Board. Apparently whistling
in the dark, the July, 1901, issue of the “Advocate” carried
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this comment on the strike: “We had earnestly hoped that a
settlement would have been reached in time for its details to
be published in this issue, but . . . as we go to press the
gituation ig little changed from what it was a week ago.”
On July 8 Wilson called the strike off and the men returned
to work. Only the Herculean efforts of the Board chairman
and the unofficial support of the members of other railroad
labor organizations had prevented an irreparable disaster.
The men returned to their jobs under an agreement with the
company that they would not be discriminated against for
their part in the strike or because of membership in the
Brotherhood. The strike gained nothing for the employes
beyond the wage increase previously offered by the company.

Some members were outspoken in expressing dissatisfac-
tion with the outcome, but in commenting on the failure of
the Maine Central men to support the strike fully, Wilson
said: “It must be remembered that they jumped into the
fray on the shortest possible notice and with the least pos-
sible preparation. They had neither the experience of strikes
nor the sinews of war ... The call to strike came to them
very much as the cry of fire comes to persons who are in the
midst of peaceful slumber.”

But if it served no other purpose, the strike had been a
salutary lesson in restraint to the officers of the Brotherhood,
and it had given the railroads forceful notice that mainte-
nance of way workers were prepared to strike if necessary.
“We want the railway companies to understand that we know
our rights and will have them, even if we have to strike to
get them,” Wilson said in further comment on the Maine
Central strike.

Even before the Maine Central strike had begun, the course
of events was already leading to the Brotherhood’s second and
much more successful strike. On April 18, 1901, a committee
representing maintenance of way workers on the Canadian
Pacific Railway met the general manager of that road at
Montreal to request a substantial increase in rates of pay
(wages of trackmen were as low as $1.15 a day) and the
negotiation of an agreement containing the following rules
among others: a fair trial and the right to appeal in discipline
cases; pay for time lost because of unjust suspension or dis-
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missal; the time and one-half rate for work performed after
ten hours or on Sundays; promotion based on seniority and
merit; leave of absence and pass privileges both for employes
and committeemen; the payment of employes’ expenses when
they were required to work away from their regular boarding
places; a rule covering certain composite service; no discrim-
ination against, suspension, or discharge of employes for serv-
ing on grievance committees; no discrimination against
employes for membership in the Brotherhood; a sixty-day
notice by either party for changes in the agreement.

At the conference, the general manager insisted that the
committee should have presented their grievances to local
officials before coming to him. The committee replied that
they were authorized to represent at least 90 per cent of the
railway’s maintenance of way workers, and that under the
company’s established rules it would be futile to handle with
minor officials such matters as were contained in the em-
ployes’ request. An exchange of letters between the committee
and the general manager brought no tangible results. The
Canadian Pacific was obviously being supported by other
Canadian railways in its opposition to the committee’s pro-
posals. Its wage rates for trackmen were already as high as,
or higher than, the rates paid by other Canadian roads, who
had no wish to see wage rates go higher. In addition, the
railway managements realized that the negotiation of an
agreement between the Canadian Pacific and the Brotherhood
would be tantamount to a recognition of the union as the bar-
gaining agency for the employes. Unquestionably this was a
result which they were particularly anxious to avoid. The
general manager did agree, however, to make an investigation
of the employes’ request and to call the committee back to
Montreal by the end of May.

While the conferences were in recess, the company increased
the wage rates of a number of its trackmen. This move the
committee construed as an attempt by the company to divide
the employes. In early June, the company distributed a docu-
ment containing “Rules Governing the Service of Section
Foremen and Sectionmen,” bearing no signature but contain-
ing some of the basic provisions of the rules requested by the
committee. The committee accepted this as additional evi-
dence of an effort by the company to discredit the Brother-
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hood. Moreover, reports from various points over the system
indicated that false rumors were being circulated about the
conduct and the activities of committee members while they
were in Montreal, and that individual employes were being
sounded out on their attitude in the event of a strike. Reports
were also received that the company had employed twice the
number of trackmen usually worked during that season of the
year, and that the foremen had been instructed to rush their
work and get their tracks in shape by the end of May. Obvi-
ously the company was preparing for trouble.

To assure the railway company of the organization’s sin-
cere wish to bring about a peaceful settlement of the dispute,
on May 13 Wilson wrote a letter to the general manager out-
lining in detail the objectives and purposes of the Brother-
hood and its wish to act in good faith in entering into any
agreement with a railroad company. He received no reply.
It was apparent, therefore, when the committee returned to
Montreal at the end of May that the die had been cast and
that a test of strength between the Brotherhood and the
Canadian Pacific Railway Company was in the offing. Subse-
quent conferences accomplished little, and on June 18 Wilson
approved a strike call to be effective at 6:00 a.m., June 17.

On the morning of June 17, maintenance of way men on
approximately 10,000 miles of track operated by the Canadian
Pacific simultaneously quit work. The company attempted to
minimize the strike in statements to the newspapers, but
reports to strike headquarters indicated that it was about 95
per cent effective. Wilson later estimated that about 5,000
workers went on strike but that approximately 20 per cent
returned to work in a few days. In “The Calcium Light,”
Wilson gave a detailed outline of the progress of the strike,
and quotations from letters, items, and editorials appearing in
Canadian newspapers indicated that a part of the citizenry
and some newspapers favored the strikers. Other newspapers
viewed the strike with disfavor and attempted to ridicule
Wilson and the Brotherhood. The following is quoted from
“The Calcium Light”:

“On July 6th [1901] the same paper [the ‘“Montreal
Herald”] contained the following:

“‘It is not easy to withhold sympathy with the cause of
labor wherever it may be struggling against capital for rights
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that are either scantily recognized or contemptuously ignored;
but in the case of the trackmen’s strike on the Canadian
Pacific Railway, the merits of the case weigh so heavily in
favor of the company that it is the duty of the true friends of
labor to dissuade workmen from prolongation of a hopeless
struggle. The trackmen entered upon the conflict seriously
handicapped by the fact that the Canadian Pacific Railway
Company pays higher wages than are paid on the other sys-
tems with which it is a competitor. Knowing that this was
the case, the trackmen threw up their employment in the hope
of coercing the company into granting still higher wages.
Mr. Wilson, the president of the Brotherhood, admits these
facts; but he says that the employes of the Grand Trunk and
Intercolonial, who are paid lower wages than those of the
Canadian Pacific, are not members of the organization of
which he is the head, and the Brotherhood is not called upon
to fight for those who are outside its ranks. The statement
may be true, but it will not satisfy the public. It is against
that strong elementary principle of British fair play, which
is the usual standard of justice in cases of this kind, that the
company which pays the highest wages should be compelled
to pay still higher, before the others are brought up to its
level. That is why Mr. Wilson has failed to gain public sym-
pathy in this strike; why he has failed to get the support of
kindred organizations, and why the Canadian Pacific are
bound to win in the struggle. One of the most hopeless fea-
tures in this strike is that the men have not even a case that
can go to arbitration. They are fighting for a minimum wage
of a dollar and a half a day—small enough remuneration, it
is true—but the company pays a minimum of a dollar and a
quarter while others are paying only one dollar and ten cents,
and surely Mr. Wilson has sufficient intelligence to realize
that before he can logically ask the C. P. R. for more he
must first get the railways who pay one dollar and ten cents
for the same class of labor up to the dollar and a quarter
standard. There is good reason for supposing that the Brother-
hood in this instance chose as the target for assault the Cana-
dian Pacific, because that system—in consequence of its length
of mileage, stretching as it does from the Atlantic to the
Pacific—is more vulnerable than other railways. The prin-
ciple is neither fair nor just. The company, assured of public
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sympathy, have already practically won the fight. The men
who still remain out will, if they are well advised, return
to work.’

“The statement made in the foregoing article that the
minimum wage was $1.25, is incorrect; the minimum wage
paid is $1.15.

“In strong contrast with the foregoing is the following edi-
torial from the Inland Sentinel:

“ ‘Without entering into the merits of the case against the
special constables arrested near Asheroft last week, charged
with intimidating workmen, the fact that the company’s offi-
cials are compelled to have recourse to such extreme measures
in order to have necessary work done on the track is scarcely
in accord with their oft reiterated declaration that they have
no difficulty in obtaining men to fill the strikers’ places. Even
ten dollars a day and board failed to tempt more than a mere
handful of men to go to work upon a mud slide east of this
point. The truth of the matter is they find it almost impos-
sible to get any one to accept work at any price. The reason
is not hard to find and lies in the fact that the general
public recognize the justice of the claims of the striking track-
men for a living wage, and are in hearty sympathy with the
movement. In addition to this the men upon whose sympathies
the company relied as a reserve force upon which they could
fall back and use as a lever to compel the strikers to submit,
know full well that they would not be advancing their own
interests by taking up the work, and they object to being
made the tools of the company, only to be cast aside when the
struggle is over. Meanwhile the strikers stand firm and the
condition of the track is daily becoming, according to our
reports, more and more deplorable, and traveling more haz-
ardous, facts that cannot but be potent factors in bringing the
company to a sense of their responsibilities leading eventually
to a satisfactory settlement of the dispute.””

Opponents of the strike tried to make capital of the fact
that the trackmen on the Canadian Pacific received five cents
a day more than trackmen on other roads. Why, Wilson
was asked repeatedly, had he not called a strike on the Grand
Trunk Railway instead? Wilson replied that the men on the
Grand Trunk were not union men and had not called on the
Brotherhood to secure increased wages and better working
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conditions for them; but the men on the Canadian Pacific had
contributed part of their meager earnings to support the
Brotherhood and were entitled to its services.

Wilson pointed out further that the cost of living had in-
creased (he produced a comparative list of food prices to
prove his point), that the country prospered, and the railway
company had increased its dividends. “The contention that
maintenance of way men should continue to work for less than
an equitable share of the wealth they create, because the same
class of men on other roads continue to do so, is absurd,”
Wilson said. “If men employed by one railway company are
being deprived of their rights is it fair for the public to con-
demn them when they band themselves together and make
united efforts to bring about improved conditions for them-
selves and families, because the same class of men on other
roads have not got brains or courage enough to do likewise?”

By July 1 the situation had become critical and the company
strove desperately to break the strike by importing laborers
to take the places of the strikers. Wilson appealed to the
Canadian government to enforce the Canadian Alien Labour
Law restricting the importation and employment of aliens. As
the strike continued, train service employes became alarmed
because of the unsafe condition of the tracks, and took action
at several meetings deploring “the continuance of the strike”
and urging conciliation to bring about a fair settlement. Wilson
was undoubtedly under tremendous pressure at this time to
bring the strike to an end, but he stood steadfast and
determined.

On July 31, Wilson, the chairman, and the secretary of the
employes’ committee were arrested on a charge of criminal
libel but were released on bond. The charges were purportedly
brought by a former committeeman named Montgomery whom
Wilson accused of deserting the employes’ ranks and whom
he had flayed severely in a letter to the strikers on July 4.
Wilson was certain, however, that Montgomery had not insti-
gated the suit alone. “It is clear to my mind that the Canadian
Pacific Railway company is hedging behind Montgomery,”
Wilson said in a letter dated August 1, 1901, to the strikers.
“T was told three weeks ago that the advisability of having
me arrested was being considered at the general offices of the
Canadian Pacific Railway company, on the charge of inciting
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men to destroy property. A few days later I was informed
that the company had decided to place Montgomery between
themselves and your organization and have me arrested. . . .

“The Brotherhood of Railway Trackmen having funds on
hand, and a few fearless friends living in Montreal not wear-
ing C. P. R. collars, who came forward and executed bonds,
are the only things that prevented your president, chairman
and secretary from being locked in cells prepared for
criminals.

“Will you uphold the C. P. R. company and its mercenaries,
in their unserupulous actions, or will you declare your souls
your own, and support those who are fighting your battles in
an honorable, manly and law-abiding way?”’

The suit was later dropped after the strike had been settled.

In August, a conciliation committee composed of the Gen-
ereal Chairmen of other labor organizations on the Canadian
Pacific attempted to bring about a settlement of the strike,
but Wilson would not accept the proposed terms of settlement,
which he declared ‘“would mean an unconditional and dis-
graceful surrender upon the part of the trackmen.” At this
point the members of the Board of Adjustment of the Brother-
hood of Railroad Trainmen arrived in Montreal to assist in
the conciliation proceedings, and it was chiefly through their
intercession that an agreement to end the strike was reached.

The strike terminated on August 30, 1901, after a plan for
settlement had been agreed to by the company and the
Brotherhood. The company confirmed the concessions it had
granted before the strike and promised to negotiate an agree-
ment for permanent employes at the end of six months. In
the meantime, the Brotherhood was to show it had a respon-
sible organization to represent the employes.

At the conferences the following March, the company con-
tended that by the terms of the settlement the organization
was authorized to represent only the permanent first and sec-
ond men in maintenance of way gangs, and proposed arbitra-
tion of the representation dispute. The situation was critical.
The rank and file members had supported the strike intrep-
idly, and they were essential to the future success of the
Brotherhood. The Brotherhood stood its ground and won its
argument that its source of authority derived from all workers
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under its jurisdiction and that it must negotiate for all
of them.

The conferees reached a satisfactory agreement on working
rules, but the question of wage increases had to be left to an
Arbitration Board composed of three members. Each party
selected an arbitrator, and a court justice was chosen as the
third man. Speaking for the Brotherhood, Wilson stressed
the company’s prosperity and the rise in the cost of living
since 1897. On May 8, 1902, the Arbitration Board rendered
an award granting an increase of 20% over 1897 wage rates
to Canadian Pacific maintenance of way workers. By June,
1902, the committee had completed its work and a printed
copy of the agreement signed with the railway company was
furnished to each member on that road.

The effects of the Brotherhood’s victory on the Canadian
Pacific were far-reaching. The strike had been called not only
to obtain higher wages and a rules agreement, but to secure
recognition of the union by the railway company. Other rail-
way companies in both Canada and the United States had
followed the progress of the strike closely, and the Brother-
hood’s success undoubtedly forced railway managements in
both countries to revise their estimates of the potential
strength of this growing organization, which they had given
but slight consideration in the past.

The reverberations from the strike were soon evident. On
the same day the Arbitration Board released its wage award
for Canadian Pacific workers, the Grand Trunk Railway in
Canada issued a circular notice granting to similar classes on
that road wage increases which Wilson estimated amounted
to $100,000 a year. A short time before, a resolution had been
introduced in the Canadian Dominion Parliament to establish
a minimum wage of $1.50 a day for maintenance of way em-
ployes on government roads. Although the records of the
Brotherhood do not indicate the fate of this resolution, its
introduction reflected the trend of thinking and showed that
the unsatisfactory conditions under which maintenance of
way men worked had been forcefully brought to the forefront
by the strike.

The strike, however, had not been won without considerable
cost to the organization. On October 1, 1901, the Brotherhood
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levied a special assessment of $1.00 on all members to replace
money borrowed from the Insurance Fund to conduct the
strikes on the Maine Central and the Canadian Pacific.
Meantime, the Brotherhood had continued its progress on
other roads. In July, 1901, the “Advocate” reported that the
Seaboard Air Line Railroad had reduced its working day to
eleven hours in summer and nine hours in winter, an average

reduction of three hours. And as the great strike became

history, the Brotherhood prepared to begin a period of un-
precedented growth and expansion.

“The first year of the twentieth century, the year just
closed,” the “Advocate” said in January, 1902, “has marked
the most important epoch in the annals of our Brotherhood.
The growth of the Order during this time was greater than
during any similar period in its history. ... Much of the good
that has resulted, such as higher wages, shorter work days,
better houses to live in and more generous concessions in the
matter of pass privileges, ete., has followed closely upon the
completion of system organizations on the several railways
where concessions were made.”

During 1901, the Brotherhood issued charters to 96 sub-
ordinate divisions and enrolled 6,000 new members. In Janu-
ary and February, 1902, it enrolled approximately 1,500 new
members, 1,012 in February alone. “The advance guard is
now safely out of the wilderness and they have blazed the
way for others to follow,” Wilson said in reviewing the Order’s
rapid growth.

The fact that the organization suffered growing pains was
evidenced by an announcement in July, 1902, that the mem-
bership had become so large that Grand headquarters could
no longer maintain the membership records in book form,
and that a card system had been adopted. Applications for
membership continued to pour in; more than 700 were re-
ceived during the month of October. “The Order was never
in better shape numerically and financially than at the present
time and its future was never more hopeful,” the “Advocate”
said in November.

The rapid and continued growth of the Order, however,
simply mirrored its success on the Canadian Pacific and on
roads in the United States. In March, 1902, the “Advocate”
commented on an understanding reached with the Chesapeake
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& Ohio Railway. Previously, foremen had been required to
work the equivalent of 8 or 10 days a month in overtime hours
without extra pay. They received no expenses when they were
away from their headquarters in emergencies. Track laborers
received $1.00 a day, except on one or two small divisions
where they received $1.10, and were often required to lay off
to absorb overtime.

The concessions agreed to by the company granted track
foremen 20¢ an hour for all work in excess of 10 hours a day.
A foreman discharged or suspended could appeal from the
supervisor or division engineer to the superintendent. Most
track laborers received from $1.10 to $1.20 a day, plus 15¢
an hour for extra work at night or on Sundays. Track fore-
men sent to work at wrecks, slides, washouts, or other emer-
gencies were to be furnished meals and lodging by the com-
pany. This understanding had been reached after the company
had denied the committee a conference and the men had voted
almost unanimously to strike if their request for improved
wages and working conditions could not be settled.

On April 25, 1902, representatives of the Brotherhood com-
pleted negotiations on what was probably one of the most
comprehensive of the early agreements reached with a rail-
road company in the United States. On that date the manage-
ment of the East St. Louis & Suburban Railway Company
signed an agreement giving maintenance of way employes the
right to a speedy, fair, and impartial trial in the event of
trouble; the right to be represented at hearings by fellow
employes of their own choosing; the right to appeal to the
general manager; pay for time lost because of improper dis-
charge; a nine-hour day with pro rata pay for the tenth hour
of service and the time-and-one-half rate for work performed
after the tenth hour or on Sundays; promotion based on
seniority, merit and other qualifications being equal; the
recognition of seniority in force reduction; and free trans-
portation after six months’ service. The company agreed to
grant leaves of absence to committeemen and to practice no
discrimination against employes for serving on grievance
committees or for membership in the Brotherhood. In addi-
tion, the agreement listed rates of pay and specified that
employes would be paid on the fifth and twentieth day of
each month.
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An agreement of this kind on every railroad in the United
States and Canada had long been Wilson’s goal, but most
railroads continued to oppose the organization of their main-
tenance of way workers. Wilson outlined some of the methods
being used to discourage unionization. Railway officials, he
said, would first try to learn which employes were members
of the union and threaten them with discharge. If this had
no effect, they would talk about “promotion.” As a last resort,
they would grant a voluntary increase in wages. This last
method often brought the desired result, and Wilson deplored
the shortsightedness of many workers who felt they had no
further need for the Brotherhood after their wages had been
increased. He cited one instance in which the company had
retracted a wage increase as soon as the Brotherhood had
become dormant on the system through losses in its member-

. ship. In order to save $4.00 a year in Brotherhood dues,

Wilson pointed out, the men had surrendered $47.00 a year
in wage increases.

Unskilled in the fine points of collective bargaining, Joint
Protective Board members, too, found themselves being ex-
ploited. In one instance, the general manager of a railroad
took a quick vote of the Board members before the adjourn-
ment of the first conference on the settlement of existing
grievances, and none opposed the company’s unsatisfactory
offer. Wilson cautioned Board chairmen against permitting
a vote to be taken before the company’s proposition could be
discussed privately by members of the Board.

In Canada, too, railway managements were reluctant to
recognize the Brotherhood as the bargaining agency for their
maintenance of way employes, even after its success in the
Canadian Pacific strike. F. H. Fljozdal, who later served as
President of the Brotherhood from 1922 to 1940, has told of
the conditions that existed on the Canadian Northern Railway,
where he was employed, before the company recognized the
union in 1905.

The men held union meetings at night, he recalled, because
the company would not permit them to be off during the day.
On one occasion, many of the men had traveled 25 or 30 miles
on their handcars on a bitterly cold night to install a lodge
at Belmont, Manitoba. The meeting was being held in a room
behind a store. In the midst of the meeting, the general
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superintendent walked in and delivered an ultimatum that any
man who was not at work at seven o’clock the next morning
would no longer have a job with the company. All the men
were back at work on time the following day, but many of
them had lost a night’s sleep traveling in the bitter cold and
shoveling snow from cuts. Fljozdal considered the superin-
tendent a favorable official who was simply following orders.
The outcome, had he been less friendly to the union, can only
be conjectured.

In 1902, Fljozdal received $45.00 a month as foreman. He
ordinarily worked ten hours, although he was on call twenty-
four hours a day. By threatening to strike, foremen were able
to secure a wage increase of $5.00 a month, even though they
had no organization to represent them at that time. Fljozdal
found $50.00 a month a meager sum indeed on which to sup-
port a family of eight. Deciding that no job at all could be
little worse than the one he had, Fljozdal took a course of
action almost unheard of in those days: he visited the super-
intendent in his private car. The superintendent received
him courteously but made it plain that he could not deal with
individual employes.

“Then it would be necessary that we ask for a wage in-
crease collectively before you would consider it?’ Fljozdal
asked.

“Oh, 'm not encouraging organization,” the superintendent
replied. “We don’t want an organization on our system.”
But the superintendent’s remarks convinced Fljozdal that
it was only through united action that the workers could
hope to obtain justice.

In 1904, Fljozdal served on a committtee seeking union
recognition. The company had denied him a leave of absence
to attend the conference; so he went without it. The manage-
ment agreed to meet the committee formally within six weeks
to negotiate an agreement, but the official conducting the con-
ference emphasized the penalty that could be levied against
an employe for being off without leave of absence. Thereupon
the secretary of the committee said that unless the company
permitted Fljozdal to return to work, no member of the com-
mittee would return. When Fljozdal left the conference he
learned that instructions had already been issued relieving
him of his job as section foreman, but these instructions were
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canceled almost immediately by telegram. Shortly thereafter
the company recognized the union, and Fljozdal became the
first General Chairman on the system.

In the late summer of 1902, the Brotherhood began en-
countering trouble from another source. In September of that
year, Wilson warned the membership against the blandish-
ments of a rival organization, the United Brotherhood of
Railway Employes, which had been formed on the Pacific
coast to enroll railroad workers of all crafts. Citing the
unhappy fates of the Knights of Labor and Debs’ American
Railway Union, Wilson cautioned maintenance of way workers
not to affiliate with the U. B. of R. E. It had been reported,
he said, that in June, 1902, track and bridge and building men
on the Canadian Northern Railway had suspended work in
obedience to an order from the U. B. of R. E., but found them-
selves stranded as other crafts negotiated agreements and
returned to work. Eventually they decided they had made a
mistake and returned to work without gain beyond restora-
tion to their jobs.

Maintenance of way workers could receive from their craft
organization, the B. of R. T. of A., the help they so sorely
needed, Wilson pointed out. That they did need its protection
desperately is evidenced by a letter written to the “Advocate”
in November, 1902, by a track laborer on a southern railroad
who said that he received less than $18.00 a month in wages
with which to support his family.

In spite of discouraging odds, the Brotherhood strove inces-
santly to improve the welfare of its members. By the end of
1902, it had been able to negotiate agreements with two other
large railroads, the Atlantic Coast Line and the Norfolk &
Western, and at the same time to obtain concessions on vari-
ous roads where written agreements could not be obtained.
When the fourth biennial convention convened in St. Louis,
Missouri, on December 1, 1902, therefore, the problems to be
handled were those of a growing organization.

The convention created two new offices: that of Grand
Secretary-Treasurer, a post filled by Wilson since 1896, and
that of editor of “The Advance Advocate.” In an atmosphere
of complete harmony, it also adopted all of Wilson’s recom-
mendations practically as he submitted them. Certain changes
were made in the laws of the Insurance Department. The
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convention decided also that in the future, assessments levied
by Joint Protective Boards must be sent direct to the Grand
Secretary-Treasurer. Joint Protective Boards were prohibited
from entering negotiations on proposed agreements until the
Grand President’s approval had been obtained and funds to
defray expenses had been collected. Working cards were to
be issued to members paying quarterly dues (membership
certificates had formerly been issued). The Canadian Pacific
strike had demonstrated the impracticability of attempting to
pay strike benefits, and this feature was dropped from the
laws. The convention voted to change the name of the order
to the “International Brotherhood of Maintenance of Way
Employes” in keeping with its expanded jurisdiction over all
classes of maintenance of way workers.

Prior to the convention, several chapters of a Women's
Auzxiliary had been formed and Wilson invited them to send
representatives to the convention. At the convention, the first
Grand Lodge of the Women’s Auxiliary was formed under the
aegis of the Grand Division of the Brotherhood, with Mrs.
Alice C. Mulkey as International Grand President.

The convention re-elected Wilson Grand President and
elected C. Boyle Grand Secretary-Treasurer by acclamation.

The continued flood of new members created additional
problems for the Grand Division. More than 1,500 new mem-
bers enrolled during the month of March, 1903, and by the
end of the year the Brotherhood had a membership of about
40,000, judging from the meager information available. In
1900, three rooms had been ample to house the offices of the
Order, but in the early part of 1903 it became necessary to
move the offices to larger quarters, for ten or twelve rooms
were now needed.

Meanwhile, in answer to persistent demands from shippers,
farmers, and the public, Congress had passed the Elkins Act
(February, 1908) in an attempt to prevent rebates to favored
shippers and general fare- and rate-cutting by the railroads,
which it had vainly tried to do in passing the Interstate Com-
merce Act in 1887. The latter act had established a commis-
sion of five members to guard against violations of the law,
which was intended to regulate abuses within the railroad
industry. The commission, however, could not fix rates or
enforce its own decisions. The Elkins Act, which marked an
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important step in the regulation of interstate commerce by
the Federal government, forbade variations by the railroad
companies from their published rates, but left the general
power of rate fixing in their hands.

On July 10, 1903, the Canadian Parliament passed a signifi-
cant piece of labor legislation in enacting the Railway Labour
Disputes Act of 1903 to “aid in the settlement of railway
labour disputes.” Although the act provided machinery for
investigation, mediation, conciliation, and arbitration, it im-
posed no penalty for the failure of either party to abide by
the findings of boards of arbitration. Its chief virtue was its
purpose to inform the public of the facts concerning labor-
management disputes on Canadian railways. It was the fore-
runner of later governmental laws seeking to settle labor
disputes.

The success of the Brotherhood in obtaining higher wages
and better working conditions for its members continued
through 1903. On April 6, 1903, maintenance of way men on
the Canada Atlantic Railway went on strike to obtain con-
cessions which the management had refused to grant. On
June 26, Wilson negotiated a satisfactory settlement with the
management and called the strike off.

In the June, 1908, issue, the “Advocate” summarized the
concessions gained on railroads in the United States and Can-
ada since the Protective Department was formed in 1898.
During this five-year period, the “Advocate” said, the Brother-
hood had secured agreements for maintenance of way employes
on about 40,000 miles of railroad, and the wage increases ob-
tained, directly or indirectly, amounted to more than $10
million a year. Other benefits included free house rent, trans-
portation privileges, a shorter work day, seniority, and im-
partial investigation in discharge.

But as the Brotherhood grew, other persons, noting the vast
number of unorganized maintenance of way workers, began
to form rival organizations. In the spring of 1903, J. I. Shep-
pard, a lawyer in Fort Scott, Kansas, formed the “National
Union of Railway Trackmen.” Sheppard ridiculed the fact
that the Wilson union had been able to organize but a com-
paratively small percentage of maintenance of way men dur-
ing the sixteen years of its existence, and boasted that the
new union would take care of this shortcoming quickly.
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Almost six years later, when the N. U. of R. T. amalgamated
with the I. B. of M. W. E. (February, 1909), Sheppard had
not obtained one tangible concession for his members on any
railroad, although he had been able to maintain a membership
of some 5,000.

As the year 1908 closed, the Brotherhood was able to point
to some important achievements. In December, 1903, a new
schedule had been obtained on all government roads in Canada
raising the minimum wages of section men above the mini-
mums paid on privately-owned roads. At that time, the “Advo-
cate” reported, agreements were in effect with the following
railroads: the Canadian Pacific, the Canada Atlantie, and
government roads in Canada, and the Atlantic Coast Line, the
Fast St. Louis & Suburban, the Chesapeake & Ohio, the Nor-
folk & Western, the Seaboard Air Line, the Central of Georgia,
and the Florida East Coast in the United States. On other
roads where the employes were only partially organized, val-
uable concessions had been obtained even though formal
agreements had not been signed with the management.

During 1903, the Brotherhood had established 200 lodges
and enrolled 15,000 new members. The bank reserve and
working capital had increased 300 per cent during the year,
and the “Advocate” stated that thousands of members of the
Brotherhood would work full time during the winter for the
first time at wages higher than they had ever received before
for similar work.

Early in 1904, Wilson warned his membership against four
rival organizations among those then in the field soliciting
membership among maintenance of way workers. The first
of these was the Sheppard organization at Fort Scott, Kan-
sas. The second had been formed on the one-big-union prin-
ciple by an ex-telegrapher who had been unable to secure office
in his own union. The third was under the control and direc-
tion of a Chicago detective, and the fourth had been organ-
ized in Pennsylvania by a former member of the Brotherhood
who had been a delegate to the 1902 convention. Aside from
their considerable nuisance value, there is nothing to indicate
that these or any other rival organizations ever seriously
retarded the growth of the Brotherhood.

But Wilson soon found his attention diverted from the
minor irritations of rival organizations to the more ominous
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battles looming with railroad managements. An agreement
had been signed with the Atlantic Coast Line Railroad in
December, 1902, but the company refused to agree to improve-
ments requested by the Joint Protective Board in January,
1904, and ordered its roadmasters to discharge all employes
who would not agree to stand by the company and withdraw
their support from the committee. Wilson thereupon called a
strike effective at noon on February 11, 1904.

Three weeks later, on March 3, 1904, Wilson revoked the
strike call. Although the men had voted almost unanimously
for a strike, it was soon apparent that they did not know what
a strike actually entailed. Frightened by the tactics of the
company in discharging several foremen and ordering others
out of company houses, the men began returning to work
within a few days. On a second ballot, taken while the strike
was on, two-thirds of the men refused either to vote or to vote
for the continuance of the strike.

Chastened by his experience on the Atlantic Coast Line,
Wilson cautiously took a strike vote on the Southern Railway
before entering negotiations with the management of that
road in the spring of 1904. Only one-third of the men voted
to strike if a satisfactory settlement could not be reached.
Although discouraged by this lack of support from the men,
Wilson nevertheless entered the conferences and secured con-
cessions on working rules.

In spite of the upsurge in its fortunes, the Brotherhood was
making progress only through the slow and painful process
of attrition. It had been able to negotiate satisfactory sched-
ules during 1904 on the Boston & Maine and the Bangor &
Aroostook, but most railroad managements continued their
opposition to unionism; and they were being unwittingly
aided and abetted, Wilson found, by the very men the union
was trying to protect. In one instance, the foremen on a
particular railroad had withdrawn their membership from the
Brotherhood because it also represented the laborers. As a
result, the wages of laborers were reduced so low that the
foremen had difficulty securing men. One foreman was dis-
charged for incompetency because he could not keep his gang
filled with laborers at 85¢ a day.

The record membership of the Brotherhood and the success
it had attained in improving the conditions of maintenance of
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way workers made Wilson’s return to office a foregone con-
clusion when the fifth biennial convention of the Brotherhood
convened in St. Louis, Missouri, on November 14, 1904. Both
Wilson and Grand Secretary-Treasurer Boyle were re-elected
by acclamation. In view of the Brotherhood’s constant expan-
sion, the convention authorized the Grand President to ap-
point a committee to select and buy a suitable office building
for the Brotherhood, either in St. Louis or in some other city
of central location, but this plan was not carried out until
1913, when the Grand headquarters were moved to Detroit,
Michigan. It also instructed the Grand President not to carry
on negotiations to bring about an amalgamation between the
Brotherhood and Sheppard’s N. U. of R. T. unless the latter
organization appointed a committee for that purpose. A
change in the laws made Grand and protective dues of $4.00
a year payable semi-annually in advance. Initiation fees re-
mained as formerly: $3.00 for each foreman or other official
and $2.00 for each laborer or apprentice.

The two-year period following the 1904 convention was a
period of victory mixed with defeat. Although Wilson was
able to report wage increases obtained on various roads—
some on roads where the Brotherhood already held contracts
and others as a result of the Brotherhood’s organizing activi-
ties—in this same period occurred the Brotherhood’s longest
and most disastrous strike.

Somewhat concerned with the failure of the men to enforce
the rights the organization had obtained for them, in the
spring of 1905 Wilson urged the membership to read their
contracts in order to understand their rights and how to
secure them, and outlined the wage losses that could be sus-
tained through failure to do this. For the benefit of mainte-
nance of way workers on western roads, who were not well
organized, Wilson pointed out that they were receiving from
254 to 50¢ a day less than the section men on some New
England roads, who were well organized.

As the summer of 1905 wore on, trouble began to take
definite shape in the west. Not only had the management of
the Denver & Rio Grande Railroad refused the demands of the
Brotherhood and offers of arbitration, but it had, in effect,
insulted the organization by granting wage increases to other
organized groups on the road. Wilson ordered a suspension
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of work effective at 6 p.m., August 2, 1905, because of “unjust
discrimination, intolerable conditions of employment, broken
faith and assaults on character.” The company employed
every means possible to break the strike and recruited strike-
breakers of every type and description from all parts of the
country. As the strike dragged on through the fall and win-
ter, Wilson repeatedly reiterated the intention of the Brother-
hood to continue the strike until a victory had been won. In
February, 1906, the Grand Executive Committee levied a spe-
cial assessment on all members to aid in prosecuting the
strike “for an indefinite period or until an honorable settle-
ment is effected.”

On May 7, 1906, Wilson called the strike off after nine
months and five days. There was little cause for jubilation
in the ranks of the Brotherhood. Nothing of a tangible nature
had been gained. The strike had been costly to the company,
however, and it served as prima facie evidence that the
Brotherhood was prepared to carry on protracted strikes, if
necessary, to gain improved conditions for maintenance of
way workers. Organization on the Denver & Rio Grande,
however, had been broken by the strike and for the time being
at least was dead.

At the sixth biennial convention held in Toronto, Ontario,
Canada, beginning December 3, 1906, Wilson and Boyle were
again re-elected Grand President and Grand Secretary-Treas-
urer by acclamation.

The year 1907 opened auspiciously. The “Advocate” was
able to report continued progress not only in obtaining agree-
ments on several roads for the first time, but also in renewing
old agreements on more favorable terms. In the April, 1907,
issue the “Advocate” printed in full a schedule effective Febru-
ary 1, 1907, on the Bangor & Aroostook Railroad as a type of
agreement to be commended to maintenance of way workers
on all roads.

General financial and economic conditions throughout the
country in the fall of 1907, however, gave an ominous outlook
for 1908. The railroads reduced their expenditures for main-
tenance work considerably. In some instances they cut
expenses by reducing hours worked; in others by reducing
both pay and hours worked. Layoffs were heavy and unem-
ployment became widespread. The December, 1907, issue of
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the “Advocate” contained a warning to maintenance of way
workers to organize for a defense of concessions already
gained. This same issue, however, was able to report sub-
stantial gains made by the Brotherhood. At that time, the
“Advocate” said, negotiations for schedules were pending on
the Baltimore & Ohio, the Baltimore & Ohio Southwestern,
and the Mobile & Ohio Systems. Excellent progress had been
made in the work of organizing the Missouri, Kansas & Texas,
the St. Louis & San Francisco, and numerous branches of the
New York Central.

Since 1901, when it obtained its first agreement (on the
Canadian Pacific), the “Advocate” continued, the Brotherhood
had signed agreements on twenty-odd railroads operating
some 70,000 miles of track, and the aggregate increase in
wages obtained through the efforts of the Brotherhood
amounted to more than $12 million a year. A list of important
roads with whom it had negotiated agreements included the
following not previously mentioned: the Canadian Northern
and the Intercolonial & Prince Edward Island in Canada, and
the Illinois Central, the Soo Line, and the Southern in the
United States.

During 1907, 20,000 new members had been enrolled in the
Brotherhood. In implementing the Brotherhood’s organizing
activities, Wilson made every effort to illustrate concretely
the advantages of membership. In one instance he made a
comparison to show that on the Baltimore & Ohio Railroad,
where the Brotherhood was not recognized, foremen received
$45 and $50 a month. On the Norfolk & Western Railroad,
however, where an agreement was in force, foremen received
$58 a month, with overtime for Sundays, fifteen days’ vaca-
tion with pay, annual card passes, and enjoyed rules govern-
ing promotion, seniority, and the investigation of grievances.

In wage negotiations, railroad managements frequently
cited lower wage rates being paid on competing roads. This
brought into focus the thought of joint demands and an
attempt to standardize wages, but the business depression of
1907-08 brought such plans to an end for the time being.

The year 1907 witnessed, too, a growing restiveness on the
part of system Joint Protective Boards. System officers had
at times been lax in the handling of system funds, and the
method of having all finances sent to Grand headquarters at
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St. Louis and thence disbursed to the various General Chair-
men and their committees, had not only been necessary but
had proved to be safe and economical. System divisions, how-
ever, were now demanding a greater responsibility in the
conducting of the affairs of the Brotherhood. This was a
sign of healthy growth.

On December 16, 1907, C. Boyle resigned as Grand Secre-
tary-Treasurer, and the Grand Executive Committee ap-
pointed S. J. Pegg to succeed him.

The year 1908 had hardly begun before tragedy struck. On
February 7, John T. Wilson died, the victim of an unfortunate
occurrence at his home two days earlier. At age 47, Wilson
was in the very midst of life, and his death came as a stunning
shock to the men he had served so faithfully for 21 years.
With an abruptness almost startling, that portion of the
Brotherhood’s history which can be termed the Wilson era
had come to an end.

Wilson was buried at St. Louis on February 11 amidst
expressions of sympathy from all parts of the continent. “A
great tragedy has been enacted and a great man has lost his
life,” the “Advocate” said. “It is beyond the power of tongue
or pen to describe the sadness which fills the hearts of those
who have been most intimately associated with our fallen
leader during the years of his championship of the cause of
down-trodden humanity. . . . His trials, perplexities and dis-
appointments were manifold and great, but his purpose was
as fixed and unyielding as adamant. Nothing daunted him;
nothing checked his desire to relieve distress among his crafts-
men—his people. . . . They thought the fates had decreed their
lives should be spent in . .. a state of abject slavery, but
John T. Wilson showed them that it was man’s greed and not
God’s laws that was responsible for their condition. . .. All
honor and glory to his name and his deeds. . . . In his death
labor and oppressed humanity have indeed lost an ardent and
resourceful champion whose motto in life was to ‘do right
all the time, everywhere and by all people.’ ”

A more personal insight into the character of Wilson is
given in a letter written in May, 1931, by S. J. Pegg, former
Grand Lodge Secretary-Treasurer, concerning the annual
Memorial Day ceremony in St. Louis in Wilson’s memory.
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“To many of our members the name John T. Wilson is just
another name,” Pegg wrote. “The man, and what he accom-
plished for our organization, are matters of history. .. .

“When the Order of Railway Trackmen of America was
organized in 1887 . . . only section foremen were accepted to
membership. In those days, especially in the South, sections
were much longer than they are today and, as only one man
on each section was eligible to membership, you can readily
understand the tremendous mileage an organizer had to cover
to reach but a comparatively few men. Had John T. Wilson
remained on his section there is not the least doubt but that
he would have been advanced to supervisor or roadmaster
and perhaps to a much higher office. Instead, he chose to serve
the men in the maintenance of way department as an organ-
izer traveling on foot or legging it with a section crew on
the old rubble car over the right of way. ... When night came
he went to rest in the same quarters as those occupied by the
section crew, very often an old hovel or a disearded box car
through which the sun and rain came without interference.
His food was very plain fare and very often he went without
food, unless he happened to come to a village where there was
a store and there get his biscuits and cheese, washing them
down with water from the railway ditches. .

“To give you a better idea of the sterling qualities and
indomitable courage with which he carried on his undertak-
ings, I might refer you to the Canadian Pacific strike which
lasted for some eleven weeks. The organization had very little
money with which to finance a strike against a railway which
at that time was one of the largest and strongest financially
on the continent. . . . In order to carry on the strike after the
Brotherhood money was exhausted, John T. Wilson was forced
to secure loans from his friends and mortgaged his own home
and everything that he possessed to furnish the wherewithal
to pay the expenses of the strike which finally resulted in the
greatest victory our Brotherhood has ever known. . ..

“John T. Wilson and his men represented only a bare
majority of the employes in the maintenance of way depart-
ment on this railway. Indeed, I have heard since that he
represented not more than one-third of the employes in
paid-up membership, but he so imbued his followers with the
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spirit of resistance that they took courage and stood by him
shoulder to shoulder until victory was acclaimed.”

In accordance with the laws of the Brotherhood, A. B. Lowe,
First Vice President, automatically succeeded Wilson as
Grand President. Born in Scotland on November 11, 1845,
Lowe emigrated to Ireland with his parents eighteen months
later. At age 13 he came to America, and since that time he
had lived in Canada with the exception of a few years spent
in track work in the United States. Entering railroad service
in a section gang at age 17, Lowe had followed no other voca-
tion except for his Brotherhood activities. He did his first
organizing work for the Canadian Brotherhood in 1898, and
not only helped organize maintenance of way workers
throughout the Dominion, but played a vital part in the amal-
gamation of the Canadian order and the Wilson organization.

When he stepped into the breach created by Wilson’s death,
Lowe was much in the position of a man who is forced to
change horses in the middle of a stream. Wilson’s driving
personality had so long dominated the affairs of the Brother-
hood that it seemed almost impossible that another could fill
his place without advance warning or preparation. More-
over, the affairs of the organization had been moving at a
rapid pace, and a critical point had been reached in the evolu-
tion of the Brotherhood from an amoeba-like order struggling
for survival to an organization that had become truly inter-
national in scope. As Lowe picked up the reins of the fallen
leader, he had little time to get his bearings. But his long
yvears of experience in Brotherhood work stood him in good
stead, and as the country recovered from the short-lived panie,
Lowe was able not only to continue effectively the program of
organization already so well developed by Wilson, but to lay
plans for future expansion. In June, 1908, the “Advocate”
set as a goal by 1912, the 25th anniversary of the founding of
the Brotherhood, a membership of 100,000 and a $1 million
treasury surplus. At that time, according to an estimate
appearing in the “Advocate,” the Brotherhood had approxi-
mately 50,000 members. Whether this figure represented an
actual paid-up membership, however, is not certain.

When the seventh biennial convention was called to order
in New Orleans, Louisiana, on December 7, 1908, Lowe urged
cooperation and affiliation with the central labor bodies or
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federations of the American Federation of Labor and the
Dominion Trades and Labour Congress of Canada, inasmuch
as the Brotherhood was affiliated with both these national
organizations.

The convention adopted certain changes in the laws of the
Insurance Department, including a provision for a policy of
$250.00 at rates ranging from 25¢ to 60¢ a month, depending
on age (18 to 55), and concurred in a recommendation that
after 75 per cent of the maintenance of way employes on a
whole system or on a large branch of any system, who were
eligible to membership, had organized, they be allowed to
establish a system organization and be assisted in securing a
contract. Lowe and S. J. Pegg were elected to succeed them-
selves as Grand President and Grand Secretary-Treasurer,
respectively.

In the two years that followed, the organization continued
its success in obtaining improved schedules and in signing
agreements on additional roads. Early in 1909, the Brother-
hood moved its offices to a new location in St. Louis, continuing
its process of expansion. Later that year, system federations
of various railroad labor organizations affiliated with the
American Federation of Labor were formed on several rail-
road systems in a move to develop greater cooperative action
on individual railroad systems. In February, 1910, S. J. Pegg
became editor of the “Advance Advocate” in a rearrangement
of duties at headquarters.

On December 15, 1909, the General Chairmen of the
Brotherhood from various systems met in St. Louis to attend
what was probably the first regional association meeting of
system officers. Their primary purpose was to discuss ques-
tions of mutual interest, but the meeting was so successful
that they decided to form a permanent organization to be
known as the “System Division Association” to meet annually.
General Chairmen, Vice Chairmen, and Secretaries of system
divisions organized in the I. B. of M. W. E. were eligible to
membership in the association.

In the spring of 1910, officials of the Southern Pacific Rail-
road refused to meet the Brotherhood committee to discuss
a request for improved conditions, and issued instructions to
the men either to give up membership in the Brotherhood or
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leave the service of the company. Lowe called an apparently
unsuccessful strike on the Texas lines of that system effective
June 1, 1910. A month later, he called a strike on the Dela-
ware & Hudson Railroad, effective July 2, because of the
refusal of the company to agree to a rules schedule or to grant
wage increases. The D. & H. strike was successfully termi-
nated on August 13, when the company agreed to increase
wages, grant improved working conditions, and recognize the
right of their employes to bargain collectively through the
Brotherhood.

Few questions of major importance confronted the eighth
biennial convention held in Boston, Massachusetts, beginning
September 5, 1910. The delegates to the convention were
cordially welcomed to Boston and given a place of honor at
the head of a mammoth Labor Day parade which lasted two
hours. At a meeting of the General Chairmen’s Association
on September 2, one of the highlights of the convention, F. H.
Fljozdal discussed the Canadian Lemieux Act, called “The
Industrial Disputes and Investigation Act of 1907,” intended
to foster voluntary arbitration of labor disputes and to mini-
mize strikes. Under this act the government could conciliate
and investigate labor disputes, the status quo remaining until
a report was rendered. The Lemieux Act and the Railway
Labour Disputes Act of 1903 indicated a growing concern of
the government in the settlement of labor-management
problems.

The convention re-elected A. B. Lowe Grand President and
S. J. Pegg Grand Secretary-Treasurer by acclamation.

The process of winning recognition and negotiating agree-
ments road by road had now necessarily become the chief
objective of the Brotherhood. This procedure, to be effective,
required the strengthening of system divisions. Following
the convention, therefore, Lowe urged each system to create
a fund for defraying the expenses of its Joint Protective
Board members in conferences with management. He sug-
gested that regular system division dues be substituted for the
system assessments usually levied. This was one of the most
important steps ever taken toward strengthening the system
organizations. It is obvious that system division dues estab-
lished as an integral part of a member’s total dues payment
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would provide a much more stable and effective means
of income to the system than the levying of irregular
assessments.

The Brotherhood continued its steady progress during 1911.
In June, Lowe reported that each of the first five months of
the year had gone far beyond the corresponding month of
1910 in membership. Negotiations were successfully con-
cluded on various roads in the eastern and southern regions
of the United States for increased wages and improved work-
ing conditions. In the early part of the year, conciliation
awards under the Lemieux Act in Canada recommended sub-
stantially increased wages on the Canadian Pacific, the Grand
Trunk Pacific, and the Canadian Northern west of Port
Arthur. “The total increases granted on Canadian roads this
spring,” the “Advocate” said in May, “approximate $200,000
a year.”

“An era of prosperity is sweeping over the country,” said
the “Advocate,” “and those alive to the changed financial
conditions are pressing to the front with claims for a fair
share of the increase and meeting with much success in their
mission.” But many railroads, continuing their open opposi-
tion to the efforts of the Brotherhood to organize their sys-
tems, apparently did not feel that their maintenance of way
employes should share in the nation’s prosperity.

“The supervisor has been around and has requested all
the foremen to lay down their membership or they would be
discharged,” said a letter to the “Advocate” signed only by
certificate number. The “Advocate” commented: “We note
that on one or two roads in the south the minor officials who
have noted the progress being made toward organizing their
road have succeeded to a certain extent in intimidating their
foremen in an endeavor to make them withdraw out of the
organization under pain of dismissal.” And the officials of a
far-western road were reported as “discharging all their
employes in the maintenance of way department who refuse
to withdraw from their trade organization and sign a state-
ment that they are satisfied with their present wages and
conditions.”

The first strike of the year occurred in the early spring.
The chairman of the General Managers’ Association at Chi-
cago, Illinois, had refused to reply to a request from the
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employes that a committee of management be formed to meet
with them to discuss a proposed contract. Effective at 6:00
pm., May 1, 1911, Lowe sanctioned a strike of maintenance
of way employes on six railroads in the Chicago terminals.
Defeat was soon evident, however, when many of the men
who had pledged themselves to respond to the strike ecall
failed to do so.

On September 16, 1911, Lowe called another strike, this
time on the Delaware, Lackawanna and Western Railroad,
because of the refusal of the company ‘“to grant any conces-
sions whatever on a schedule of working rules and rates of
pay submitted to them by a committee representing the track-
men of the system.” The president of the road had not only
refused to meet Lowe and the committee, but had declined
Lowe’s offer to arbitrate the issue and had sanctioned the
discharge of some members of the employes’ committee.
Although the attitude of the press and the public was encour-
aging to the strikers, Lowe called the strike off within a few
weeks after a number of the men had returned to work and
a majority of those still on strike voted to do likewise.

In spite of these scattered defeats, the Brotherhood con-
tinued to make progress on many roads. Lowe leaned toward
conciliation and arbitration in the settlement of disputes with
the railroads. On December 20, 1911, an Arbitration Board
rendered its award in a dispute with the Cincinnati, Hamilton
and Dayton Railroad. Although dissatisfied with the small
wage increases granted, Lowe said the Brotherhood would
abide by the award as it had agreed to do.

The January, 1912, issue of the “Advocate” contained a
notice that in the future, Grand Lodge would not advance
funds to cover the expenses of a Joint Protective Board or a
grievance committee of any system, but that it would be
necessary for each system to raise money to cover its own
expenses as a good many systems were already doing.

In the same issue, Lowe reported that the committee he had
appointed, in accordance with instructions of the 1910 con-
vention, to invegtigate the cities of Chicago, Detroit, St. Louis,
and Washington as a site for the permanent headquarters of
the Brotherhood, had collected a vast amount of data which
would be submitted to the delegates at the coming convention.
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A summary of the organization’s activities during 1911
indicated that wage increases obtained for maintenance of
way workers during that year approximated considerably
more than $214 million. Lowe urged increased organization
and pointed out the immense possibilities of the Brotherhood
if all the more than 526,000 maintenance of way workers in
the United States and Canada were members.

Following a change in the Canadian government in Septem-
ber, 1911, Lowe had received reports of wholesale dismissals
and suspensions of members of the Brotherhood on govern-
ment roads for alleged political partisanship. In March, 1912,
he met with government railway officials and obtained an
understanding that investigation must precede dismissal or
suspension, as required by the agreement; that charges would
not be brought unless the employe’s conduct was clearly
wrong; and that accused employes laid off before the confer-
ence who were found innocent would be paid for time lost.

The conciliation award rendered in 1911 under the Lemieux
Act had been accepted by the Canadian Pacific and the Cana-
dian Northern. Despite repeated conferences, however, the
Grand Trunk Pacific had not agreed to abide by the recom-
mendations of the Conciliation Board. In August, 1912, Lowe
announced that the Grand Trunk Pacific had finally accepted
the award. While the conciliation proceedings were in prog-
ress, Grand Lodge had urged railroad workers in the United
States to try to obtain the passage of a Federal law similar
to the Lemieux Act.! Criticism had apparently been leveled
at Grand Lodge officers for their reliance on conciliation and
arbitration rather than more drastic action when the rail-
roads refused to meet the requests of their employes for
improved conditions. Lowe accepted the settlement on the
Grand Trunk Pacific as a vindication of his policies.

“The strike is a relic of a bygone age and should never be
used only as a last resort .. .,” the “Advocate” said. “There
are occasions when a strike may accomplish results and win
out for the men, but it should never be used until every hon-
orable effort has failed.”

In order to save time at future conventions, the 1910 con-
vention had decided it would be wise to have committees

1p. 68
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appointed prior to the convention who could investigate the
various matters to be handled and be prepared to report to
the convention. This new plan had been placed in operation
before the biennial convention met in St. Louis, Missouri,
beginning November 11, 1912,

“The years 1911 and 1912 have been the best years of our
organization’s history,” Lowe told the convention. *. . . the
best in new schedules received, new contracts made, in revi-
sions and extensions of the contracts . .. in the improvements
that have come to the homes of our people through these
revisions and new contracts.”

The selection of a city in which the permanent headquarters
of the Brotherhood would be located was one of the important
questions before the convention. Grand Lodge employed a
staff of 27 persons in St. Louis and its offices occupied more
than 5,000 square feet of floor space. With from 25 to 100
organizers in the field, General Chairmen and Joint Protective
Boards on more than 50 roads, and with a host of subordinate
lodges under its jurisdiction, the establishment of a perma-
nent headquarters for Grand Lodge had become essential to
the development of plans for future expansion. The cities of
St. Louis, Washington, Chicago, and Detroit were voted upon
by the delegates, and Detroit received a majority of the
votes cast. ,

The convention decided that each member would be re-
quired to pay 50 cents semi-annually to create an emergency
fund; and that thereafter the minimum dues to be charged
by subordinate lodges semi-annually would be 25 cents.

Grand President Lowe and Grand Secretary-Treasurer
Pegg reported that the insurance fund was in bad condition,
and that the insurance rates had not been sufficient to put the
Insurance Department on a self-sustaining basis. The con-
vention adopted a motion leaving in the hands of an insurance
committee the task of revising the laws and rates of the
Insurance Department to place it on a sounder financial basis.

The convention re-elected Lowe Grand President and Pegg
Grand Secretary, and elected Alex Gibb to fill a newly-created
office: Treasurer and Editor and Manager of the “Advocate.”

The attempt of the 1912 convention to bring about a revi-
sion of the laws and rates of the Insurance Department soon
ran aground on the shoals of legal technicality. A legal opin-
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ion obtained by the insurance committee held that although
the convention had full authority to make the changes itself,
it could not delegate this authority to a committee. As a
result, the laws and rates of the Insurance Department re-
mained as they were prior to the convention.

Early in 1913, the Grand President and Grand Executive
Committee purchased a large building, formerly used as a
residence, at 27 Putnam Avenue (later changed to 61 Putnam
Avenue), Detroit, Michigan, and the permanent headquarters
of Grand Lodge were moved to this location in March, 1913.

The year 1918 passed apparently without any occurrences
of momentous importance. But appearances were deceptive:
both within the Brotherhood and in Europe, explosive forces
were being generated that were soon to be detonated with
destructive suddenness. During 1913, the “Advocate” re-
ported, increased wages and improved conditions of employ-
ment had been secured on 23 different railroad systems.
Twenty revisions had been secured through conferences and
3 through arbitration. “The above results were obtained
without interruption of work, and the best of feeling prevails
between the officials and employes,” the “Advocate” said.

By early 1914 it had become apparent that the heavy burden
of looking after the far-flung activities and interests of the
Brotherhood was beginning to exact its toll of Grand Presi-
dent Lowe. ‘“This has been one of the most arduous seasons
that I have experienced since I joined the organization, and
the strain of all these negotiations is beginning to tell upon
me,” he said in his monthly letter to the membership in March.
A few weeks later he reached the definite decision to give up
active duty in the organization he had served so faithfully
for twenty-two years. Failing health and the strenuous sched-
ule of work to be done, he said in his farewell letter to the
membership, had convinced him that “the right thing to do
was to transfer to other and younger shoulders the burden
which was liable to break me down.”

In commenting on Lowe’s resignation, the “Advocate”
said: “In looking back over the long trail which he has
traveled we find it beautifully straight and clean. . . . We
salute him and wish for him many years of peace, happiness
and contentment in the thought of duty well and faithfully
done.”
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On April 11, 1914, the Grand Lodge officers met and elected
T. H. Gerrey to succeed Lowe as Grand President. Gerrey
had begun his railroad career as a track laborer, and had
worked in that job for eighteen months at 45 cents a day—
hours from sunrise to sunset. Later, he had worked seven
yvears as foreman of construction, ten years as work train
foreman and conductor combined, and ten years as track
foreman. He had been a member of the Brotherhood for
fourteen years, serving eight years as local chairman and
four years as General Chairman on the Norfolk and Western
Railway before his election as Grand Vice President in 1912.

It is apparent that during this period of time the Brother-
hood was in a state of trangition. With the death of Wilson
and the resignation of Lowe, control had passed entirely from
the hands of the “old guard,” and sentiment toward a new
leadership had not as yet crystallized sufficiently to be effec-
tive. When Gerrey took office, less than five months remained
until the next convention. Like a ship becalmed, the Brother-
hood rode out the intervening time.

Meanwhile, in Europe only a spark had been needed to
ignite the highly-inflammable nationalisms, the fears, and the
distrusts that had been building up on the European conti-
nent. The assassination of the heir-apparent to the Austro-
Hungarian throne on June 28, 1914, proved to be the spark
that set the conflagration. On July 28, Austria declared war
on Serbia. A few days later, Germany invaded France and
Belgium, and the holocaust called World War I was under
way. For more than four years the world was ravaged by a
war that brought death, destruction, and devastation to many
European countries. Not only did it greatly alter the course
of history, but indirectly it had a tremendous effect on the
future of the Brotherhood.

And as the war raged in Europe, storm clouds gathered on
the horizon as the Brotherhood prepared for its tenth biennial
convention. Ironically enough, the damaging blow that so
seriously threatened the future of the organization was struck
not from without but from within. In one afternoon the
delegates to the convention were able to accomplish what rival
organizations and antagonistic railroad managements had
been unable to do in twenty-seven years: split the union
asunder and send its strength recoiling upon itself.
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HE tenth biennial convention of Grand Lodge convened
Tin Winnipeg, Manitoba, Canada, beginning September 7,

1914. The early sessions gave little indication of the
underlying tension between certain groups of delegates. But
outside the convention hall, in hotel lobbies and hotel rooms,
events were progressing toward their seemingly inevitable
climax.

Following the usual preliminaries, the convention began con-
sideration of several important questions. The Grand Exec-
utive Committee reported that the Insurance Department had
ceased to exist in August, 19138. When the program adopted
by the 1912 convention to place the insurance fund on a
sounder financial basis could not be placed in operation because
of an adverse legal opinion, the committee reported, the special
assessments necessary to keep the department in operation
had become g0 heavy that members carrying insurance refused
to pay them and withdrew from the Insurance Department.
As a result, the insurance fund was exhausted, and outstand-
ing claims had been paid from the general fund.

The routine business of the convention continued until Sep-
tember 11. Soon after the afternoon session that day had
been called to order, a group of delegates withdrew from the
convention. The minutes of the convention give only the barest
outline of the conflict which had so quickly developed into a
crisis.
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A delegate from New Orleans, Louisiana, first rose to a
question of privilege. He said that a committee representing
lodges from the United States had approached the delegates
from Canadian lodges concerning a slate said to have been
framed by the Canadian delegates from which members of
lodges in the United States had been excluded, and that they
had been informed that the slate would go through.

A delegate from Massachusetts also rose to a question of
privilege and asked the leaders of the Canadiang if they had
refused to grant any concession on the division of officers of
the Brotherhood. Receiving no reply, he moved that a com-
mittee of dissolution be appointed. The motion was lost.

He then moved an indefinite adjournment of the Grand
Lodge convention. When this motion was defeated, approxi-
mately twenty delegates left the convention hall (a standing
count the following morning showed that twenty delegates
from the United States still remained in the convention).

Grand Vice President Irwin assumed the chair after Grand
President Gerrey had requested permission to retire. After
Gerrey had left the hall, the delegates adopted a motion re-
questing Grand Secretary Pegg to interview him to ascertain
whether he intended to return. At 4:00 p.m. Pegg returned
and reported that a committee representing the seceding dele-
gates was prepared to meet a committee from the delegates
still in session to try to compose the differences between the
two groups. Shortly before the convention adjourned for the
day, A. E. Barker told the delegates that the conference be-
tween the two committees had accomplished nothing.

When the convention opened on the morning of September
12, Grand President Gerrey addressed the convention briefly
and tendered his resignation, effective at once. The Grand
Lodge officers elected A. E. Barker to act as President until
the election of officers could be held in the regular order of
business.

In later years, hardly two delegates who attended the 1914
convention gave the same reason for the split in its ranks,
although the convention minutes indicated that the dissension
arose over the election of officers. A circular letter issued by
Gerrey and S. J. Pegg on September 25, 1914, gave these
possible reasons for the secession movement: resentment over
the feeling that the headquarters building at Detroit had been
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bought with money supplied in part from system division and
emergency funds; inability of the two factions to reach an
agreement on a slate of officers; the feeling that systems in
certain sections of the country had been neglected; and the
refusal of the convention to permit the General Chairmen to
vote the strength of their systems.

This division in the Brotherhood ranks probably arose from
a combination of reasons. Perhaps the most realistic appraisal
that can be made is that it stemmed primarily from the efforts
of rival factions to secure control. Whatever the immediate
cause or causes may have been, however, the organization had
been seriously weakened by a secession movement which many
delegates later felt could have been avoided had diplomacy
and tact been used at the proper time.

The convention continued in session through September 16.
Any hopes that the recalcitrant delegates would return to the
folds of the Brotherhood, however, were soon dashed. On Sep-
tember 14, the seceders met in Detroit and elected T. H. Gerrey
President and S. J. Pegg Secretary-Treasurer of a rival organ-
ization, the “Brotherhood of Maintenance of Way Employes”,
with headquarters at Greensboro, North Carolina.

In the meantime, the convention obtained an opinion from
counsel that the delegates in session constituted the legal body
of the Brotherhood, and that insofar as the organization was
concerned, the seceding delegates had no rights except as
individuals.

The convention abolished the office of Treasurer and Editor
of the “Advocate” and restored the combined position of Grand
Secretary-Treasurer. It also voted to hold conventions tri-
ennially in the future and elected Barker Grand President and
George Seal Grand Secretary-Treasurer.

Allan E. Barker, the newly-elected Grand President, had
been serving as General Chairman on the Grand Trunk Pacific
System in Canada at the time of his election and had many
years of experience in Brotherhood work. Many of the dele-
gates who had withdrawn from the convention and allied
themselves with the Gerrey group represented systems on
which the Brotherhood held agreements, and the new Pregi-
dent found his ability as a speaker and an organizer taxed
to the limit as he set about salvaging the fortunes of the
divided organization.
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The Brotherhood began the year 1915 with high hopes of
repairing much of the damage that had been done at the 1914
convention. In February, 700 new members enrolled, and
President Barker announced the establishment of a new de-
partment at headquarters for the purpose of tracing delin-
quent members and promoting the enrollment of new members.
Nevertheless, the split in its ranks continued to be a menacing
obstacle to the organization’s future progress.

Meanwhile, a rising wave of protests against low wages and
poor working conditions had been sweeping through the ranks
of workers in all parts of the nation. Early in the year, Frank
P. Walsh, Chairman of the United States Commission on In-
dustrial Relations, which later rendered a report on the causes
for the industrial unrest and dissatisfaction in America, made
a speech in which he proposed that the wages of section men
be increased to $2.00 for an eight-hour day. In contrast, the
“Advocate” pointed out, section foremen on unorganized roads
were receiving from $50.00 to $60.00 a month, and section men
from $1.85 to $1.50 a day.

At that time, more than 2,600,000 workers in the United
States held membership in labor unions. The biggest American
unions were those connected with transportation. They had
a combined membership of some 667,000.

In 1913, A. B. Lowe, then President of the Brotherhood,
had lauded the Canadian Lemieux Act, intended to aid in the
settlement of industrial disputes, as a good law for mainte-
nance of way workers. But experience had begun to prove
otherwise. Conciliation methods under the act were cumber-
some and caused long procedural delays during which the men
could neither strike nor the company declare a lockout.

“The Canadian Lemieux Act is a stumbling block to the
workers of Canada, and the framers of the Act meant it to
be such,” the “Advocate” said. “The sooner this Act is
amended, or repealed, the better it will be for organized labor.”

Barker called the first strike of his administration at 6:00
p.m., on May 7, 1915, against the Soo Line Railway. At that
time, track foremen on the Soo Line received from $52.00 to
$62.50 a month, except in a few large yards where the rates
were slightly higher. Track laborers received $1.50 a day for
a ten-hour day, or $39.00 a month. During the winter months,
their hours were reduced to eight, and they received $1.20
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a day, or $31.20 a month. The Brotherhood had asked for a
wage increase of 10 per cent, but the negotiations came to an
abrupt halt in early May. The company had discharged the
members of the employes’ committee and threatened the dis-
missal of every man who held membership in the Brotherhood.

The strike resulted in an inglorious defeat for the Brother-
hood. Although 90 per cent of the men had voted to stand by
the committee and suspend work if necessary, the strike was
called oft after four or five days because only a comparatively
few men responded to the strike call.

It may appear paradoxical to say that the Brotherhood could
sustain these defeats and still make substantial progress. But
even lost strikes had their effect; for strikes were costly to
the railroads. It is unfortunate that the money spent by the
railroads to oppose the organization of their maintenance of
way workers was not used to improve the indefensibly poor
wages and conditions of these men. It appears, however, that
some railroad officials had a morbid dread of labor unions.
In a speech said to have been delivered at a roadmasters’
convention and later carried in a circular distributed on a
western railroad, a special roadmaster was quoted as saying
about Brotherhood organizers:

“For your information I am advised from a very reliable
source that your system is being covered by these agitators.
... If you allow these fellows to get a hold and disorganize
your forces you will never see the end of it until such time

as you exterminate it. . . . There will be no more section fore-
men’s union or International Brotherhood of Maintenance of
Way Employes on the ... Line. We have exterminated

it forever and any foreman who mentions it in the future
will be discharged (applause).”

Some railroad managements, however, who were favorable
to the principle of collective bargaining, felt that the main-
taining of harmonious relations with their employes was much
to be preferred to costly strikes. In early July, Barker an-
nounced that the first maintenance of way rules agreement
on the Northern Pacific Railway had been signed effective
June 24, 1915.

In the spring of 1915, an organization called the “Canadian
Brotherhood of Railway Employes” began soliciting member-
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ship among maintenance of way employes in Canada in an
attempt, no doubt, to capitalize on the split in the ranks of the
Brotherhood. It met with little success, however.

The Gerrey organization, too, was beginning to reap the
harvest of disunity. In a circular addressed to all lodge secre-
taries on July 16, 1915, Gerrey said that an organization
known as the “Order of Railway Workers” was trying to or-
ganize maintenance of way men on the New York, New Haven
& Hartford Railroad. Gerrey stressed the urgent need for
funds and asked that lodges and individual members lend
money to the Gerrey order, such loans to be payable one year
from date with interest at 6 per cent per annum. Assets of

the organizations, the circular said, were valued at $1,000.00.

The growing concern of the government with labor-manage-
ment problems and a recognition of the right of workers to
organize were revealed in a report issued by the United States
Commission on Industrial Relations containing a majority
recommendation that workers be given the right to form and
maintain labor organizations without penalty.

By the end of 1915, a heavy foreign and domestic demand
for all types of commodities and products (the foreign market
was chiefly for materials of war) had brought about an im-
provement in business conditions. The affairs of the Brother-
hood, too, were on the upgrade.

“As far as our own organization is concerned,” the “Advo-
cate” said with respect to 1915, “it has been a year of recon-
struction and organizing. With our organization in a run-down
and chaotic condition at our last convention, we are pleased
to state that splendid progress has been achieved in the year
past, our financial and numerical gain being very gratifying.”

But as business conditions improved, the workers found the
purchasing power of their already low earnings reduced by
the relentless increase in the cost of living. In the spring of
1916, a number of unorganized maintenance of way workers
on the Central of New Jersey Railway went on strike spon-
taneously in protest against low pay and long hours. They
sought an increase in pay from $1.75 to $2.00 a day and a
reduction in hours from ten to eight.

In Canada, meantime, Barker and the committee obtained
an agreement from the general manager, effective March 1,
1916, readjusting and leveling up rates of pay on government-
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owned railways. Later, a new schedule negotiated for govern-
ment roads, effective June 1, 1916, contained important rules
changes and established higher wage rates.

Signs of trouble made their appearance at this time on the
Boston & Maine Railroad. The section men on that road had
requested certain working rules and an increase of 10 per cent
in their wages of $1.80 a day. When a settlement could not be
reached, Barker called a strike effective at 6:00 p.m., May 16,
1916. Approximately 2,000 foremen and trackmen left their
jobs. Many of the strikers were able to obtain other employ-
ment at wages much higher than they had received on the
railroad. By the end of two months, numerous strikers had
returned to work after the company granted a wage increase
of 10c a day, and the strike could not be considered an un-
alloyed victory for the Brotherhood.

The plight of wage earners had continued to grow more
desperate because of the increase in the price of commodities
due to the war, and the Brotherhood succeeded in securing
favorable settlements of wage increase requests on various
systems.

In June, the organization won an important court case, an
outgrowth of the 1914 split in its ranks. Following the con-
vention, a former General Chairman of the I.LB.M.W.E. who
had joined the Gerrey-Pegg movement, began court proceed-
ings to obtain for the seceding systems the system division
funds held by Grand Lodge. On June 19, 1916, the court
refused to recognize the rights claimed by the seceders and
not only dismissed the complaint but ordered the complainants
to pay the court costs.

After two years, the Brotherhood had made a considerable
recovery from the trend toward deterioration that had been
apparent at the 1914 convention. “Our membership has in-
creased by thousands, our organizing activities have extended
to many new railroad systems and generally a strong, vigor-
ous growth has been experienced,” the “Advocate” said in
January, 1917. “Many new contracts for wage increases and
working agreements have been entered into and our members
have been benefited by wage increases approximating $214
million annually.”

At this time, both the nation and the Brotherhood were on
the threshold of an era that was to witness developments of
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tremendous importance. The protest throughout the nation
because of the rapid rise in the cost of living had now reached
a strident crescendo. It was estimated that during the month
ending February 15, 1917, the combined price of 27 principal
foods increased 4 per cent. And to this acute economic prob-
lem had been added the imminent threat of active participa-
tion in the war by the United States.

Although during the early months of the war the majority
of the people in the United States favored the allies, a strong
undercurrent of neutrality prevailed, and it was not until
Germany began her ruthless submarine warfare, culminating
in the sinking of the Lusitania in 1915, that popular resent-
ment flared against Germany and her allies. On April 6,
1917, after almost three years of an unparalleled attempt to
maintain neutrality, the United States declared war on
Germany.

The plans and activities of the Brotherhood were for the time
being at least dwarfed by the repercussions that followed the
declaration of war. In April, Barker had announced plans to
revise during 1917 every agreement held by the Brotherhood,
but the swift flood of events stifled this ambitious project.

The war, too, had brought into focus the need for a revamp-
ing of the Canadian railway system. In May, 1917, the major-
ity report of the Dominion Royal Commission, appointed to
investigate railway conditions in Canada, recommended a plan
increasing government ownership of railroads.

The entry of the United States into the war, however, had
not lessened the determination of maintenance of way workers
to secure improved wages and working conditions through
strikes if necessary. For more than a year, maintenance of
way men on the Missouri Pacific, Iron Mountain & Southern
Railway had been trying to secure a conference with the man-
agement to discuss the need for a wage increase. At that time,
section foremen received $60.00 a month and the men under
them as little as $1.50 a day.

Not only had the company repudiated its promise to give
the men a conference on their request, but had discharged
their spokesman, an employe with twenty years’ service. On
June 23, 1917, the men went on strike for a wage increase of
25 per cent and improved working conditions. Estimates
placed the first wave of strikers at 4,000, a number later
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increased to 6,000. Approximately 1,000 members enrolled in
the Brotherhood on the Missouri Pacific after the strike began.
The strike faded into oblivion as the rapid-fire developments
of the next few months gave entirely new direction to the
Brotherhood’s activities.

On September 3, 1917, the Brotherhood held its first trien-
nial convention in Detroit, Michigan, and made several im-
portant changes in its laws. The first of these was the adop-
tion of the quarterly method of paying dues. The convention
changed the laws to provide that dues must be paid quarterly
thereafter on or before the first day of April, July, October,
and January of each year.

Like its membership, the Brotherhood found itself caught
in the spiral of rising prices, necessitating a greater income
to meet increased expenses. Initiation fees for new members
were established at $1.00, $2.00, and $3.00, depending on the
monthly income of the applicant, and Grand Lodge dues were
increased to $8.00 a year. System dues were to be set by each
system and each lodge could establish local dues of not less
than 50¢ a year.

Because of the war, the convention decided that efforts to
maintain the Ladies’ Auxiliary should be discontinued until
conditions were more favorable.

The question of allowing colored maintenance of way
workers to join the Brotherhood had become pressing. After
much discussion, the convention voted to permit colored
workers to affiliate with the Brotherhood in allied lodges.

The convention also voted to reaffiliate with the Dominion
Trades and Labour Congress of Canada (affiliation with that
body had been previously ended), adopted a resolution calling
for an eight-hour day for all workers, and re-elected Barker
Grand President and Seal Grand Secretary-Treasurer by
acclamation.

Had the delegates been able to peer even briefly into the
future, it is certain that many other far-reaching changes
would have been adopted, for the next few years were to
witness not only a spectacular rise in the fortunes of the
Brotherhood and a healing of the wounds of dissension that
had been inflicted at the 1914 convention, but a succeeding
period of internal strife and disintegration. For the time
being, however, the immediate problem before maintenance
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of way workers was to bridge the gap between inadequate
wages and rapidly mounting prices. From December, 1915,
to December, 1917, food prices alone increased almost 50
per cent.

The problems of the railroads, too, had become acute with
the entry of the United States in the war. The need to haul
more troops, supplies, and ammunition quickly became para-
mount. By the end of 1917, the rail transportation system had
become hopelessly bogged down. Operating individually under
their time-honored system of competition, the railroads could
no longer meet the country’s emergency needs. A centralized
system of control to provide swift and dependable transporta-
tion had become vital to the prosecution of the war. In a
proclamation dated December 26, 1917, President Woodrow
Wilson placed the railroads under government control. This
action established the United States Railroad Administration
with Williamm G. McAdoo, Secretary of the Treasury, as
Director General of Railroads.

The rising tide of complaints from railroad workers because
of low wage rates and poor working conditions was one of
the critical problems before the Director General as he
assumed control of the railroads. On January 18, 1918, he
created a Railroad Wage Commission under the chairmanship
of Franklin K. Lane, Secretary of the Interior, to investigate
and report on the wage situation among railroad employes.
In appointing the commission, McAdoo said:

“The creation of this Commission is the culmination of a
large number of complaints and demands of employes which
have been pending before the railroad managers for some time
past. . . . They came in all forms, from various classes of
railroad labor organizations and from various groups of un-
organized employes of the railroads.”

The Lane Commission began hearings late in January. A
delegation of Brotherhood representatives headed by Barker
went to Washington to prepare arguments to be laid before
the Commission. Barker appeared before the Commission on
February 18, 1918, and presented the Brotherhood’s case in
behalf of maintenance of way workers. Barker told the Com-
mission that the low wages being paid by the railroads were
not attracting workers to the maintenance of way depart-
ment; that there was no uniformity in wage rates between
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different roads; that the wages of skilled men were too low;
that the cost of living made existing wage rates wholly
inadequate; that the practice on many roads of paying the
time and one-half rate for work outside of regular work
hours or on Sundays and holidays should be extended to all
roads; that an eight-hour day should be put into effect; and
that wage rates should be standardized on all roads.

Barker asserted that quick relief from existing conditions
was urgently needed to overcome the critical situation con-
fronting the railroads. “The men ask only a living wage,
which the railroads are not paying,” he told the Commission.
The report of the Lane Commission, submitted to Director
General McAdoo on April 30, 1918, showed that section men
received an average wage of only $50.31 a month in 1917,
with correspondingly low earnings for other maintenance of
way classes.

On May 25, 1918, the Director General issued General
Order No. 27 granting wage increases to railroad workers,
effective January 1, 1918, based on the Lane report, to be
added to wage rates in effect in December, 1915. All wage
rates under $46.00 a month were increased by $20.00. From
a percentage standpoint, the complicated formula increased
wages above $46.00 a month from 43 per cent for those
receiving $46.01 to O per cent for those in higher wage
brackets. No increase at all was granted to employes receiv-
ing more than $250.00 a month.

General Order No. 27 also established an eight-hour day
with overtime pay at the pro rata rate for service beyond
eight hours. In addition, it created a Board of Railroad Wages
and Working Conditions to hear and investigate disputes per-
taining to these subjects referred to it by the Director
General.

A myriad of protests followed the issuance of General Order
No. 27 because of the inequalities and differences in the wage
increases granted. Representatives of the Brotherhood sub-
mitted to the Director General a proposal to establish certain
uniform wages and standard rules in the maintenance of way
department. Scores of General Chairmen were summoned to
Washington to appear before the Board of Railroad Wages
and Working Conditions. Effective September 1, 1918, the
Director General issued Supplement No. 8 to General Order
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No. 27 ordering wage increases for maintenance of way em-
ployes estimated to amount to $75 million a year and estab-
lishing rules governing working conditions.

Supplement No. 8 granted wage increases ranging from 12¢
an hour for track laborers to $25.00 a month for foremen and
certain other classes, and established the following minimum
rates: Bridge and building foremen, $115.00 a month; assist-
ant bridge and building foremen, $105.00 a month ; track fore-
men, $100.00 a month; bridge and building mechanics, 53¢
an hour; bridge and building helpers, 43¢ an hour; track
laborers, 28¢ an hour.

The rules to be incorporated in existing agreements covered
such matters as promotion and seniority rights, discipline
and grievances, hours of service, overtime, and calls. Eight
hours, exclusive of the meal period, were to constitute a day’s
work, with pro rata pay for the ninth and tenth hours of
service and the time and one-half rate thereafter. A mini-
mum allowance of three hours was provided for calls.

Although Supplement No. 8 did not by any means meet the
request of the employes, it marked a definite milestone toward
the attainment of fairer wages and better working conditions.

Another important declaration of the Railroad Administra-
tion was also having a tremendous effect on the fortunes of
the Brotherhood. In General Order No. 8, issued February
21, 1918, the Director General of Railroads said:

“No discrimination will be made in the employment, reten-
tion, or conditions of employment of employes because of
membership or non-membership in labor organizations.”

This clause became railroad labor’s Magna Charta. By
prohibiting railroad managements from continuing their cam-
paign of coercion and intimidation to discourage organization
by railroad workers, it opened the way for the Brother-
hood to widen immensely its organizing activities on railroads
throughout the United States.

By the latter part of the year, the membership had in-
creased fourfold. To take care of the rapidly-increasing mem-
bership, a new printing plant had been installed and a new
two-story building erected adjacent to the Grand Lodge head-
quarters to house the printing plant and the growing staff
of the Grand Secretary-Treasurer’s Department.
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In the meantime, conferences had been under way toward
an amalgamation of the Brotherhood and the Gerrey-Pegg
organization. The Director General had made it plain that
maintenance of way workers must form one organization
before they could expect to have their wage cases and griev-
ances handled effectively by the government. As a resulf,
committees representing the two organizations began nego-
tiations. After conferences extending over several months,
the two committees agreed that each organization would hold
a special convention to discuss the question of consolidation.

A special convention of the I.B.M.W.E. met in Detroit,
Michigan, on August 12, 1918. President Barker announced
that since July 1, the Brotherhood had enrolled 9,000 new
members, 3,274 in the first eight days of August alone. The
Brotherhood, he said, then had approximately 32,000 mem-
bers, the rival organization 6,000 or 7,000 (the 1919 conven-
tion report placed the figure at §,000).

Barker also told the convention that on July 23, the Execu-
tive Committee of the American Federation of Labor had
voted to turn over to the Brotherhood, after the amalgamation
had taken place, the railway shop and roundhouse laborers,
who had no organization to represent them but were organ-
ized on a number of roads under A.F. of L. federal charters.

The convention selected a committee of ten to meet with a
like committee from the Gerrey organization in Cincinnati,
Ohio, on August 15, to complete the amalgamation. At the
Cincinnati meeting, the two committees reached an agreement
reuniting the two factions of the Brotherhood. The commit-
tees changed the name of the organization to the ‘“United
Brotherhood of Maintenance of Way Employes and Railway
Shop Laborers,” and the name of the “Advance Advocate” to
the “Advance Guide.”

The committees decided that the next Grand Lodge conven-
tion would be held in September, 1919, established initiation
fees for new members at $3.00, Grand Lodge dues at $8.00 a
year, and subordinate lodge dues at a minimum of 60¢ a year,
and re-elected Barker Grand President and George Seal Grand
Secretary-Treasurer.

Progress, meanwhile, was being made on Canadian roads
also. In the early part of 1918, a conciliation award estab-
lished increased rates of pay on the Canadian Northern Rail-
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way. In later negotiations, wage rates were leveled up to the
Canadian Pacific wage scale, effective June 1, 1918.

On July 26, 1918, the Canadian Railway War Board, con-
sisting of officials from the various railways in Canada, called
representatives of railway labor to Montreal to discuss the
application to Canadian railways of General Order No. 27,
issued in the United States by the Director General of Rail-
roads. A movement by the Brotherhoods toward this end had
been under way for several months. The conference com-
pleted plans for the creation of Canadian Board of Adjust-
ment No. 1 to handle disputes between Canadian railways
and their employes. This board was to be composed of twelve
men, six selected by the railways and six by the employes.

An implementing agreement was signed on August 7, 1918.

This board is still in existence.

On November 8, 1918, the Canadian Railway War Board
entered into an agreement with the Brotherhood putting into
effect for Canadian maintenance of way workers the terms of
Supplement No. 8 to General Order No. 27, issued by the Rail-
road Administration in the United States. A national agree-
ment signed on March 7, 1919, covered practically every rail-
way in Canada and established more uniform wage rates,
standardized working conditions, the eight-hour day, over-
time rules, and other favorable conditions of employment.
This was the first national agreement negotiated by the
Brotherhood.

The beginning of government control of railroads in the
United States had placed before the Railroad Administration
a tremendous backlog of unsettled grievances. To meet this
exigency, the Railroad Administration inaugurated an impor-
tant method of settling disputes between the railroads and
their employes: the use of “Adjustment Boards” to decide
controversies growing out of the interpretation and applica-
tion of agreements established by orders of the Railroad
Administration.

On November 18, 1918, the Brotherhood joined with the
Order of Railway Telegraphers, the Brotherhood of Railway
Clerks, and the Switchmen’s Union of North America in an
agreement with the regional directors for the railroads under
government control, establishing Adjustment Board No. 3 to
dispose of controversies arising for this group of organiza-
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tions. This board was to consist of eight members, four
selected by the railroads and four by the employes.

The orders of the Director General of Railroads, however,
had not eliminated the opposition of some railroad manage-
ments to the organization of their maintenance of way em-
ployes. The Pennsylvania Railroad and certain other carriers
had refused to enter into a written wage agreement or con-
tract with the Brotherhood. On January 8, 1919, Barker
issued a strike vote to members of the Brotherhood on the
Pennsylvania System. Shortly thereafter he received a tele-
gram from the Director of Division of Labor, United States
Railroad Administration, urging him to suspend negotiations
with the officials of the Pennsylvania Railroad and assuring
him that conferences would be authorized to pave the way for
a national agreement for maintenance of way workers on all
railroads in the United States. Emphasis on negotiations,
therefore, changed quickly from a system to a national level.

The almost incredible growth of the Brotherhood during
this period of time is revealed by the fact that members pay-
ing dues to July 1, 1918, totaled only 17,000. New members
enrolled at a fantastic rate during the ensning twelve months,
however, and at one time Grand Lodge was at least twelve
weeks behind in the crediting of dues payments and the
handling of correspondence. For some time, the working of
a night shift of clerks became necessary to take care of the
huge backlog of work. By the end of June, 1919, the member-
ship approached the 200,000 mark.

The rapid growth of union membership on the railroads in
the United States under government control had tempted
other persons to form rival organizations. Such an organiza-
tion, “The American Brotherhood of Railway Trackmen,”
under Robert H. Baves as president and with headquarters at
Bonne Terre, Missouri, had been active in Missouri and
adjacent states for several years. For a time the Eaves’
organization prospered, but as the Brotherhood expanded its
coverage, the membership of the Eaves’ order dwindled. In
July, 1919, the two organizations signed an amalgamation
agreement.

Some 1,300 delegates attended the regular convention of
Grand Lodge, which remained in session in Detroit, Michigan,
for two weeks beginning September 8, 1919. A parade through
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the streets of Detroit by 3,000 delegates and visitors was one
of the highlights of the convention. Motion pictures of the
convention and the parade were taken and shown in Detroit.

The convention adopted a proposal by President Barker
and the Executive Board to acquire a site on which a modern
building to house the offices of Grand Lodge could be erected.
And it approved a plan to inaugurate a mail-order department
through which members could buy goods at reduced prices.

The convention also voted to establish a Provident Depart-
ment to replace the defunct Insurance Department. The sum of
$200,000.00 was to be transferred from the general fund to
establish the new department, and 25 per cent of Grand Lodge
dues were to be transferred to this department monthly for
the payment of claims. In the event of total disability or
death of a member in good standing, benefits ranging from
$50.00 after six months’ continuous membership to $300.00
after 66 months’ continuous membership were to be paid. A
member’s standing in the Provident Department began anew
each time he failed to pay his dues as required by the laws.

Minimum quarterly dues to be charged by system divisions
and subordinate lodges were set at $1.00 and 25¢, respectively.

The convention voted to re-establish the Ladies’ Auxiliary,
gave colored members more direct representation at Grand
Lodge conventions by allowing them to be represented by
white delegates, changed the name of “The Advance Guide”
to “The Railway Maintenance of Way Employes’ Journal,”
and unanimously re-elected Barker Grand President and Seal
Grand Secretary-Treasurer.

But all was not harmony at the convention. The hand-
writing on the wall had become more legible. Dissident voices
were louder in opposition to the grandiose plans of the Barker
administration. Fred H. Fljozdal, who later became Presi-
dent of the Brotherhood, accepted defeat as Vice President
rather than approve of policies which he felt were not in the
best interest of the organization.

Estimates place the membership of the Brotherhood at this
time at well in excess of 200,000. But as the organizing prob-
lem eased, the order encountered trouble from a new sourece.
Several other labor organizations, including some of the build-
ing and construction trades unions, and the firemen and oilers,
claimed jurisdiction over work being performed by railroad
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workers enrolled in the Brotherhood. Thus began a series of
jurisdictional disputes with other unions which have never
been entirely settled.

During the early summer of 1919, the International
Brotherhood of Stationary Firemen and Oilers protested the
seating of the United Brotherhood at the 1919 convention of
the American Federation of Labor because of the jurisdic-
tional dispute between the two organizations. On June 10,
1919, President Barker wrote a letter to the president of the
firemen and oilers promising that the Brotherhood would
turn over all shop and roundhouse employes then holding
membership in the Brotherhood to the firemen and oilers and
would discontinue its organizing campaign among these em-
ployes. On the strength of this letter, the latter organization
withdrew its protest, and the convention seated the Brother-
hood’s delegates.

Barker did not tell his 1919 convention that he had written
this letter. He said instead that he had told the firemen and
oilers that his organization would not relinquish its jurisdie-
tion over railway shop laborers. The convention adopted a
resolution saying in effect that the maintenance of way organ-
ization had lawfully taken jurisdiction over railway shop
laborers and protesting any action of the American Federa-
tion of Labor or any other organization to take over the men
it represented. Thus the convention unknowingly repudiated
the very action that had brought about the seating of its
delegates at the A. F. of L. convention.

Effective January 1, 1920, the American Federation of
Labor suspended the Brotherhood because of its refusal to
comply with an order of the Executive Council ordering it to
relinquish control over certain classes of employes claimed
by the carpenters and joiners, the painters and decorators,
and the firemen and oilers. Its charter was not reinstated
until June 12, 1922.

As the year 1919 closed, the Brotherhood reached another
important objective. Early in the year, following the promise
of the administration to negotiate an agreement covering all
railroads, a proposed national agreement had been prepared
by some thirty-five Brotherhood representatives and sub-
mitted to the Railroad Administration. Conferences with the
administration on this agreement began in March, 1919, but
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because of the heavy backlog of work before government
officials, the work could not be completed until late in the
year. At that time, a committee of sixteen officers of the
Brotherhood signed a national agreement with Walker D.
Hines, then Director General of Railroads, effective December
16, 1919, covering the hours of service and working condi-
tions of maintenance of way employes throughout the United
States. Although the Brotherhood did not receive all the con-
cessions it had requested the national agreement marked
another important step forward, and it established agree-
ments on roads where they had not previously existed.

The greatest disappointment among the membership arose
from the failure of the national agreement to provide a wage
increase. Some members criticized the Grand Lodge officers
soundly for not calling a strike to enforce their wage demands.
The “Journal” urged the men to support the organization
to protect themselves when the railroads were returned to
private ownership, which seemed imminent.

The situation reached a crisis early in 1920 when Barker
notified all members to begin a strike at 7:00 a.m., February
17, 1920, because of the failure of the administration to heed
the employes’ demands for a living wage. He canceled the
strike call on February 14 when the government promised
relief and President Woodrow Wilson agreed to set up
machinery to act on the employes’ request for higher wages.

By this time, the so-called Plumb Plan had become a hotly-
debated issue. When the war ended with the signing of the
armistice on November 11, 1918, the question of the return
of the railroads to private ownership became a potent subject
of controversy. Glenn E. Plumb, a Chicago lawyer, formu-
lated a plan for continued operation and control of the rail-
roads by the government, and a bill had been introduced in
Congress to make the Plumb Plan effective. The railroad labor
organizations favored government operation of the railroads,
and fifteen of them joined in establishing the newspaper
“Labor” for the express purpose of promoting the Plumb Plan.
The Brotherhood was one of the original founders of “Labor”
and made the second largest contribution ($12,000.00). The
Plumb Plan died when Congress passed the Transportation
Act of 1920 returning the railroads to private ownership on
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March 1, 1920; but “Labor” continued on as the official voice
of the standard railroad labor organizations.

In the intervening years, railroad labor has completely re-
versed its stand on government ownership of railroads in the
United States. In 1920, the ruthless hostility of the railroads
toward labor unions under private ownership was still fresh
in the minds of railroad workers. Low wages, poor working
conditions, and the penalty of dismissal for union member-
ship had been their lot on many railroads. Under government
control, their wages had been increased, national agreements
providing improved working conditions had been signed with
the Railroad Administration, discrimination or penalty for
union membership had been ended, and for the first time,
workers on many railroad systems had been able to join their
craft union without fear of retaliation by railroad manage-
ments. It is not strange in these circumstances, therefore,
that railroad employes looked with apprehension on the return
of the railroads to private ownership.

Although many railroads did seek, after the end of govern-
ment control in 1920, to smash the railroad Brotherhoods
and to bring about a return to the labor-management condi-
tions that existed prior to 1918, they were for the most part
only temporarily successful. As time passed, collective bar-
gaining on the railroads became an accepted fact. The
passage of the Railway Labor Act of 1926 and the amended
Act of 1934 created a stable method of collective bargaining
procedure between railroad management and the unions.
Today, the railroad Brotherhoods are diametrically opposed
to government ownership of railroads in the United States.
They fear the regimentation of workers that might result and
they feel that the welfare of both their members and the
railroads can better be protected and advanced under a system
of private ownership and free enterprise.

Early in 1920 Grand Lodge completed plans to make effec-
tive the action taken at the 1919 convention. The “Journal”
announced that lodge secretaries would soon receive full
descriptive price lists and illustrated catalogs of mittens,
gloves, overalls, shoes, and other articles to be sold under the
Brotherhood’s Cooperative Direct Selling Plan.

The cover of the February issue of the “Journal” depicted
the proposed new home of the Brotherhood, a twelve-story
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office building to be erected in Detroit on a site purchased at
Columbia and Clifford Streets. But these plans never reached
fruition; the venture resulted in a heavy financial loss, and
a new headquarters building was not constructed until thirty
years later.

Jurisdictional disputes, too, were becoming more serious.
Early in the year, the officers of Grand Lodge adopted a
resolution protesting any attempt on the part of the American
Federation of Labor, or any organization affiliated with that
body, to take jurisdiction over any members of the Brother-
hood. The resolution had particular reference to workers
represented by the Brotherhood at shops, roundhouses, stores,
yards, offices, power plants, pumping stations, fuel depart-
ments, and so on.

As spring approached, the top-heavy ramifications of Bark-
er’s policies toppled his administration. Effective March 18,
1920, Barker resigned as Grand President. “For several
weeks,” the “Journal” said, “the Grand Executive Board has
been in session inquiring into certain conditions over which
controversies have arisen from time to time. Acts and policies
of the Grand President did not meet with the approval of
this supreme body under the laws of the Brotherhood. . . .

“In its investigation of conditions the Grand Executive
Board found matters unsatisfactory. Each and every step
taken was most carefully considered. The interests of the
United Brotherhood and its members were the thought con-
stantly kept uppermost in the minds of those who were partici-
pating in the inquiry.

“In the end it became apparent that differences of serious
import could not be harmonized and action was taken request-
ing that the Grand President place his resignation in their
hands.”

The resignation of Barker ended the most fabulous era in
the history of the Brotherhood. During government control,
the membership of the Brotherhood had increased stupen-
dously. No one can give the peak figure exactly because
quarterly membership figures do not reflect the overlapping
of new members who join in the last month of a quarter and
are placed in good standing for the following quarter. Esti-
mates have run as high as 800,000, but this could well be an
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exaggeration. Ill-equipped to handle the tremendous expan-
sion, Grand Lodge floundered in the tide of new members and
money which poured into headquarters.

A conspicuous characteristic of the Barker administration
had been its lack of ordinary business acumen. The affairs
of Grand Lodge were in a sadly muddled state. The Brother-
hood had entered into certain contracts and commitments in
connection with the erection of the new building and the
operation of the mail-order department and had made various
unsound investments of Brotherhood funds, all of which had
placed the organization in a serious financial predicament.

E. F. Grable, then a Vice President and formerly General
Chairman on the Illinois Central System, was elected to
succeed Barker. In his youth, President Grable had served
an apprenticeship in the carpenter’s trade and at age 23
became a member of the carpenters’ union. He entered the
service of the Illinois Central Railroad at Chicago as a car-
penter in 1895. From 1901 to 1908 he acted as superintendent
of bridges and buildings on the Memphis Division. He next
worked as building inspector on the Missouri Pacific Railroad.
He left this position to return to the Illinois Central, where he
worked for six years until his discharge for refusal to re-
linquish his membership in the Brotherhood.

Buffeted by financial troubles, torn from within by dis-
sension, and harassed by persistent rumors of every variety
that alarmed the membership and caused agitation for a spe-
cial convention of Grand Lodge, the organization set about to
calm the chaotic sea of doubt and suspicion. The job before
Grable was an unenviable one.

On March 81, 1920, George Seal resigned as Grand Secre-
tary-Treasurer, and Samuel J. Pegg was elected to succeed
him.

Along with the passing of the Barker regime went the long-
established custom of presenting the retiring Grand Lodge
President with a high silk hat and a cane.

To the woes Grable had inherited were soon to be added
the troubles that came with the end of government control of
the railroads. The Transportation Act of 1920 had fixed the
terms under which the railroads were to be returned to private
ownership and had established machinery for dealing with
labor-management difficulties on the railroads. Title IIT of
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the act created a United States Railroad Labor Board of nine
members to be appointed by the President of the United
States, three members representing the railroads, three rep-
resenting labor, and three the public. The Board had power
to hear and decide disputes over grievances, rules, or working
conditions, and to investigate conditions relating to wages,
hours of labor, and other working conditions.

The Act prescribed that in determining wages the Board
should take into consideration the following factors as well
as “other relevant circumstances”:

1. The scale of wages paid for similar kinds of work in
other industries;

The relation between wages and the cost of living;
The hazards of the employment;

The training and skill required;

The degree of responsibility;

The character and regularity of employment; and
Inequalities of increase in wages or of treatment, the
result of previous wage orders or adjustments.

Title III also provided for the establishment of adjustment
boards by voluntary agreement between the carriers and em-
ploye organizations. The Labor Board could decide questions
which adjustment boards could not settle. If there was no
adjustment board to which the dispute could be submitted, it
could be referred directly to the Labor Board. The law
provided no means, however, except the pressure of public
opinion, for enforcing decisions of either an adjustment board
or the Labor Board.

With the return of the railroads to private ownership, the
railroad labor organizations set about promptly to obtain
increased wages and improved working conditions. On April
28, 1920, a proposed agreement adopted at a meeting of
General Chairmen of the Brotherhood in Chicago was sent
to the officials of all railroads in the United States, along
with a demand for a wage increase. The wage dispute
eventually reached the Labor Board, and on July 20, 1920,
the Board issued Decision No. 2 granting increases in wages
to railroad workers effective May 1, 1920. The decision in-
creased the wage rates of maintenance of way men from
84¢ to 15¢ an hour.

NG ok N
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Following the issuance of Decision No. 2 in the United
States, Wage Agreement No. 3, dated March 7, 1919, between
the Railway Association of Canada (Canadian Railway War
Board) and the Brotherhood, was amended to put increased
wage rates in effect as of May 1, 1920,

With the return of the railroads to private ownership, the
railroads began anew an attempt to divide and disrupt the
Brotherhood. They carried on a vigorous campaign to induce
foremen and minor supervisory officials to withdraw from
the Brotherhood and establish a separate organization apart
from the skilled and semi-skilled laborers; but they met with
little success.

In November, 1920, the Brotherhood’s Cooperative Depart-
ment announced that it was ready to take orders for shoes,
gloves, overalls, hose, blankets, and shirts, and that samples
of goods to be sold were being sent to General Chairmen for
distribution to lodge secretaries. Within a few months, how-
ever, it was evident that this rash venture into the mail-order
business was a dismal failure. Not only did the membership
decline to buy these goods in the anticipated quantities, but
protests were received that the shoes being sold did not bear
the union label. In addition, many of the “samples” were
being put to direct use by lodge secretaries to whom they
had been sent. 1o

Barker had made contracts to purchase several factories
to manufacture the merchandise to be sold by the Brotherhood,
and had also made a contract for the purchase of goods from
a Toledo, Ohio, firm. The Grable administration prepared
to dispose of the factories purchased, and the Toledo firm
agreed to furnish merchandise direct to the members from
the factory at wholesale prices.

When the members found that the shoes did not bear the
union label and that the prices being charged approximately
equaled ordinary retail prices, they refused to buy the goods.
Thereupon, the Toledo firm entered suit against the Brother-
hood for damages of $750,000.00 This litigation resulted in
the impounding by the court of Brotherhood funds on deposit
in a Cleveland, Ohio, bank, and caused both the Brotherhood
and its Grand Lodge officers considerable embarrassment
until the matter had been disposed of by the court.
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This unfortunate experience convinced the officers and
members of the Brotherhood that it should stay out of the
mail-order business or similar cooperative ventures and devote
its entire time and energy to the welfare of its membership
in the way of improving their wages and working conditions.
It has consistently followed this policy since that time.

But even more serious problems were beginning to plague
the Grable administration. The issuance of Decision No. 2
of the Labor Board had been followed almost immediately by
a severe business depression. During the latter part of 1920
some 314 million persons were thrown out of work, and it was
estimated that by the spring of 1921 300,000 railroad workers
had lost their jobs.

As early as 1919, the United States Chamber of Commerce
had declared open war on labor unions and championed the
open shop, and as economic conditions grew more depressed,
business girded its loins to smash the unions and slash the
wages of workers. Led by Vice President W. W. Atterbury
of the Pennsylvania Railroad, the railroad group began a
movement to abrogate the national agreements and reduce
wages. Atterbury launched a particularly vitriolic attack
against the railroad labor organizations.

On December 29, 1920, the Atlanta, Birmingham & Atlantic
Railway served notice on its employes that wages would be
reduced effective February 1, 1921. The railroad labor organ-
izations expressed the opinion at the time that this small
road had been selected by the General Managers’ Executive
Association as a test case to determine the extent to which
the railroads could go in reducing wages. In Decision No. 89,
dated February 21, 1921, the United States Railroad Labor
Board directed the carrier, in effect, to cancel its wage reduc-
tion order.

The A. B. & A. refused to comply with the Board’s decision,
and on March 5, 1921, the employes of that road, including
maintenance of way workers, went on strike. On February
26, 1921, the employes of the Missouri & North Arkansas
Railroad had gone on strike under similar conditions. In
January, 1921, the Erie Railroad had arbitrarily placed a wage
reduction in effect, and the Labor Board found that it, too,
had violated Decision No. 2 of the Board through its action.
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In the meantime, the carriers continued to seek wage
reductions and an abrogation of the national agreements.
One phase of their program met with success on April 14,
1921, when the Labor Board issued Decision No. 119. In this
decision the Board terminated the national agreements effec-
tive July 1, 1921, and directed that the representatives of the
carrier and the employes on each railroad system negotiate a
new agreement. If the parties could not agree by July 1, the
Board would promulgate the rules. By Addendum No. 2 to
Decision No. 119, the Board directed that in the event of a
deadlock on rules, the rules promulgated by the Railroad
Administration, except those fixing punitive pay for overtime,
would remain in effect until the Board could reach a decision.

Decision No. 119 was the first of several stunning blows
suffered by railroad employes. On June 1, the Labor Board
rendered Decision No. 147 reducing the wages of all railroad
workers by approximately $378 million a year, effective July
1, 1921. The reductions for classes in the maintenance of way
department ranged from 7l4¢ to 10¢ an hour.

The railroad labor organizations bitterly denounced Decision
No. 147 and threatened to strike, but those affiliated with the
American Federation of Labor later decided to withhold any
strike action until the Labor Board had passed on the general
issues then before it.

As an aftermath of Decision No. 147, Canadian lines
brought pressure to bear to impose a similar reduction in
wages, which Canadian railway workers found they were
compelled to accept in the circumstances.

But the ebbing fortunes of the Brotherhood were to en-
counter still other adversities before the year ended. Earlier
in the year, a committee representing the Pennsylvania
System Joint Protective Board had called at Grand Lodge to
settle various disputes between the system and Grand Lodge,
particularly an accounting by Grand Lodge for system division
funds. A Wayne County, Michigan, judge acting as arbi-
trator by court decree had brought about a settlement of the
matters in controversy, and apparently the situation had been
disposed of amicably and to the complete satisfaction of the
committee.

In November, 1921, however, the Pennsylvania System
withdrew from the jurisdiction of the Brotherhood and formed
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a system organization called the “Pennsylvania System
Fraternity” to represent maintenance of way workers on that
road. The name of this organization was later changed to
the “Maintenance of Way Employes’ Union,” but the mainte-
nance of way men on the Pennsylvania System remained
outside the jurisdiction of the Brotherhood for sixteen years.

Meanwhile, the strikes on the A, B. & A. and the M. & N. A.
had continued, and an assessment of 50¢ was levied on each
member to aid in the continuance of the strikes.

As the year closed, the Labor Board issued Decision No. 501
in settlement of the dispute between the Brotherhood and the
railroads on rules and working conditions arising out of the
abolishment of the national agreement. The decision came
as a distinet disappointment to the employes, for it required
the payment of the time and one-half rate only after the
tenth hour of service and thus had the effect of establishing
the ten-hour day.

Another important issue now began to take shape. Because
of the continuance of depressed business conditions, the rail-
roads had served notice on their employes on October 14, 1921,
of a proposed further reduction in wages. The employes
countered with a request for a wage increase. They had long
insisted that the plight of the carriers was due to the financial
manipulations of interests that controlled the railroads and
to lack of economy and efficiency in operation, and not because
of the substandard wages being paid to railroad workers.

The dispute eventually reached the Labor Board in March,
1922, At the Board hearings (April, 1922) the employes
insisted that they could not live on the wages being paid, and
many section men and their wives were brought from various
parts of the country to testify before the Board. The Labor
Board, however, gave little heed to the testimony presented
by these witnesses as to their substandard living conditions
because of low wages. Decision No. 1028 reduced the wages
of some 400,000 maintenance of way workers from 1¢ to 5¢
per hour, effective July 1, 1922. Ironically, the lowest-paid
classes were among those receiving the 5¢-an-hour wage cut.
A dissenting opinion by the labor members of the Board said:

“According to data contained in the majority report, the
minimum hourly rate of pay for section men on the railroads
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Maurice J. Tobin, U. S. Secretary of Labor, break-
ing ground for the new headquarters building—
April 27, 1950. Left to right: Wm. Jewkes, Ottawa,
Ontario, Brotherhood's oldest member; A. Shoe-
make, Secretary-Treasurer; T. C. Carroll, President;
Maurice J. Tobin; Frank X. Martel, President,
Detroit and Wayne County Federation of Labor;
Harold D. Truax, Commissioner of Finance, High-
land Park, Michigan.

Once the home of a Detroit lumber king,
this old mansion served as the headquar-
ters of Grand Lodge from 1913 to 1951.



New international head-
quarters of the Brother-
hood at Highland Park,
Detroit, Michigan, dedi-

cated October 30, 1951.
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President Carroll and Secretary-Treasurer Shoemake clasp hands

after the laying of the cornerstone completes the new headquarters building.
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of the United States will, under this decision, be 23 cents.
This means earnings for a full-time 48-hour week of $11.04.”

Other decisions rendered by the Labor Board at that time
ordered reductions in the wages of shop craft employes, clerks,
and signal department employes. No reductions were made
during 1922 in the wages of engine and train service em-
ployes, nor in those of all classes of non-operating employes.

As July 1, the effective date of the wage cuts, drew nearer,
demands that a strike be called in protest against Decision
No. 1028 became tumultuous. Grable vacillated between action
and inaction; he wavered between decision and indecision.
Arrangements to call maintenance of way workers out on
strike were made, and then canceled at the eleventh hour.

“In the present situation I know it is difficult for the
membership in general to understand all the angles to the
controversy,” Grable said in a letter to the membership
outlining his reasons for not calling the strike. “I realize
that our members are righteously indignant at having been
forced to accept another reduction in wage rates which were
far too low even before the cut was put into effect. But I
also know that nothing is ever accomplished by blindly rushing
headlong into a situation without counting the cost. Our
members want relief. They want a living wage. They want
bearable conditions. They are willing to make any necessary
sacrifices to secure them. However, they do not want to make
needless sacrifices and they do not want to be led into traps
which may have been laid for them and from which there is
no way out except defeat and the loss of much more than
has yet ever been suggested.

“I realize there is but little use in my letter to our members
this month to deal with anything other than the strike sit-
uation. The shop crafts struck on July 1. Coming into
contact with our members the question has been asked times
without number why the executives of the maintenance of
way did not put into effect the strike vote which was taken
some time ago.

“There is but one answer to that question. It has seemed
best to your chief executive and other Grand Lodge officers
that the strike order should not be put into effect so long as
there is a chance of securing justice for our members in a
better way. Had our organization agreed with the shop crafts
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that we should go out in concert with them on July 1 and
remain out until the grievances of all classes who struck were
satisfied we should certainly have kept our part of the agree-
ment. However, no such agreement has been entered into. ...

“In conforming to the policy outlined early in July numerous
conferences have been held with the managements of different
roads in an attempt to have them return to the rates in effect
before the last decrease or even above that figure. Where
our representatives have been unsuccessful in inducing their
management to do this the controversy has been immediately
carried to the Railroad Labor Board. ... We are firm in the
belief that we shall be able to have re-established rates of
pay not less than, and most likely in excess of, the rates
established under Decision 147.”

But Grable’s explanation failed to calm the wave of angry
resentment and criticism from maintenance of way workers
over his failure to call them out on strike with the 400,000
shopmen who left their jobs on July 1, 1922, in protest against
the wage cut. In fact, large numbers of maintenance of way
employes and clerks had walked out with the shopmen in
unauthorized strikes.

After the shopmen’s strike had been in progress for two
months, Harry M. Daugherty, Attorney General of the United
States, requested an injunction from a Federal court against
the strikers. The granting of the injunction, which the shop
crafts declared was the hardest blow ever dealt labor by the
Federal courts, broke the strike. With the defeat of the
shopmen, company unions were established among shop em-
ployes on a number of roads, and the standard organizations
of the shop crafts did not regain representation rights on
many systems for years.

The failure of the shopmen’s strike increased the bitterness
that threatened to demoralize the membership of the Brother-
hood in the United States and the steady drop in membership
reached an alarming degree. As the Grable administration
reeled from the destructive blows being rained upon it, diffi-
culties had arisen from another source. .

On April 28, 1922, J. O. Raley, former Vice President of the
Brotherhood, had called a meeting of the General Chairmen
on the Central of Georgia, Georgia, Atlanta & West Point

102



NN TT] » [N IT770]

WORILD WAR I AND AFTER

and Western Railway of Alabama, New Orleans & North-
eastern, and Alabama Great Southern Systems. Raley fostered
the idea that skilled and so-called unskilled workers should
not be in the same organization. This group of General
Chairmen formed an organization called “The Order of Skilled
Railway Maintenance of Way Employes” with headquarters
at Macon, Georgia, and elected Raley president. Later, the
Alabama Great Southern and the New Orleans & Northeastern
Systems withdrew from this rival organization; but the
agreements held by the Brotherhood with the three remaining
railroads, covering foremen and mechanics, were taken over
by the Raley organization.

When, therefore, 700 delegates convened in friennial con-
vention of Grand Lodge in Detroit, Michigan, beginning
October 2, 1922, the troubles of the Grable administration had
been augmented and compounded. Feelings ran high, and it
was quite obvious that the delegates were determined to make
drastic changes in the official family of the Brotherhood.

In his report to the convention, President Grable attempted
to allay the rising tide of dissatisfaction. “I am sure most of
you will appreciate that the period through which we have
passed since our last convention has been a most trying one,”
he said. “Every organization upon the American continent
has been beset by trials greater than those of any previous
period. It is a matter of gratification that our organization
has been able in a measure to meet the problems which have
arisen from time to time and at this time with the opportunity
before us in this convention to unify the support of our loyal
membership, our Brotherhood can emerge from the chaotic
conditions of the past to a brighter and better day. . . .

“1 am not unmindful that all has not been accomplished that
we have hoped for. Some may contend that your officials
should have followed different policies from those which have
been followed. These are criticisms that can be made by those
so inclined no matter what had been done . . . I ask that the
delegates reserve judgment until such time as they have
information upon which to base intelligent opinions. I am
sure you will best serve the interests of our Brotherhood if
you will do this.”

It might be said in all fairness to Grable that he had as-
sumed the Presidency at one of the most critical times in the
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history of the Brotherhood. Not only was the organization
torn from within by internal strife, but the buffeting pressure
from external sources, particularly in the form of drastic
wage cuts, had become almost overwhelming. Whether any-
one else could have done a better job than Grable in meeting
the recurring crises that beset the Brotherhood is a question
that can never be satisfactorily answered.

The convention took a decided stand in condemning company
unions, some of which were being formed by former officers
and members of the Brotherhood.

With respect to jurisdictional disputes, it adopted a policy
of not transferring any disputed class of workers to other
organizations until a referendum vote of the particular craft
had been taken to ascertain whether that class wished to make
the transfer. This action caused Grand Lodge some embar-
rassment in its subsequent negotiations on jurisdictional
disputes with other unions, particularly the firemen and oilers
and the clerks (concerning representation of stores depart-
ment employes).

The convention also adopted a system of issuing dues stamps
instead of working cards to cover dues payments, and approved
a plan to strengthen system divisions under which two or
more systems could join to form one system federation. This
made it possible for smaller systems to affiliate with larger
systems, or for two or more small systems to form a federation.

Favorable consideration was given to a proposal to move
Grand Lodge headquarters to St. Louis, Missouri, but this
plan never materialized because of the heavy expense involved
in moving and in acquiring a new headquarters building.

The convention revised the laws of the Provident Depart-
ment, established at the 1919 convention, and placed it under
the jurisdiction of the Grand Secretary-Treasurer.

The election of Grand Lodge officers clearly reflected the
dissatisfaction of the delegates with the past administration.
They took action to reduce the number of Vice Presidents
from fourteen to five, and elected a completely new Executive
Board.

Grand Lodge dues were reduced from $2.00 to $1.50 a
quarter. The minimum dues to be charged by system divi-
sions were increased to $1.50 a quarter.

104



NN TT] » [N IT770]

WORLD WAR I AND AFTER

Regardless of whether the Grable administration did or did
not deserve the abundant criticism being heaped upon it, the
delegates were in no mood for compromise. The guillotine
was poised, and the convention, completing its attempt to
eradicate all traces of the Grable regime, elected F. H. Fljozdal
to suceeed Grable as Grand President and Elmer E. Milliman
to succeed Samuel J. Pegg as Grand Secretary-Treasurer.

From the vantage point of some thirty years later, it is not
difficult to isolate the two prime reasons for the downfall of
the Grable administration. In the first place, Grable had been
selected as President to straighten out the badly-tangled
internal and financial affairs of the Brotherhood. There were
those who thought he had not undertaken the job with suf-
ficient forcefulness and determination. It is evident from the
records, however, that he did make the attempt. It is also
evident that in the process he was overwhelmed by external
forces, particularly the decisions of the United States Railroad
Labor Board ordering severe reductions in wages.

It was the reaction of the Grable administration to these
wage cuts that formed the second indictment of those who
were dissatisfied with the trend of events. Many delegates felt
that the Grand Lodge officers had not met the challenge of
these Labor Board decisions with sufficient vigor and forth-
rightness. The bitterness of railroad workers toward the
Board’s wage decisions is readily understandable. The extent
to which the Board slashed wages is apparent from the fol-
lowing figures for track laborers, one of the lower-paid classes
of workers:

Date Minimum Hourly
Effective Established by Wage
Sept. 1, 1918 Supplement No. 8 to General
Order No. 27 $ .28
May 1, 1920 Decision No. 2
(U.S.R.R. Labor Board) 3614
July 1, 1921  Decision No. 147
(U.S.R.R. Labor Board) .28
July 1, 1922  Decision No. 1028
(U.S.R.R. Labor Board) 23
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In commenting on the wage rates established under Decision
No. 1028 for lower-paid men in the maintenance of way de-
partment, the labor members of the Board said in a dissenting
opinion:

“The rates of pay established under this decision will mean
annual earnings far below any minimum standard of sub-
sistence which has been formulated, even below those of most
conservative employer groups. . . . We believe that in this de-
cision the Labor Board is affecting hundreds of thousands of
families; it is touching the proper nurture of hosts of
children.”

These were the unpromising circumstances in which Grable
surrendered the reins of leadership to the new President.
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HE years immediately following the 1922 convention were

indeed a period of crisis. Could the Brotherhood survive

the vicissitudes of the post-war era? Could it extricate
itself from its financial difficulties? Could it restore the shat-
tered hope and faith that threatened to prostrate its member-
ship? Could it wrest from hostile railroad managements the
higher wages and improved working conditions so sorely need-
ed by the men it represented? Could it settle its jurisdictional
problems successfully? Could it overcome the threat of rival
organizations and company unions?

On the surface, perhaps, an affirmative answer to all these
questions would have seemed rash at that time. But super-
ficial evaluation could take little account of the hard core of
determination and courage, formed in the hearts and minds
of maintenance of way workers through years of deprivation
and struggle, that gave the Brotherhood a hidden and incal-
culable source of strength. Gathering up the scattered frag-
ments of its shattered fortunes, the organization began the
tedious ascent to the heights from which it had fallen. And
in this difficult enterprise it needed the highest type of
leadership.

107



NN TT] » [N IT770]

HISTORY OF BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYES

No better man than Fred H. Fljozdal could have been se-
lected to untangle the snarled threads of the Brotherhood’s
affairs. Of even temperament, sober habits, and unquestioned
integrity, Fljozdal soon had the complete confidence of his
membership with few exceptions.

Born in Kxarxirdi, Iceland, on December 19, 1868, Fljozdal
emigrated to America with his parents at age eight. His
father took up homesteading in southern Minnesota and be-
came one of the pioneer settlers of Yellow Medicine County.
When he was fifteen years old, Fljozdal worked as a water boy
on a construction gang for the Great Northern Railroad in
slack seasons on the farm. In 1888, he went to work at Duluth,
Minnesota, laying track for a street car company converting
from horse to electrical power.

In 1900, he accepted a job as section foreman at Sprague,
Manitoba, with the Canadian Northern Railway, later to be-
come a part of the Canadian National System. He joined the
Brotherhood in 1902 and was elected lodge secretary. He be-
came the first General Chairman of the Canadian Northern
System in 1905 and held that position until his election as Vice
President of the Brotherhood in 1918. He served as a member
of the Grand Lodge Executive Committee from 1914 to 1918.
His refusal to approve some of the policies of President Barker
brought about his defeat as Vice President at the 1919
convention.

“Organized labor generally has, for the last three years par-
ticularly, had to face a concerted movement against bettering
the wages and working conditions of the millions who toil,”
President Fljozdal said in his first message to his membership.

“On the railways, the relinquishment [of control] by the
United States Government marked the beginning of concerted
action by the Railway Executives to reduce wages and working
rules and, as by common consent, our organization was singled
out as a convenient target for such purposes. . ..

“However, a turn in the road has been reached. Those who
were of the opinion that railway workers were paid princely
salaries have since discovered that such was not the cage.
There are no more harbored illusions as to why such insidious
propaganda was spread throughout the country.

“With the cooperation of every man in our composite organ-
ization, we shall be able to forge ahead and take our place as
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a progressive, determined and stronger factor in the labor
movement.”

The growing dissatisfaction of the membership was reflected
in a decline of more than 50% in the number of members in
good standing to April 1, 1923, compared with the same period
in 1920. The immediate job before the new President, there-
fore, was to resell the Brotherhood to maintenance of way
workers. During the first few years of his administration, he
traveled thousands of miles, attending mass meetings wherever
they could be arranged, to carry the message of the Brother-
hood directly to maintenance of way men. Whenever he re-
ceived letters of complaint from points of trouble, Fljozdal
made it a policy to visit those points so that he could talk to
the men personally. ~

Fljozdal knew, too, that in the difficult fight ahead to raise
the living standards of his members, a program of coordina-
tion and preparation was essential. He selected Leo E. Keller,
then Secretary-Treasurer of the Louisville & Nashville System
Division, to become the first director of the newly-created De-
partment of Statistics and Research. It is the function of this
department to gather and compile statistics to be used in wage
negotiations, at conferences with railroad managements, at
hearings before governmental boards, and for informational
purposes. During the thirty-two years of its existence, this
department has become a valuable adjunct to the Brother-
hood’s collective-bargaining activities.

After the failure of the shopmen’s strike of 1922, company
unions became an epidemic in the railroad industry, not only
among the shopmen but in other departments as well. In a
short time, the Brotherhood found itself confronted with com-
pany unions (or “system associations” as they were euphemis-
tically called) on a number of roads. On some railroads the
company unions represented only foremen, on others the fore-
men and employes in the class of mechanic, and on some rail-
roads the entire maintenance of way craft. Reasserting its
representation rights over company unions was a task which
occupied the Brotherhood for many years.

An improvement in the low wage rates of maintenance of

way workers, which had been slashed unmercifully by the
United States Railroad Labor Board in 1921 and 1922, was
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another serious problem before the Brotherhood as Fljozdal
began his administration. The optimistic promise of President
Grable in July, 1922, that wage rates would be restored to a
level at least equal to those established by Decision No. 147 of
the Labor Board had not materialized. Decision No. 1267,
rendered by the Board on October 21, 1922 (effective October
16), had granted a wage increase of 2¢ an hour to track fore-
men, assistant track foremen, machine operators, laborers,
and other low-paid employes, but had not increased the wages
of the remaining maintenance of way classes.

Some progress in improving wage rates was being made on
individual roads, however, and in Canada a new schedule
granted wage increases to maintenance of way classes effective
November 1, 1922, By May, 1921, the Canadian government
had taken over the Canadian Northern, the Grand Trunk, and
the Grand Trunk Pacific Railways, in addition to the other
lines it owned. In October, 1922, the government amalgamated
all its lines into the Canadian National Railways, the largest
single system in North America with some 22,682 miles of line.

The new year brought with it a gradual recovery from the
business depression, and in January, 1923, the Brotherhood
began a general movement to obtain higher wages and im-
proved working conditions. By early June, settlements grant-
ing wage increases had been negotiated on a number of roads,
and by the time the dispute reached the Labor Board, only
about thirty railroads were involved. Settlements on individ-
ual roads continued, and when Fljozdal and other witnesses
appeared to argue the case before the Board, only three major
railroads and a few smaller systems remained as parties to
the dispute.

In stressing the inadequate wages received by maintenance
of way workers, Fljozdal pointed out that trackmen were re-
ceiving as little as 25¢ an hour, and that outside employers
paid from 100 to 200 per cent more. Because wage settlements
had already been negotiated on many roads, the Board in
Decision No. 1861 remanded the dispute to the parties con-
cerned for further negotiations, with the stipulation that final
agreements would be effective June 1, 1928.

Jurisdictional disputes, rival organizations, and company
unions had now become a serious threat to the Brotherhood.
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Ever since the amalgamation in 1899, the Brotherhood (and
the Canadian organization before that time) had represented
signalmen on Canadian railways. In the late spring of 1923,
it relinquished any further claim to represent this class of
Canadian railway workers.

A rival organization, the “Canadian Brotherhood of Railway
Employes,” had made its appearance on the Intercolonial Rail-
way in 1910 on the principle of one big union for all railway
workers. It made no particular effort to organize maintenance
of way men, however, until 1923. On May 17, 1923, a vice pres-
ident of this Canadian organization sent a circular letter to the
secretaries of all lodges of the Brotherhood in Canada de-
nouncing the Brotherhood and inviting Canadian maintenance
of way workers to join this rival organization.

In reply to a letter from President Fljozdal remonstrating
against this action, the president of the C. B. of R. E. said that
a few years earlier he and A. E. Barker, then President of
the Brotherhood, had reached an understanding that if the
Brotherhood would relinquish any claim to represent shop
laborers in Canada, this rival organization would not seek to
organize maintenance of way workers. He contended that the
Brotherhood had broken the agreement made by Barker. It
was not until 1925 that the two organizations reached an
agreement under which the Brotherhood gave up any claim
to the right to represent shop laborers in Canada. Although
this rival organization has continued to be active, it has never
been able to make any appreciable inroads on the membership
of the Brotherhood in Canada.

The decline in membership had now indeed become of
serious concern to the Fljozdal administration. From October
1, 1922, to October 1, 1923, the Brotherhood suffered a loss in
membership of more than 44,000. Effective September 1, 1923,
Grand Lodge began the first of a series of intensive member-
ship drives carried on intermittently during the 1920’s.

Adequate rules covering punitive pay were high on the
Brotherhood’s agenda at this time, and at its regular annual
meeting on August 16, 1923, the Policy Committee of the
Brotherhood inaugurated a movement to obtain the time and
one-half rate on all railroads for work performed in excess of
eight hours and on Sundays and holidays.
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By the fall of 1923, the wage disputes remanded to the
parties concerned by the Labor Board in Decision No. 1861
were still unsettled on seven systems and had again been
submitted to the Board for decision. In Decision No. 2049,
the Board granted wage increases of 1¢ and 2¢ an hour, effec-
tive June 1, 1923, to employes represented by the Brotherhood
on the roads concerned. Laborers and other low-paid workers
were among those receiving the meager increase of 1¢ an hour.

“The past year has proven a very eventful one for organized
labor in general and our organization in particular,” Fljozdal
said in his message to the membership in December, 1923,
“The year 1922 was a year of reaction and depression and re-
flected itself in wage decreases and the slackening of industry
generally. ...

“With renewed vigor organized labor has rallied its forces
in working order and has been steadily pressing onward with
an occasional check but no backward movement.

“The year 1923 then has been a great year for education
and organization of the worker. . . . As we then confidently
and with hope and belief in the future leave the old year be-
hind, we cannot help thinking and believing that the year 1923
has been a year of preparation and tilling wherein the seeds
of progress and enlichtenment will take root.”

As the year closed, the strike which began in February,
1921, on the Missouri & Northern Arkansas Railroad was
officially declared at an end (December 22, 1923). During the
strike, the carrier had obtained many indictments against rail-
road workers and citizens friendly to the strikers. With the
calling off of the strike, the courts dismissed pending indict-
ments. President Fljozdal expressed the opinion that the great
majority of employes who wanted to return to the service of
the company would eventually be restored to their jobs.

The strike on the Atlanta, Birmingham & Atlantic Railway
was also eventually called off. Although the strikes on both
these roads were ostensibly lost, the employes had still
achieved a victory in a very material sense. Their bit-
ter resistance to the wage cuts was undoubtedly a strong
deterrent to other railroad managements who had contem-
plated the slashing of wages and an abrogation of agreement
rules.
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On December 20, 1923, the Chairman of the Grand Execu-
tive Board announced that 95 per cent of the membership
had voted in a special election to change the laws of the Provi-
dent Department in accordance with a referendum petition

inaugurated by a subordinate lodge. The new laws provided

for the payment of benefits, on death or permanent total dis-
ability, ranging from $50.00 after six months of continuous
membership to $800.00 after sixty-six months. New or rein-
stated members who had reached age 55 at the last joining
or rejoining date could not participate in the benefits of this
department. Members who became delinquent through failure
to pay dues as required by the laws forfeited previously accu-
mulated rights in the Provident Department and began a new
period of standing upon reinstatement of membership.

The dissatisfaction of railroad workers with decisions of the
United States Railroad Labor Board on wages, rules governing
working conditions, and grievances had now reached a high
pitch. On January 81, 1924, the chief executives of sixteen
standard railroad labor organizations met in Washington, D.C,,
to draft an amendment to the Transportation Act of 1920 to
abolish the Board and to establish in its stead new machinery
for seftling collective bargaining controversies between the
railroads and their employes. A bill containing the proposals
of the unions was later introduced in Congress as the Railway
Labor Act.

At the outset, opposition to the bill by railroad officials was
intense. To bolster the railroads’ arguments, more than fifty
representatives of company unions appeared at hearings be-
fore a Senate sub-committee and repeated testimony advanced
against the bill by railroad executives. Congress did not pass
the Railway Labor Act until two years later.

Meanwhile, a wage controversy in Canada had reached the
critical stage. In the fall of 1928, a request of Canadian main-
tenance of way employes for a wage increase of 5¢ an hour
had been referred to a Board of Conciliation under the Lemieux
Act. The railway managements refused to accept the Board’s
award granting wage increases. The Brotherhood had agreed
to accept the award, although it fell short of their demands,
but rescinded this action following the management’s refusal
and issued a strike ballot.
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Effective April 1, 1924, Supplement “A” to Wage Agreement
No. 7, negotiated with the Railway Association of Canada,
settled the dispute and established the eight-hour day with
time and one-half for time worked in excess of eight hours.
This agreement became universal for all railways in Canada.

Improved wage schedules were also being negotiated on
roads in the United States. A new agreement granted wage
increases to the 17,000 maintenance of way employes of the
Southern Railway which in some instances brought wage rates
to a figure considerably higher than those established by
Decision No. 2 of the Labor Board.

Effective May 1, 1924, the Brotherhood began a new mem-
bership drive. “The results of the drive last fall were highly
pleasing, and resulted in a substantial increase in member-
ship,” Fljozdal said. “In fact, the increase in the membership
has continued and is now growing daily.” Many systems in-
augurated supplementary membership campaigns, and al-
though the membership figures were still far from satisfac-
tory, the continued drop in membership had been checked and
a degree of stability attained.

The July, 1924, issue of the “Journal” announced that com-
pany unions on six roads had been a complete failure, and that
the Brotherhood had won representation ballots over company-
sponsored organizations. In defending the pending Howell-
Barkley Bill (Railway Labor Act), a Congressman pointed out
that not one railroad company union had appealed a dispute
to the Railroad Labor Board, nor to any tribunal created by
or connected with the railroads, and that these unions were
manifestly maintained by the railroads.

“Surely,” he said, “no member of Congress would contend
that any bona fide labor union exists where the management
absolutely controls the actions of the representatives of these
so-called unions and pays all expense incurred for time lost
and hotel expenses, and so forth, of the representatives.”

Victories by the Brotherhood over company unions con-
tinued as the workers awoke to a realization of the true
gituation.

As the depression of 1921-22 declined and business condi-
tions improved, the nation began a period of expansion and
prosperity. But the worker and the farmer found their in-
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comes lagging behind the crest of living costs. Dissatisfied
with the attitude of the Harding and Coolidge administrations
toward the welfare of the nation’s workers, labor supported
almost unanimously the candidacy of Senator Robert M. La-
Follette, running for the presidency of the United States on
the Progressive ticket in 1924, Although Senator LaFollette
received almost 5 million votes, the greatest ballot ever polled
by a third-party candidate, President Coolidge was re-elected
by a substantial plurality over LaFollette and the Democratic
candidate.

On November 26, 1924, the Labor Board issued Decision No.
2687 disposing of a long-standing dispute between mainte-
nance of way workers and twenty-four railroad systems on
certain rules governing working conditions. The Board granted
the time and one-half rate to laborers around shops and yards
for work in excess of eight hours, but decided that mainte-
nance of way classes should receive the penalty rate only after
the tenth hour of continuous service. The Board also held that
employes called to perform work not continuous with their
regular work period would be allowed the time and one-half
rate with a minimum of two hours’ pay, and that the time and
one-half rate would apply to work performed on Sundays and
holidays.

In a letter dated December 20, 1924, to the Chairman of
the Labor Board, Fljozdal protested the Board’s failure to
grant the penalty rate to maintenance of way men after eight
hours’ work. “The reasons set forth in Decision No. 2687
for denying Maintenance of Way employes this basic rule,”
he said, “appear to be based wholly upon the financial effects
upon the carriers, and completely ignore the human rights
and welfare of the employes. In fact, I am surprised indeed
at the reasons advanced by the Board for denying us the puni-
tive rates, and I emphatically hold that the Board must have
been in error when influenced by such reasons.”

Through subsequent negotiations on various roads not cov-
ered by the decision, the Brotherhood was able fo secure a
part or all of the improved rules established by Decision No.
2687. Although the decision was unsatisfactory, it did provide
some relief from onerous conditions. But progress toward
higher earnings had been slow indeed. The average straight-
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time hourly earnings of 39.5¢ received by maintenance of way
workers in the United States in 1922 had increased to only
40.7¢ in 1924,

The wide disparity in wage rates for the same class of
work, not only from system to system but at various locations
on the same railroad, had long been criticized as inequitable
by the Brotherhood. Established on the basis of supply and
demand rather than a similarity of work performed, rates of
pay for identical occupations might vary considerably from
one part of the system to the other. In an effort to correct
such conditions, the representatives of the Brotherhood on
the Louisville & Nashville System filed a request with the
management of that road for an adjustment of unfair differ-
entials and inequalities in rates of pay existing in all classifi-
cations in the maintenance of way department.

The dispute eventually reached the Labor Board. In
Decision No. 2752, the Board granted a sum of approximately
$78,000.00 a year to be used in standardizing the rates of pay
of track and bridge and building foremen and assistant bridge
and building foremen. The Board refused, however, to give
consideration to the leveling up of the wage rates of other
classes of employes. Inasmuch as the employes in these three
classes comprised only a comparatively small percentage of
the total employes in the maintenance of way department, the
Board’s decision touched only the surface and left many of
the most glaring inequalities in wage rates unchanged.

Maintenance of way workers had now become vociferous
in their demands for higher earnings, and early in February,
1925, plans were completed for the launching of another gen-
eral wage increase movement. During the spring and summer,
wage agreements providing higher rates of pay were nego-
tiated on numerous roads. In the late summer, a dispute
covering twenty-seven railroads on which settlements could
not be reached was docketed with the Board.

“Behind us are two more years of hardship, undernourish-
ment and general wage injustice,” said President Fljozdal in
submitting the wage increase petition to the Board, “before
us is such relief as this Board, in its wisdom, deems just.

“The railroad managements are here to protest the relief
we are asking for. They will show you the financial results
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of an increase and will probably ask you to look upon our
request in the light of so many dollars and cents. . . .

“We ask you to look upon our requests in the light of
happier and healthier children, more education for the future
people of our prosperous country who will come, in part, from
our families.”

Fljozdal pointed out that according to figures compiled by
the Interstate Commerce Commission, 74.8 per cent of 388,238
employes in the maintenance of way department earned
$75.00 a month or less during 1924, and that only 3.5 per cent
earned $125.00 or more. “Can this be just and reasonable,”
he asked, “when those below that figure include not only
laborers, but carpenters, painters, section foremen, mechanics’
helpers, ete.?”

By this time, however, railroad workers had learned fo ex-
pect little relief from the Board. (Parenthetically, E. F.
Grable, former President of the Brotherhood, had been ap-
pointed as a labor member of the Labor Board by President
Harding following Grable’s defeat at the 1922 convention.)
Moreover, the future status of the Board had become decidedly
uncertain. The unions were reluctant to take cases to the
Boazrd, in which they had little confidence. The cases docketed
with the Board up to December 31, 1923, had averaged 3,120
a year, but during 1924 the number had decreased by nearly
75 per cent from this yearly average to only 841; and these
disputes were largely of minor importance. Paradoxically,
the railroads now joined with their employes in condemning
the Board, although for different reasons, and the Brother-
hoods actively sought the abolishment of the Board through
the passage by Congress of the Railway Labor Act. -

One of the severest indictments against the Labor Board
was its failure to establish a living wage for low-paid railroad
workers. In a debate in the United States Senate on the
Howell-Barkley Bill (February 13 and 14, 1925), Senator
C. C. Dill from the State of Washington said:

“The Railroad Labor Board has held down the wages of the
men who have in charge the duty of taking care of the road-
beds of the railroads of this country. I believe it is a matter
of public interest—TI feel it is a matter of public safety—that
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these men who look after the railroad roadbeds, over which
trains run, should be paid such salaries that they will not be
continually worried about whether or not they are going to
have enough at the end of the month to feed and clothes
their families. . . .

“When we stop to think that these men are receiving an
average of $880.00 per year, for 12 months, $78.33 a month,
no argument whatever on the part of anybody is needed to
convince one that that is not enough to take care of a family
decently. ...

“In January, 1923, 171,363 Maintenance of Way men re-
ceived an average of $72.00 a month. In February, 1923,
171,977 received an average of $63.00 a month. Think of it,
the winter month of February, and an average wage of $63.00
a month! . ..

“These men who are today so poorly paid that they can not
decently provide for their families are held down by the Labor
Board and prevented from being given the extra pay for
overtime that is given other classes of railroad employes who
are better paid.”

In a letter to President Coolidge, dated December 23, 1924,
President Fljozdal said: ‘“The discontent with the Board is
widespread and deeply felt by the railway employes in general
and particularly as to the Railway Maintenance of Way
Employes, who are very poorly paid by the railways and have
received very little consideration by the Railroad Labor
Board, regardless of the fact that the work of this class of
employes is of an arduous nature and requires competent
men.”

Thus the indictment against the Labor Board grew. Certain
of the transportation organizations by-passed the Board in
pending disputes concerning wages and working conditions
which the carriers insisted should be referred to the Board.
Through negotiations the Brotherhoods were able to obtain
a more favorable settlement on individual properties than
the Board had granted in similar cases by decision. The
inability of the carriers to force the Board to assume jurisdie-
tion in unsettled disputes which the employes refused to
submit, created a definite dissatisfaction with the Board on
the part of the carriers.
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The outcome of a representation dispute on the Atchison,
Topeka & Santa Fe System, meanwhile, had been unfavorable.
The Brotherhood lost representation rights over certain classes
of workers on that road when, at the instigation of the com-
pany, the employes formed a company union called the
“Association of Maintenance of Way and Miscellaneous Fore-
men, Mechanics and Helpers” to supplant the Brotherhood.

Their inability to make any appreciable progress toward
improving their low wages had created a feeling of discontent
and frustration among maintenance of way workers. In the
summer of 1925, President Fljozdal attempted to bolster their
flagging spirits with a message of optimism and confidence.

“The general tendency is for a great number of people to
look at matters in a somewhat pessimistic manner, focusing
their vision on the dark side of things only,” he said. “As
the result of the general election of 1924 it was predicted by
many that we would have unheard of prosperity, while others
asserted things would go to ‘pot.” Neither of these predictions
have come quite true. The prosperity rays are of a rather pale
hue—but, neither are the clouds as dark as some would have
us believe. However, the general tendency among the majority
of people seems to be reflected in a note of hope and expectancy
for the future. Slowly but surely the pendulum is swinging
back again from the extreme reaction which set in shortly
following the war.

“The financial interests of the country seemingly concen-
trated at that time upon the demolition and destruction of
unionism in our land. But in spite of their powerful attacks
and regardless of the persistency of their efforts, labor is
weathering the storm and is emerging out of the arena with
their ideals more firmly imbedded and their principles more
thoroughly accepted. But it has cost sacrifices, heartaches and
hard work. . . .

“Our own Brotherhood as an important link in the labor
movement shows great signs of progress.

“May each man of our craft recognize this fact and add
their individual influence towards the establishment of a
greater organization, which means greater benefits to the
men and their families.”
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When the regular triennial convention met in Detroit,
Michigan, beginning September 14, 1925, President Fljozdal
was able to report considerable progress in eliminating com-
pany unions. Twenty-five roads had been infested with rival
organizations or company unions sponsored by railroad man-
agements. On thirteen of these roads, the Brotherhood had
won a complete victory. On six roads it had won a partial
victory, losing representation rights for some classes of em-
ployes but retaining them for other classes. On only six
roads had the Brotherhood lost representation rights entirely.
At least nine rival organizations, he reported, were active in
soliciting membership among maintenance of way workers.

With respect to wages, Fljozdal said: “Insufficiency of our
wages and the need of improvements therein was the funda-
mental cause in the establishment of our great Brotherhood
and has been the reason for the many sacrifices made to main-
tain our Brotherhood. In the face of most bitter opposition
. . . We have made progress.

“There remains much to be done toward bringing our wages
to a just and reasonable level. Present rates do not permit us
to maintain a proper standard of living and save something
for sickness, unemployment, or old age.

“It must ever be the aim of our Brotherhood to strive
cautiously, continuously, and energetically for a rate of pay
that will place our craft and those dependent upon us in a
position to enjoy more fully the better things of life.

“A wage that merely permits us to meet the day-to-day
cost of necessities is not a living wage, not a just wage, not
a reasonable wage—but is clearly an obsolete wage.”

The financing of the Provident Department established at
the 1919 convention had also become a matter of serious con-
cern. It was evident that the department could no longer
be continued on the current basis. The delegates voted to
discontinue the payment of total disability claims and decided
that a referendum vote of the membership should be taken
to determine whether the Provident Department would be
continued.

The action taken at the 1922 convention permitting the
establishment of system federations through the combining of
two or more individual systems, had brought about a strength-
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ening of system organizations. Twenty-one system federa-
tions had been formed in the three-year period, Fljozdal
reported.

In an effort to settle two of the Brotherhood’s major juris-
dictional disputes, the convention adopted a resolution pro-
viding that the Brotherhood would transfer to the standard
organizations of the firemen and oilers and the clerks, respec-
tively, shop laborers and stores department employes then
represented by the Brotherhood, when these organizations
were in a position to receive them by proper transfer. In
conformity with this action, the convention shortened the
name of the Brotherhood to the “Brotherhood of Maintenance
of Way Employes.”

The convention adopted a resolution approving greater
cooperation with railway managements where it was possible;
approved a concerted campaign by the standard railroad
Brotherhoods to destroy company unions; endorsed the pro-
posed Railway Labor Act; and condemned the Communist
movement in the United States.

In three years, under the able administration of President
Fljozdal, the Brotherhood had made a gradual recovery from
the low point of the early 1920’s. Although the problems of
finances and reduced membership were still serious, the poli-
cies adopted to overcome these difficulties were beginning to
bring favorable results. The re-election of Fljozdal as Grand
President and of Milliman as Grand Secretary-Treasurer re-
flected the confidence of the delegates in the Brotherhood’s
new leaders.

It might be noted that the Brotherhood was fortunate in
having the services of a competent attorney, George Brand,
Sr., in its efforts to extricate itself from its difficulties. It
was with his expert counsel and invaluable help that the
organization had been able to pass successfully through this
critical three-year period.

By referendum ballot following the convention, the mem-
bership voted to establish a new department to replace the
Provident Department. This new department was to be
known as the Death Benefit Department. Benefits payable at
the death of a member in good standing ranged from $50.00
after 12 months’ continuous membership to $5600.00 after 72
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months; except that members who had reached age 55 at date
of joining or reinstatement could accumulate maximum bene-
fits of only $150.00 after 36 months’ continuous membership.
Members granted withdrawal cards or unemployment cards
could continue to maintain their standing in the Death Benefit
Department by paying Grand Lodge dues. To finance the new
department, Grand Lodge dues were increased from $6.00 to
$10.00 a year, the additional $4.00 to be used to maintain
the department.

One of the primary purposes, in the establishment of the
Provident Department, in providing benefits on the basis of
length of continuous membership, had been to encourage
members to keep themselves in good standing. Undoubtedly
this feature became an important factor in the maintenance
of a stable membership. At the same time, this department
was able to provide benefits which many of the lower-paid
members could not or would not have obtained in any
other way.

Late in 1925, the Brotherhood won another important battle
in its fight against rival unions. When the management of
the Chesapeake & Ohio Railway refused to recognize the pur-
ported right of the Order of Skilled Maintenance of Way
Employes (formed by J. O. Raley in 1922) to represent cer-
tain classes of maintenance of way workers on that road, that
organization submitted a representation dispute to the Labor
Board. In its Decision No. 3977, rendered on December 2,
1925, the Board denied the claim of this rival organization.

Raley had resigned as president of this organization in 1923
and returned to his job on the railroad, and J. M. Hancock
had been elected to succeed him. In 1925, Raley rejoined the
Brotherhood and used his influence to bring the activities of
this rival organization to an end. It was not until 1927, how-
ever, that the Raley organization finally disbanded.

As the year 1926 began, one of the prime objectives of the
railroad labor organizations was to obtain the passage of the
Railway Labor Act, introduced in Congress in 1924 as the
Howell-Barkley Bill. Both labor and management were dis-
satisfied with the results achieved under Title III of the
Transportation Act of 1920, and mutual agreement had erys-
tallized on the need for a revision of the law.
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Months had passed since the Labor Board had held hearings
on the Brotherhood’s request for wage increases, and still the
Board had rendered no decision. “To now seven precious
months have passed and still silence and more silence pre-
vails,” commented an editorial in the “Journal.” “Ominous
rumblings are heard—the discontent is getting more pro-
nounced. The more radical elements within our Organization
are finding food for propaganda and dissension.. The faith in
fair play and just consideration of those entrusted with the
well-being of these Maintenance of Way men is severely
shaken and well may they doubt that any relief will ever be
forthcoming from the Labor Board . . . Its usefulness is near
the zero mark with the thermometer still dropping, indicating,
if possible, less consideration than ever . .. The only bright
light on the horizon is the possibility of the enactment of the
new Railroad Labor Act.”

Opposition to the Howell-Barkley Bill had, however, arisen
in Congress. President Coolidge suggested that the represent-
atives of the railroads and the labor organizations try to reach
an agreement on the principles involved. Subsequent negotia-
tions between representatives of the railroads and the
Brotherhoods resulted in a redrafted bill introduced in Con-
gress in January, 1926, and finally enacted into law as the
Railway Labor Act of 1926 in May.

The new law repealed Title III of the Transportation Act
of 1920 and abolished the United States Railroad Labor
Board. It established instead a Board of Mediation consisting
of five members to mediate unsettled disputes at the request
of either party or on the Board’s own initiative, and provided
for the arbitration of disputes by voluntary agreement. In
the event any dispute threatened substantially to interrupt
interstate commerce, the act authorized the appointment of
an Emergency Board by the President of the United States
to make an investigation and render its report to the Presi-
dent within 30 days after its creation.

The act emphasized the principle that it would be the duty
of the carriers and their employes to make and maintain
agreements covering wages and working conditions, and
declared the right of the employes to organize and seleet their
representatives “without interference, influence, or coercion
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exercised by either party over the self-organization or desig-
nation of representatives by the other.”

“This law is the result of an agreement between the Stand-
ard Railroad Labor Organizations and a great majority of the
Railway Managements,” President Fljozdal said. “It is the
first time in history that both sides appeared before Congress
and agreed upon labor legislation. It can be made to serve
the mutual interests of both sides if honestly and fairly
applied, and that is the intention of the Brotherhood of Main-
tenance of Way Employes.”

The railroad labor organizations placed great faith in the
new act to bring relief from the oppressive conditions that
had grown up under the administration of the Railroad Labor
Board; and over a period of twenty-eight years the Act, as
subsequently amended, has provided an important and effec-
tive means of settling collective-bargaining disputes on the
railroads. But the Brotherhoods soon found that the Act of

The first of these was the failure of the language of the

Act to place a complete ban on company unions, as the
1926 contained two major defects.
Brotherhoods had anticipated. The Act also provided for the
establishment by agreement of Boards of Adjustment on a
national, regional, or system basis to settle disputes arising
out of existing agreements; but it contained no provision to
enforce the obligation to create these boards. This proved
to be another serious defect in the law.

The carriers had refused to agree to national adjustment
boards and the employes objected to system boards. Where
system boards were subsequently established, they proved to
be ineffective. The Brotherhood adopted the policy of attempt-
ing to form regional boards of adjustment, which seemed to
be the only compromise. The carriers, however, adhered to
their policy of insisting on the establishment of a system
board for each individual railroad, and eventunally the situa-
tion became almost completely stalemated. Inasmuch as sys-
tem boards were invariably made up of representatives of
the railroad and the employes on a particular system, they
could be little more effective than system conference commit-
tees. Thus the employes found that they were without an
impartial tribunal to which unsettled grievances could be
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appealed for decision. Unsatisfactory compromises on griev-
ances were the only solution in many instances.

The immediate problem before the Brotherhood following
the passage of the Railway Labor Act was the long-overdue
improvement of wage rates in the maintenance of way depart-
ment. Before it ceased to exist, the Labor Board in Decision
No. 4197, had remanded to the interested parties the wage
disputes that had been pending before the Board for months.
It became necessary, therefore, that these disputes be prog-
ressed under the new law, and General Chairmen on proper-
ties where disputes had been remanded by the Board’s decision
immediately reopened negotiations with their managements.
On roads not covered by Decision No. 4197, requests were
filed with the management for wage increases of approxi-
mately 5¢ an hour.

Maintenance of way workers held high hopes of obtaining
fair play under the new law. Certain it is that they had dis-
played the utmost patience during the long unfruitful years
of trying to obtain relief from the Labor Board. But the rail-
roads continued to resist any movements to increase wages,
and many railroad workers had not yet realized that a strong
organization is the only sure method of obtaining improved
conditions under any law or in any given set of circumstances.

The success of the railroad Brotherhoods in securing the
passage of the Railway Labor Act emphasized the advantages
of unified action, and in May, 1926, the chief executives of
the railway labor organizations formed the Railway Labor
Executives’ Association “for the purpose of cooperative action
to obtain and develop consistent interpretations and utilization
of the Railway Labor Act, and for other purposes affecting
the labor activities of the associated organizations.” The
chief executives of the Brotherhood have maintained continu-
ous association with this organization since that time.

The heads of four of the five engine and train service or-
ganizations (the engineers, the firemen and enginemen, the
conductors, the trainmen, and the switchmen), often called
the “operating employes,” later withdrew from the associa-
tion: the Brotherhood of Railroad Trainmen in 1937, the
Brotherhood of Locomotive Engineers in 1942, and both the
Brotherhood of Locomotive Firemen and Enginemen and the
Order of Railway Conductors in 1950. The Firemen and En-
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ginemen re-affiliated with the R.L.E.A. effective January 1,
1955. With the exception of the Firemen and Enginemen
and the Switchmen’s Union of North America from the oper-
ating group of railroad Brotherhoods, the association is now
composed of the chief executives of organizations in the “non-
operating” 1 group.

Meanwhile, the Brotherhood had closed out another of the
ventures of the Barker regime. The 1925 convention had
instructed that a survey be made to determine the advigability
of developing the site purchased at Columbia and Clifford
Streets in Detroit for the erection of an office building. An
investigation revealed that the erection of the proposed build-
ing would not be feasible, and the property was sold. The
Brotherhood suffered a net loss in this transaction of more
than $153,000.00.

By this time, another serious problem which has since
become of deep concern to both the railroads and their em-
ployes had arisen. The post-war years witnessed a substan-
tial increase in the number of highway buses and trucks in
use, and on July 27, 1926, the Interstate Commerce Commis-
sion began an investigation “into and concerning the opera-

1 Non-operating employes may be defined as those not engaged in the
actual operation of trains: maintenance of way employes, clerks, shop
employes, signalmen, telegraphers, ete.

In 1955 the following organizations were affiliated with the Railway
Labor Executives’ Association:

Brotherhood of Locomotive Firemen and Enginemen

Switchmen’s Union of North America

Order of Railroad Telegraphers

American Train Dispatchers’ Association

Railway Employes’ Department, A. F. of L.

International Association of Machinists

International Brotherhood of Boilermakers, Iron Ship Builders, Black-

smiths, Forgers and Helpers

Sheet Metal Workers’ International Association

International Brotherhood of Electrical Workers

Brotherhood Railway Carmen of America

International Brotherhood of Firemen & Oilers

Brotherhood of Railroad Signalmen of America

Brotherhood of Railway and Steamship Clerks, Freight Handlers,

Express and Station Employes

Brotherhood of Maintenance of Way Employes

National Organization Masters, Mates & Pilots of America

International Longshoremen’s Association

National Marine Engineers’ Beneficial Association

Hotel & Restaurant Employes and Bartenders International Union

Railroad Yardmasters of America

Brotherhood of Sleeping Car Porters
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tion of motor buses and motor trucks by or in connection or
competition with common carriers subject to the Interstate
Commerce Act.” Thus began the history of one of the various
forms of competing transportation, subsidized either directly
or indirectly from public funds, that have gradually whittled
away much of the railroads’ most lucrative passenger and
freight business and have caused the abolishment of the jobs
of many railroad workers.

" The advantageous position reached by highway truck lines
in the transportation field has been due to their being per-
mitted to use roads and highways built and maintained at
public expense. The railroads, on the other hand, built their
own right of ways and maintain them without public subsidy.
Much has been said about the land grants to the railroads by
the Federal government in the early days of railroad construec-
tion; but statistics show that the free transportation they
were required to furnish to the government as a result of
these land grants far exceeded the original value of the
grants. Another competitive advantage enjoyed by highway
truckers is their ability to pick and choose the cream of freight
traffic. Thus the railroads, transporting all types of freight
as a true common carrier, receive on the average far less
revenue than do truck lines for each ton of freight hauled.

The extent to which competing forms of transportation
have encroached on the business of the railroads since 19380
is shown by the following table from the “Yearbook of Rail-
road Information—1954 Edition”:

DISTRIBUTION OF COMMERCIAL TRAFFIC IN THE UNITED STATES*
MILLIONS OF FREIGHT TON-MILES

o O % of o of Y% of
Total Total Total Total
19534 1953d 1944 1944 1940 1940 1930 1930
Steam Railroads a. . 614,000 52.5 745,673 69.4 878,362 62.0 388,500 75.0
Great Lakes b.. 115,000 9.8 105,620 9.8 87,6983 14.83 71,000 13.7
Rivers and Cana 70,000 6.0 31,38 2.9 22,412 3.7 9,087 1.8
Motor Trucks . .. 200,000 17.1 58,047 5.4 62,007 10.2 20,345 3.8
Oil Pipe Lines.... ... - 170,000 14.5 132,864 12.4 59,277 9.7 27,900 5.4
Electric Railroads ... 1,000 0.1 » 0.1 849 0.1 1,148 0.2
Ajrlines .. e 450 — L — 14 — 4 —
Total e . 1,170,450 100.0 1,074,899 100.0 610,504 100.0 617,984 100.0
"MILLIONS OF PASSENGER MILES
Steamr Railroads ... 31,800 45.9 95,663 74.2 23,816 645 26,876 68.5
Electric Interurban ... 650 0.9 2,042 1.6 950 2.6 2,400 6.1
Inland Waterways ¢ 1,500 2.2 2,187 1.7 1,317 3.6 2,800 7.2
Busges ... 20,600 29.6 26,920 20.8 9,800 26.5 7,080 18.0
Airlines .. 14,800 214 2,178 1.7 1,062 2. 78 0.2
Total .. 69,260 100.0 128,990 100.0 36,936 100.0 39,229 100.

* Includes intercity freight traffic by private as well as contract and common carriers,
except coastwise and intercoastal traffic. a—Includes Mail and Express. b—TU.S. domestic
traffic only. c—Includes Great Lakes. d—Estimated by Association of American Railroads.

Source: Interstate Commerce Commission; Public Roads Administration; Office of
Chief of Engineers, U.S. Army; Civil Aeronautics Board; and others.
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By the latter part of 1926, the movement to obtain higher
wage rates had been successful on various roads in the United
States. In Canada, a new schedule effective January 16, 1927,
granted wage increases approximating 2¢ and 8¢ an hour to
all classes of maintenance of way workers.

The movement to obtain higher wages continued into 1927,
and early in the year the Brotherhood won a gratifying vote
of confidence from maintenance of way workers on the Boston
& Maine Railroad. At a wage conference, the management
had questioned the authority of the committee to represent the
men. A secret ballot issued by the carrier was tabulated by
representatives of the company and the Brotherhood on March
1, 1927, Ninety-eight per cent of the men voted for the
Brotherhood over a company union.

Wage negotiations begun in 1926 under the Railway Labor
Act had now reached the final stage on several roads. On
May 16, 1927, the Brotherhood’s first arbitration proceedings
under the new law began at Louisville, Kentucky, on the re-
quest of maintenance of way employes of the Louisville &
Nashville Railroad for a wage increase. The hourly rates of
track laborers on that road ranged from 26¢ to 38¢ an hour
and averaged 30.52¢. ’

Vice President T. C. Carroll, later to become President of
the Brotherhood, served as the employes’ representative on
the Arbitration Board. A number of maintenance of way
workers and the wives of some workers testified before the
Board as to the substandard conditions under which they lived
because of the low wages paid by the company.

The majority report of the Board, rendered after several
weeks of testimony, granted an increase of $6.00 a month to
foremen and from 1¢ to 8¢ an hour to other classes. In an
opinion accompanying the award, Carroll said that he had
concurred with the public member of the Board in this wholly
inadequate award with great reluctance as the only means of
securing some measure of relief for the workers.

Similar arbitration proceedings on the Chicago & North-
western System began on July 8, 1927, before a six-man board
which rendered a wage-increase award on August 15.

The struggle of the railroad Brotherhoods against company
unions received substantial legal support when a Federal judge
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in Texas ordered the Texas & New Orleans Railroad Company
to refrain from having “their officers, servants and agents”
attempt to dictate to their clerical forces the form of organ-
ization they should have.

The adverse effects of the activities of company unions and
rival organizations, and the demoralization that had infected
the membership in 1921 and 1922, had not yet been fully over-
come. Nevertheless, the membership had become impregnated
with a stability that reflected the patient optimism and sound-
ness of Fljozdal’s policies. He well knew that the maintaining
of a sound organization on each system was a prime requisite
in building for the future. In the face of opposition from
some quarters, he insisted that Grand Lodge lend financial
assistance to system divisions that had become moribund until
they could be rehabilitated. The wisdom of this policy during
these critical years became more and more apparent as time
passed.

The dangers of disorganization were being forcibly im-
pressed on maintenance of way workers by the reaction of
the management on roads where the membership had fallen
to a dangerously low point. Representatives of the Brother-
hood had been withdrawn from one southeastern road because
of lack of membership. In the early part of 1927, a road-
master on that system issued instructions ordering a 5¢-an-
hour wage cut for track laborers. The men had said they
could not afford to pay dues; but the wage cut amounted to
approximately seven times the quarterly dues they would
have paid to the Brotherhood for protection against just such
a contingency.

The November, 1927, issue of the “Journal” editorially
flayed the continued efforts of some railroad managements to
establish company unions under the Railway Labor Act of
1926. “That the employes have consistently lived up to the
letter and spirit of the Act cannot be denied,” the “Journal”
said. “That some railroads have flagrantly violated both is
also a fact.

“The principal underlying cause for the existence of a
‘Company Union’ on any railroad, where the employes already
have a voluntary organization of their own, is the desire of
the management to prevent wage increases and check any
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expression of independence in the breasts of the men con-
cerned. Such actions, which includes coercion and intimida-
tion will never result in harmonious relations between em-
ployes and employers.”

To settle a representation dispute in Canada with the Order
of Railroad Telegraphers, the Brotherhood relinquished the
right, effective December 1, 1927, to represent towermen or
levermen operating switches or signals at railroad inter-
sections.

Although nothing of a spectacular nature had been achieved
by the Brotherhood during 1927, the year had been a period
of steady accomplishment. “In looking back over the twelve
months ending November 1,” President Fljozdal said in
December, 1927, “we can truly say that it has been a year
of progress and advancement for our organization. . . . This
period has seen more money added to the wages of our men
than in any other year since the issuance of Decision No. 2
by the United States Railroad Labor Board in 1921.”

When the twenty-third regular convention met in Detroit,
Michigan, beginning September 10, 1928, it was apparent that
the Brotherhood had reached a comparative state of maturity
and had established a plateau of stability from which to carry
on its future activities. The total paid-up membership had
changed little since the 1925 convention. During the three-
year period, almost 100,000 new or delinquent members had
been enrolled, but this potential gain had been canceled
by an approximately equal number of members who became
delinquent.

“I have repeatedly pointed out,” Secretary-Treasurer Milli-
man said in his report to the convention, “that we cannot
expect to make very material net gains in our membership
strength until we can devise ways and means of reducing
our membership turnover. . . . We experienced a turnover of
over 150 per cent during the last three year period.”

He emphasized, however, that during the last fiscal year
the number of new and reinstated members had substantially
exceeded the number who had become delinquent, a trend
that if continued would aid materially in increasing the
strength of the Brotherhood. One of the more serious factors
contributing to the heavy turnover in membership was the
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instability of employment in the maintenance of way depart-
ment. The Brotherhood’s membership records reflected the
heavy turnover in the railroads’ labor force resulting from
their general policy of reducing forces during the winter and
increasing them during the summer. Many workers went
from job to job as forces were reduced or increased.

In a detailed report to the convention, President Fljozdal
outlined many of the problems and the accomplishments of
the Brotherhood. Of fifteen rival organizations in the field
since 1921, six were still active: The Canadian Brotherhood
of Railway Employes, the Brotherhood of Railroad Bridge
and Building Mechanics and Helpers, the United Railway
Track Laborers’ Association, the American Federation of
Railway Workers, the Pennsylvania System Fraternity, and
the Track Foremen’s Association of America (established on
the New York, New Haven & Hartford Railroad before the
Brotherhood started organizing the men on that system).

Of twenty-nine company unions formed since 1921, nine-
teen still remained in existence. Where the records were com-
plete, they indicated, Fljozdal pointed out, that railroad man-
agements had taken an active part in promoting and estab-
lishing company unions. In one instance, a carrier failed to
act in good faith under the Railway Labor Act and delayed a
wage increase request for two years. When the employes be-
came thoroughly disheartened, the carrier sent its officials
over the road to enroll the men in a company union. It was
found, too, that former representatives of the Brotherhood
had been actively engaged in supporting three of the twenty-
nine company unions and eight of the fifteen rival organ-
izations.

In trying to regain representation rights on systems where
company unions had been established, Fljozdal found himself
in much the same predicament that confronted John T. Wilson
in his attempts to gain recognition for the Brotherhood some
thirty or forty years before, with this difference: In the early
days, railroad managements had been openly hostile to the
organization; now they tried to hide their opposition behind
the pseudo-respectability of company unions. Moreover, fear
on the part of the men of reprisals by the company and their
general inertia toward change were difficult obstacles to
overcome.
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Numerous jurisdictional disputes had been handled by the
Brotherhood, the report outlined, many of them involving
controversies with the firemen and oilers over the representa-
tion of shop laborers. Other disputes had been handled with
certain shop craft organizations, the telegraphers, the signal-
men, and the carpenters and joiners.

One of the major objectives of the Fljozdal administration
had been to secure the time and one-half rate for work
performed on Sundays and holidays and after the eighth hour
of service. Fljozdal reported that 162 railroad units grouped
under 69 major systems in the United States were then paying
the penalty rate for Sunday and holiday work. In refusing
to pay the penalty rate after eight hours’ work, the railroads
were discriminating against maintenance of way workers, he
asserted. Practically all other groups of railroad workers in
the United States then enjoyed this condition of employment.
Canadian maintenance of way workers, however, were more
fortunate. They received the time and one-half rate both for
work performed on Sundays and holidays and after eight
hours.

Since the 1925 convention, Fljozdal reported, the Brotherhood
had secured wage increases on practically the entire railroad
mileage in Canada and on 104 railroads in the United States.
The following selected figures from a detailed wage analysis
showed the modest but continued upward trend in earnings
in the United States:

Average Earnings

October, 1922 October, 1927
Bridge and building
foremen $163.00 per mo. $174.00 per mo.
Section foremen 118.00 per mo. 129.00 per mo.
Bridge and building :
carpenters 568 per hr. .621 per hr.
Section men 329 per hr. .359 per hr.

The convention voted to return to the practice of issuing
serially-numbered dues receipts in place of the dues stamps
used since the 1922 convention. It adopted resolutions approv-
ing the principle of the five-day week with no reduction in
pay, requesting that a movement be started to obtain time
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and one-half pay after eight hours’ work, and condemning
company unions and the use of court injunctions in labor
disputes.

Reductions in force and the lengthening of sections had
become perennial problems. The convention directed the
Grand President to take the necessary steps to try to secure
legislation regulating the length of sections and the number
of men to be employed in a gang. (Later attempts at various
times to secure this legislation both nationally and on a state
level proved unsuccessful).

The delegates unanimously re-elected President Fljozdal
and Secretary-Treasurer Milliman.

The convention had decided that future movements for
wage increases and rules revisions should be handled on a
regional basis in an effort to establish more uniform wages
and working conditions. At a meeting in Chicago, Illinois,
in November, 1928, an International Association of Grand
Lodge and System Officers and Regional Associations of Sys-
tem Officers were formed. Although associations of this kind
had functioned in the past, the constitution now officially
sanctioned their creation.

The Regional Associations elected a National Committee
of twelve members, three from each of four regions in the
United States (northwestern, northeastern, southwestern, and
southeastern), and instructed the committee to meet to con-
sider future policies toward the unification of rules and to
make recommendations to the Regional Associations on var-
ious issues as they developed.

The fifth region comprised all the railways in Canada, the
Central Committee in Canada corresponding to the Regional
Associations in the United States. Members of the Central
Committee are system officers from railways in Canada. The
President of the Brotherhood assigns a Vice President to
assist the Committee. The Central Committee negotiates with
the railways in Canada on a national level agreements
covering wages and working conditions (a national agreement
has been in effect on Canadian railways since 1919), and
renders official interpretations on the rules of such agreements.

Meantime, a record number of voters had cast their ballots
in the 1928 election, and the Republican nominee, Herbert
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Hoover, had been elected President of the United States over
his Democratic opponent, Governor Alfred E. Smith of New
York. The Republicans had been continued in power prin-
cipally on the strength of an unprecedented business pros-
perity that had followed the recession of the early 1920’s.
The net railway operating income of Class I railroads in the
United States, for example, climbed from $600 million in 1921
to $1.2 billion (approximately double) in 1929.

Wage earners, however, did not share fully in this pros-
perity. Millions of workers were earning far less than the
minimum standard set up by the Federal Bureau of Labor
Statistics as necessary to maintain the average family in health
and comfort. In this period of phenomenal business success,
the average straight-time hourly earnings of maintenance of
way workers on Class I railroads in the United States increased
from 89.5¢ in 1922 to only 41.9¢ in 1929. They earned an
average of $996.39 in 1922 and $1,062.73 in 1929. The earn-
ings of maintenance of way workers in the lower-paid groups
were well below this average figure. A decrease in the cost
of living from the high point reached in 1920 had, however,
furnished some relief from the standpoint of real wages.

As the year 1928 closed, business counted its swollen
profits. The sobering voices of the few who counseled re-
straint and a curtailment of the unprecedented stock market
speculation, were lost in the din of prophecies that reflected
glowing optimism, and there was little indication of the
financial catastrophe to follow. It was clear to many then as
it is now, however, that a prosperity founded on the false
principle of large profits and financial inflation, which ignores
the inadequacy of the purchasing power of the worker and
the consumer, cannot last.

Eleven months later and during the years of the severe
depression of the 1930’s, this economic truth was impressed
upon the nation with a forcefulness that should not soon be
forgotten. For the time being, however, the nation’s economic
ship continued to sail the treacherous seas of high business
profits, over-expanded credit, a seriously high rate of unem-
ployment, inadequate income for wage earners and farmers,
and wild financial speculation.

After more than two years of operation under the Raijlway
Labor Act, the National Railroad Mediation Board frankly
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admitted that the refusal of the carriers to agree to the
establishment of national or regional boards of adjustment
to decide unsettled grievances had practically nullified an
important feature of the act. 'The need for adequate boards
of adjustment was one of the important issues discussed at
a meeting of the Railway Labor Executives’ Association in
early February, 1929.

A plan to foster greater cooperation between railway man-
agements and the Brotherhood had long been on the organ-
ization’s agenda. The first step toward this goal took place
in Canada when the Canadian National Railways accepted
President Fljozdal’s offer of a cooperative agreement. This
agreement was patterned after a similar understanding, in
effect since 1925, between the railway and its shopmen. In
recognition of the mutuality of interests between employer
and employe, representatives of the Brotherhood and the
railway agreed to accept each other’s help in the solution of
the problems of each and the furtherance of their legitimate
aims and tasks.

This arrangement implied full cooperation by the Brother-
hood with the management in maintaining the safety of its
right of way and structures and the improvement of its trans-
portation service to the public. At the conferences, such
important subjects as stabilization of employment, first aid,
safety first, fire protection, and education were discussed.

To conform with the policy adopted by the 1928 convention
and the action taken by the International Association and the
Regional Associations, on March 25, 1929, the General Chair-
men in each region in the United States made request on their
respective managements for a general and uniform revision
of rules, including time and one-half after eight hours of
service.

In early April, the Railway Labor Executives’ Agsociation
decided on a program to amend the Railway Labor Act to
provide means for definitely enforcing the right of employes
to bargain collectively with the railroads through represent-
atives of their own choice, to require the creation of adjust-
ment boards to decide grievances, and to strengthen other
weaknesses in the act of a less major nature that had become
apparent since its passage. The Association also took action
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toward protecting the interests of employes in the consolida-
tion of railroads (which was being advocated in some quar-
ters), and to bring about the stabilization of the employment
of railroad workers.

By early summer, movements in the United States to obtain
improved rules governing working conditions and an increase
in pay were well under way. In Canada. direct negotiations
between the Central Committee and the Railway Association
of Canada resulted in a general wage increase for all classes
of maintenance of way workers. The increases, ranging from
1¢ to 5¢ an hour, and probably averaging about 34 an hour
for all employes, became effective June 1, 1929. Rules changes
agreed upon earlier in the year granted section and bridge
and building foremen in Canada full pay for holidays and gave
monthly-rated employes two weeks’ leave of absence annually
with pay after four years’ service.

And at last the railway labor organizations were beginning
to win out in their long fight against company unions. In
unmistakable language, a United States Cireuit Court of
Appeals sustained the injunction granted by a Federal judge
in Texas outlawing the company union of railway clerks on
the Texas & New Orleans Railroad.

As the fall of 1929 approached, agreements had been reached
on various roads in the United States granting increases in
wages and the time and one-half rate after eight hours’ work.
But progress had not been favorable on all roads. Effective
at 8:00 p.m., November 13, 1929, the Brotherhood joined with
other railroad labor organizations in calling a strike on the
Toledo, Peoria & Western Railway because of the failure of
the carrier to meet with the representatives of the employes
on requested wage increases, revisions of rules agreements,
and pending grievances. The adamant attitude of the man-
agement in refusing to negotiate with the committees rep-
resenting the employes had existed since 1925.

By this time, the highly-inflated bubble of the nation’s
economy had burst. On October 24, 1929, and again on
October 29, the stock market crashed with staggering losses
to speculators and investors. By November 18, the debacle
was complete, and in the wake of this colossal financial liquida-
tion the nation began the descent into the abyss of the great
business depression of the 1930°s.
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NE of the most serious of the nation’s mistakes during

O the early months of the depression was the failure to

recognize that the stock market crash was a symptom

of economic disease and not an isolated incident. On all sides,

optimistic and complacent prophecies promised an early fi-

nancial recovery and a return of continuing prosperity. Few
persons saw the dismal years ahead.

By the end of 1930, however, the seriousness of the eco-
nomic situation, both in the United States and in Canada,
had become acutely apparent. The net railway operating in-
come of Class I railroads in the United States had dropped
from an all-time high of $1.2 billion in 1929 to $868 million
in 1980, the smallest since 1922. Freight business was at the
lowest point in eight years, and passenger business was less
than at any time since 1906. '

This sharp drop in railroad income reflected itself in drastic
force reductions by the carriers. The average number of main-
tenance of way employes in railroad service dropped more than
60,000 from 1929 to 1930 (and more than 200,000, approxi-
mately one-half, from 1929 to 1933, when the low point of the
depression was reached). The Brotherhood had enrolled 23,000
new members in 1929 and had the largest membership in
years. Its goal of a further substantial increase in member-
ship, however, became a lost hope as the railroads slashed
their forces.

187



NN TT] » [N IT770]

HISTORY OF BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYES

Railroad workers viewed, too, with some apprehension the
agitation that had arisen to effect economies in the railroad
industry by consolidating systems and facilities, particularly
the disastrous effect this would have on an already heavy loss
of jobs through force reductions.

The American Federation of Labor estimated that the in-
come of workers in the United States had declined by more
than $6 billion during 1930, that in excess of 5 million wage
earners were without employment at the end of the year, and
that millions of other workers had only part-time employment.

The unemployment situation had become a grave problem
in Canada also, in spite of the fact that relief work totaling
more than $50 million had been approved by the Minister of
Labour acting in accordance with the program adopted by a
special session of Parliament.

Faced with this critical business decline, any plans of the
railroad labor organizations for improving the conditions of
their members had of necessity to be postponed. As the eco-
nomic structure of the nation crumbled, the program of labor
unions became one of preserving jobs and rates of pay rather
than improving job conditions.

Early in 1930, President Hoover conferred a distinet honor
on President Fljozdal in appointing him as one of a five-
member Good Will Commission to represent the United States
at the celebration of the 1000th anniversary of the Althing
(or parliament) of Iceland, the oldest democratic institution
of its kind on record, which was held in the summer.

The strike on the Toledo, Peoria & Western Railroad was
terminated by an agreement signed with the carrier by the
cooperating Brotherhoods on July 25, 1930. Every effort of
the unions, including the services of a government mediator,
had failed to bring about an acceptable settlement. It had
become apparent that a continuation of the strike would not
influence or compel a settlement. Little of a tangible nature was
obtained in the agreement settling the strike beyond provi-
sions governing the re-employment of strikers by the com-
pany, although the company did agree that “the principle of
making contracts with the representatives of the majority of
the employes in service in a given class shall be regarded as
the sound basis for collective bargaining.”
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The annual meeting of Grand Lodge and system officers,
held in November, 1930, gave serious consideration to the
problems confronting railroad workers because of heavy force
reductions. And for three days during December, members of
the Railway Labor Executives’ Association met to discuss
every phase of the unemployment situation. The Association
unanimously adopted a joint program calling for a shorter
work-day, a shorter work-week, both without reduction in pay,
and relief from instability of employment on the railroads.

The Association also recognized the inroads being made on
railroad employment by competing forms of transportation,
and approved a program to bring about greater regulation of
highway buses and trucks, pipe lines, and waterways to elimi-
nate unfair competition with the railroad industry.

The business recession continued on into 1931, and by the
end of the year almost 8 million persons were unemployed in
the United States. The net railway operating income of Class I
railroads in the United States shrank still further from $868
million in 1930 to $525 million in 1931. The number of railroad
workers who had thus far lost their jobs exceeded 400,000.

Old-age benefits, unemployment insurance, and a reduction
in the work week without a reduction in pay were being
strongly advocated as a necessary means of checking the de-
bilitating effects of the depression. President Green of the
American Federation of Labor urged the inauguration of a
shorter work week and requested that President Hoover call
a national industrial conference to seek a remedy for the un-
employment crisis. Labor insisted that only an increase in
purchasing power could check the economic chaos, and pledged
itself to resist all attempts to reduce wages.

When, therefore, the 24th regular convention of Grand
Lodge met in Toronto, Ontario, Canada, beginning September
14, 1931, a broad outline of the problems facing the Brother-
hood and its membership had already been etched on the
agenda of the convention by the necessities of the economie
reverses in both the United States and Canada.

“It is only stating a well-known fact when we say that the
United States and Canada are now facing a severe business
depression,” President Fljozdal told the delegates. “In the
latter months of 1929, following the historical stock market
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crash, the economic conditions of our two countries became
upset and we are now in the throes of a world-wide depression.

“More than six million workers were idle in the United
States during the past summer and millions more were work-
ing only part time. Similar unemployment conditions prevail
in Canada. Banks have closed at an alarming rate, factories
have closed or reduced operations, charitable resources have
been overtaxed, employers, workers and farmers have suffered
serious setbacks, and our captains of industry have appeared
unable to meet and adjust conditions.

“. .. We still have our farm lands, our factories, our rail-
roads, our natural wealth, our working population, our same
needs and desires—and yet unemployment and suffering is
general. Wise men discuss existing problems, scholarly ora-
tions are made, the wage-earner is overwhelmed with sym-
pathy for today and with promises for tomorrow, but con-
ditions remain bad.

“Regardless of all the mass of reasons, excuses and pre-
tended solutions presented during the past two years, our
Brotherhood takes the stand that . .. a more equal division
and distribution of the products of industry must be conceded
before permanent economic security can be enjoyed.”

The convention adopted a resolution denouncing the ten-
dency of employers in the United States and Canada to cut
wages and urging vigorous resistance to any attempt of rail-
way managements to reduce the already inadequate wages of
maintenance of way workers.

Tt also adopted a resolution favoring a five-day week with
no reduction in pay from the six-day basis, took action favor-
ing a Federal old-age pension law, pledged itself to renewed
activity in placing men in state and national legislative bodies
who are friendly to labor, declared itself in favor of greater
stability of employment and union-management cooperation,
and condemned company unions. It also went on record as
favoring a more reasonable regulation and taxation of motor
buses and trucks to place them on a fairer competitive basis
with the railroad industry.

Before the severity of the depression halted the movement,
Fljozdal reported, the Brotherhood had been able to obtain the
time and one-half rate after eight hours’ work on 28 Class I
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roads in the United States, with a mileage of 48,5657 (20 per
cent of the total Class I mileage in the United States), and on
two Class II roads and one switching and terminal company.
Practically all roads in Canada then paid the penalty rate after
eight hours of service; thus the Brotherhood had obtained this
concession on a total of 85,858 miles of line in the two
countries.

In spite of the depression, the Brotherhood had been able
o secure wage increases on 55 roads since the 1928 convention
for a part or all of the classes represented, he said. It is
obvious, however, that these increases were obtained before
the carriers had felt the full force of the depression.

Strangely enough, the membership of the Brotherhood had
increased by approximately 2,800 since the 1928 convention in
spite of the heavy force reductions made by the railroads. This

was a strong indication that maintenance of way workers felt

the need for the protection of the organization during the crit-
ical years of the depression.

The convention re-elected President Fljozdal and Secretary-
Treasurer Milliman unanimously.

In view of the declining revenues of the carriers, it was
inevitable that sooner or later they would seek a further re-
duction in expenses in addition to the retrenchment that had
already been made through force reductions. Late in 1931,
the railroads in the United States opened informal negotia-
tions with the chief executives of the railroad Brotherhoods
on the carriers’ proposal for a 15 per cent wage cut.

The Grand Lodge officers and General Chairmen of the
Brotherhood met in Chicago on December 9, 1931, to discuss
the situation. It is estimated that 2,000 men attended, the
largest gathering of the representatives of railroad workers
that had ever been held in this country. It was clearly evident
that a crisis in the affairs of the railroads and their employes
had been reached, and the Brotherhoods authorized their chief
executives to negotiate to a conclusion with a committee rep-
resenting the railroads the issues of unemployment and wages.

Tormal conferences between nine railroad presidents and
the chiefs of the railroad Brotherhoods began on January 14,
1932. The carriers’ request for a 15 per cent reduction in
wages was withdrawn when the committees reached an agree-
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ment that effective February 1, 1932, and continuing until
January 31, 1988, 10 per cent would be deducted from the
pay check of each employe. Basic wage rates were not to be
affected, and the railroads agreed to make an earnest and sym-
pathetic effort to maintain and increase railroad employment.

The unions agreed to this wage deduction because of the
seriousness of economic conditions in the nation and with the
hope that their action would help to relieve the critical dis-
tress of unemployment on the railroads. As the nation con-
tinued to slide deeper into the depression, however, little was
done by the railroads toward increasing employment.

A rather dramatic sidelight to these negotiations occurred
several weeks before the formal conferences began. Earlier in
the year, the Chicago & Northwestern Railroad had notified
its assistant foremen and trackmen that their wages would be
reduced 10 per cent. The Brotherhood protested this action.
When mediation failed, the organization agreed to arbitrate
but the railroad company refused and put the reduction in
effect December 7, 1931.

On the day before Christmas, President Fljozdal and Presi-
dent Fred W. Sargent of the C. & N. W. met across the con-
ference table, and Fljozdal pleaded with the latter to rescind
this action. As a result of this personal plea, President Sar-
gent recalled the wage reduction order that had gone into
effect on December 7.

One very important outgrowth of the 1932 wage-deduction
negotiations was the establishment of a pattern of national
handling which has been followed since that time in general
movements concerning wages and working conditions affect-
ing all carriers.

The depression continued unabated through 1932. The de-
cline in living costs as business stagnated was more than offset
by wage cuts and part-time employment. The number of un-
employed persons in the United States had increased to more
than 12 million by the end of 1932, and approximately 188,000
maintenance of way workers had lost their jobs. But mere sta-
tistics do not reveal the whole picture. The short work-week
had become prevalent and thousands of maintenance of way
workers had only two, three, or four days of work each week.
Their earnings were hardly above the level of destitution.
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Thus far little of a direct nature had been done by the Federal
government to relieve the dire situation among unemployed
and partially-employed workers.

Conditions had become critical in Canada, too, and on March
5, 1932, the Railway Association of Canada served notice on
the Central Committee of the Brotherhood of the wish of the
railways to reduce wages by 10 per cent. On April 8, 1932,
an agreement was reached that beginning May 1, 1932, a 10
per cent deduction would be made from the wages of Canadian
maintenance of way workers. The agreement was to remain in
effect until April 30, 1983, and continue thereafter subject to
change on thirty days’ notice. The other railway labor organ-
izations in Canada had previously agreed to a similar deduction
from wages.

Old-age benefits had been advocated as one of the means of
easing the effects of the depression, and early in 1932 a bill
to provide a retirement system for railroad workers, sponsored
by the twenty-one standard railroad labor organizations, was
introduced in Congress. Sentiment in favor of social insurance
plans had not as yet crystallized sufficiently, however, and the
necessary support for the bill could not be mustered.

The railroad labor organizations were also vitally interested
in a bill pending in Congress to regulate bus and truck traffic.
“The 21 Standard Railroad Labor Organizations are pledged,
by convention action, to support legislation for the regulation
of bus and truck transportation in all forms,” said a joint
statement issued by the Brotherhoods.

“Ag railroad employes, having had years of experience, we
are convinced that the railroads of the country can give service
equal to that furnished by any other form of transportation

. . if the other forms of transportation are regulated to the
same degree as are the railroads. . . . We know of no reason
why forms of transportation competing with the railroad
should not be regulated in the same manner.”

- On June 22, 1932, the Railway Labor Executives’ Associa-
tion issued an appeal to Congress not to adjourn in July, as
was contemplated. “Adequate measures to relieve destitution,
to increase employment and to safeguard the future have not
been enacted and cannot be developed to meet the grave emer-
gencies of the next few months unless Congress stays on the
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job,” the Association said. But the important November elec-
tions were in the offing, and in spite of the unprecedented
economic crisis in which the nation was then enveloped, Con-
gress adjourned on July 16 until December 5, 1932.

Meanwhile, the financial condition of the railroads grew
steadily worse. The net railway operating income of Class I
carriers in the United States declined from $525 million in
1931 to $326 million in 1932. (The term “net railway operating
income” refers only to income from operations. Many carriers
suffered deficits during the depression years after deductions
for fixed charges and other non-operating expenses were
made.) As the carriers sought to retrench, they continued
their heavy force reductions. More than 600,000 railroad
workers had now lost their jobs.

In addition, as the year waned the carriers sought confer-
ences with the chief executives of the railroad Brotherhoods on
a 20 per cent reduction in basic wage rates which the railroads
proposed to put into effect. On December 21, 1932, conference
committees representing the railroads and the Brotherhoods
agreed that the 10 per cent deduction from pay checks sched-
uled to expire January 31, 1938, would be extended until
October 31, 1933, and that neither party could serve notice of
a desire to change this agreement until June 15, 1983. Basic
wage rates were to remain unchanged, and the carriers with~
drew their demand for a wage reduction.

By this time, the 1932 election had become history and the
Democratic nominee, Franklin D. Roosevelt, had been elected
President of the United States by a plurality of more than 7
million votes.

The high point in unemployment was eventually reached in
the spring of 1933, when about 13 million persons were without
jobs. The average number of maintenance of way workers in
railroad service on Class I railroads in the United States
during 1933 was only 199,000 compared to 405,000 in 1929.
For the first time since 1929, however, the net railway operat-
ing revenue of Class I railroads showed an upward trend,
increasing to $474 million during 1988, due to the heavy reduc-
tions in expenses made by the carriers.

Meantime, railroad managements were casting about for still
other ways to reduce expenses. On at least three railroads in

144



NN TT] » [N IT770]

THE GREAT DEPRESSION

the early part of the year, officials asked their employes to
donate ten days’ pay, five days in each of two successive
months. This attempt, however, was soon abandoned.

On June 15, 1933, the carriers in the United States served
notice on their employes for a 2214 per cent reduction in wages
to become effective November 1, 1938, when the 10 per cent
deduction from pay checks expired. In conferences on June
21, 1938, an agreement was reached to extend the 10 per cent
deduction for another eight months until June 30, 1934.

Conditions had also grown worse in Canada, and on June
13, 1933, the Railway Association of Canada served notice of
their wish to make a further reduction in the compensation of
maintenance of way workers. Certain railway crafts in Can-
ada had already been forced to accept a 20 per cent deduction,
and a Conciliation Board hearing a similar case had unani-
mously recommended a 15 per cent deduction for still other
classes. For five months, representatives of the Brotherhood
in Canada opposed this further reduction in pay, but on No-
vember 17, 1933, a tentative agreement, later ratified by the
membership, was entered into providing for a 15 per cent
deduction from wages effective December 1, 1933, and con-
tinuing until November 80, 19384 ; this deduction to be reduced
to 10 per cent on December 1, 1934.

The voters in the United States had rejected the Republican
administration in November, 1982, chiefly because of its fail-
ure to do more to relieve the depressed economic conditions.
Between that time and March, 1983, when President Roose-
velt assumed office, the nation’s banking system collapsed. An
epidemic of bank closings impounded funds of the Brother-
hood throughout the country. Banks in Detroit, Michigan,
were among the first to close their doors, and Grand Lodge
faced a difficult problem in trying to meet its running expenses.
Promptly upon assuming office, President Roosevelt declared
a bank holiday and set in motion sweeping financial and eco-
nomic reforms designed to bring the nation out of the doldrums
of the depression.

Motor, water, and air lines had become serious competitors
of the railroads even before the stock market crash of 1929.
From 1929 to 1933 the freight business of motor carriers
doubled. At the same time, the revenue of the railroads in
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the United States from freight and passenger traffic was cut
in half. The loss of business because of the depression com-
bined with the inroads of its competitors was more than the
railroad industry could stand. Many lines were thrown into
bankruptey.

On June 16, 1933, President Roosevelt signed the Emergency
Railroad Transportation Act, establishing a Federal Coordi-
nator of Transportation to guide the carriers through the
difficult process of reorganization and rehabilitation. The
Railway Labor Executives’ Association succeeded in having
provisions included in the law protecting the interests of
workers in the consolidation of railroad systems or facilities.

The Act also gave substantial help to the Brotherhoods in
their fight against company unions. On September 7, 1933,
Joseph B. Eastman, Federal Coordinator of Transportation,
notified railroad managements that certain acts of the rail-
roads pertaining to labor organizations representing their em-
ployes were illegal under the Act. With his notice he enclosed
a questionnaire concerning company unions to be filled out
and returned. As a result, several railroads soon abandoned
company unions on their lines.

Meanwhile, the National Industrial Recovery Act (popularly
called the NRA) had been passed by Congress in June, 1933,
to stimulate recovery from the depression. Coordinator East-
man suggested that the railroads, who were not covered by the
Act, voluntarily raise the wages of their lower-paid employes
at least to the standards set by NRA.

“To my way of thinking, Mr. Eastman’s [suggestion] is
very timely,” President Fljozdal commented. “It is to be
hoped the railroads will give it the consideration it merits.

“Surely railroads are not doing their part in the recovery
program when they work employes seven days a week while
literally hundreds of men in the same departments are laid off
and begging for work. Or when they pay as low as 10 and
1214 cents an hour for some of their track labor.

“That latter statement seems unbelievable, but it is true.
These conditions exist on many roads where the men are not
under contract. Furthermore, some companies use these low-
paid men to replace men who are members of craft organiza-
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tions and entitled to schedule rates of pay. So far as mainte-
nance of way men are concerned, this is done by laying off
the higher paid men and doing the work with ‘extra gang’
laborers at disgraceful wages.”

There is little evidence that the carriers attempted to comply
with the wage standards of NRA. Two years later (May 27,
1985) the United States Supreme Court declared the NRA
unconstitutional.

The fortunes of maintenance of way workers reached their
lowest ebb during 1933. Hours worked by these employes on
Class I railroads in the United States decreased from 956
million in 1929 to about 874 million in 1933, a reduction of
some 582 million hours. At the same time, their total earnings
fell from $430 million in 1929 to $163 million in 1933, a
difference of $267 million. On December 13, 1933, President
Fljozdal sent a telegram to President Roosevelt appealing to
him for aid in relieving distressing conditions and reading in
part:

“As executive head of the Brotherhood of Maintenance of
Way Employes, I am being overwhelmed with protests from
these railway workers regarding continued force reduction and
further decreases in weekly work periods. . . . Many receive
five and six dollars per week or less and relief from public
welfare agencies is being denied on grounds that they are
employed men. . .. With more than a billion dollars of deferred
maintenance of way work and money available at reasonable
interest rates for the performance of this work we insist there
is no justification for the starvation employment levels being
imposed upon the railway employes in our department. . . .
Immediate relief is essential if unbearable human misery is to
be prevented.”

The telegram met with a sympathetic response from the
President, and he discussed the critical situation in detail
with a committee of Brotherhood representatives. The thought
of endeavoring to place railroad workers under the National
Industrial Recovery Act had been considered, but after later
conferences with the Director and the General Counsel of
NRA, it was decided that this would not be feasible because
of the many complications that would probably arise in
attempting to establish an NRA code for railroad workers.
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Government officials pointed out that a code could not be for-
mulated for one group of employes only but would have to
cover all workers in the railroad industry.

As the year 1934 began, it seemed apparent that the turning
point had been reached and that the nation had at last begun
the long journey over the road to recovery. But the low earn-
ings of many workers were a formidable obstacle in the prog-
ress toward more normal economic conditions. Conditions had
thus far improved little for maintenance of way workers.

“As a result of inadequate wage rates, part time employ-
ment and the 10 per cent wage deduction, thousands of railway
workers are failing to earn sufficient to keep body and soul
together,” Fljozdal said in January, 1934. “. .. On important
Class I railroads thousands are earning less than $10 a week,
from which the railroads deduct 10 per cent. On some prom-
inent roads maintenance of way men are receiving less than
$6 a week. These conditions have grown worse in recent weeks
rather than better. . ..

“On November 15 employment on Class I railroads, accord-
ing to the Interstate Commerce Commission, has dropped
32,588 as compared with the middle of September. The work
period of those remaining in service had likewise been further
reduced. . . . Some of the employes remaining in service are
working as little as two days a week.”

As the year progressed, however, a gradual improvement
in conditions could be noted. By May, 1934, there were 52,000
more employes in maintenance of way service than in March,
1938, the lowest point in employment during the depression,
and the total compensation of maintenance of way workers
had inereased by $5.6 million a month. More men were en-
gaged in maintenance of way work than at any time since the
latter part of 1931, and their total compensation was greater
than for any month since November of that year.

Notwithstanding the severe retrenchments they had made,
the financial plight of many carriers was still serious, and on
February 15, 1934, the railroads in the United States served
notice of their wish to reduce basic rates of pay by 15 per cent
on and after July 1, 1984. The railroad Brotherhoods count-
ered with a request for an increase of 10 per cent in basic
wage rates.

148



NN TT] » [N IT770]

THE GREAT DEPRESSION

While negotiations were in progress during March, President
Roosevelt expressed the wish that the wage-deduction agree-
ment be extended at least six months. On April 26, 1934, an
agreement was reached providing: (1) That basic rates of pay
would not be disturbed until changed upon notice; (2) that
the 10 per cent deduction would be reduced to 714 per cent on
July 1, 19384, to 5 per cent on January 1, 1935, and eliminated
entirely beginning April 1, 1935; and (8) that no notice of a
change in basic rates of pay would be served by either party
prior to May 1, 1935. ‘

Early in the year, three bills of great importance to rail-
road workers were introduced in Congress. A so-called “Flag-
ging Bill,” requiring that track and bridge crews consist of a
foreman and at least three men who had passed examinations
for flagging, died with the adjournment of Congress. On
June 21, 1934, however, President Roosevelt signed the
amended Railway Labor Act, and on June 27, 1934, he signed
the first Railroad Retirement Act, providing annuities for
retired railroad workers.

The Railway Labor Act of 1934 added two important pro-
visions to the 1926 Act: (1) It gave greater protection to rail-
road workers in joining organizations of their choice and
selecting representatives without interference or coercion on
the part of the management. (2) It established a National
Railroad Adjustment Board of four divisions to hear and decide
controversies growing out of grievances or the interpretation
or application of agreements concerning rates of pay, rules,
or working conditions.

The Act also created a National Railroad Mediation Board
of three members, instead of the five members under the 1926
Act. Maintenance of way workers were placed under the
jurisdiction of the Third Division of the National Adjustment
Board, and A. F. Stout, National Legislative Representative
of the Brotherhood, became its first member on the board.

The Railroad Retirement Act became effective August 1,
1934, and permitted retirement on and after February 1, 1935.
Retirement at age 65 was compulsory unless the employer
agreed to continue the employe in the service for successive
periods of one year each to the maximum age of 70.

Railroad workers between age 50 and 65 and with 80 years

149



NN TT] » [N IT770]

HisTORY OF BROTHERHOOD OF MAINTENANCE OF WAY EMPLOYES

of railroad service could retire on a reduced annuity (one-
fifteenth reduction for each year under age 65) or on a full
annuity if they were retired by an employer by reason of
mental or physical disability.

The railroads promptly challenged the Retirement Act in
the courts. On October 24, 1934, a Federal district court held
it to be unconstitutional (the United States Supreme Court
upheld the ruling of the lower court by a 5 to 4 decision on
May 6, 1935).

In the meantime, conferences had been under way to improve
the Canadian National Railways’ Pension Fund. This plan had
been in effect in one form or another since 1906, when it was
known as the “Grand Trunk Act.” The cost of the pension
program was borne entirely by the company, but the employes
felt that the pensions provided were insufficient. In June,
1984, an agreement was reached between representatives of
the carriers and the standard railway labor organizations in
Canada providing for a new Canadian National Contributory
Pension Plan to become effective January 1, 1935. Under this
new plan, the employes were to make contributions to the fund
and would receive larger pensions than the old plan gave them.

At the 25th regular convention of Grand Lodge in Detroit,
Michigan, beginning September 10, 1934, President Fljozdal
was able to report an improvement in economic conditions both
in the United States and in Canada. Maintenance of way forces
had been increased somewhat since the low point reached in
19383, but the problems of part-time and uncertain employ-
ment continued to be serious.

“When our Convention was in session three years ago,”
President Fljozdal said in his report, “we were in a depression
no one thought would become so serious or last so long. We
have seen unemployment in the United States grow until we
had an army of idle wage earners estimated by some author-
jties to have been fifteen million. Employment conditions in
Canada were equally bad, although the number of unemployed
was not as great.

“We have witnessed our captains of industry and finance,
apparently bewildered with the deplorable economie and finan-
cial conditions confronting the country . . . incapable of pro-
viding a satisfactory remedy or solution.
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“Hventually we saw the present Federal administration
assume office in Washington and adopt a program for economic
recovery that was remarkably in line with the program advo-
cated by organized labor. Upon the adoption of this economic
program we have experienced an improvement in our general
social and economic conditions. . . . We are not yet ‘out of the
woods,” but we are on the way in both the United States and
Canada.”

In connection with important Federal legislation that had
been passed, President Fljozdal reported that ever since the
1928 convention, the Brotherhood had maintained a National
Legislative Representative in Washington, D. C. A number
of the railroad Brotherhoods had had legislative representa-
tives in Washington for years, and the assignment of a
Brotherhood representative to the Washington scene had be-
come imperative to round out the organization’s legislative
activities in the Federal field.

The convention adopted a resolution to expel from member-
ship in the Brotherhood all persons who were members of the
Communist party, and gave serious consideration to the prob-
lems of jurisdictional disputes and the contracting of mainte-
nance of way work by the railroads, which had increased
during the depression.

The laws of the Death Benefit Department were changed to
provide death benefits ranging from $50.00 after 12 months’
continuous good standing to $500.00 after 120 months, except
that new or reinstated members who had attained age 50 at
date of joining or reinstatement could accumulate benefits
ranging from $25.00 after 12 months’ continuous good stand-
ing to a maximum of $150.00 after 72 months.

President Fljozdal and Secretary-Treasurer Milliman were
unanimously re-elected.

The 15 per cent deduction from wages in Canada was sched-
uled to be reduced to 10 per cent effective December 1, 1934,
but the railways served notice well in advance of that date that
they wished to continue the full deduction of 15 per cent. An
agreement was reached in November, 1934, that the deduc-
tion would be handled as follows: Effective January 1, 1935,
and continuing until April 30, 1935, 12 per cent would be
deducted from the employes’ pay checks. Beginning May 1,
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1935, and thereafter, 10 per cent would be deducted. After
July 1, 1985, a thirty-day notice could be served by either
party of their wish to change this percentage.

Deferred maintenance of tracks, bridges, and structures by
the railroads and the effect of this policy on employment con-
ditions in the maintenance of way department had been given
serious consideration at meetings of Grand Lodge and system
officers and at the 1934 convention. A Track and Bridge
Inspection Bill, sponsored by the Brotherhood, was introduced
in Congress on January 7, 1935, to require the railroads to
maintain tracks, bridges, and appurtenances thereto in safe
and suitable condition and providing for adequate inspection
of these facilities. This bill was opposed not only by the
carriers but also by the Interstate Commerce Commission be-
cause of certain of its provisions, particularly the establishing
of a group of inspectors outside the jurisdiction of the Com-
mission, and it failed to win the necessary support in Congress.

In the wake of the depression, a general sentiment through-
out the country in favor of social insurance providing old-age
and unemployment benefits had rapidly gained impetus. BEarly
in 1935, more than 500 bills on this subject were introduced in
Congress and 43 state legislatures. A similar movement was
taking place in Canada.

During the summer, rumors prevailed that the Association
of American Railroads planned to make some 600 consolida-
tions of various kinds in an economy move. Estimates of the
number of employes who would be displaced should such con-
golidations be made ran as high as 250,000. This potential
danger to the jobs of railroad workers spurred the railroad
Brotherhoods to increased activity to seek a solution to this
menacing problem.

Immediately after the United States Supreme Court declared
the Railroad Retirement Act of 1934 unconstitutional, two new
railroad retirement bills were introduced in Congress, one to
provide for a retirement system, the other to levy an excise
tax on employers and an income tax on employes to finance the
system. Congress passed the Railroad Retirement Act of 1985
on August 19 and the Carriers’ Taxing Act of 1935 a few days
later. President Roosevelt signed both bills on August 29.
Again the carriers sought to have the two acts declared illegal
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by the courts, although the drafters of the acts had sought
to overcome the deficiencies cited by the courts in the 1934 act.

On August 14, 1935, just 15 days before he signed the two
railroad retirement bills, President Roosevelt had approved the
Social Security Act, providing for old-age benefits, unemploy-
ment insurance, and Federal grants to states for old-age assist-
ance and welfare and rehabilitation purposes. Only the
unemployment insurance provisions of the Act applied to
railroad workers. Thus the nation embarked on an entirely
new program of aid to the aged, the unemployed, and the
needy, and in this respect the year 1935 became a momentous
one for workers in the United States.

“The year just closed has been a successful and profitable
one for our Brotherhood,” President Fljozdal said in January,
1986. “In our united efforts to increase our membership, we
have seen a gain of approximately 10,000 new members. . . .

“Qince our last triennial eonvention we have extended our
representation to cover a substantial number of roads. ... At
this time there are but two major railroad systems in the
United States on which we do not have representation. These
are the Pennsylvania and the Santa Fe. ...

“Qtill further progress in protecting the interest of our
members was realized during the past year in our successful
opposition to railroad terminal consolidations that were pro-
posed and undertaken under the Emergency Railroad Trans-
portation Act. ...

“During the past year we have seen the enactment of legis-
lation providing for the regulation of buses and trucks .
that will re-act to the mutual welfare of railway management
and railway workers. . ..

“Our achievements of 1935 should be an inspiration for us
to work for bigger and better things in the present year.”

The Emergency Railroad Transportation Act was scheduled
to expire June 16, 1936. Originally intended to expire June
16, 1934, the Act had been extended for an additional year by
proclamation of the President and to June 16, 1936, by a
resolution of Congress. The chief executives of the railroad
Brotherhoods sought a way to prevent the detrimental effects
that might follow the expiration of those provisions of the Act
protecting the interests of railroad workers in consolidations
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or coordinations of railroad facilities. A bill had been intro-
duced in Congress to provide the necessary protection to the
workers after the Act expired, but President Roosevelt sug-
gested that an agreement be reached instead.

After five grueling months of negotiations, an agreement
known as the Washington Job Protection Agreement was
signed on May 21, 1936, by representatives of the railroad
Brotherhoods and the participating carriers to provide allow-
ances for employes affected by coordinations; that is, when
two or more railroads unify, consolidate, merge, or pool their
facilities or operations.

The short work week, with its resultant loss in earnings,
was another issue of major importance, and at a meeting of
Grand Lodge officers and General Chairmen on June 15, 1936,
a resolution was unanimously adopted providing that on sys-
tems where the short work week was still in effect, notice
would be served on the management requesting that employes
be permitted to work a full week beginning July 1, 1936.
General progress along this line was not made, however, until
in 1937.

The efforts of railroad workers to obtain a retirement system
met with another setback when the District Court of the

* United States for the District of Columbia, in a decision dated

June 30, 1936, declared unconstitutional the Carriers’ Taxing
Act of 1935 and that portion of the Railroad Retirement Act
of 1935 which required the railroads to supply the Board with
information. :

The railroads were now well on the way to recovery from
the effects of the depression, and Class I carriers in the United
States had a net railway operating income of $667 million in
1936. Despite the upturn in business conditions, however,
millions of workers were still unemployed.

Meanwhile, President Roosevelt had been returned to office
by a plurality of approximately 11 million, the largest ever
given to a presidential candidate, in an overwhelming vote of
confidence, just as in Canada the year previously the Liberal
Party had won a sweeping victory. The movement for social
reform had now become deeply rooted.

As the year ended, Grand Lodge and system officers met to
lay plans for celebrating the Brotherhood’s golden jubilee in
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1987. “QOur entrance into the year 1937 is of unusual sig-
nificance to the members of our Brotherhood,” President
Fljozdal said in January, 1937. “It marks the fiftieth year of
our Organization’s existence and this Golden Jubilee will be
appropriately recognized and celebrated throughout the United
States and Canada.

“Many things have happened since John T. Wilson and that
small group of Section Foremen met . . . one Sunday afternoon
in 1887. ... Yes, many things have happened. The 12-hour
day then in effect has been forgotten. So has the 10-hour day
that took its place. ... Gone too are the wages of 80 and 90
cents a day for Trackmen, $40 a month for Foremen and 15
cents an hour for Carpenters. Gone are the long weary days
and nights of continuous work at wrecks and other emer-
gencies without overtime pay. ...

“It took a lot of loyalty, hard work, courage and patience on
the part of our early dues-paying pioneers to obtain these first
improvements. They were real crusaders in those early days.
No such sacrifices are required today. No longer must we
meet organizers behind a stack of ties, or hold secret meetings
in hidden places. A paid-up card is no longer the signal for
dismissal. . .. Today we are reaping the harvest of their earlier
courage and determination.

“By a unanimous vote [of Grand Lodge and system officers]
it was decided that 1937 would be set aside for special cele-
bration and for new accomplishments. . . . Much remains yet
to be done and it is our job to do it. Fifty years from now,
when 1987 rolls around, it must not, and will not, be said that
we failed in 1937 to keep faith with those who started the
movement in 1887.”

Plans for the golden jubilee year included an intensive mem-
bership drive, the publishing of a brief history of the Brother-
hood serially in the “Journal,” and a rather extensive program
to improve the earnings of maintenance of way workers.

Affairs in Canada had now reached a crisis. At a meeting
held in Montreal in December, 1935, a decision had been
reached by the railway labor organizations to seek an early
end to the deduction from wages. Negotiations held later with
the railways failed to bring about a settlement, and at the
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request of the employes a Board of Conciliation was appointed
under the Industrial Disputes and Investigation Act.

The Board began hearings on November 23, 1936, but in
spite of a convincing array of facts presented by the employes
showing the injustice of continuing the 10 per cent deduc-
tion, the majority report of the Board recommended a plan
that was wholly unsatisfactory to the employes for eventually
ending the deduction. In a strike vote that followed, Canadian
workers voted almost unanimously not to accept the Board’s
report. No recommendation of the Canadian government
through a Board of Conciliation and Investigation had ever
before been so thoroughly rejected.

On March 29, 1937, representatives of the railways and their
employes reached an agreement providing for a graduated
reduction of the 10 per cent deduction at the end of each two-
month period, beginning February 1, 1987, until the deduction
had been completely eliminated by April 1, 1938.

In the United States, meanwhile, on March 4, 1937, fourteen
standard railroad labor organizations, including the Brother-
hood, had launched a national movement requesting the follow-
ing: (1) A general wage increase of 20c an hour; (2) a guar-
antee of full-time employment for all regularly assigned
forces; (8) a guarantee of two-thirds of full-time employment
for all stand-by forces; and (4) that the proceedings be
handled in joint national conferences.

Conferences between the national committees began on June
8. By the end of June, when the negotiations had reached an
impasse, the Mediation Board proffered its services. As a
result, a mediation agreement was reached on August 5, 1937,
granting a wage increase of 5 cents an hour effective August
1, 1937. The taking of a strike ballot had been authorized on
July 2, and the employes had voted to strike if a satisfactory
settlement could not be reached.

The agreement also contained a provision that share-the-
work practices however established would be terminated on
request of the General Chairmen, no such request to be made
prior to September 1, 1937. It was the stated purpose of this

_provision to bring about regular employment to such forces as

were required by each carrier. Negotiations after September 1
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on various individual systems resulted in agreements guaran-
teeing more stability of employment to maintenance of way
workers.

Another important accomplishment during the golden jubi-
lee year had been completed some months before. For some
time, negotiations had been under way to bring about the reaf-
filiation with the Brotherhood of maintenance of way men
on the Pennsylvania Railroad. At a convention on March 10,
1937, representatives of the local lodges of the rival organiza-
tion on that system voted unanimously to return to the juris-
diction of the Brotherhood. Thus, after more than fifteen
years of non-affiliation, this major system again amalgamated
with the Brotherhood.

While these important matters were being handled, the rail-
road Brotherhoods were also engaged in conferences seeking
to straighten out the confused situation with respect to the
Railroad Retirement Act of 1985. The court decision of June
30, 1936, declaring the Act illegal had been appealed and was
pending before the Uuited States Supreme Court. Although
the outlook was not too hopeful, there was some indication that
the carriers might be amenable to the negotiation of an agree-
ment on a mutually satisfactory retirement system.

Early conferences accomplished little, and on December 28,
1936, President Roosevelt suggested that representatives of
the two groups renew their efforts to reach an agreement with
the advice and assistance of the Railroad Retirement Board.
On February 18, 1937, an agreement was signed that led
directly to the establishment of a sound retirement system.
This agreement has been called one of the most significant in
American labor-management relations.

The parties agreed to establish a retirement system for the
railroad industry based on the principles set forth in the memo-
randum of agreement. In addition, they agreed on two basic
points: (1) The railroads agreed that they would never raise
the question of the constitutionality of the system; and (2) the
employes agreed that they would not depart from the principle
of an equal tax burden on employers and employes to support
the system. The memorandum of agreement also provided
that pending litigation pertaining to the constitutionality of the
Railroad Retirement Act of 1985 and the Carriers’ Taxing Act
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of 1935 would, subject to the approval of the Attorney General,
be disposed of in such a manner as to carry out the purposes
of the agreement.

The two groups prepared joint drafts of bills to amend the
Railroad Retirement Act of 1935 and the Carriers’ Taxing Act
of 1935. These bills were later passed by Congress and became
law on June 24 and June 29, 1937, respectively. '

The Railroad Retirement Act of 1937 permitted retirement
at age 65 (but no compulsory retirement age was established)
or after age 60 on a reduced annuity if the applicant had 30
yvears of creditable railroad service. Totally and permanently
disabled employes became eligible for full annuities if they had
attained age 60 or had 30 years of service.

One of the most important provisions of the Act, in that it
permitted the immediate retirement of older workers, was the
crediting of railroad service prior to January 1, 1937 (the 1934
and 1935 Acts had contained a similar provision). When, how-
ever, prior service was included, no more than 30 years’ service
could be counted. The amount of the annuity was to be based
on creditable railroad service and average monthly earnings
not exceeding $300.00. Average monthly earnings during the
years 1924-1931 were to be applied to creditable service prior
to January 1, 1937. The system was to be financed by taxes
applying equally to employers and employes.

In presenting his report to the 26th regular convention of
Grand Lodge, which met in Detroit, Michigan, beginning Sep-
tember 13, 1937, President Fljozdal said: “This report . .. will
go down in [the] history of this organization as one of . . . the
finest reports from the standpoint of accomplishment that has
ever been presented to a convention of our organization.”

The progress of the Brotherhood had indeed been impressive.
Its success was reflected in a substantially higher membership.
The number of paid-up members had increased approximately
44 per cent since the 1934 convention.

President Fljozdal reported that since the last convention
the Brotherhood had extended its representation on 55 rail-
ways consisting of about 46,000 miles of line. Agreements
were then in effect on 47 of these roads, but negotiations were
pending on the remaining eight.

He also pointed out the further progress that had been made
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in securing the payment of the time and one-half rate after
eight hours’ work. A rule containing this provision had been
negotiated on 72 roads.

The delegates took action approving union-management co-
operation, the principle of time and one-half pay after eight
hours’ work, government ownership of railroads, non-partisan
political action, the union shop, vacations with pay, a shorter
work week without reduction in pay, regional uniformity of
working agreements, and efforts to secure a federal track and
bridge inspection bill.

The delegates re-elected President Fljozdal and Secretary-
Treasurer Milliman.

The Track and Bridge Inspection Bill had, however, become
bogged down in Congress. A new bill, revised to overcome
objections to the earlier version, had been introduced, but there
appeared little hope that it could be successfully progressed.
The Interstate Commerce Commission still declined to give its
unqualified approval to the bill. The Chairman of the Commis-
sion suggested that this was a type of legislation that could
better be enacted by individual states, despite the fact that it
affects interstate rather than intrastate commerce. He also
apparently failed to consider the veritable hodgepodge of laws
wholly lacking in uniformity that would result if each state
attempted to adopt its own regulations.

In March, 1937, the President of the Association of American
Railroads expressed a wish to meet with the representatives of
the railroad Brotherhoods then having legislation pending in
Congress in order to explore the subjects on which they were
seeking Federal legislation. A number of conferences on the
Track and Bridge Inspection Bill followed between committees
representing the railroads and the Brotherhood.

As a result of these conferences, in May, 1937, representa-
tives of the Brotherhood submitted to the carriers’ committee a
twelve-point program outlining the basic reasons the Brother-
hood had sought passage of the bill. The carriers’ committee
appeared to be favorably impressed by the Brotherhood’s pro-
gram and promised to bring the suggestions of the Brotherhood
to the attention of all railroad presidents.

General Chairmen were instructed to confer with their man-
agements on this twelve-point program in an attempt to bring
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about a greater measure of job security and some degree of
stability of employment in the maintenance of way depart-
ment. By the end of 1937, some progress had been made on a
few roads, but the attitude displayed by the managements on
a number of roads toward this program was disappointing.

A new economic crisis, however, now demanded the attention
of the organization. A serious business slump, beginning in
August, 1937, and continuing into the summer of 1988, had
given a temporary setback to the nation’s efforts to emerge
from the depression. It is estimated that more than 10 million
workers were unemployed by the spring of 1988. The net rail-
way operating income of Class I railroads in the United States
declined from $590 million in 1987 to $372 million in 1938.

The inexorable repercussions of the business recession were
soon apparent to railroad workers. On May 12, 1938, the car-
riers in the United States served a notice requesting a 15 per
cent reduction in wages effective July 1, 1938, Railroad workers
prepared to resist the wage cut by a nationwide strike if nec-
essary.

“The financial troubles of the railroads were not caused by
wages and cannot be cured by wage reductions,” President
Fljozdal said. “The immediate problem of the railroads grows
out of their need for more business. Back of this lies the fact
that the railroads have permitted themselves to run hopelessly
into debt and they can never be placed on a sound financial
basis, in our opinion, until they reorganize for the purpose
of scaling down their top-heavy debt structure.”

National conferences in July and early August and the
intercession of the Mediation Board failed to bring about a
settlement. A strike vote had been taken, and the cooperating
railroad Brotherhoods authorized a strike to begin at 6:00
p.m., September 30, 1938, after the railroads announced their
intention to reduce wages by 15 per cent on October 1.

In view of the emergency, President Roogevelt appointed an
Emergency Board to investigate the dispute in accordance
with the Railway Labor Act and the strike was postponed.
On October 29, 1938, the President released the Board’s report,
which held that the financial distress of the carriers was as
yet a short-term situation, that the wages of railroad workers
were not high in comparison with those in other comparable
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industries, that a horizontal wage reduction would not meet
the financial needs of roads in the worst shape, and that a wage
reduction would run counter to the trend of wage rates in
industry generally. A short time later the carriers withdrew
their wage-cut request in accordance with the Emergency
Board’s recommendations.

Although overshadowed for the time being by the wage
dispute crisis, several other happenings of great importance
to railroad workers had taken place. On June 25, 1938, Presi-
dent Roosevelt signed the Railroad Unemployment Insurance
Act providing a system of unemployment insurance for rail-
road workers (beginning July 1, 1939), who up to that time
had been covered by the unemployment insurance provisions
of the Social Security Act.

Another important act of Congress had been the passage of
the Fair Labor Standards Act of 1938 (commonly called the
Wage-Hour Act) placing a floor under wage rates and a ceiling
on the length of the work week. Railroad workers were cov-
ered by the minimum-wage provisions of the Act but not by
the limitation on hours. A minimum wage of 25¢ an hour
wasg established for one year, 30¢ for the next six years, and
thereafter not less than 40¢. Industrial boards established
under the Act could, however, raise the minimum hourly wage
for a particular industry to 40¢ an hour before the expiration
of the seven-year period.

The minimum-wage section of the Wage-Hour Act brought
wage increases to thousands of railroad workers, many of them
section men in the south and southwest, where wage rates
were as low as 15¢ to 18¢ an hour. Early in 1939, the Railway
Labor Executives’ Association requested that the Adminis-
trator of the Wage-Hour Act create a committee to investigate
wages in the railroad industry with the view of establishing
a minimum wage of 40¢ an hour for railroad workers.
Many thousands of railroad workers were receiving wages
below the 40¢ figure.

The carriers throughout the United States generally ap-
plied the minimum wage provisions of the Wage-Hour Act.
The Atlantic Coast Line Railway, however, endeavored to ab-
sorb the difference between the 20¢ an hour it had been paying
its trackmen and the minimum wage under the Wage-Hour
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Act by charging them with such items as house rent, fuel,
ice and water, repairs, replacement and tax on water wells
and pumps, transportation by motor car to and from work,
time paid for but not worked because of rain, travel time paid
for, special police protection, special medical care not covered
by Relief Department membership, and retirement and social
security taxes.

The Brotherhood and the Wage-Hour Administrator co-
operated in suits brought against the railway company by
employes affected to recover these deductions. The court de-
cisions (rendered in 1940) were an overwhelming victory for
the interested employes and the Brotherhood. A sum of ap-
proximately $260,000.00 was recovered for these low-paid
workers.

The 1937 convention had instructed that uniform national
rules governing working conditions be drafted to be used in
future negotiations with the carriers. After the preliminary
work had been done on a regional basis, a National Rules
Committee met in February, 1989. On March 7, 1939, the
committee completed its work of drafting 66 national rules,
which were later adopted at a meeting of Grand Lodge and
system officers in July, 1939.

After six years of effort by Canadian railway workers, a
law closely following the Washington Job Protection Agree-
ment of 1936 in the United States was passed by the Ca-
nadian parliament in June, 1939, “to provide for the payment
of compensation by the employing companies to railway em-
ployes who are deprived of employment or adversely affected
by cooperative measures undertaken by the Canadian National
Railway Company and the Canadian Pacific Company pursuant
to the provisions of the Canadian National-Pacific Act.”

During the six-year period since President Roosevelt as-
sumed office in 1933, the government of the United States had
adopted many important measures, not only to bring the nation
out of the depths of the depression but to improve the economic
condition of the worker. In a Labor Day statement, Secretary
of Labor Frances Perkins summarized the progress that had
been made:

“The wage earners of the United States can observe Labor
Day this year secure in the knowledge of the gains they have
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made since 1933. The Roosevelt Administration has had
among its objectives good working conditions and relative con-
tinuity of income and opportunity for our people, reasonable
profits for business, opportunity for investment in new and
expanding industries and good wages throughout the Nation.

“Aid has been extended to the unemployed, to crippled busi-
ness and finanecial interests, to hard pressed home owners, to
the victims of depressed labor standards and to the destitute.

“Thus we have seen in a few years tremendous new enter-
prises started by the Federal Government, working in coopera-~
tion with State governments, charged with the responsibility
of carrying on Nation-wide economic and humanitarian pro-

.grams hitherto not tried in our country.

“We have seen a public works program to give work to the
unemployed and a work relief program inaugurated. We have
seen launched a much needed and long delayed social security
program on a vast and varied scale which already has had fine
achievement in the general welfare. Special aid to widows,
children, the aged, needy and handicapped groups in our popu-
lation has been extended as well as regular provision by insur-
ance protection to aged wage earners and unemployed to com-
pensate for their wage losses or loss of earning capacity.

“We have seen the formulation of a program to promote the
welfare of wage earners through shortening of hours of work
and through increasing minimum wages and purchasing power
of the lowest income groups of our employed people.

“By recognition of the principle and benefits of collective
bargaining and by providing the opportunity for employment
of the unemployed in public work the lot of wage earners has
been greatly improved.

“We have seen also the effective efforts to restore and im-
prove our whole economic setup, to protect the savings and
investments of the people, to stabilize the income of farmers
and to strengthen the country as a whole by building sounder
financial foundations.”

But as America finally began to emerge from the depression,
the world tottered on the brink of disaster. After a compara-
tively quiescent period of some twenty-one years, the simmer-
ing cauldron of strife had again begun to boil in Europe. Since
1938, the peoples of Europe had lived under the ominous threat
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of war. A series of crises beginning in 1938 culminated in
the invasion of Poland by Germany on September 1, 1939.
Two days later England and France declared war on Germany.
On September 10, 1939, the Prime Minister of Canada issued
a proclamation that a state of war existed between Canada and
the German Reich.

Thus began World War II, which lasted for six years, even-
tually engulfed the United States, and swept from one end of
the earth to the other, profoundly changing the course of
world events.
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1 Above: Today, the modern Jor-
dan standard type spreader-
ditcher is a composite machine
used in railway construction and
maintenance as a spreader,
ditcher, ballast plow, ballast and
roadbed shaper, snow plow, and
ice cutter.

Right: The primitive equipment
used to build the grade of Amer-
ica’s railroads many years ago.



1 Above: Note the smooth effi-
ciency with which jointless track,
a modern innovation, made by
welding ordinary rail together,
end to end, is being laid by
workmen.

Left: In contrast, note the clut-
tered scene during the early

days of railroad construction.
-
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1 Above: Note the number of
men needed when rail is moved
into position with hand tongs.

Right: This Burro crane operator
and three trackmen handling
rail, doing quickly and easily the
work that used to require the
hand labor of a large gang.
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T Above: A rail-laying gang at work. After the spike
holes have been filled with wooden plugs, ties
will be resurfaced by the adzer in the background.

ties with the old hand adzer.
-
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I Above: The power-operated spike
puller, which removes spikes quickly and
easily, has speeded up the maintenance

and renewal of America’s rail lines.

Right: The claw bar was once stand-

ard equipment for removing spikes.
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1 Above: The one-man power wrench tight-

ens track bolts uniformly, making the track

stronger and better riding.

Left: Compare this compli-
cated machine with the simple
hand tool being used here.
-
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plates to assure that when the track is laid the

Above: A gaging machine in operation. Note

rails will be the proper distance apart.

that holes are being bored to position the tie




Left: This maint~-
nance crew on the

Chesapeake &
Ohio at Thayer,
West Virginia,
drive steel spikes
to make the rails
secure and sofe.

-—
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Right: This modern

one-man mechanized

spike driver com- Wy
pletes the evolution g ‘

. R . e gy <y

and is commonly g
used in large rail- .

laying jobs. The use
of modern equip-
ment such as this has
revolutionized main-
tenance of way
work.

Above: To begin the modern
motif, two workmen distribute spikes
ahead of the spike driver.




Above: A weed burner in action. Mechanical
mowers and chemical sprays are also used to

*

control weeds along the right of way, work for-
merly done with hand scythe and scuffle hoe.



Above: After the spikes have been inserted in the holes, workmen drive
em home with power tools, an intermediate step in the evolution from
ind to machine.




1 Above: The self-propelled
track liner shifts track into
place with o sideward thrust,
replacing hand labor.

Right: Note the number of men
needed in the picture to line
track by hand.




1 Above: one of the mechanical
devices used to remove fies in
the process of mechanization,
helping maintenance of way
workers to reach new heights in
efficiency.

Left: The removal of ties by the
use of hand tongs is a tedious
job.
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1 Above: The power track jack
is being used to raise track in a

surfacing operation.

Right: The picture illustrates the

use of hand jacks under the alert
eye of the foreman.
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1 Above: Dirt extracted from
railroad ballast is thrown
aside by an endless belt as
the specialized machine ex-
tracts, cleans, and replaces
ballast while it slowly moves
along the track.

Left: Another type of ballast
cleaner also cleans foul ballast in
the shoulders which prevents proper
drainage and causes soft and un-
even ftrack.
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1 Above: A gang of men surface track with
hand tools under the direction of their foreman.

@ Right: Workmen use power tools fo tamp
ballast under ties.

Right: This modern mechanical tamper requires

the services of a skilled operator.

Right: A new development, this one-man four-
tool multiple tamper with a track crew packs
ballast swiftly and firmly around the ties.
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1 Above: National champion
handcar team from the
Pennsylvania Railroad—
Brotherhood Day at the Chi-
cago Railroad Fair—1949.

Right: Section crew on the
Chicago and North Western
Railroad ride an open motor

car to work.
-

Right: One of the Ilatest
model gang motor cars
equipped with electric lights,
a windshield, and a top.

-3
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HE impact of the war on economic conditions in both

the United States and Canada was immediate. Indus-

trial production in the United States rose to an all-time
high by the end of 1939, and as business revived and expanded,
employment increased. The volume of traffic on the railroads
soon reached the highest point in nine years.

By the summer of 1940, the success of the German armies
in Europe brought the American people to a realization of the
nation’s dangerous state of unpreparedness. As the war
continued, plans calling for the expenditure of billions of
dollars by the United States were evolved to aid the countries
at war with the aggressor nations in Europe and to provide
for the defense of America.

The bombing of Pearl Harbor, Hawaii, by the Japanese on
December 7, 1941, made the United States an active partici-
pant in the war and resulted in a mobilization of manpower,
resources, and industrial production unprecedented in the
nation’s history.

Profiting by experience, the railroads did not repeat the
mistakes which brought about government control in World
War I. Instead, they pooled and coordinated their facilities in
such a way as to enable them to meet the tremendous wartime
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transportation needs of the nation efficiently and effectively.
Anticipating a boom in rail traffic, in the fall of 1939 the
Association of American Railroads announced plans of the
carriers to start work on a large-scale equipment program.
As a matter of fact, the expansion program was already
under way. Reports from locomotive builders indicated that
the backlog of unfilled orders at the close of July, 1939, was
double that of the same period a year ago.

The fortunes of the Brotherhood, too, had improved con-
siderably. In an optimistic report to a meeting of Grand
Lodge and system officers on November 27, 1989, President
Fljozdal said: “During the past year, our organization has
continued to go forward and we are in a postition to report
at this time that our great and highly essential Brotherhood
is in the best shape it has been in for many years. We have
the highest membership today that we have had at any time
since October, 1922, and the highest percentage of membership
in the history of the railroad industry. We estimate that
when full reports are in covering dues paid to October of this
year we will have . . . twice as many members as we had
at the low point of the depression in the first months of 1933.”

In successfully weathering the critical period of the 1920’s
and the dark years of the business depression, the Brotherhood
had displayed a stamina and an impregnability that assured
it a place among the strongest labor unions in the United
States and Canada.

As general business conditions improved, the Brotherhood
continued its efforts to improve the wage rates of maintenance
of way workers. The minimum wage under the Wage-Hour
Act of 1938 had increased to 30¢ an hour on October 24, 1939,
but it was scheduled to remain at this figure until October,

1945, unless a committee established under the law for a

particular industry recommended that a minimum wage not
in excess of 40¢ an hour become effective before 1945. On
November 2, 1939, the Wage and Hour Division of the United
States Department of Labor appointed a twelve-member board
(four representing the publie, four the employers, and four
the employes) to study the wage situation and formulate a
minimum wage scale for the railroad industry. Vice President
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T. C. Carroll was appointed as one of the employes’ repre-
sentatives on the board.

The committee did not begin public hearings until February
14, 1940. During the hearings, representatives of the railroads
spent nine days in opposing any minimum wage in excess of
30¢ an hour. For seven of these nine days they concentrated
their attack against any higher minimum rate in the mainte-
nance of way department. Although the committee completed
its work on May 8, 1940, it was not until March 1, 1941, that
the Wage-Hour Administrator made effective the recommenda-
tion of the committee that a minimum rate of 36¢ an hour be
established for Class I carriers and of 33¢ for Class IT and
smaller carriers.

In the spring of 1940, the Brotherhood joined with other
non-operating railroad Brotherhoods in a national movement
that had long been urged by railroad workers. On May 20,
notices were served on railroad managements in the United
States requesting two consecutive weeks’ vacation with pay
each year. In replying to the request, many railroad man-
agements proposed a 10 per cent reduction in pay to offset the
cost of a vacation plan.

Conferences on individual railroads took considerable time,
complicated as they were by the carriers’ counter-proposal,
and the movement was still in the conference stage when the
27th regular convention of Grand Lodge met in Quebec,
Province of Quebee, Canada, beginning July 15, 1940.

President Fljozdal’s report reflected the continued progress
that had been made in negotiating agreements with railroad
managements. The Brotherhood then held agreements on
about 93 per cent of the Class I mileage in the United States
and on practically the entire mileage in Canada.

Considerable progress had been made also, he said, in secur-
ing the time and one-half rate after eight hours’ work. This
rule had been obtained in agreements on 192 railroads covering
approximately 70 per cent of the mileage in the United States
(including Class II and Class ITI carriers and switching and
terminal companies).

The delegates took action on many important questions and
approved the following: a movement to obtain the union
shop on the railroads; cooperative action among railroad labor
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organizations on individual railroad systems through General
Chairmen’s associations; a Federal work program and a
Federal old-age pension to relieve unemployment; time and
one-half pay after eight hours’ work on all systems; union-
management cooperation ; the inauguration of a wage increase
movement; amendments to improve the Railroad Unemploy-
ment Insurance Act; a movement to obtain the five-day week;
and efforts to bring about greater stability of employment.
The convention condemned the growing tendency of the rail-
roads to contract maintenance of way work.

On the morning of July 17, President Fljozdal announced
to the convention that he would not be a candidate for re-
election to the office of president. “Thirty-five years ago,”
he said, “this Brotherhood honored me by selecting me as
General Chairman of the railroad upon which I was then
employed. In the years that have passed since that day in
1905, my debt of gratitude has been increased manifold by
additional honors. . ..

“Beginning with our 1922 convention, you have chosen me
on six consecutive occasions as your leader—in the capacity
of chief executive of this organization. . . . It is with a mingled
feeling of relief and regret that I now inform you that I am
no longer to be considered as a candidate for the office of
president. I have decided that this position of great responsi-
bility should now be placed in other and younger hands.”

President Fljozdal had successfully led the organization
through some of the most critical years in its history, and the
convention unanimously adopted a testimonial conferring
upon him the honorary title of “President Emeritus,” and
expressing the gratitude of the membership for the eminent
service he had rendered to the Brotherhood.

“Your constant fairness, your unquestioned integrity and
your signal ability as the executive officer of this Brotherhood
have commanded our admiration and confidence, and your
unfailing courtesy and kindness have won our deep and un-
dying respect and personal affection,” the testimonial said.
“For more than thirty-five years you have been an active
officer of this Brotherhood. . . . During all this public career
no man, whether friend or foe, has ever raised his voice to
question your integrity, fairness, courage or your honor.”
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The convention elected Elmer E. Milliman, who had served
as Grand Lodge Secretary-Treasurer since 1922, to succeed
Fljozdal as President, and A. Shoemake to succeed Milliman
as Secretary-Treasurer.

Milliman was born in Mount Morris, New York, on Novem-
ber 22, 1890. He had studied engineering and served as a
telephone company engineer before he went to work for the
Delaware, Lackawanna & Western Railroad. He soon became
a general foreman in the maintenance of way department.
At that time, only the five transportation Brotherhoods had
any semblance of an organization on that system. When the
edict of Director General of Railroads McAdoo during gov-
ernment control in World War I gave railroad workers the
right to organize, Milliman promptly began a campaign to
organize maintenance of way workers on the D. L. & W., and
they elected him their first General Chairman.

Milliman served on the committee that negotiated the
national agreement with the Federal Railroad Administration
in 1919, and at the next Brotherhood convention (1922), the
delegates recognized his undeniable ability and elected him
Grand Lodge Secretary-Treasurer. He had held this position
continuously since that time, helping to guide the organiza-
tion through the disastrous years that followed.

“Tt must be clear to every member that grave and serious
times confront us,” Milliman said in his first message to the
membership as Grand Lodge President. “The war and defense
problems of the United States and Canada now occupy the
minds and hearts of all of us. ...

“I am thoroughly sensible to the needs and requirements
of all of you and also realize the many problems with which
you are confronted. I know much injustice, inequality and
unfairness exists. I trust and hope that I will never fail to
persuade myself that your difficulties and burdens are my
first concern and with God’s help it will always be my earnest
desire to serve and labor in your behalf.”

On September 16, 1940, the Selective Training and Service
Act of 1940, the first law calling for peace-time military con-
scription of manpower in the United States, became effective.
The Brotherhood took the necessary action to ensure that the
seniority and re-employments rights of railroad workers who
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entered military service were protected in accordance with
this act and similar Federal laws subsequently enacted.

The following month (October 10, 1940), President Roose-
velt signed a bill passed by Congress making important
changes in the Railroad Unemployment Insurance Act, in-
cluding a higher benefit scale, an increase in the maximum
benefits payable in a benefit year, and a reduction in the
waiting period before benefits became payable.

In the meantime, the 1940 political campaign in the United
States had been gathering momentum. President Roosevelt’s
fine record during the depression years and his strong advo-
cacy of an adequate preparedness program made his re-
election almost a certainty, in spite of the fact that no
previous President of the United States had ever served more
than two terms. At the November election, the voters cast
precedent aside and returned him to office by a plurality of
almost 5 million votes.

By the latter part of 1940, it had become apparent that the
railroads generally were unwilling to grant the employes’
request for paid vacations; nor had they shown any inclina-
tion to form a national conference committee to negotiate this
dispute. In response to a strike ballot issued on February 15,
1941, railroad workers voted overwhelmingly to suspend work
if a satisfactory settlement could not be reached. The Na-
tional Mediation Board proffered its services and mediation
proceedings began on March 19.

Meantime, the Wage and Hour Administrator under the
Fair Labor Standards Act of 1938 had signed an order on
February 12, 1941, making effective March 1, 1941, the recom-
mendation of the railroad industry committee that minimum
hourly rates of 86¢ and 83¢ be established for railroad
employes on Class I and Class II railroads, respectively.
Although this order provided some relief from low wages to
almost 56,000 railroad workers, rapidly changing economic
conditions made a movement for a general wage increase
imperative.

Apparently in anticipation of a request from their employes
for higher wages, on June 9, 1941, a number of carriers served
notice of their wish to make drastic changes in agreement
rules that had been in existence for many years. The follow-
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ing day, the non-operating railroad Brotherhoods served a
uniform notice on railroad managements requesting a wage
increase of 80¢ an hour and a minimum hourly wage of 70¢.

The railroad Brotherhoods had tentatively agreed to enfer
into an arbitration agreement in the pending vacation dis-
pute, but the request of the carriers for sweeping rules
changes had so complicated the situation that the Brother-
hoods decided it would be futile to attempt to arbitrate the
vacation issue. Moreover, the employes’ request for a wage
increase had now entered the picture.

Railroad workers insisted that higher wages were more
than justified because their productivity had increased re-
markably during recent years; the carriers were in a highly
improved financial condition; the cost of living had increased;
and the grossly inadequate wage and living standards of rail-
road workers had rapidly deteriorated during the emergency
conditions compared to those of workers in other industries.

On July 25, 1941, national conferences began on all the
questions in dispute; i.e., vacations with pay, the carriers’
request for rules changes, and the wage increase notice. The
conferences ended on August 5 when it became apparent that
no settlement could be reached. Mediation proceedings failed
to develop any basis for settlement, and when a large majority
of the workers again voted to strike, a suspension of work was
order to begin on September 11, 1941. The strike was post-
poned, however, when President Roosevelt appointed an
Emergency Board to investigate all the issues involved.

The Brotherhoods promptly and emphatically rejected the
Board’s recommendation, made to the President on November
5. For maintenance of way employes and certain other classes,
the Board recommended a temporary wage increase of 9¢ an
hour (except on short lines), effective September 1, 1941, and
ending December 31, 1942; a vacation of six working days
each year; and a minimum wage of 45¢ an hour, except on
short lines, where a minimum wage of 40¢ an hour was
recommended. The Board recommended no specific wage in-
crease for employes of short lines, except that which might
result from the establishment of the 40¢ minimum hourly
rate, and suggested that the wage-increase issue be handled
on these lines through the process of collective bargaining.
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Because of the vigorous protest of the employes, President
Roosevelt instructed the Emergency Board to reconvene on
November 28 to hear re-arguments. The Board proposed a
mediation settlement of the issues in dispute, and offered its
services as a mediation board. As a result, a wage agreement
was signed on December 15, 1941, applicable to all roads
represented by the Carriers’ Conference Committee, provid-
ing that the wage increase of 9¢ an hour effective September
1, 1941, would be increased to 104 an hour effective December
1, 1941, and that this latter amount would become a perma-
nent addition to basic wage rates. The agreement also estab-
lished a minimum hourly rate of 46¢ an hour on the roads
concerned, effective December 1, 1941, It also provided that
the carriers’ request for rules changes would be withdrawn
and that there would be a moratorium on changes in rules
(not to include rates of pay) for a period of eighteen months
from December 1, 1941.

A vacation agreement signed on December 17, 1941, granted
an annual vacation of six consecutive work days with pay,
beginning with the year 1942, to each employe who rendered
compensated service on not less than 160 days during the
preceding calendar year.

The agreements of December 15 and 17 disposed of the
wage and vacation disputes on approximately 93 per cent of
the mileage in the United States. The problem remained of
bringing about the acceptance of the provisions of these agree-
ments on the remaining roads (more than 80 in number),
most of which were go-called short lines.

Other occurrences during the year had been temporarily
obscured by these rather dramatic happenings. Early in the
year, railroad workers won a significant victory when a three-
judge Federal court at Washington, D. C., unanimously de-
cided that the Interstate Commerce Commission had been
mistaken in holding that it had no authority to require pro-
tection and compensation for railroad workers adversely
affected by abandonments. The court held that railroad em-
ployes who lose their jobs through abandonments should be
protected and compensated the same as those who are affected
by mergers and coordinations. (This decision was sustained
by the United States Supreme Court on March 2, 1942.)
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On July 29, 1941, an agreement unique in the history of
the railway industry was reached between Canadian railways
and their employes. This agreement negotiated in accordance
with an order of the Canadian government, established a war-
time cost of living bonus effective June 1, 1941, to be auto-
matically adjusted at intervals of three months when the cost
of living changed 5 per cent or more. The cost of living in
August, 1939, was to be used as a base for these adjustments.
The government’s order was not compulsory but was intended
more as a guide or formula for meeting changing conditions.

In October, the Canadian government announced a general
system of price and wage controls designed to prevent runa-
way wartime inflation in the Dominion. Under this program,
persons selling goods or rendering services were to be gov-
erned by maximum prices established during a designated
base period. Cost-of-living wage bonuses were to be granted
to workers on a basis similar to that already established for
the railway industry. This action by the Canadian govern-
ment created considerable interest in the United States, where
government officials were considering means to curb the
deterioration in the living standard brought about by the
continued rise in living costs.

In the south, meanwhile, a rival organization had forced the
Brotherhood into the courts. This organization, the “United
Transport Service Employes of America”, appeared on the
Florida East Coast Railway in 1940 soliciting membership
particularly among colored railroad workers. The U.T.S.E.A.
finally sought the services of the National Mediation Board in
a representation dispute with the Brotherhood over the right
to represent maintenance of way workers.

The Mediation Board announced on November 12, 1941, that
the Brotherhood had won the election. Thereupon, the
UT.S.E.A. entered suit in a Federal court alleging improper
handling by the Mediation Board and intimidation and coercion
by the Brotherhood and a number of maintenance of way
employes. The court’s decision exonerated the Board, the
Brotherhood, and the employes concerned of all charges, and
this rival organization failed to proceed with its announced
intention to appeal from the court’s decision.

The entry of the United States in the war in December,
1941, made imperative the full utilization of all the available
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manpower, resources, transportation facilities, and industrial
production of the nation. To assure that the nation’s trans-
portation facilities would be used to the fullest extent and to
the best possible advantage during the war, on December 18,
1941, President Roosevelt created the Office of Defense Trans-
portation by Executive Order. During the course of the war,
the O.D.T. issued many orders and engaged in numerous
activities to coordinate transportation facilities and expedite
the movement of the tremendous volume of traffic handled by
the railroads.

As the war progressed and as millions of workers entered
military service, the manpower situation became acute. A
program of the War Manpower Commission and the 0.D.T.
to freeze railroad employes to their jobs was objected to by
the railroad Brotherhoods. “We are opposed to freezing any
worker in his job,” said a statement by the Railway Labor
Executives’ Association. “It is unnecessary and will destroy
production, wipe out free labor and inevitably result in aban-
doning our system of free enterprise, ideals of human freedom
and democratic processes.”

The Association’s statement contained a detailed outline of
methods for meeting the nation’s manpower needs without
the necessity for job freezing. The War Manpower Commis-
sion, however, proceeded with its program in areas of critical
labor shortage.

As the manpower situation became more serious, the rail-
roads in the United States insisted that because of the short-
age of workers they be permitted to use war prisoners, some
125,000 relocated Japanese in this country, and Mexican
nationals to relieve the manpower shortage, particularly in
the maintenance of way department. The Brotherhood con-
tended, however, that the problem of the carriers was not a
shortage of labor but a shortage of wages, and that it resulted
from low wages, unfair overtime ruleg, and highly unsatisfac-
tory commissary conditions.

Although the organization succeeded in preventing the use
of war prisoners or relocated Japanese in the maintenance of
way department, on April 29, 1943, the government of the
United States entered into an agreement with the government
of Mexico permitting the temporary migration of Mexican
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workers for railroad service in the United States. The use
of these workers ceased, however, when the war ended.

The inability of the United States to take retaliatory meas-
ures on the Japanese following the bombing of Pearl Harbor
and its reverses in the Far East in the succeeding months,
combined with the urgent necessity for furnishing the imple-
ments of war to its military forces and those of its allies at
widely scattered points throughout the world, made the pro-
ductive capacity of America a vital factor in World War II.
To prevent interruption of war production by strikes or lock-
outs, President Roosevelt created by Executive Order a Na-
tional War Labor Board of twelve members, representing
industry, labor, and the public, to bring about the settlement
of labor disputes through peaceful means for the duration of
the emergency.

As the peoples of the United States and Canada set about
the grim task of winning the war, the railroads were called
upon to do a stupendous job in meeting the transportation
needs of the two countries. The hauling of immense quanti-
ties of raw materials to the great industrial centers, the dis-
tribution of the finished products to ports and harbors for
shipment to far-distant battlefields, and the transportation
of troops and their equipment, placed an unprecedented bur-
den on the railroad industry. The rationing of gasoline and
the restrictions on the manufacture of automobiles made the
public greatly dependent on the railroads for transportation.

The efficient job done by the railways of the United States
and Canada in meeting the consuming needs of a wartime
economy is one of the sagas of World War II. The freight
hauled by Class I railroads in the United States increased
from 833 billion revenue ton miles in 1939 to 638 billion in
1942 and to 787 billion in 1944, From the standpoint of pas-
senger service, the revenue passenger miles of Class I rail-
roads increased from about 2214 billion in 1939 to approxi-
mately 5314 billion in 1942 and to 9514 billion in 1944. The
railways in Canada met the emergency conditions with sim-
ilarly outstanding efficiency.

Railroad workers played a vital role in the impressive job
done by the carriers during the war. The following figures
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illustrate the tremendous gain in the productivity of mainte-
nance of way workers during the war years.

UNITED STATES
Maintenance of Way

Number of Gross Ton- Employes per
Maintenance of Miles * Billion Gross
Year Way Employes (000,000) Ton-Miles
1925 389,114 1,023,370 380
1930 343,474 1,006,505 341
1935 205,679 766,873 268
1941 231,752 1,188,712 195
1942 257,624 1,493,354 173
1943 267,348 1,628,750 164
1944 286,403 1,658,449 173
1945 292,532 1,532,275 191
CANADA
1926 45,484 86,921 523
1930 42,734 77,579 548
1935 31,167 63,983 487
1941 35,402 119,226 297
1942 36,354 128,439 284
1943 38,985 139,777 278
1944 38,663 145,741 265
1945 40,247 140,978 285

* Iixeludes locomotives and tenders.

The greater number of maintenance of way workers per
billion gross ton-miles in Canada than in the United States
does not necessarily indicate a lesser efficiency on their part,
but rather reflects more difficult conditions of climate and
terrain, and other factors.

In releasing a report early in 1942 on the increased produc-
tivity of railroad workers, prepared by the Statistical Depart-
ment of the Brotherhood, President Milliman pointed out that
American railroads were making huge profits with fewer
employes. “With a reduction of 31.4 per cent in total workers
and a drop of 21.6 in total wages,” the report said, “the rail-
roads handled 6.2 per cent more business. . . . The labor cost
last year was 25.7 per cent lower than when we were in the
first World War 25 years ago.”
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As has already been outlined, the Administrator of the
Wage-Hour Act had issued an order making effective March
1, 1941, minimum wage rates of 36¢ and 33¢ an hour on Class
I railroads and short lines, respectively. In April, 1942, the
Administrator issued an order establishing another minimum
wage committee to make a further study of wages in the rail-
road industry. Hearings before this committee were held on
April 28. When, however, this committee unanimously recom-
mended the establishment of a minimum wage of 40¢ an hour
in the railroad industry (which an order of the Wage-Hour
Administrator made effective August 31, 1942), this minimum
figure had in most instances already been surpassed through
the processes of collective bargaining. The average straight-
time hourly earnings of maintenance of way workers on Class
I railroads in the United States averaged 58.7¢ during 1942.

American labor had agreed generally that during the war
there should be no strikes. The procedure under the Railway
Labor Act, however, made it almost mandatory that a strike
vote be taken and a date for a strike set before the President
of the United States could declare that an emergency existed
and appoint an Emergency Board to investigate the dispute.
To obviate the necessity for this procedure, on May 21, 1942,
the President signed an Executive Order establishing a
National Railway Labor Panel consisting of a chairman and
eight members. The chairman of the Panel had the power to
assign three members of the Panel to sit as an emergency
fact-finding board when an unadjusted dispute threatened to
interfere with the prosecution of the war, even in the absence
of a strike vote. This Panel functioned for the railroad indus-
try in much the same manner as the National War Labor
Board, appointed earlier by the President to settle labor dis-
putes in industry generally.

On June 18, ten of the non-operating railroad labor organiza-
tions, including the Brotherhood, submitted to this Panel pend-
ing disputes arising from the refusal of certain railroads to
accept the wage increase and vacation agreements of Decem-
ber, 1941. Hearings began on August 10, 1942, before an
Emergency Board selected from the Panel. The report of this
Board, made to the President on September 14, 1942, was a
complete victory for the Brotherhoods.
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The Board recommended: (1) that the Class I railroads
and short lines included in the dispute before the Board grant
the basic wage increase provided by the agreement of Decem-
ber 15, 1941, effective December 1, 1941; (2) that a basic
minimum wage rate of 464 an hour be established for all Class
I roads, and 43¢ an hour for Class IT and Class IIT carriers,
effective December 1, 1941; (3) that the roads concerned
accept the terms and conditions of the vacation agreement of
December 17, 1941.

As the war progressed into 1942, the cost of living and the
prices of commodities had continued to climb steadily upward.
An Executive Order issued by the President on April 11, 1941,
establishing the Office of Price Administration and Civilian
Supply had been only moderately effective in controlling
prices. To prevent the disastrous effects of an uncontrolled
inflation, on October 3, 1942, President Roosevelt signed an
Executive Order, following authority vested in him by an act
of Congress, establishing an Office of Economic Stabilization
to control prices and wages during the war emergency.
Within a few months, the wage control policies of the admin-
istration precipitated a serious controversy between the gov-
ernment and railroad workers.

By this time, the rapid increase in living costs and other
economic factors had made a further increase in wage rates
for railroad workers imperative. On September 25, 1942, the
Brotherhood joined with other non-operating railroad labor
organizations in the United States in a national movement to
obtain a wage increase of 20¢ an hour and a minimum wage
of 70¢ an hour. In addition, for the first time in the history
of collective bargaining negotiations on the railroads, the
labor organizations requested the establishment of a union-
shop agreement on a national basis under which g railroad
worker would be required to join and retain membership in
the standard labor organization by which he was represented.

The injection of the union-shop issue in the wage-increase
request was not at all accidental. It had been included in the
September 25 notice after repeated demands from members
of the railroad Brotherhoods, who felt that all workers who
receive the protection of a labor union and share in the bene-
fits it obtains should help to bear the cost of providing this
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protection and obtaining these benefits. The failure of the
Brotherhoods, after years of continual effort, to prevail upon
a minority of the workers they represented to become mem-
bers, had brought about convention action favoring a union
shop.

Meantime, representatives of the employes and the railroads
had been unable to agree on the application of certain provi-
sions of the Vacation Agreement of December 17, 1941. After
conferences in the summer of 1942, it was agreed that the
disputes would be submitted for decision to a referee to be
selected by the National Mediation Board. The Board ap-
pointed Dean Wayne L. Morse, a member of the National War
Labor Board, who had served as chairman of the Emergency
Board which had investigated the wage and vacation dispute
in 1941. On November 12, 1942, Referee Morse issued a
lengthy award outlining in detail his decisions on the disputed
points. This award has become the basis for the accepted
application of various portions of the Vacation Agreement.

Mediation proceedings during January, 1943, failed to
bring about a settlement of the employes’ wage-increase and
union-shop request of September 25, 1942, and on January
13, 1943, President Milliman sent a telegram to President
Roosevelt reading in part:

“Following the outbreak of war the railroad workers rep-
resented by the Brotherhood of Maintenance of Way Em-
ployes gave you their pledge to refrain from strikes for the
duration. In making that pledge in behalf of our organized
craft I intended then, and desire now, to keep the promise so
made as evidence of our deep gratitude to you personally for
all you have done for our low paid group and also because we
realized then, and realize now, that the efficient and uninter-
rupted operation of the railroads is indispensable to our war
effort and, therefore, to the preservation of the American way
of life. However, the railroad maintenance of way wage situa-
tion has become so intolerable that certain of our members are
threatening drastic action and unless prompt relief from the
now existing substandard wages is assured, I am convinced
that, in spite of my no strike pledge and in spite of efforts
that will, of course, be put forth by the officers of our Brother-
hood, these workers may take matters into their own hands
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and engage in a series of unauthorized strikes which, if once
started, may spread like a prairie fire throughout the entire
railroad industry....

“The [wage increase] dispute is now dragging along in
mediation with carrier representatives trying to take it out
of the hands of your Railroad War Labor Panel and place it
on the already overburdened docket of the War Labor Board
in order to delay further the increases in present substandard
wages that must be granted and granted promptly if labor
chaos is to be avoided in the Railroad Industry.”

Milliman pointed out as an example of the critical situation
two instances in which railroads were hiring employes
through dummy contractors and paying them 75¢ an hour
for track work while regular trackmen on these roads were
receiving from 46¢ to 58¢ an hour. “As a result of this kind
of action,” he said in his telegram to the President, “our men
are highly enraged, and justly, and are threatening to strike.
... I am afraid we cannot control the situation much longer.”

Because of the government’s price control and wage stabili-
zation program, the question of whether the National War
Labor Board (established for industry generally) or the Na-
tional Railway Labor Panel (established for the railroad
industry) had final jurisdiction over the wage dispute had
now become of paramount importance. On February 4, 1943,
President Roosevelt issued an Executive Order upholding the
contention of the employes that the National Railway Labor
Panel had jurisdiction, and on February 20 the chairman of
the Panel appointed an Emergency Board to investigate the
controversy. This Board began hearings on March 1.

After forty-four days of public hearings, the Emergency
Board made its report to President Roosevelt on May 24,
1943. The Board recommended that wages be increased by 8¢
an hour retroactive to February 1, 1943, but it made no
recommendation as to a minimum hourly wage. It also recom-
mended that the railroad labor organizations withdraw their
request for a union shop agreement, taking the position that
their request if granted “would compel the carriers to violate
clear provisions of the Railway Labor Act.” These provisions,
incidentally, had been written into the Act in 1934 at the
request of the railroad Brotherhoods to prohibit the forma-
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tion or continued sponsoring of company unions by the rail-
roads as had been the case in so many instances since 1922.

At the time the Board’s report was sent to the President,
there was little indication of the dramatic events to follow
which converted the wage-increase recommendation of the
Board into a highly controversial issue for the remainder of
the year. Although disappointed by the Board’s recommenda-
tions on both the wage and union-shop issues, the Brother-
hoods were prepared to accept the report. On June 22, 1943,
however, Judge Fred M. Vinson, Director of Economic Stabili-
zation, issued an order to the effect that the 8¢ hourly increase
“shall no become effective,” and directing the Board to re-
consider its recommendations in the light of a memorandum
opinion to be filed by him. In his memorandum, Director
Vinson held that the increase did not conform to President
Roosevelt’s “Hold-the-Line Order” or to a directive issued by
Director Vinson on May 12, 1943. He said, in effect, that the
Board’s report would have to be revised downward in keeping
with the government’s wage stabilization policy.

Judge Vinson’s order dropped like a bombshell into a situ-
ation which up to that time had been comparatively placid,
and brought a wave of violent protests from Brotherhood
representatives and railroad workers alike. At hearings before
the Emergency Board, representatives of the employes had
pointed out that the wages of railroad workers had lagged
behind those of workers in other industries.

Trackmen, the testimony showed, were paid an average of
only 54¢ an hour in October, 1942, while unskilled labor in
manufacturing industries throughout the United States re-
ceived an average of 80¢ an hour. The disparity was much
greater for some railroad workers who received wages rang-
ing as low as 40¢ an hour. To tell railroad workers employed
under these conditions that they could not receive the modest
8¢ hourly increase was to precipitate a reaction that arose
with an intense spontaneity.

Thus the matter stood when the 28th regular convention of
Grand Lodge met in Detroit, Michigan, beginning July 19,
1943. Reports to the convention by Grand Lodge officers re-
vealed a record of remarkable progress. In the three-year
period from April 1, 1940, to April 1, 1943, the membership
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of the Brotherhood had increased by 40,893. The Brotherhood
then held agreements on 98 per cent of the total railroad
mileage in the United States and on the entire mileage in
Canada with the exception of one small railroad. The Santa
Fe was the only major railroad system in the United States
and Canada with which the Brotherhood did not hold an
agreement.

The time and one-half rate after eight hours’ work, the
Grand Lodge President’s report showed, was being paid on 88
per cent of the entire mileage in the United States.

The delegates reaffirmed action taken on many important is-
sues at previous conventions and unanimously adopted a com-
mittee report establishing a procedure for forming and financ-
ing state legislative committees. President Milliman and
Secretary-Treasurer Shoemake were re-elected by acclamation.

The wage controversy had now become a national issue of
major importance. At the request of President Roosevelt, the
carriers and the labor organizations held further conferences,
and on August 7, 1943, they reached an agreement providing
for a wage increase of 8¢ an hour and a minimum rate of 54¢
an hour, subject to government approval. The Economic
Stabilization Director, however, refused to approve this agree-
ment, and the controversy grew more strident. It even echoed
in the halls of Congress, where a resolution was introduced
expressing the opinion that the wage agreement of August 7
should be considered an appropriate and valid settlement of
the dispute.

On October 16, President Roosevelt appointed a Special
Emergency Board to reconsider the case and recommend wage
adjustments that would conform to the government’s stabili-
zation policy. In a report filed with the President on Novem-
ber 4, 1943, the Special Board recommended increases in
wages ranging from 4¢ an hour for the higher-rated employes
to 10¢ an hour for those receiving less than 47¢ an hour.

The Economic Stabilization Director approved the Board’s
report, but the non-operating Brotherhoods refused to accept
the report and invoked the services of the National Mediation
Board. They had begun the circulation of a strike ballot on
October 25, and a strike was called to begin at 6:00 p.m.,
December 30. On December 27, the President issued an Execu-
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tive Order directing the army to take over the railroads “to
avoid interruption of transportation by threatened strikes”.
On that same day, however, the Brotherhoods had already
canceled the strike call, and conferences toward a settlement
of the dispute were then under way in Washington.

On January 17, 1944, about sixteen months after the re-
quest had been filed, the seemingly interminable controversy
was finally settled when an agreement having the approval
of Stabilization Director Vinson and the Special Emergency
Board was signed at Washington, D. C. The agreement pro-
vided wage increases ranging from 4¢ an hour for those em-
ployes receiving 97¢ an hour and over, to 10¢ for those
receiving less than 47¢ an hour, retroactive to February
1, 1943.

Effective December 27, 1943, supplementary amounts (to
be paid as the equivalent of or in lieu of claims for time and
one-half pay for work performed in excess of 40 hours a
week) were to be added to the increases effective February 1.
The net result was that effective December 27 wages were
increased by amounts ranging from 114 an hour for the
lowest-paid employes to 9¢ an hour for the highest-paid.

While this dispute was in progress, President Milliman had
pointed out to the membership of the Brotherhood the urgent
need for action to combat the growing sentiment against labor
unions on both national and state levels. He emphasized the
handicap under which the Brotherhood attempted to carry
on its legislative program because it then had no state legis-
lative representatives, and he urged the cooperation of system
and lodge officers and individual members in the “desperate
battle of self-preservation confronting organized labor in a
number of states”.

“This situation is a serious threat in Congress as well as
in many of the State Legislatures where particularly vicious
anti-labor measures have been introduced and are being
strongly pushed,” he warned. “The present anti-labor trend
in national and state legislation has stronger backing and is
a more serious threat to organized labor than any such move-
ment within the past twenty years.”

During this time, a controversy between the Brotherhood
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and Canadian railways had taken shape. On January 8, 1943,
the Central Committee served notice on the Railway Associa-
tion of Canada requesting:

“1. The elimination of existing wage inequalities ‘chrough
the establishment of rates of pay which will be more equitable
in comparison with the rates paid employes in similar work
on these same railroads in Canada; with employes of other
railroads, not covered by our Agreement, but operating in
Canada or in territory adjacent thereto; and with employes
of similar or equal skill in other major and organized indus-
tries in Canada.

“2. The adoption of a vacation plan for an annual two
weeks’ vacation with pay beginning with the year 1943.”

The railways had rejected the employes’ request, and the
Central Committee prepared the case for submission to the Na-
tional War Labour Board of Canada in accordance with regula-
tions established by the Canadian government.

One of the most serious problems confronting the Brother-
hood for years had been its jurisdictional disputes with the
Building and Construction Trades Department of the Ameri-
can Federation of Labor. Through the years, various organi-
zations have claimed, at one time or another, practically all
classes of maintenance of way work except that of crossing
flagmen and watchmen. The organization has been compelled
to carry on an almost constant resistance to the repeated
efforts of other organizations to invade the jurisdiction of the
Brotherhood. Other labor organizations, and particularly
those established along craft lines, have tried persistently to
claim work being performed by maintenance of way employes
in spite of the fact that when the Brotherhood first affiliated
with the American Federation of Labor (and each time its
charter has been subsequently amended), it was given the
exclusive right to represent all employes engaged in the build-
ing and maintaining of the tracks, bridges, buildings, and
appurtenances thereto in the maintenance of way and strue-
tures departments of the railroads. Thus the Brotherhood was
chartered as a semi-industrial organization rather than a
craft organization. Most unions affiliated with the American
Federation of Labor are chartered as eraft organizations.

On May 21, 1943, the Brotherhood reached an agreement
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with representatives of the building and construction trades

providing basically that the building trades would have juris--

diction over work on any railroad property not located on the
line of the railroad, and that the Brotherhood would have
jurisdiction over all work located on the line of railroad com-
ing within the jurisdiction of its agreement with the carriers.

At the time this agreement was signed, representatives of
the Brotherhood confidently expected that it would definitely
dispose of any future jurisdictional disputes with the building
trades. The Brotherhood has tried to comply fully with the
terms of this agreement. The building trades, however, have
not; and they have since raised numerous jurisdictional dis-
putes which would be automatically settled by compliance with
the 1943 agreement.

Meanwhile, the non-operating Brotherhoods had met with
difficulty in persuading the Columbus & Greenville Railroad
to apply the provisions of the wage and vacation agreements
of December, 1941. The carrier had refused to establish the
minimum hourly rate of 46¢ or to comply with the terms of
the Vacation Agreement. Instead, it had attempted to make
unreasonable changes in rules covering working conditions.
A strike which began on November 23, 1943, ended on Decem-
ber 8 when an agreement was signed establishing a basic
minimum wage rate of 46¢ an hour and a vacation-with-pay
plan containing the essential benefits of the national Vacation
Agreement. The company withdrew its demand for rules
changes.

As the war continued, the manpower shortage became more
and more acute, and the railroads in many sections of the
country desperately sought workers to keep the nation’s rail
transportation system functioning at top efficiency. A number
of workers, particularly in regions where wage rates were
low, had left the service of the carriers to seek more lucrative
employment in other industries. The Railroad Retirement
Board’s report of personnel needs for January, 1944, showed
that the railroads in the United States needed 98,639 workers,
and that of this number 46,000 (almost 47 per cent) were
needed in occupational groups represented by the Brotherhood.

Although considerable progress had been made in improv-
ing the working conditions of maintenance of way employes,
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more adequate rules covering work performed in overtime
hours and on Sundays and holidays had long been an objective
of the Brotherhood. A meeting of Grand Lodge and system
officers held in February, 1944, authorized the inauguration
of an overtime rules movement. On April 15, 1944, a notice
was served on the managements of all railroads in the United
States with whom the Brotherhood held agreements request-
ing four specific overtime rules, including double-time pay
after sixteen hours of service.

After system conferences had been completed with little
success, national committees representing the carriers and
the Brotherhood were formed. Conferences between the two
committees began on September 14, 1944, and ended on Octo-
ber 21. On that date a National Overtime Rules Agreement
was signed containing uniform provisions for the payment of
the time and one-half rate for work in excess of eight hours;
the time and one-half rate for work performed on callg, with
a minimum of four hours at the straight-time rate; the time
and one-half rate for work performed on Sundays and seven
specified holidays; and the double-time rate for work per-
formed in excess of 16 hours in any twenty-four hour period.

This agreement was of great importance not only because it
established a much higher degree of uniformity in rules gov-
erning the payment of overtime work, but because it brought
about a substantial improvement in the overtime rules in most
of the individual system agreements.

In the early part of the year, railway workers in Canada
secured a partial settlement of their request of January 8,
1943, for adjustments in wage rates and a vacation of two
weeks with pay. On March 1, 1944, pursuant to the “finding
and direction” of the National War Labour Board of Canada,
the Central Committee of the Brotherhood signed an agree-
ment with the Railway Association of Canada providing for
an annual vacation of six days with pay effective with the
year 1944.

Railway workers in Canada, however, had still not received
a general wage increase, although the cost-of-living bonus had
been added to basic wage rates, effective February 15, 1944,
in an amount equivalent to about 10¢ an hour. On July 31,
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1944, the War Labour Board issued a decision granting a wage
increase of 6¢ an hour to hourly-rated workers, 48¢ a day to
daily-rated workers, $2.88 a week to weekly-rated workers,
and $12.48 a month to monthly-rated workers. The decision
granted back pay to maintenance of way employes from
March 3, 1943.

Railroad workers in the United States had continually
expressed dissatisfaction with the Vacation Agreement of
1941, which granted only six days’ paid vacation each year
and which was manifestly not in keeping with vacation poli-
cies generally established in other industries. On June 26,
1944, the non-operating railroad Brotherhoods served formal
notices on railroad managements in the United States re-
questing annual vacations with pay of twelve, fifteen and
eighteen consecutive days to be granted on the basis of length
of service.

After almost eight months of intermittent conferences, a
settlement was finally reached on this request. On February
23 1945, national committees representing the carriers and
the Brotherhoods signed a mediation agreement supplement-
ing the Vacation Agreement of 1941 to provide an annual
vacation of twelve consecutive work days, effective with the
year 1945, for employes with five or more years of continuous
service. The paid vacation of six working days for employes
with less service continued in effect.

The tide of war had now definitely turned in favor of the
allied nations. In Europe and in the Pacific, the military
forces of the allies were drawing ever-tightening circles about
the aggressor nations. At the 1944 election, the voters of the
United States had again shattered precedent by returning
President Roosevelt to office for the fourth successive time,
and as the year 1945 began and the end of the war became
more and more imminent, plans for peace and the rehabilita-
tion of the lands shattered and made desolate by the war were
already well under way.

Although the average straight-time hourly earnings of
railroad workers represented by the Brotherhood on Class I
railroads in the United States had increased from 47.9¢ in
1939 to 68.3¢ in 1945, the wage increases granted had been
added to basic rates. Thus the inequalities in wage rates for
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the same class of work on the same road, from road to road,
and between different sections of the country, were unaffected.

At a meeting of Grand Lodge and system officers in May,
1945, the report of a special committee appointed to analyze
wage inequalities was given careful study. The meeting by
unanimous action authorized a national movement to correct
these inequalities and to establish a more equitable and uni-
form wage schedule on all systems. A national wage com-
mittee was appointed to study the over-all situation.

As a result of these preliminary moves, on June 25, 1945,
formal notices were served on all roads with whom the
Brotherhood held contracts in the United States requesting a
basic minimum hourly wage of 75¢, a standard uniform wage
scale, and eleven uniform rules governing working conditions.
Not only did the carriers reject the employes’ request in sys-
tem conferences, but they displayed a reluctance to join in
national handling, although this had become an established
procedure since the wage-deduction agreement of 1932. On
October 10, 1945, the Brotherhood invoked the services of the
National Mediation Board.

At the time the Brotherhood served its notices, no other
general movement affecting wages and working conditions
was in progress. Shortly thereafter, however, other standard
railroad labor organizations became active, and soon the rail-
roads were confronted with a number of separate and dis-
similar notices affecting practically all the 114 million railroad
workers then in the gervice. Because of the highly-complicated
situation that resulted, on November 29, 1945, an agreement
was reached between national committees representing the
carriers and the non-operating Brotherhoods that all the re-
quests made by these organizations would be converted into
one uniform request for a wage increase of 304 an hour.

During this time, a simultaneous movement had been under
way in Canada to correct gross inequalities in wage rates. A
great deal of study had been given to the situation by the
Central Committee, and in its notice of January 2, 1945, to
the Railway Association of Canada, the Committee proposed a
specific wage rate for each separate maintenance of way
clasgification instead of a uniform over-all increase to be
added to existing basic rates of pay.

188



NN TT] » [N IT770]

WORLD WAR 11

When the Railway Association denied the request, the
dispute was submitted to the National War Labour Board of
Canada on March 31, 1945. Briefs and exhibits were subse-
quently filed with the Board in support of the employes’ pro-
posal. But weeks turned into months of delay, and on Novem-
ber 26, 1945, the Brotherhood filed a protest with the Board
and urged that it take prompt action to furnish the relief so
sorely needed by Canadian maintenance of way workers.

While these movements were in progress, the Brotherhood
had suffered a defeat in its campaign to regain jurisdiction
over maintenance of way workers on the Santa Fe System,
the lone major line on which the Brotherhood did not hold an
agreement. This movement began in June, 1944, after em-
ployes on that road had sent numerous letters and petitions
to Grand Lodge requesting that they be represented by the
Brotherhood.

Of the approximately 18,000 maintenance of way employes
on the system eligible to vote, some 10,000 signed authoriza-
tion cards for representation by the Brotherhood. The serv-
ices of the National Mediation Board were invoked on
December 18, 1944, but the Board failed to assign a mediator
to the case until April 6, 1945.

In the meantime, the independent union on the Santa Fe,
apparently sensing defeat, had affiliated with the ‘“United
Railroad Workers of America, C. 1. 0.” A further delay was
encountered over the question of whether Mexican nationals
employed by the Santa Fe were entitled to vote. The Media-
tion Board held that they were. These delays served to take
the edge off the Brotherhood’s campaign, which up to that
time had been progressing favorably, and it became clearly
apparent that an election would have to be held to decide
the issue.

The balloting of the employes began on May 28, 1945, under
the direction of the Mediation Board and ended on June 30.
An official certification of the ballot, released by the Board
in July, 1945, showed that the Brotherhood had failed to win
representation rights. The heavy vote cast for the Brother-
hood, however, was very encouraging and showed the growing
dissatisfaction among maintenance of way workers with
conditions on the Santa Fe System.
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As the summer of 1945 ended, the design of world affairs
had undergone a decided change. Vice President Harry S.
Truman had become President of the United States when
Franklin Delano Roosevelt died unexpectedly on April 12,
1945. The capitulation of Germany on May 7, 1945, and the
surrender of Japan four months later ended hostilities in
World War II, and the nations of the world began the tre-
mendous job of rehabilitation and the ecritically important
trangition from a wartime to a peacetime economy.

Wartime conditions had brought about drastic changes in
rates of pay of maintenance of way workers and some im-
provements in agreement rules in both the United States and
Canada. The general and principal changes, as referred to in
this chapter, may be summarized as follows:

UNITED STATES

March 1, 1941—A minimum hourly rate of 36¢ for Class I
carriers and of 33¢ for Class II and smaller carriers
became effective on this date under the Wage-Hour Act.

December 15, 1941—An agreement signed on this date
granted a wage increase of 9¢ an hour effective Septem-
ber 1, 1941, and an additional 1¢ an hour effective Decem-
ber 1, 1941, and established a minimum hourly rate
of 46¢.

December 17, 1941—A national vacation agreement granted
six days’ vacation with pay each year, beginning with
the year 1942,

August 31, 1942—A minimum hourly wage of 40¢ an hour
became effective for railroad workers under the Wage-
Hour Act. This government order, however, had already
been superseded by the collective-bargaining agreement
signed December 15, 1941, establishing a minimum hourly
rate of 464.

January 17, 1944—An agreement signed on this date granted
wage increases ranging from 4¢ to 10¢ an hour, retro-
active to February 1, 1943; additional amounts to be
added, effective December 27, 1943, to bring these in-
creases to amounts ranging from 9¢ to 11¢ an hour.

October 21, 1944—A national agreement signed providing
improved overtime rules.
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February 23, 1945—National vacation agreement amended to
provide an annual vacation of 12 days with pay to rail-
road workers with five or more years of railroad service.

CANADA

June 1, 1941—A cost-of-living bonus, to be adjusted periodic-
ally on the basis of living costs in August, 1939, became
effective on this date.

February 15, 1944—Cost-of-living bonus added to basic wage
rates in an amount equivalent to approximately 10¢
an hour.

March 1, 1944—An agreement signed on this date granted
annual vacations of six days with pay beginning with the
year 1944,

July 31, 1944—A wage increase of 6¢ an hour granted retro-
active to March 3, 1943.

As the greatest conflict in the history of mankind drew to
a close, railroad maintenance of way workers were able to
view with considerable satisfaction the part they had played
in helping to win the war. Not only had the maintenance of
way department done an outstanding job in maintaining the
tracks and bridges of the railway system under the heaviest
rail traffic in history, but it had contributed liberally to the
fighting forces of the two nations.

Figures by the Office of Defense Transportation showed
that 804,000 workers had left their railroad jobs in the
United States to enter the service of their country during
World War II. Of this number, 63,000 (22 per cent) were
employes from the maintenance of way and structures de-
partment. Maintenance of way workers in Canada had made
a similar contribution toward victory.

Some of these workers had helped to operate railroads in
foreign lands; others never returned from the battlefields.
The delegates attending the 1946 convention of the Brother-
hood paid a warm tribute to the servicemen from the main-
tenance of way department. But the Brotherhood sought to
make a more substantial contribution to the welfare of vet-
erans of World War II who were seeking to reestablish them-
selves in civilian life.

“Qince V-E and V-J days,” President Milliman told the con-
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vention, “it has been a popular pastime in both Canada and
ghe United States to pay glowing tributes to our returning
eroes. ...

“It is, of course, the unanimous feeling of the delegates at
this Convention that our report would not be complete, and
would indeed reflect some lack of appreciation, if we failed to
give expression to the gratitude that we feel to those who
served their country so nobly during the recent war years.
However, this Brotherhood wants its expression of gratitude
and its tribute to these servicemen to be real. We want it to
be sincere. We want it to be acceptable to them in that it
will indicate something more on our part than a mere outburst
of eloquence.

“Therefore, may I say on behalf of this Brotherhood and
the delegates assembled here at this Convention, that in our
opinion the most sincere and worth while way for the entire
United States and Canada to show their appreciation to our re-
turning servicemen is to see that they are now given good
jobs, with regular employment, at good wages, and under fair
working conditions, so that they may return to civilian life on
an economic basis that will permit them to enjoy some of the
security for which they have been fighting. . . . This will be our
tribute for the service they have rendered, and this is the
kind of gratitude they want to see.”

In a telegram which President Milliman read to the con-
vention, L. B. Schwellenbach, the United States Secretary of
Labor, said: “Throughout this long period which imposed a
steadily mounting strain on our transportation system, your
union met each new demand with unfaltering service and
devotion; as troops and fighting equipment moved in an
endless stream, your union literally ‘kept them rolling.” Equally
important, you kept them rolling safely over road-beds that
were burdened far beyond their normal capacity. It was a
great job, magnificently done!”

A telegram in a similar vein from Humphrey Mitchell,
Minister of Labour, Dominion of Canada, read: “I have
watched the development of the Brotherhood of Maintenance
of Way Employes and its struggle to its present eminent and
constructive position in the international labor movement,
which I know will maintain a high degree of true labor states-
manship as it has done in the past.”
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The war record of labor during the forty-four long, tense
months following Pearl Harbor had been impressive. In pro-
duction, the results had been almost miraculous. The output
of munitions increased eleven-fold, from one-half billion dol-
lars a month to 514 billion at the peak, more than the rest of
the world combined.

America virtually scraped the bottom of the barrel to secure
needed manpower for industry and the armed forces. Millions
of housewives took war jobs. Unions cooperated in helping to
secure workers to relieve critical manpower shortages at vari-
ous strategic points.

Work stoppages because of strikes averaged less than one-
tenth of one per cent of the time worked during the war. And
even these insignificant losses were more than offset by work
on legal holidays. :

The efficiency of workers in munitions industries climbed
72 per cent during the war; on the railroads by even more.
Although the railroads were short both in equipment and man-
power, railroad workers did almost the impossible in carrying
a transportation load double that of prewar levels.

With the end of the war, the two nations turned their
thoughts to the serious post-war problems that were certain
to follow in a world torn and divided economically and polit-
ically. In a statement made on Labor Day, 1945, President
Harry S. Truman said:

“Six years ago the workers of the United States, and of the
world, awoke to a Labor Day in a world at war. The demo-
cracies of Western Europe had just accepted the challenge
of totalitarianism. We in the United States had two years of
grace, but the issue was squarely joined at that hour, as we
now know. There was to be no peace until tyranny had been
outlawed.

“Today we stand on the threshold of a new world. We must
do our part in making this world what it should be—a world in
which the bigotries of race and class and creed shall not be
permitted to warp the souls of men.

“We enter upon an era of great problems, but to live is to
face problems. Our men and women did not falter in the task
of saving freedom. They will not falter now in the task of
making freedom secure. And high in the ranks of those men
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and women, as a grateful world will always remember, are the
workers of all free nations who produced the vast equipment
with which victory was won.

“The tasks ahead are great, and the opportunities are
equally great. Your Government is determined to meet those
tasks and fulfill those opportunities.

“We recognize the importance and dignity of labor, and we
recognize the right of every American citizen to a wage which

will permit him and his dependents to maintain a decent
standard of living.”
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CHAPTER VIII

HE paramount question both in the United States and
Canada as the war ended was whether the sudden con-
version from an economy geared for a maximum

production of all the materials of war to the more moderate
needs of peace, would result in depressed business conditions.
Those who took a pessimistic view of the immediate economic
situation in the two countries, overlooked the tremendous
shortage of all types of products used in everyday living,
created by the strict rationing of essential materials during
the war.

Some letdown was to be expected as the world shook off the
after-effects of an overexpanded wartime production; never-
theless, the early post-war years became a period of great
business activity as industry sought to fill the needs of a
populace clamoring for products that had become extremely
scarce or even non-existent.

By 1947, when the return to peace-time production had been
completed, 60 million employed workers in the United States
produced an immense volume of goods and services. Prices
rose rapidly during the post-war boom, and after Congress
removed the price controls imposed during the war, the specter
of inflation menaced the economic future of the nation. In
Canada, too, the cost of living continued a steady upward
trend after the war.
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The net railway operating income of carriers in the United
States dropped somewhat in the years immediately following
the ending of the war, and a gradual but steady reduction in
the maintenance of way work forece took place, stimulated
by the use of modern machinery for performing various work
operations previously done by hand. The number of mainte-
nance of way employes decreased from 292,532 in 1945 to
256,748 in 1946 and to only 226,994 in 1950.

The reduction in the number of maintenance of way work-
ers employed on railways in Canada was not so drastic. From
40,247 in 1945, the number of workers decreased to 37,944
in 1946, but by 1950, this figure had increased slightly to
38,878.

As the year 1945 closed, the joint request (November, 1945)
of the non-operating railroad Brotherhoods for a wage in-
crease of 80¢ an hour had reached a stalemate. The services
of the National Mediation Board had been invoked when
national conferences between representatives of the railroads
and the employes brought no progress. The Board announced
on January 19, 1946, that it had been unable to bring the
parties into agreement, and on January 26, the national com-
mittees agreed to submit the dispute to an Arbitration Board
of six members. President Milliman served as one of the
two labor members on the Board.

In a report to the 1946 convention, Milliman emphasized
that a careful study of the situation had been made before the
Brotherhood dropped its separate requests and joined in the
movement for a uniform wage increase. The wage increase
demand, he pointed out, was justified for three principal
reasons: (1) Compared to employes in other industries, the
non-operating railroad workers had been the victims of a
steadily growing wage inequity; (2) the railroad industry was

in the most prosperous condition in its history; and (3) the

rising cost of living made a wage increase necessary to avoid
a substantial reduction in living standards.

The Arbitration Board began its hearings on February 18,
1946, and on April 3 it announced its award, granting a wage
increase of 16¢ an hour to the employes concerned, to be
effective January 1, 1946, under the terms of the arbitration
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Above: A bridge gang overhauls a highway overpass.

Right: One of the mammoth steel structures (over the
Mississippi River at Memphis, Tennessee) maintained by
steel bridgemen on the Frisco System.
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Above: Two view of the million-and-a-half dollar Missouri Pacific freight
terminal at St. Louis built by maintenance of way bridge and building
forces. This mammoth structure covers more than three city blocks.
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Above: A bridge under construction on the Great Northern Rail-

way to be maintained by maintenance of way workers. The job

of lowering the 37-ton girder took three and one-half hours.



Above: Painting a water tank—only one

of the many skilled jobs of the mainte-
nance of way painter. Tomorrow he may
be an interior decorator or paint a depot.
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Above: Two waler-service me-
chanics inspect a “stand pipe”
where the locomotive takes on

water—an important item in
railroad  operation  requiring
skilled mechanics,
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Above: A Louisville & Nashville freight train crossing Red
River bridge near Sloan, Kentucky.

Right: A passenger frain winds its way through the
gorge along the rapids.










|
:
|

Above: D. W. Hertel, the author, reviewing the

History’s original manuscript before final printing.

Left: Lights on as a locomotive wending its way through

the mountains, prepares to enter a tunnel.
.-
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agreement. The employes, however, felt that the award was
insufficient. In a special opinion accompanying the award,
the labor members of the Board said:

“With great reluctance we have joined with the [neutral]
members of the Board . .. in making an award which . . . is
made wholly arbitrarily, is not based on the evidence before
the Board, and is made without consideration of the equities

of the employes’ claim. . .. We have joined in such an award.

solely because the only alternatives left to us by the attitude
of other members of the Board were to have the proceedings
end in failure to make an award, or to have the amount
awarded subjected to a further arbitrary reduction below the
amount considered proper by the [neutral] arbitrators . . .
in order to induce the carrier representatives to joinin it....
If the correction of inequities as of the close of the war were
calculated on even the lowest possible basis reconcilable with
the evidence . . . [it] would require an award granting the
employes’ request in full.”

On April 15, 1946, the non-operating Brotherhoods, wholly
dissatisfied with the Board’s award, filed a formal notice on
all railroads that were parties to the arbitration proceedings
and the award (acceptance of which was compulsory), re-
questing a further increase of 14¢ an hour. In filing this
notice so soon after the Arbitration Board had rendered its
award, the Brotherhoods were acting entirely in accordance
with the provisions of the Railway Labor Act. As a matter
of fact, inasmuch as they were compelled to accept the Board’s
award, this was the only way in which they could proceed to
obtain an additional wage increase. In early May, 1,200
representatives of the Brotherhoods met in Chicago and
authorized the distribution of a strike ballot to determine the
wishes of railroad workers in the event a satisfactory settle-
ment could not be reached.

At a conference on May 22, President Truman told a
committee representing the Brotherhoods that he would not
attempt to change the award of the Arbitration Board. He
suggested, however, that railroad workers were entitled to
an additional increase of 2V4¢ an hour, but he emphasized
that this was all that was permissible under the government’s
current stabilization policy. On May 25, 1946, an agreement
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was reached between the participating carriers and the Broth-
erhoods providing for an additional wage increase of 2l4¢
an hour effective May 22, 1946.

The representatives of the engineers and the trainmen, how-
ever, refused to accept a proposal by the President to settle
their dispute with the carriers, and a strike of these two
organizations, postponed from its original date of May 18,
began on May 28. For two days, the movement of trains was
virtually at a standstill, but the strike ended on May 25 when
an agreement was reached between the carriers and these
two groups of employes. The government had seized the
railroads on May 17 and placed them under the control of the
Office of Defense Transportation, but they were returned to
private ownership on May 26.

In the meantime, an extremely serious situation had arisen
on the Toledo, Peoria and Western Railway. This road had
been placed under government control on March 22, 1942,
because of a strike then in progress. When the road was
returned to private ownership, effective October 1, 1945, the
management flatly rejected a proposal of the employes that
wages and rules negotiated during government control be
continued in effect. Instead, the management insisted upon
terms that were wholly unreasonable and arbitrary. The
ensuing strike, which began on October 1, 1945, developed into
a bitter conflict and was the longest in the history of the
railroad industry. Eighteen and one-half months later, after
the tragic death of the president of the road, a settlement was
reached on April 20, 1947.

Under the terms of the agreement ending the strike, the
employes retained the rules in effect during government con-
trol, including the application of the vacation agreement,
were granted the 1946 wage increase of 1814¢ cents an hour,
and were restored to the service with seniority unimpaired.

" Early in 1946, maintenance of way workers in Canada
secured action at last on their request for a rectification of
gross inequalities and injustices in wage rates, pending since
March 31, 1945. On March 13, 1946, the War Labour Board
of Canada began hearings on this dispute. On June 12, 19486,
the Board issued a decision granting an increase of 2¢ an hour,
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effective February 16, 1946, except in certain classified yards,
where hourly increases of 3¢, 4¢, and 5¢ were granted to sec-
tion men.

Because of the intense dissatisfaction among Canadian main-
tenance of way workers with the Board’s award, the Central
Committee filed a new request on July 28, 1946, for an addi-
tional increase of 20¢ an hour. “It is inconceivable that such
an award could have been handed down,” the Secretary of the

Committee said. “We are again forced to present our demands

the relief.”

The protests from Canadian railway workers reached such
volume that the War Labour Board decided to reopen the case,
and suggested that the Brotherhood join with the other rail-
way labor organizations in Canada in the national handling of
the wage question. On August 28, 1946, an agreement was
reached with the Canadian National Railways and the Ontario
Northland Railway, providing for a wage increase of 8¢ an
hour for maintenance of way workers, retroactive to June 1,
1946, in addition to the increase granted effective February 16,
1946. A similar agreement was signed with the Canadian
Pacific and other railways in Canada on October 31, 1946.

Meantime, an editorial in the “Journal” warned that the
floodgates of inflation were about to be opened because of the
apparent reluctance of Congress to continue price controls.
“Inflation, the greatest enemy of the wage earners, is about to
be given more leeway,” the editorial commented. “This is a
dangerous policy at this time—one from which the common
people will suffer most. . . . Labor will soon find itself back
where it was before the movement for increased wages started,
and will have to demand more increases. . . . It is passing
strange that the Administration was able to hold the wage line
in the face of mounting prices during the war, but now that
peace has come (in the military sense) it is unable to hold the
price line.”

Unfortunately, this prediction came true, and after Con-
gress removed price controls, the rapidly soaring cost of living
forced workers to seek additional wage increases.

On July 15, 1946, when the 29th regular convention of Grand

Lodge, one of the largest in the history of the Brotherhood,
met in Detroit, Michigan, the reports of Grand Lodge officers
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reflected the continued progress of the Brotherhood. Since
the 1943 convention, President Milliman reported, agreements
had been secured or extended on 47 railroads. The report of
Secretary-Treasurer Shoemake showed that the membership
of the Brotherhood had increased more than 21,000 in the
three-year period.

The convention increased the initiation fee for new mem-
bers from $3.00 to $5.00, re-elected President Milliman and
Secretary-Treasurer Shoemake, and took action condemning
the substandard conditions arising out of the carriers’ policies
with respect to board and commissary companies, camp outfits,
and employment agencies; and favoring union-management
cooperation, an annual wage for maintenance of way workers,
uniform working conditions, a joint national movement in
Canada to correct gross inequalities in wage rates as compared
to those in the United States, stability of year round employ-
ment, and compensation for recognized holidays.

The Convention also increased Grand Lodge dues from $2.50
to $3.00 a quarter. This was the first change in Grand Lodge
dues, insofar as the general fund is concerned, since 1922,
when Grand Lodge dues were reduced from $2.00 to $1.50 a
quarter. Following the 1925 convention, Grand Lodge dues
had been increased from $1.50 to $2.50 a quarter, but the in-
crease of $1.00 a quarter had been added by referendum vote
of the membership to be used to maintain the new Death Bene-
fit Department.

A two-year fight to obtain liberalizing amendments to the
Railroad Retirement and Unemployment Insurance Acts ended
on July 31, 1946, when President Truman signed the so-called
Crosser bill. The Crosser amendments to the Railroad Retire-
ment Act provided for the payment of monthly survivor annui-
ties; broadened the scope of disability benefits, including a
new provision for an occupational disability annuity; increased
minimum retirement benefits; and raised the retirement tax
to pay for the increased benefits. Amendments to the Rail-
road Unemployment Insurance Act lengthened the period dur-
ing which benefits were payable and added a new and highly
important feature to the Act. Effective July 1, 1947, benefits
became payable for time lost because of sickness or injury on
the same basis as for time lost because of lack of work.
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Another bill sponsored in Congress by the standard railroad
labor organizations and approved by the President on August
2, 1946, brought refunds of approximately $5614 million to rail-
road workers in ten states for unemployment insurance tax
deducted from their wages under the Social Security Act be-
fore the passage of the Railroad Unemployment Insurance Act.

President Milliman had warned the membership of the
Brotherhood in 1948 of a developing anti-labor attitude among
state legislatures. This trend became clearly apparent at the
November, 1946, elections when the states of Arizona, Ne-
braska, and South Dakota adopted amendments to their state
constitutions, patterned after a similar amendment adopted
by Florida in 1943, prohibiting any provisions in a collective
bargaining contract which requires union membership as a
condition of employment. Thus began a concerted movement
by employers to secure the enactment of similar laws in all
states under the misleading title “right to work”. The union
shop movement of the railroad Brotherhoods was later to be
seriously hampered by these laws.

Twenty railroads, most of them short lines, had refused to
apply the arbitration wage award of 16¢ an hour, effective
January 1, 1946, or the additional 214 ¢ wage increase effective
May 22, 1946. A strike vote was taken on the roads concerned,
and the non-operating Brotherhoods called a suspension of
work to begin October 28, 1946. The strike was postponed,
however, when President Truman appointed an Emergency
Board on October 25 to investigate the dispute.

In its report to the President on December 4, the Board
decided that fourteen of the twenty carriers concerned should
conform to the established pattern of an 18%4¢ an hour wage
increase, and that negotiations on the six remaining roads
should be carried out under conditions outlined in the Board’s
report.

On the last day of the year, tragedy struck suddenly. Presi-
dent Milliman entered the hospital on December 26 for a diag-
nosis of an ailment that had been troubling him. Five days
later he died while undergoing a serious operation. Hundreds
of his friends and associates attended his funeral on January
8, and messages of sympathy were received from all parts of
the United States and Canada.
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“The untimely passing of Elmer E. Milliman deprives our
Brotherhood and the American labor movement of a great
leader, a man with great promise for the years to which he
had every reason to look forward,” the “Journal” said. ‘“He
was a man of sterling quality with a fine character. . . . His
devotion to his fellow man and to his Brotherhood never fal-
tered during his long years of service as a Grand Lodge officer.
... He was constantly thinking of the welfare of the Brother-
hood membership and their needs as railroad workers. . . . If
any man ever gave a fuller measure of service and devotion
to mankind than Elmer E. Milliman, it would be difficult to
find him.”

The officers of Grand Lodge met in Detroit on January 4,
1947, and elected A. Shoemake, Grand Lodge Secretary-
Treasurer, to fill the office of Grand Lodge President, and Vice
President T. 1. Jones to fill the office of Grand Lodge
Secretary-Treasurer, until a special election could be held in
accordance with the Grand Lodge constitution.

Acting President Shoemake was born in Calhoun County,
Mississippi. After entering railroad service in the mainte-
nance of way department he held various important offices
in the Brotherhood. From 1925 to 1929 he served as subordi-
nate lodge secretary-treasurer and Joint Protective Board
member on the St. Louis-San Francisco System Federation,
from 1929 to 1934 as Vice General Chairman on that system,
and thereafter as its General Chairman until his election as
Grand Lodge Secretary-Treasurer in 1940. In this office he
had served the Brotherhood for six years with efficiency and
distinction.

At their meeting on January 4, the Grand Lodge officers
adopted a resolution proposing that all system divisions and
subordinate lodges of the Brotherhood be given an opportu-
nity to contribute to a fund to be used for the erection of a
monument to the memory of President Milliman.

In a special election held in Detroit, Michigan, on February
14, Vice President T. C. Carroll became the eighth President
of the Brotherhood. Son and grandson of section foremen on
the Southern Railway, President Carroll was born in a section
house at Donalds, South Carolina, on May 22, 1894. After
completing high school, Carroll entered railroad service as a
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clerk in a roadmaster’s office on the Seaboard Air Line. Later,
he held various jobs as brakeman and conductor and as section
foreman on several railroads before entering the service of
the Louisville and Nashville Railroad as an extra gang and
yard foreman in Kentucky. While engaged in this work, he
was elected General Chairman for the Brotherhood on the
Louisville and Nashville System in October, 1919.

As a member of the Grand Lodge Executive Board from
1922 to 1925, he took an important part in straightening out
the tangled affairs of the Brotherhood and in formulating the
policies that helped to revive the organization in the critical
years following the 1922 convention. He was elected as a
Grand Lodge Vice President in 1925 and held that office con-
tinuously for more than twenty-one years until his election as
Grand Lodge President. During these many years he helped
to guide the destiny of the Brotherhood—at conventions of
Grand Lodge, on negotiating committees, as a member of many
of the policy-forming bodies of the organization. A recog-
nized leader of men, Carroll brought to the presidency many
years of rich experience in labor-management relations and
a deep belief in the justice of the maintenance of way worker’s
struggle to improve his conditions, a program to which he
has dedicated himself completely.

“T embark upon my new duties with profound pride in being
chosen to carry on the work of the distinguished leaders who
brought our Brotherhood to the forefront of the labor move-
ment,” President Carroll said in a message to the membership
of the Brotherhood. “Carrying on in the tradition of leader-
ship of Elmer Milliman and his predecessors will be no easy
task. . . . Ours is the task of building a better standard of living
for all maintenance of way workers and their families—to
bring more income, more comfort and greater security into
their homes. . . . As I take over the duties of President, I am
thinking of these homes and the things we can and must do
to make these homes better places in which to live. ...

«T pledge myself to a program of justice and progress, con-
structed upon the fundamental aim of achieving better condi-
tions for our membership and, at the same time, protecting
those already gained through years of struggle and sacrifice.”

In the years that followed, President Carroll was able to
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continue with unusual success the Brotherhood’s program
of progress and to fulfill his pledge to the membership of
better conditions in the maintenance of way department.

On February 12, two days before the new President assumed
office, a strike had been called on the Georgia and Florida
Railroad because of the failure of that road to comply with a
notice served by the Brotherhood on June 15, 1946, requesting
a wage increase of 1814¢ an hour, the amount recommended
by the Emergency Board in the general wage movement of
1945-1946. The road was admittedly in poor financial condi-
tion, a fact which the management emphasized continually to
the employes during the strike. A compromise settlement,
accepted by the employes, brought the strike to an end on
March 6.

In the meantime, rising living costs had canceled the effect
of the last increase in wages and made another boost in wage
rates imperative. Moreover, the wages of railroad employes
still lagged behind those of workers in other industries and
their efficiency and productivity had increased considerably.
For these reasons, railroad workers maintained a persistent
pressure on their Brotherhoods to. begin a movement for
higher wages. On March 25, 1947, the Brotherhood joined
with other non-operating railroad labor organizations in the
United States in a national notice requesting an increase of
204 an hour in basic wage rates.

Conferences between national committees representing the
railroads and their non-operating employes came to an abrupt
end on June 26, 1947. Failing to bring about a settlement in
mediation conferences beginning on July 8, the Mediation
Board proposed that the dispute be settled through arbitration.

Hearings before a six-man Arbitration Board, established
under an agreement gsigned July 25, 1947, began on August 4.
On September 2, the Board rendered its award granting an
increase of 151%4¢ an hour to the employes concerned, effective
September 1, 1947, and an implementing agreement was signed
by the two committees on September 3.

On April 8, 1947, members of the Central Committee of
Canada met to discuss proposed changes in the Canadian
agreements. A request for an annual vacation of 14 days
with pay was then pending, notice having been served by the
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cooperating Brotherhoods on February 15, 1947. When con-
ferences failed to produce a settlement of the dispute, the
committee requested the intervention of the National Labour
Relations Board. On June 80, 1947, a Conciliation Board
released its report unanimously recommending vacations with
pay of six, nine, and twelve days for Canadian railway
workers effective with the year 1947. The Canadian railways,
however, refused to accept the Board’s recommendations.

The Brotherhoods completed plans to order a suspension of
work beginning November 3, 1947, after 99 per cent of the
workers had voted to strike. Negotiations had continued in
the meantime, however, and on October 25, 1947, the basis of
an understanding was reached granting 6 days’ vacation with
pay to employes with one year’s service, 9 days’ vacation to
those with three years’ service, and 12 days’ vacation to those
with five years’ service. A formal agreement finally signed
on January 9, 1948, contained the details for placing this
understanding in effect beginning with the year 1948.

Another strike, lasting from May 30 to June 4, 1947, brought
about a satisfactory settlement of the wage increase question
on the Midland Terminal Railroad, located at Colorado
Springs, Colorado.

Meanwhile, the anti-labor trend of legislation had become
even more apparent. In June, 1947, Congress passed the Taft-
Hartley Act over a Presidential veto. This Act placed many
restrictions on labor unions, and it was immediately and al-
most unanimously condemned by labor organizations as a
“glave labor act.” Although the Taft Hartley Act does not
apply to railroad workers in its general application, the rail-
road labor organizations have been just as critical of the Act
as those it actually affects.

In the late summer, the “Journal” warned members of the
Brotherhood against plans being promoted by certain “pen-
gion” groups to make fantastic amendments in the Railroad
Retirement Act. Their activities financed by scattered con-
tributions from railroad workers and from those on the annuity
rolls, these groups sought changes in the Act which were
wholly unfeasible. Activities of these pension groups have
since increased. Although many of their proposals contain
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considerable merit, these groups ignore the detrimental effects
these changes would have on the actuarial soundness of the
retirement fund.

As the year 1948 began, a movement of railway workers
in Canada was well under way to bring their wage rates to a
more equitable level with those paid to railroad workers in
the United States. On November 20, 1947, the Central Com-
mittee joined other standard railway labor organizations in
Canada in serving a notice on railway managements requesting
a general wage increase of 35¢ an hour. When conferences
with the railway managements failed to produce any offer of
settlement on their part, the Brotherhoods appealed to the
National Labour Relations Board. At further conferences
arranged by a conciliation officer, the railways refused to con-
sider any increase in wage rates and on February 25, 1948,
a Conciliation Board of three members was appointed to in-
vestigate the dispute.

The majority report of the Conciliation Board, rendered on
May 8, recommended a wage increase of 7¢ an hour. A
minority report, made by the employes’ representative on the
Board, recommended an increase of 20¢ an hour. At a meet-
ing on May 4, representatives of the employes rejected the
majority report of the Board and began the circulation of a
strike ballot on May 20. The railways later offered to grant
an increase of 10¢ an hour, but the negotiations were discon-
tinued on July 5 when the employes rejected the offer.

Meanwhile, the Brotherhoods had called a strike to begin
at 6:00 am., July 15. At conferences arranged by the Minis-
ter of Labour, an increase of 1514¢ an hour was proposed.
This the Brotherhoods rejected. The deadlock continued until
July 14, the day before the strike. At that time an under-
standing was reached that wages would be increased 17¢ an
hour retroactive to March 1, 1948, and an agreement to this
effect was signed with the railways on July 17.

While this wage movement was in progress, a strike had
taken place on the Tennessee Railroad. In the Short Line
wage decision of 1947, the Emergency Board recommended
that the employes on this railroad be granted a wage increase
of 1514¢ an hour, effective January 8, 1948. The employes
on this road felt, however, that they were being discriminated
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against, since employes on other roads had been granted this
increase retroactive to September 1, 1947. A strike which
began on March 15, 1948, ended on April 24, 39 days later,
when the company agreed to make the wage increase retroac-
tive to September 1.

At this time, a crisis had arisen in the United States affect-
ing three of the transportation organizations. The engineers,
firemen, and switchmen had called a strike to begin on May
11, 1948, when their wage and rule negotiations with the
carriers broke down. On May 10, President Truman author-
ized the seizure and operation of the railroads by the army.
The government returned the roads to private ownership on
July 9, after a basis for settling the dispute had been agreed
upon.

Even before this dispute was ended, the non-operating rail-
road labor organizations had begun an important national
movement. Although the 40-hour week had been accepted
almost universally in other industries, the 48-hour week still
remained in effect on the railroads. On April 10, 1948, these
organizations served uniform notice on railroad managements
requesting the following:

1. Forty-eight hours’ pay for a 40-hour work week, Mon-
day through Friday.

2. The time and one-half rate for Saturday service and
the double-time rate for work on Sundays and holidays.

8. A general wage increase of 25¢ an hour.

The railroads countered with a proposal to change many
existing agreement rules.

By late summer, the request had reached the national level.
National conferences, which began on September 8, ended
on September 17 when the carriers’ committee made no offer
of a settlement. On September 18, the non-operating Brother-
hoods began the circulation of a strike ballot. The Brother-
hoods rejected the suggestion of the Mediation Board that the
controversy be submitted to arbitration.

The Mediation Board terminated its services on October 13,
and on October 18, 1948, the President created an Emergency
Board to investigate the dispute. The Board began its hear-
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ings on October 26 and concluded them on November 27. In
its report to the President on December 17, 1948, the Emer-
gency Board recommended:

(1) That basic rates of pay be increased 7¢ an hour, effec-
tive October 1, 1948.

(2) That effective September 1, 1949, a work week of forty
hours, consisting of five days of eight hours each, be estab-
lished for non-operating railroad employes (with certain ex-
ceptions) with two consecutive days off in each seven.

(3) That in connection with the establishment of the 40-
hour week, all basic wage rates be increased by 20 per cent
(exclusive of the 7¢ hourly increase) to provide the same basic
earnings in forty hours as were paid for 48 hours.

(4) That in establishing the 40-hour week the time and
one-half rate be paid for all work performed in excess of 8
hours a day and/or 40 hours in a week.

(5) That the request of the organizations for punitive pay
for Saturdays and Sundays as such and for a minimum guar-
antee of 8 hours for service on Saturdays, Sundays, and holi-
days be denied.

(6) That the parties agree, before September 1, 1949, on
changes in existing rules necessary to give effect to the 40-
hour work week.

It was not until March 19, 1949, however, that national
committees representing the carriers and their non-operating
employes reached an agreement making effective the recom-
mendations of the Emergency Board. Following the Board’s
report, conferences between the committees failed to produce
an agreement. The carriers’ committee accepted a suggestion
by the employes that the members of the Emergency Board
assist in reaching a settlement. The members of the Board
were asked by the two committees to sit in on the conferences,
not as arbitrators or mediators but as friends of the commit-
tees, to help bring about a settlement of the dispute. Finally,
these former members of the Emergency Board were asked
specific questions as to their intent and purpose in writing the
Board’s recommendations, and their answers materially
assisted in bringing about the agreement of March 19.

“Since beginning my railroad ecareer,” President Carroll
said in commenting on the forty-hour week agreement, “I
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have witnessed three revolutionary changes in the hours of
service of maintenance of way employes—changes which were
accompanied by weird predictions on the part of those who
were opposed to the changes ranging from ‘it can’t be done,
or ‘it is impossible to maintain the tracks and bridges with
such short hours of work,” to the pessimistic prediction that
it would bring bankruptcy to the railroads.

“When I first started work the hours of service were regu-
lated by the rising and setting of the sun; otherwise, no defi-
nite hours were prescribed....When the 10-hour day came into
effect, the employes felt that they had really accomplished
a great economic change. . . . This was the first great change.

“The second and most revolutionary change . .. came in
1919 when the . . . 8hour day with overtime thereafter came
into being. . . . The 8-hour day went into effect smoothly; dire
predictions failed to come true and no railroad, to my knowl-
edge, has ever claimed that it went into the hands of recelvers
or became bankrupt because of the 8-hour day. .

“T have [long] dreamed . . . of the day When the 40-hour
week with 48 hours’ earnings would be established for the
maintenance of way department employes. Thank God, I have
lived to see that dream come true! On March 19, 1949, a
historic agreement was signed at Chicago, Ill., between the 16
non-operating organizations and the carriers’ conference com-
mittee representing about 99 per cent of the total railroad
mileage in the United States. This agreement provides that
September 1, 1949, the 40-hour week with 48 hours’ pay and
two consecutive rest days each week, will be put into effect.
In addition, we secured an across-the-board increase in pay
of 7 cents per hour effective October 1, 1948. Thus, the third
change has been brought about.

“Tt ig true that workers in other industries achieved the
40-hour week earlier; but, in most instances, they did not
preserve their 48—hour earnings. . .. We on the railroads . . .
secured the shorter week without loss of earnings. . .. I think

. we have great cause for celebrating the most progressive,
outstanding and important rules change in the history of the
railroad industry.”

As this important case was being progressed, two strikes
took place, one in Canada and the other in the United States.
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Conditions on the Newfoundland Railway in Canada from the
date of its construction some 40 years previously had been
deplorable. Although living costs in Newfoundland were
much higher than in Canada or the United States, the wages
of railway workers were extremely low, generally about 60
per cent of those paid by Canadian railways. The railway
was operated by the Commission Government and all requests
for increased wages or improved working conditions had to
be submitted by the railway management to the Commissioner
of Public Utilities for approval.

On June 15, 1948, nine of the international organizations
holding contracts with the Newfoundland Railway, including
the Brotherhood, requested a wage increase of 154 an hour
and an adjustment of the cost-of-living bonus. When con-
ferences with the general manager of the railway and the
Commissioner of Public Utilities failed to produce any appre-
ciable results, the nine organizations distributed a strike
ballot. Ninety-eight per cent of the employes (100 per cent of
the maintenance of way men) voted to strike.

The strike began at 11:00 a.m., on October 11, 1948, and
for almost five weeks rail transportation on the island was
completely halted. The strike was well conducted, however.
The employes engaged in no violence or demonstrations, but
simply remained off company property. The strike ended
when an agreement was reached adding the cost-of-living
bonus of 8l4¢ an hour to basic wage rates, effective November
12, 1948, and increasing all wages by an additional 10¢ an
hour, retroactive to June 16, 1948.

The second strike on the Georgia and Florida Railroad
began on September 27, 1948 (the first strike® had lasted
from February 12, 1947, to March 6, 1947) because of the
inability of the employes to obtain a satisfactory settlement
of their request for increased wages. Originally called to
begin on July 14, 1948, the strike was postponed until Sep-
tember 27 because of the financial condition of the railroad
and the management’s promise to try to complete a refinane-
ing survey that would make a settlement of the dispute pos-
sible. The employes returned to work on October 3, 1948,
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after an agreement had been reached granting a wage increase
of 12¢ an hour.

On July 9, President Carroll sailed from New York to rep-
resent the Railway Labor Executives’ Association at confer-
ences of the International Transport Workers’' Federation in
various foreign countries, and at a convention in Oslo, Nor-
way. The purpose of the conferences was to strengthen the
international bonds of unity between nations here and abroad
and to erect a barrier against the infiltration of communism.

On June 23, 1948, President Truman approved amendments
to the Railroad Retirement and Unemployment Insurance
Acts passed by Congress. The amendments to the Retirement
Act increased most annuities by a flat 20 per cent, and guar-
anteed that an employe or his survivors would never receive
less than the taxes he had paid plus a small amount in lieu of
interest. Instead of the flat 8 per cent payroll tax on employers
under the Railroad Unemployment Insurance Act, a sliding
scale of contributions was substituted, the rate of the tax, up
to a maximum rate of 3 per cent, depending on the amount of
money in the unemployment insurance fund.

At the general election in November, 1948, the voters in the
United States re-elected President Truman in an unexpected
victory over his Republican opponent, and the Democratic
party began the 17th year of its national administration.

As the year closed, the “Journal” announced that plans
were under way to erect a new international headquarters
building at Woodward Avenue and California Street, High-
land Park, Michigan, within the Detroit metropolitan area.
Not only had the old building become inadequate for the
offices of Grand Lodge, but the continued expansion of Wayne
University in the vieinity of the old building made condemna-
tion of the site by the city of Detroit immminent.

During the year, the Brotherhood lost for the second time
an attempt to secure representation rights on the Santa Fe
System. In spite of this second defeat within the space of a
few years, however, it was clearly apparent that the mainte-
nance of way men on the Santa Fe had become restive and
were dissatisfied with the representation given them by the
C. 1. 0. organization, and that their return to the Brotherhood
after many years of non-affiliation was only a matter of time.
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By the early part of 1949, the reduction in forces on rail-
roads in the United States had become a serious problem. The
number of maintenance of way employes in railroad service
dropped from 292,532 in 1945 to 256,060 in 1948 and to
224,067 in 1949. In spite of the fact that the net railway
operating income of Class I railroads in the United States
exceeded $1 billion in 1948 and that they had a net income of
approximately $700 million for that year, heavy force reduc-
tions had been put into effect.

Maintenance of way workers on Canadian railways had
fared somewhat better. Although the number of maintenance
of way men in Canada decreased from 40,247 in 1945 to
87,944 in 1946, this figure increased to 39,237 in 1949.

The securing of a greater stability of employment for main-
tenance of way workers had now become a matter of utmost
concern. The general practice of the carriers in reducing
forces during the winter months and increasing them during
the summer, and of gearing the number of maintenance of
way workers to the fluctuating income of the railroads, had
created a day-to-day job uncertainty that affected the morale
of the workers and caused an unusually large labor turnover
in the maintenance of way department. It had become clear
that some effective means were needed to place maintenance
of way employment on a more even level.

Another long-standing grievance of railroad workers was
the failure of the railroads to provide basic safety and pro-
tective equipment on track motor cars, used to transport thou-
sands of railroad workers, most of them maintenance of way
men, and tools and materials, to and from their headquarters
and points of work, and from job to job over the lines of the
carriers. The employes ride these cars in all kinds of weather.
They use them if they are called out at night in an emergency.
They use them to patrol track—particularly in bad weather.
The average distance over which these cars are operated has
been increased considerably in recent years by the lengthening
of territories under the jurisdiction of maintenance of way
gangs.

Numerous accidents resulting in serious injury and death
to many railroad workers have occurred because track motor

212



NN TT] » [N IT770]

THE AFTERMATH

cars were not adequately equipped to provide for the safety
and protection of the employes. Travel in dusk or in dark-
ness or through tunnels becomes a serious hazard to workers
riding on track motor cars not equipped with adequate electric
headlights and taillights. No estimate can be made of the
health and safety hazards encountered by railroad workers
who must ride on open-deck motor cars without any protec-
tion from the elements.

Because many carriers had not provided this equipment,
in spite of the repeated requests of the employes, the Brother-
hood began in 1949 the sponsorship in state legislatures of
bills requiring that track motor cars be equipped with electric
headlights and taillights, windshields, windshield wipers, and
canopies or tops. Although these bills are basic safety meas-
ures, most railroad managements have vigorously opposed
their enactment, contending that electric headlights are not
needed and that windshields and tops are “luxury equipment.”

Nevertheless, during 1949 and in subsequent years through
1954, twenty-six states have passed track motor car laws.
Unfortunately, however, these state laws are not uniform and
not all of them require full equipment. Although all twenty-
six laws require electric headlights on motor cars, only seven-
teen require windshields, thirteen require windshield wipers,
and ten require tops.

When the 80th regular convention of Grand Lodge met in
Detroit, Michigan, beginning June 20, 1949, the delegates took
decisive action on many of the vital problems then confronting
the Brotherhood. Like its members, Grand Lodge found itself
caught in the spiral of mounting prices, and the convention
voted to increase Grand Lodge dues from $3.00 to $3.50 a
quarter. A portion of this added revenue was to provide a
subseription for every member to the newspaper “Labor”,
published weekly by the standard railroad labor organizations.
Ten cents per member was to be placed in a special fund to be
used for state and provincial legislative activities. The re-
mainder was to be retained in the general fund.

The funds provided for the operation of the State Legis-
lative Department since its establishment in 1943 had proved
to be inadequate. Although the funds provided by the increase
in dues were still modest in amount, they did make it possible
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to expand the work of the legislative department and to
extend its activities to all provinces in Canada.

“Once every three years it is our privilege to meet together
and take an inventory of our Brotherhood, to strike a balance
and review the record of the past three years,” President
Carroll told the convention. “Ours is the task of evaluating
what has been accomplished and charting our future course.
The plans and policies we formulate and enact here may well
have a vital bearing on the lives and fortunes of over 350,000
maintenance of way workers and their families.

“We must realize that ours is indeed a great responsibility
and that we must face it with a high resolve and a firm deter-
mination to do the very best that we can for those who rely
on us for guidance and leadership.

“Although the years have not always been kind to us, the
long history of our Brotherhood presents a record of almost
constant growth, progress and accomplishment of which we
may well be proud. Despite the great loss we suffered just
a few months after our last convention in the sudden and un-
timely death of our beloved leader, the late President Elmer E.
Milliman, the plans he had laid so well and the inspiration of
the able leadership he had given us helped us carry on and
achieve during the past three years the greatest gains in our
history.”

President Carroll outlined the progress made since 1939 in
increasing wage rates in the maintenance of way department
in the United States and Canada. The following figures are
representative:

AVERAGE HEARNINGS

CANADA UNITED STATES
1939 1948 1939 1948
CLASSIFICATION (per mo.) (permo.) (permo.) (per mo.)
Bridge and Building Foremen...$151.98 $244.80 $187.68  $293.76
Section Foremen ... 121.79 216.24 144.84 250.92
(perhr.) (perhr.) (perhr.) (perhr.)
Carpenters and Bridgemen.......... $ 614 $ 1056 § 712 § 124
Trackmen 429 89 45 96

Similar gains had been made by other maintenance of way
classes. -

The report of Secretary-Treasurer Shoemake reflected the
continually growing membership and the increasing financial
stability of the Brotherhood.
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The delegates unanimously re-elected President Carroll
and Secretary-Treasurer Shoemake. Among the resolutions
adopted were those approving uniform rules governing work-
ing conditions; a standardization of rates of pay; longer vaca-
tions with pay; increased benefits under the Railroad Retire-
ment and Unemployment Insurance Acts; the inauguration
of a national movement to stabilize employment; the elimina-
tion of unsafe and unsanitary conditions on the railroads;
union-management cooperation; the union shop; legislation
to place all forms of public transportation on an equal com-
petitive basis; and the erection of a monument in memory of
Leo E. Keller. Following similar action taken at previous con-
ventions, the delegates condemned the growing practice of
the railroads in letting to outside contract work coming within
the scope of the Brotherhood’s agreements with the carriers.

A few days before the convention was called to order, rail-
way workers in Canada had begun a movement to obtain the
40-hour week. On June 16, 1949, the Brotherhood and other
non-operating unions filed a joint request on the managements
of Canadian railways for a wage increase of 7¢ an hour and a
40-hour week with the same pay as for 48 hours. In a counter
movement, the Railway Association of Canada served notice
on July 8 of its wish to make extensive changes in rules gov-
erning working conditions after deploring the fact that the
employes were again seeking wage increases.

Negotiations between committees representing the railways
and their non-operating employes having failed to bring about
a settlement, the Brotherhoods filed a request with the Min-
ister of Labour that the issue be submitted to conciliation.
Hearings before a Board of Conciliation began on January
10, 1950. Formal hearings ended on March 10, but it was not
until April 11 that the Board rendered its report.

The employes promptly rejected a formula recommended by
the Board for the establishment of a 44-hour week. “The use
of the terms ‘novel and costly’, and ‘radical social experiment’,
as applied to the five-day, 40-hour week [by the Board of
Conciliation],” said a letter addressed to the Minister of
Labour by the cooperating Brotherhoods, “well illustrates the
majority Board members’ archaic and reactionary approach
to the matter. They have ignored almost entirely the substan-
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tial progress which has been made by Canadian industry in
this connection . . . The representatives of the employes view
the majority recommendations of the Board as eminently
unsatisfactory.”

The Brotherhoods distributed a strike ballot in the latter
part of June and called a suspension of work to begin on
August 22. A mediator appointed by the Federal government
sought to bring about a settlement of the dispute in confer-
ences starting on August 18, but the strike began on August
22 as scheduled when a settlement could not be reached. The
strike was orderly and peaceful, but all trains and telegraphic
services were at a complete standstill. The strikers stood
their ground in spite of attacks from the press and other
sources.

On August 29, 1950, the Parliament convened in a special
session, and the railway strike was the first order of business.
The next day, Parliament passed an act providing that a wage
increase of 4¢ an hour would be made effective immediately,
that every railway would resume operation and every em-
ploye on strike would be required to return to the service,
and that negotiations would be resumed. This act of Parlia-
ment had the effect of forcing the first compulsory arbitration
in the history of the Federal law.

When subsequent negotiations between the railways and
their employes failed to produce a settlement, the government
appointed an Arbitrator to decide the dispute. The Arbitra-
tion Award, rendered on December 19, 1950, provided for an
increase of 7¢ an hour (8¢ an hour more than the employes
had received when they returned to work following the
strike), retroactive to September 1, 1950, and a 40-hour week
with 48 hours’ pay, effective June 1, 1951. Although confer-
ences between the two committees began immediately after
the award, it was not until the latter part of January, 1951,
that a “master agreement” was negotiated providing that ex-
isting agreements would be revised to give effect to the 40-
hour week. On May 23, 1951, the Central Committee of the
Brotherhood signed Wage Agreement No. 12, finally disposing
of a dispute which had lasted almost two years. The final
settlement of this controversy was a vindication of the em-
ployes’ contention that their request was just and reasonable.
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In the United States, meanwhile, a movement to stabilize
employment in the maintenance of way department had been
unanimously approved at a meeting of the International Asso-
ciation of Grand Lodge and System Officers in early May,
1950. On May 15, 1950, General Chairmen served notices on
their respective managements requesting:

(1) That a normal force be restored in the maintenance of
way department based on the average number of maintenance
of way workers in the service during the ten-year period from
1940 to 1949;

(2) That maintenance of way employes be retained in the
service on a ratio that approximated 20 per cent of the total
number of employes in the railroad industry;

(3) That employes on the payroll on January 15 of each
year be given full employment that year;

(4) That those on the payroll March 15 be guaranteed 8
months’ employment; and

(5) That those in service on April 15 be guaranteced 6
months’ employment.

The importance of this attempt to bring about some degree
of stability of employment in the maintenance of way depart-
ment is shown by employment figures for 1948 and 1949. In
September, 1949, employment of maintenance of way forces
had dropped to 225,000, 55,000 (1974 %) less than in Septem-
ber, 1948. In October, 1949, employment decreased to less
than 200,000, 75,000 (2714%) less than in October, 1943.

The railroads retaliated with a request to change many
agreement rules, and some railway managements contended
that the proposal did not properly come “within the purview
of the Railway Labor Act”.

“Despite the charges that our request is not within the pur-
view of the Railway Labor Act and that the proposal is not
workable,” said President Carroll, “we maintain that our
formal notice is in keeping with Section 6 of the Act. ... The
request to stabilize maintenance forces is not new. This topic
has been discussed with railroad management over the con-
ference table many times, and attempts were made to convince
them that such a program would be beneficial to both the
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company and its employes. On several properties, the Gen-
eral Chairmen have attempted unsuccessfully to induce their
managements to inaugurate such a program. ...

“The reluctancy of the railroads to give favorable consid-
eration to our request, particularly the question of joining
with other roads in forming a National Carriers’ Conference
Committee, is alone responsible for the delay in the prosecu-
tion of our case....”

Although the carriers in the Eastern Region eventually
appointed a conference committee and some three years later
a report of the discussions between the two committees was
referred to the General Chairmen and the management on
individual systems for further negotiations, no program of a
tangible nature to stabilize employment has as yet been
evolved from the employes’ request of May 15, 1950. Carriers
in other regions have not evinced a willingness to join with
their maintenance of way employes in trying to find a solution
to this important problem.

As the first half of the twentieth century ended, political
tensions throughout the world had increased, and the fear of
war had become a frightening incubus to the peoples of all

nations, many of whom had not as yet repaired the ravages

of World War II. When the Communists of North Korea
invaded the Republic of Korea (South Xorea) on June 24,
1950, the intervention of the United Nations again made both
the United States and Canada active participants in warfare.

Although the hostilities in Korea were on a definitely lim-
ited scale, the apprehension that the conflagration, once
started, might spread, became a distinct threat to world peace
and security.
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TTH the advent of hostilities in Korea, the govern-

ment of the United States, apprehensive of the results

of this new conflict, began an extensive long-range de-
fense program. These highly-expanded activities and the surge
of heavy buying that followed as consumers anticipated pos-
sible shortages in critical materials, brought on a new upward
swing in the inflationary cycle. The consumers’ price index of
the Bureau of Labor Statistics, United States Department of
Labor, which stood (on the adjusted basis) at 171.9 in 1950
(1985-39=100), had soared to 185.6 by 1951. This rapid in-
crease in prices precipitated a new crisis in the battle of wages
versus living costs.

Meantime, in answer to repeated demands from their mem-
berships, the non-operating railroad labor organizations in the
United States had begun another movement to obtain union-
shop agreements in the railway industry. It will be recalled
that in 1943, a Presidential Emergency Board had rendered
the opinion that the negotiation of union-shop agreements be-
tween the unions and the carriers would be in violation of the
language of the Railway Labor Act. At a meeting of the
Railway Labor Executives’ Association on January 20, 1950,
a committee had been appointed to draft an amendment to the
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Act permitting union-shop agreements in the railroad industry.
A bill to this effect was introduced in Congress in March, 1950.

As has been pointed out previously, the language of the
Railway Labor Act of 1934 which prohibited union-shop agree-
ments and the check-off of dues had been placed in the Act at
the request of the railroad labor unions. One may now wonder
why these same labor unions apparently changed their policy
between 1934 and 1950 in seeking an amendment to the Act
which would permit the union shop and the check-off; i.e.,
the deduction by the railroads of union dues from the employes’
wages.

Actually, there was no change in policy on the part of these
unions. Their action in 1984 was one of necessity to cope with
a situation that had been built up in the railroad industry
since 1922. Following the return of the railroads to private
ownership after World War I, many railroads sponsored the
formation of company unions and a check-off of dues for these
unions. These unions were under the control of the railroad
companies and were in no sense bona fide collective bargaining
agencies for railroad workers. It is estimated that in 1934, 700
agreements representing more than 20 per cent of the total
number of agreements in the railroad industry were in effect
between the railroads and so-called company unions. This de-
prived many railroad workers of the right to bargain collec-
tively with their employers.

It was this situation which caused the railroad Brotherhoods
to seek a change in the language of the Act in 1934. Unsuc-
cessful in their attempts to secure a provision in the Act
applying only to company unions, the unions accepted of
necessity the broader language of the Act which had the
effect not only of prohibiting the formation of company
unions but of preventing the Brotherhoods from seeking
union-shop agreements and check-off provisions.

Since 1934, the railroad unions have been compelled, under
the provisions of the Railway Labor Act, to treat the non-
member worker in identically the same manner as they treat
the union member insofar as wages and working conditions
are concerned, even to the extent of handling individual griev-
ances for non-members. After sixteen years of experience
under the 1934 amendment to the Railway Labor Act, the
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unions found that between 10 and 20 per cent of the workers,
classed by the unions as “free riders,” were willing to receive
all the benefits without contributing to the support of the
unions.

As a result, mounting pressure for a union shop from within
the ranks of the railroad Brotherhoods culminated in this
movement to obtain an amendment to the Act permitting the
negotiation of union-shop agreements with check-off provi-
sions in the railroad industry. Federal legislation applying to
employes in other industries (the Wagner Act and the Taft-
Hartley Act) approved the principle of the union shop. Thus,
railroad workers were denied by Federal legislation a privilege
granted to other industrial workers.

The reaction of railroad management to the proposed amend-
ment was immediate and completely adverse. Lobbyists for
the railroad industry sought to create sentiment against the
bill among members of Congress, and witnesses for manage-
ment appeared before Congressional committees to testify
against the bill. It is difficult to select from the maze of evi-
dence presented by the carriers’ witnesses any tangible or
persuasive reason for their opposition to the bill. The only
logical conclusion that can be drawn is that they were not pri-
marily interested in the “rights” of individual workers, as
they insisted, but in perpetuating the problem of non-member-
ship, which had been a continual source of dissatisfaction
among organized railroad workers.

The railroad Brotherhoods insisted, on the other hand, that
a union-shop agreement did not infringe on the basic rights,
privileges, or liberties of any worker. Moreover, that in re-
quiring each employe to fulfill his obligation to his fellow
workers through union membership, the union-shop is the very
essence of American democracy, and that it would tend to
promote more harmonious personal relationships between rail-
road workers and thereby increase their efficiency and
productivity.

The controversy over the bill soon developed into one of the
most difficult legislative battles ever waged by the railroad
Brotherhoods. President Carroll took an active part in sup-
porting the bill, and he assumed the chairmanship of a group
of officers of the various organizations working to secure its
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passage. It is generally recognized that his courage and de-
termination when the outlook appeared the most hopeless
helped to bring about the bill’s eventual enactment.

The Senate approved the bill on December 11, 1950, and the
battle shifted to the House of Representatives. Numerous
changes had been made in the personnel of the House at the
November, 1950, elections, and opponents of the bill sought
desperately to prevent its passage before the imminent ad-
journment of the 81st Congress. Had they succeeded, the
Brotherhoods would have had to start their difficult and dis-
couraging campaign anew when the 82nd Congress convened.
Because so many Congressmen had gone home for the Christ-
mas holidays, opponents of the bill were able to block its pas-
sage on December 21, 1950. Although a majority of House
members were on the floor of the House that day, for four
hours opponents of the bill, led by members of the House
Rules Committee, refused to answer the roll call, thus resort-
ing to what was termed a “sit-down strike” against the bill.
Finally, many members of the House found it necessary to
leave to make arrangements for transportation to their homes.
When it became apparent that the sit-down strike had effec-
tively blocked action on the bill that day, arrangements were
made to hold the bill over until January 1, 1951. Meeting for
the first time in history on New Year’s Day, the House passed
the bill by a vote of almost 6 to 1. President Truman signed
the bill on January 10.

The Railway Labor Act as amended permitted the negotia-
tion of agreements requiring employes to become members of
the union representing their craft or class within a certain
period of time after the effective date of a union-shop agree-
ment, or the date of their employment, and under certain
specified conditions. It also stipulated that such agreements
may provide for the deduction of union dues, initiation fees,
and assessments from employes’ wages.

Meanwhile, several other important occurrences had taken
place. On August 25, 1950, President Truman signed an Exec-
utive Order placing all the principal railroads in the United
States under the control of the Secretary of the Army, effec-
tive August 27. This action was precipitated by a threatened
strike of the transportation Brotherhoods. The order prohib-
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ited railway labor from striking, but at the same time it made
no provision for settling the disputes over wages and rules
which had created the critical situation.

“The railroads are accumulating, while under government
operation, the largest profits in their history,” said President
Carroll in voicing an opinion shared by the other railroad
Brotherhoods. “These profits are not seized by the government
but go into the coffers of the owners. Nothing is seized except
the rights of the employes. . . .

“Tf the government is compelled by circumstances, and for
the general welfare of the nation, to resort to such drastic
action . . . then in fairness to all, that same authority . . .
should, at the same time, provide proper and adequate methods
of hearing and adjudicating . . . the dispute that brought the
seizure.”

Government control and operation of the railroads did not
end until May 23, 1952, after the controversial issues had been
settled.

By the fall of 1950, rapidly changing conditions made an-
other request for higher wages imperative. Since October,
1948, when the last general adjustment in the wages of non-
operating railroad employes had been made, the injustice of
the wage levels established at that time had been increased
by the general upward movement of wages in other industries,
augmented by conditions existing since the beginning of the
Korean war. Substantial increases in wages were needed to
improve the real wages and the living standards of these em-
ployes, which had been greatly impaired from 1946 to 1950
and were being reduced still further by mounting living costs.
By the end of 1950, the cost of living had reached an all-time
high.

On October 25, 1950, the Brotherhood and other non-operat-
ing unions joined in a national movement in the United States
to obtain a wage increase of 25¢ an hour. When conferences
on individual systems failed to produce a settlement, national
conferences began on January 9, 1951, and concluded on Jan-
uary 19 when no basis for a settlement could be reached. The
Mediation Board began mediation proceedings on January 25,
but by February 24 it became apparent that the committees
were hopelessly deadlocked.
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On February 26, a representative of the President of the
United States began conferences with the parties to the dis-
pute in an effort to effect a settlement. After a nightlong
session, which began at 3:00 p.m. on February 28 and lasted
until 6:00 a.m. on March 1, the two committees reached an
agreement. This agreement granted a wage increase of 1214¢
an hour, effective February 1, 1951, to the employes affected.
It also contained an escalator clause providing that beginning
April 1, 1951, quarterly cost-of-living adjustments would be
made in wage rates. Wages were to be increased or decreased
by 1¢ an hour for each one-point change in living costs above
an arbitrary index of 178.0 (but wages could not be reduced
below the rates established as of February 1, 1951).

During the conferences, the carriers had insisted that the
employes agree to a three-year moratorium on rules changes.
The agreement contained no moratorium on rules changes, but
did provide for a term contract on wages until October 1, 1953 ;
except that if the government’s wage stabilization policy per-
mitted an annual improvement factor in wage rates, the con-
tract could be reopened on July 1, 1952,.for further considera-
tion.

The threat of uncontrolled inflation had now become serious. ‘

From an index figure of 128.6 in 1945, the cost of living had
increased gradually during the post-war years. Following the
crisis in Korea in 1950, it rose sharply to an index figure, as
previously stated, of 185.6 in 1951. In a radio broadcast over
a national network on March 7, 1951, President Carroll flayed
the failure of Congress to take effective steps to control the
situation. He spoke in behalf of one million railroad workers,
whose unions were cooperating with the United Labor Policy
Committee, representing more than fifteen million skilled
workers.

“Whether it is because of the discouragement inherent in
the very law under which they operate—or whatever the rea-
son,” Carroll said, “there just hasn’t been, in our considered
opinion, the will to do on the part of those charged with hold-
ing down prices. . ..” Citing the failure of the Defense Pro-

duction Act of 1950 to control food prices effectively, Carroll

said that “Congress, which is responsible for the laws under
which inflation can be controlled, must correct its mistakes
in the present control law.”
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Congress failed, however, to take adequate steps to check
the inflationary tendency of the nation’s economy, and by the
end of 1951, rising living costs had increased the wages of
non-operating railroad workers by 11¢ an hour under the
escalator clause in the March 1, 1951, wage agreement.

In the meantime, the Brotherhood had successfully con-
cluded a short strike and had won a victory over a rival organ-
ization. On April 20, 1951, maintenance of way employes of
the Meridian & Bigbee River Railroad had joined other rail-
road workers in a strike in protest against the refusal of the
management to apply the 40-hour week and wage agreement
of March 19, 1949. Although the strike had not been author-
ized by the Brotherhood, the employes were justified in their
action. They returned to work in a few days, and on April 25
the company agreed to apply the agreement.

In November, 1950, the Brotherhood had begun its third
attempt in recent years to win representation rights on the
Atchison, Topeka & Santa Fe System. By the middle of De-
cember, a majority of the employes had signed certificates of
authority for representation by the Brotherhood, and the serv-
ices of the National Railroad Mediation Board were invoked.
On April 30, 1951, the Board certified the Brotherhood as the
bargaining agency for the 13,000 maintenance of way em-
ployes on the Santa Fe System. On June 2, Brotherhood rep-
resentatives who had participated in the strenuous campaign
gathered in Kansas City, Missouri, for a victory dinner fo
celebrate the uniting with the Brotherhood of the maintenance
of way workers on the last non-affiliated major railroad system
in the United States.

Following the passage of the union-shop amendment to the
Railway Labor Act, the cooperating railroad Brotherhoods
immediately sought to negotiate union-shop agreements with
railway managements. Effective February 1, 1951, the
Brotherhood signed its first union-shop agreement with the
Tennessee Railroad Company, a short line railroad. Most
railroad managements, however, still opposed the union shop,
and on February 5, 1951, formal requests were made to the
carriers by the Brotherhoods for the negotiating of union-
shop agreements.

The railroads continued their opposition to the negotiating
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of these agreements, however, and on May 23, 1951, the
cooperatmg Brotherhoods filed an apphcatlon for mediation
services with the National Mediation Board The protracted
conferences continued through the summer. On July 9, the
Great Northern Railway Company became the first major
system to sign a union-shop agreement with the Brotherhood.
By September, union-shop agreements had been signed with
two other major railroads, the New York Central Railroad and
the Baltimore & Ohio Railroad, and with fifteen other smaller
lines. But most railroad managements remained adamant in
their refusal to sign such an agreement.

In late October, the Mediation Board stated that it had
exhausted every means to bring about a settlement, and on
November 15, President Truman created an Emergency Board
to investigate the dispute. On February 14, 1952, the Board
made a report to the President reading in part: “On the
merits of the proposal before us, viewed in fair perspective
and in light of the national policies determined by Congress,
we find no sound or substantial basis for withholding the
union shop and check-off from these 17 organizations any
longer ; we believe that in the framework of the dispute before
us the arguments in favor far outweigh those in opposition
to the proposal before us.”

Meantime, in October, 1951, Grand Lodge had moved its
offices to the new headquarters building at 12050 Woodward
Avenue, Highland Park (Detroit), Michigan. Ground for the
98 x 112-foot two-story brick and stone structure had been
broken by Secretary of Labor Maurice J. Tobin on April 27,
1950. President Carroll directed that the new building, com-
pleted at a cost of $600,000.00, be dedicated as follows: “To the
memory of those who spoke without fear, who were perse-
cuted and ridiculed because of their love of human liberties.
These liberties, our heritage, we pledge to uphold for all
mankind.”

On October 80, 1951, the Brotherhood held open house in
its new home. At 12:00 noon, Governor G. Mennen Williams
of Michigan and President Carroll laid the cornerstone in an
unusual ceremony which completed the structure. In a niche
behind the cornerstone, various mementos and documents of
the Brotherhood were sealed in a copper box.
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In dedicating the new building, President Carroll said:‘

“This building brings to full fruition the dreams of many men
and the completion of plans begun many years ago.” The
founding fathers-of the organization, Carroll said, had “laid
the foundation upon which our present structure has been
builded over these many years. . .. One hundred years from
now this building will still be standing if it is not destroyed
by an invading foe, or Providence ... as ... a monument to
the dreamers and planners of the past. . . . It has been built
without borrowing one penny.”

Grand Lodge Secretary-Treasurer A. Shoemake presided
at the dedication ceremonies, attended by several hundred
Brotherhood officers and members and their families, and by
railroad officials and officers from other unions. ‘I believe
this will go down in the history of the Brotherhood as one of
the highlights,” Shoemake said. “We know that there have
been many problems, many difficulties and many heartaches
to bring this organization thus far; we are hopeful and
prayerful that this organization will render service to human-
ity in a way that will bring a blessing to many people in the
maintenance of way department.”

The ceremonies were climaxed by an evening banquet at
which Governor Williams was the principal speaker.

On the same day the new building was dedicated (October
30, 1951), President Truman signed an important bill amend-
ing the Railroad Retirement Act to provide considerably in-
creased benefits. The President’s signature culminated a diffi-
cult fight extending over many months to have needed changes
made in the Act which were stoutly opposed by railroad
managements.

The amendments to the Act increased pensions and annu-
ities by 15 per cent; increased survivor benefits by 3314 per
cent; provided a new benefit for husband or wife aged 65 or
over, amounting to 50 per cent of the employe’s benefit, up
to a maximum of $40; guaranteed that railroad retirement
benefits would at least equal social security benefits; allowed
credit for service after age 65; transferred to the coverage of
the Social Security Act workers who leave railroad service
after less than 10 years’ service; and contained a provision
for a financial interchange between the Railroad Retirement
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Account and Old Age and Survivors’ Insurance (Social Secu-
rity Act) so that the latter would neither gain nor lose from
the separate existence of the railroad retirement system.

With the passage of the amendments, Congress established
a joint congressional committee to make a complete study of
the Act and related problems. The voluminous report of the
joint committee on “Retirement Policies and the Railroad Re-
tirement System,” completed and issued in 1953, contains a
history of the railroad retirement system and a full analysis
of the many aspects of its operation.

In the spring of 1952, another strike of maintenance of way
workers occurred, this time on the Copper Range Railroad, a
short line. The employes had met with difficulty in having the
carrier apply the agreement of March 19, 1949 (40-hour week
and wage increase). When the company refused to accept the
conditions of the wage agreement of March 1, 1951, the em-
ployes were authorized to suspend work beginning at 7:00
a.m., March 7, 1952. A mediation agreement settled the dis-
pute on April 24, 1952, and the employes returned to work
on April 25. ‘

When the 81st regular convention of Grand Lodge met in
Montreal, Quebec, Canada, beginning June 16, 1952, President
Carroll and Secretary-Treasurer Shoemake presented reports
outlining great progress by the organization. The accomplish-
ments of the Brotherhood were reflected in the fact that the
delegates to the convention represented a paid-up membership
of more than 200,000.

“Qince last we met in Canada twelve years ago,” President
Carroll told the convention, ““we have enjoyed a steady up-
ward . . . growth and expansion in our activities and services
to our people. . . . Our march of progress during this period
and especially during the last six years has always been
onward . . . and upward.

“Today we hold agreements with every railway operating
in the Dominion of Canada, with every Class I railway carrier
in the United States and ... with several hundred Class II,
III and switching terminal railways. . . .

“We have made great progress in securing for our people
better wages and working conditions. Just a few months after
our last convention—September 1, 1949—the 40-hour week
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became a reality in the United States (40 hours’ work with
48 hours’ pay). In Canada similar provisions became effective
June 1, 1951. In addition to the 40-hour week we have secured
substantial wage increases for our people.”

The delegates re-elected President Carroll and Secretary-
Treasurer Shoemake unanimously and took action on many
important current questions.

They approved:

1. Further efforts to obtain liberalizing amendments in the
Railroad Retirement and Unemployment Insurance Acts.

2. A declaration that Congress should take action to bar the
illegal entry of “wetbacks” into the United States from Mexico.

8. Efforts to re-establish the cooperative spirit and mutual
working arrangement that existed between the various stand-
ard railroad labor organizations after the wage negotiations
of 1931.

4. A movement to secure 7 paid holidays and longer vaca-
tions with pay.

5. The compilation and publishing of a history of the
Brotherhood.

6. Continued efforts to secure representation on short lines
and switching companies where the Brotherhood had not been
established.

7. Union-management cooperation.

8. A continuation of joint national movements on wages
and working rules by the cooperating railroad labor organi-
zations.

9. Efforts to bring about an increase in wages commensu-
rate with the savings derived by railroads as a result of tech-
nological changes in work methods and increased productivity.

10. A program to secure the passage of state or Federal
legislation to correct unsafe and unsanitary conditions under
which Brotherhood members must work and live.

11. Basic working rules adopted in 1939.

12. Continued efforts to stabilize employment.

18. Price controls and the stabilization of wages on a basis
comparable to price rises.

14. Uniform working rules and standardized rates of pay.

15. The uniform regulation of all forms of public trans-
portation.
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They disapproved:

1. The substitution of automatic erossing protection for the
manual operation of gates at highway crossings by watchmen.

2. The contracting of maintenance of way work by the
railroads.

3. The seizure of railroads in the United States by the gov-
ernment in labor management disputes.

Trouble now began to loom in Canada. Extra gang laborers
on Canadian railways, except those employed on a general
year-around basis, had never come under the provisions of the
Brotherhood’s wage agreements. As a result, the railways had
followed the practice of hiring “temporary” extra gang labor-
ers at wage rates far below those paid to section men, and
working them under deplorable conditions.

Late in 1951, the Canada Labour Relations Board certified
the Brotherhood as the bargaining agency for all extra gang
laborers employed on railways covered by Wage Agreement
No. 12. On March 28, 1952, the committee broke off negotia~
tions with the Railway Association of Canada when the asso-
ciation refused to apply the provisions of Wage Agreement No.
12 to these employes. On May 22, the Minister of Labour
appointed a Conciliation Board to hear the dispute.

At hearings before the Board beginning on September 11,
1952, the Brotherhood requested standard wage rates for
extra-gang men, a 40-hour work week, the time and one-half
rate after eight hours’ service and on rest days and holidays,
the establishment of seniority rights and pension rights, and
recognition of these workers as bona fide employes. The rail-
ways had continually denied all these requests. Approximately
10,000 employes were involved in the dispute.

On October 9, 1952, the Conciliation Board rendered a report
unanimously recommending that an agreement covering tem-
porary extra gang laborers be negotiated on the basis of spe-
cific proposals contained in the report. Wage agreement No.
13, signed on February 24, 1953, as a result of the Board’s
report, reduced the work week of these employes from 60 to 48
hours (the Board had recommended a 50-hour week) with pro
rata pay for the ninth hour of service, gave them seniority,
vacation, and pension rights, and established other rules gov-
erning working conditions similar to those enjoyed by other
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classes of maintenance of way employes. It also increased to
90¢ and 95¢ an hour, effective March 1, 1953, wage rates that
had been as low as 60¢ an hour.

As a sidelight to this case, it is interesting to mnote that
following the successful Canadian Pacific strike in 1901, the
Brotherhood had requested that temporary extra gang labor-
ers be included in the agreement negotiated at that time. This
the railway company refused to do. Thus, after a lapse of
more than fifty years, an agreement had finally been nego-
tiated for this class of employes.

While this matter was being handled, another case involv-
ing other classes of maintenance of way workers in Canada
was being progressed. On July 3, 1952, seventeen cooperating
railway labor organizations in Canada, including the Brother-
hood, served a notice on railway managements requesting a
wage increase of 45¢ an hour; a cost-of-living bonus of 1¢
an hour for each one-point rise in the cost of living index
numbers in Canada; that all employes be required to become
members of and maintain membership in the organization by
which they were represented; that union dues, initiation fees,
and assessments be deducted by the railways without cost to
the Brotherhoods; and that the so-called “Emergency Clause”
be eliminated from Supplement No. 2 to the “Master Agree-
ment” dated January 30, 1951. This clause provided that in
the event of war, the employes would return to a forty-eight
hour work week.

Conferences between representatives of the Brotherhood and
the railways began on July 7 but ended four days later when
it became apparent that an agreement could not be reached.
Conciliation proceedings ended without success on August 2,
and late in September a Conciliation Board began hearings on
the dispute. On November 24, the Board issued its report
recommending a wage increase of 7 per cent plus 7¢ an hour,
but denying the establishment of an escalator clause to gear
wage rates to living costs. The report also denied the request
of the employes for an agreement requiring union membership
and a check-off arrangement.

On November 28, the chairman of the general conference
committee of the employes notified the Minister of Labour
that the Board’s report could not be accepted, but he ex-
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pressed the hope that a satisfactory agreement could be
reached through conferences between representatives of the
employes and the railways. On February 7, 1953, an agree-
ment was signed granting an increase in wages of 7 per cent,
plus 7¢ an hour, effective September 1, 1952, and establishing
an arrangement under which the railways would deduct union
dues from the wages of employes covered by the agreement.
This agreement also abolished the so-called “Emergency
Clause” permitting reversion to the 43-hour week.

The railroad labor organizations in the United States had
anticipated that in view of the Emergency Board’s report of
February 14, 1952, no great difficulty would be encountered in
negotiating union-shop agreements with railroad manage-
ments. The carriers, however, continued their refusal to
establish conference committees to discuss the Board’s report.
After several months, carriers in the eastern region agreed
to meet with a committee representing the employes. Con-
ferences which began on May 6 continued intermittently until
August 29, 1952, at which time a union-shop agreement was
signed covering systems in that region substantially following
the recommendations of the Emergency Board’s report with
some modifications.

Carriers in the western region, however, flatly refused to
enter into a union-shop agreement. They reiterated this re-
fusal at conferences held on September 80 and October 3. At
approximately the same time, the Bureau of Information of
the Southeastern Carriers refused by letter to form a carriers’
conference committee and stated that although individual
railroad managements would discuss the situation, they were
unwilling to make any kind of union-shop agreement.

“There is only one conclusion that can be drawn,” said Pres-
ident Carroll, “as to the motive for this bitter last-ditch resist-
ance; these carriers want to keep the ranks of their employes
divided so as to give the carriers a bargaining advantage in
the negotiation of wages and working conditions. One carrier
spokesman in substance told Congress that this is what they
wanted to do. . . . Notwithstanding the many years of ex-
perience under the Railway Labor Act with its mandate for
collective bargaining between freely chosen representatives
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of carriers and employes . . . reactionary carrier manage-
ments . . . are still not ready to accept the unions as having
a legitimate place in the industry.”

Despite the resistance of many carriers to union-shop agree-
ments, particularly in the southeastern region, the Brother-
hoods continued to sign these agreements with individual rail-
roads until agreements requiring union membership had been
signed on 280 railroads covering about 180,000 maintenance
of way employes. Sixty-three carriers, however, employing
some 80,000 workers adamantly refused to enter into a union-
shop agreement.

In an effort to block the further spread of the union-shop
movement, several carriers instigated the filing of lawsuits by
a handful of employes under so-called state “right-to-work”
laws. These laws prohibit the making of agreements requiring
union membership as a condition of employment or continued
employment. The amended Railway Labor Act, however,
permits the making of union-shop agreements ‘“notwithstand-
ing any other provision of this act, or any other statute or
law of the United States, or Territory thereof, or of any State.”
The question which must be decided by the courts in pending
suits, therefore, is whether a state right-to-work law or the
Railway Labor Act as amended by Congress has supersedure.

Meanwhile, the election of Dwight D. Eisenhower as Presi-
dent of the United States at the November, 1952, election had
placed a Republican administration in the nation’s capital for
the first time in twenty years.

The wage agreement signed by the non-operating railroad
Brotherhoods and railroads in the United States on March 1,
1951, provided that “if Government wage stabilization policy
permits so-called annual improvement wage increases, the
parties may meet with the President of the United States, or
such other person as he may designate, on or after July 1,
1952, to discuss whether or not further wage adjustments
for employes covered by this Agreement are justified.”
Shortly before July 1, the organizations concerned requested
that the President arrange conferences as contemplated in
the clause.

At preliminary hearings in December before a Referee ap-
pointed by the President, the parties were unable to reach
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an agreement. Formal hearings on the issues involved were
held by the Referee in January, 1958. On March 18, 1953, the
Referee issued an award granting a wage increase of 4¢ an
hour to the employes concerned retroactive to December 1,
1952. This amount was added to and became a part of basic
wage rates. At that time, the employes were receiving 134
an hour above basic rates under the cost-of-living escalator
clause in the wage agreement. The addition of the 4¢ improve-
ment-factor increase brought their current wage rates to a
figure 17¢ above those effective February 1, 1951.

Because of a new method employed by the Bureau of Labor
Statistics, United States Department of Labor, to calculate
the cost-of-living index figures, it became necessary to revise
the arbitrary index figure of 178.0 used for making cost-of-
living wage adjustments under the wage agreement of March
1, 1951. Effective October 1, 1953, this index figure was
changed to 107.0, and cost-of-living wage adjustments of 1¢
an hour were to be made thereafter for each .6 point change
in the Revised Consumers’ Price Index of the Bureau.

Meantime, the non-operating Brotherhoods in the United
States had begun a national movement to obtain improved
agreement rules and a health and welfare plan. Basically, the
unions’ uniform notice of May 22, 1953, requested the follow-
ing: an improved rule covering vacations with pay, seven paid
holidays each year, a health and welfare program, premium
pay for all Sunday work, and a uniform system for granting
free transportation. Following a practice they had previously
adopted, a number of carriers served counter-proposals re-
questing thirty-one rules changes that would destroy many
of the basic provisions of rules agreements. The carriers
eventually withdrew all but 15 of these proposals.

After five months had passed and little progress had been
made toward a settlement of the dispute, the Brotherhoods
invoked the services of the National Railroad Mediation Board.
At the request of the Board, national conferences began on
November 8. The carriers contended that the issues of health
and welfare and free transportation were not proper subjects
for discussion under the Railway Labor Act. A week pre-
viously (October 26, 1953) the Brotherhoods had begun the
distribution of a strike ballot because of the generally adverse
attitude of railroad managements toward the request.
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On November 4, the carriers filed a suit in the United States
District Court of Illinois asking a declaratory judgment
against the cooperating Brotherhoods to establish the prin-
ciple that the Railway Labor Act does not require bargaining
on the issues of health and welfare and free transportation.
(The Court dismissed the suit on February 4, 1954. A later
opinion by a higher court reversing the lower court’s decision
was immaterial, for conferences on a health and welfare pro-
gram were then well under way between committees repre-
senting the railroads and the Brotherhoods. The decision of
the appellate court was itself later reversed by a decision of
the United States Supreme Court reaffirming the judgment
of the lower court.)

On December 17, the Brotherhoods accepted a suggestion
of the Mediation Board that the issue be arbitrated, but the
carriers declined the proposal. On December 28, after a great
majority of the employes had voted to strike if a satisfactory
settlement could not be reached, President Eisenhower created
an Emergency Board to investigate the controversy. The
hearings before the Board, the most lengthy and protracted
ever held in a dispute involving the non-operating railroad
employes, began on January 19, 1954, and did not end until
April 3. Two extensions of time were agreed upon to permit
the Board to complete the hearings. Eventually it became nec-
essary for the Board to go into full-day sessions to hear the
vast amount of testimony introduced.

Twenty-six witnesses testified, most of them several times—
8 for the employes and 18 for the carriers. The testimony of
these witnesses and the statements of counsel for both sides
filled 6,184 pages in 88 volumes of recorded evidence with ap-
proximately 114 million spoken words. In addition, 82 exhibits
were presented, 24 by the employes and 58 by the carriers.
Some of these exhibits ran into hundreds of pages.

On May 15, 1954, the Board issued a lengthy report, a great
portion of which required careful analysis and consideration
by the parties to the controversy. The Board recommended
that certain of the rules changes requested by the railroads be
adopted with modification. With respect to the proposals of
the employes, it specifically recommended a third week of
vacation with pay after fifteen years of service, payment at
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the pro rata rate when one of the seven enumerated holidays
falls on a work day, and a health and welfare plan under
which the employes and employers would share the cost
equally. Although the Board recommended that the employes’
proposal concerning free trangportation be withdrawn, it
suggested that the causes for the dissatisfaction that existed
among the employes because of the railroads’ policies with
respect to the granting of passes be explored, and that ap-
propriate remedies be adopted in conferences between the
representatives of both parties.

National committees representing the carriers and the
Brotherhoods began conference on June 3 to discuss the ap-
plication of the Board’s report. An agreement signed on
August 21, 1954, made liberalizing changes in the National
Vacation Agreement, increased the maximum paid vacation
to fifteen days after fifteen years of continuous service, granted
pro rata pay for holidays falling on a work day, established
a health and welfare plan to be financed equally by the rail-
roads and their employes, and made several changes in rules
governing working conditions. The most important rule
change placed a time limit on the handling of claims and
grievances.

Prior to the signing of the agreement, a group of railroads
in the southeast had withdrawn from the conference in an
unprecedented move because they were not willing to accept
the provisions agreed upon for a health and welfare plan.
Through the services of the National Railroad Mediation
Board, several of these railroads later became parties to the
agreement, but a handful still refused to accept the plan. Thus,
the employes on these systems were denied the benefits pro-
vided by the agreement of August 21. As the year closed,
the cooperating Brotherhoods continued their efforts to bring
the few remaining carriers under the agreement. .

After months of negotiations, the non-operating Brother-
hoods and the railroads who were parties to the agreement
of August 21 signed a policy contract with an insurance com-
pany on January 18, 1955, placing in effect a plan providing
hospital, surgical, and medical benefits for railroad workers.

During this time, the Brotherhood had been involved in two
important movements in Canada. One of these movements
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brought into focus an oppressive condition that had developed
under the Industrial Disputes and Investigation Act; i.e., the
growing policy of compulsory arbitration adopted by the
Canadian government in labor-management disputes on the
railways.

On November 2, 1953, the Brotherhood joined with other
non-operating railway labor organizations in serving formal
notice on the managements of Canadian railways requesting
pay for eight statutory holidays, longer vacations with pay,
eighteen days’ sick leave each year, and premium pay for
scheduled Sunday work. Negotiations between committees
representing the railways and the Brotherhoods ended a few
weeks later when the railways refused to make any concessions
and the Department of Labour failed in its efforts to settle
the dispute through conciliation. At the request of the Broth-
erhoods, the Federal government appointed a Conciliation
Board to investigate the dispute.

Hearings before the Board, which began early in February,
1954, ended on March 3. In spite of a convincing array of
evidence presented by the employes as to the reasonableness of
their request, the Board rejected the employes’ petition for an
annual sick-leave allowance and for premium pay for Sunday
work. In fact, the Board split three ways in its recommenda-
tions, differing on the employes’ requests for paid holidays and
for longer vacations with pay. The employes rejected the
unsatisfactory and divided report of the Board.

“No two members of the Board have jointly subscribed to
findings which might be held to constitute a report within the
meaning of the Industrial Disputes and Investigation Act,”
the committee said. “In the absence, therefore, of a report as
contemplated by the law, to which consideration could be
given, the committee is of the opinion that the unions’ obliga-
tions as to procedure under the law have been exhausted.”

Nevertheless, the Brotherhoods resumed conferences with
representatives of the railways and began the circulation of a
strike ballot, returnable August 2, when no progress toward
a settlement could be made. The employes approved a suspen-
sion of work by a vote of approximately nine to one if the
issues in dispute could not be settled satisfactorily, and by the
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middle of August, a general strike of non-operating railway
employes in Canada had become imminent.

At this juncture, the Prime Minister called representatives
of the employes and the railways into conference and re-
quested that the controversy be submitted to arbitration. He
made it plain that if the employes set a date for a strike, Par-
liament would be called into special session to deal with the
situation. As a matter of fact, he had already publicly stated
his position, and the government had taken action to insure
that Parliament could be speedily convened if necessary to
prevent a shutdown of the railways.

It will be recalled that Parliament had been called into special
session in August, 1950, because of a general strike of Cana-
dian railway workers then under way. An Act passed by Par-
liament at that time ordering the workers to return to their
jobs had ended the strike after nine days. Faced with a repe-
tition of that situation, the employes decided they had little
recourse but to accede to the wishes of the Prime Minister and
submit their case to arbitration. Although the action of Par-
Hament in 1950 was the first instance of compulsory arbi-
tration, it had become increasingly apparent to the employes
that the government intended to follow this procedure in future
unsettled disputes between the employes and the railways.

The chairman of the employes’ committee voiced their pro-
test against “repression and discrimination” by the govern-
ment. “There is, of course, no essential difference between
compulsory arbitration, as contemplated by the government,
and acceptance of arbitration under duress,” he said. “ ..
Those we represent are being deprlved of their right to strlke,
which they have always held in common with other Canadian
workers.”

Meanwhile, delegates attending the 69th convention of the
Trades and Labour Congress of Canada unanimously “deplored
and condemned” this interference with the right to strike.
“This departure from the traditional freedom of industrial
workers has grave implications and potentialities for all other
Canadian workers,” declared a resolution adopted by the con-
vention.

The Federal government appointed Gordon McGregor Sloan,
Chief Justice of the Appeals Court of British Columbia, to
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arbitrate the dispute, and on November 19, 1954, Arbitrator
Sloan rendered an award, effective January 1, 1955, which was
binding on all parties. The award denied the employes’ pro-
posal for eighteen days’ sick leave (they had not pressed their
request for premium pay for Sunday work). Arbitrator Sloan
did recommend, however, that the rules agreement be revised
to provide for five paid statutory holidays each year and three
weeks’ paid vacation for employes having fifteen or more years
of service. In a significant recommendation beyond his find-
ings in the specific issues before him, the Arbitrator suggested
that the Federal government pay the railways a subsidy for
hauling western grain at low rates. He expressed the opinion
that this loss in revenue was a prime factor in the disparity
between working conditions of railway workers and employes
in other industries.

As committees representing the railways and their non-
operating employes met to reach an agreement making the
provisions of the award effective, a mass meeting of railway
workers from all crafts went on record as being “unalterably
opposed” to compulsory arbitration. A committee formed at
the meeting prepared to seek changes in procedures under
the Industrial Disputes and Investigation Act that would
relieve the onerous situation that had developed.

The second dispute involving Canadian maintenance of
way workers, which was actually a combination of two move-
ments separately begun, had by this time reached the final
stage. In a notice dated November 9, 1953, the Brotherhood
had requested substantial increases in rates of pay for tem-
porary extra gang laborers. The purpose of this request was
to eliminate the differentials between the rates of these
employes and those of section men.

Within a few weeks, negotiations between the Central Com-
mittee and the railways had become deadlocked. Conferences
continued into early 1954 with a Federal Conciliator presid-
ing. When it became apparent that no basis for a settlement
could be reached, the Federal government appointed a Con-
ciliation Board to investigate the dispute.

By this time, the Brotherhood had filed another request
with the Railway Association of Canada involving this same
class of employes. On March 1, 1954, the Central Committee
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notified the Association of its wish to revise certain rules in
Wage Agreement No. 18 covering temporary extra gang
laborers. Among other rules changes, the Committee re-
quested a forty-hour week, the time and one-half rate after
eight hours’ work, pay for eight statutory holidays each year,
penalty payment for all Sunday work, a sick leave of eighteen
days each year, and an increased vacation allowance.

When negotiations with the railways reached a stalemate,
the government agreed to a request that the dispute be re-
ferred to the Conciliation Board that had been formed to
investigate the wage-increase case then pending for tempo-
rary extra gang men. Thus, the Board assumed jurisdiction
in both cases.

During subsequent hearings, representatives of the Brother-
hood urged the Board to eliminate the inequities that had
been established during the many years these employes were
unorganized and had no collective-bargaining agency through
which their accumulated grievances could be handled with
the railways. They pointed out that there was no justification
for maintaining the differential in pay between extra gang
workers and section men, who often work side by side and
under the same supervision. Moreover, that a drastic revision
in agreement rules was necessary if these employes were to
enjoy the same working conditions that applied to other
classes of maintenance of way workers.

In a report rendered on October 22, 1954, the Conciliation
Board denied the request of the employes for a forty-hour
week for temporary extra gang laborers. It recornmended,
however, that the work week should have a maximum limit
of 50 hours, with payment of the time and one-half rate for
work in excess of the agreed number of hours on any day.
The Board declined to recommend that the number of paid
holidays each year be increased above four, or that sick leave
be granted, but it did recommend three weeks’ paid vacation
after fifteen years’ service (the previous maximum was two
weeks). The Board also proposed other improvements in
rules to bring the working conditions of temporary extra
gang men more in conformity with those of section men.

With respect to wages, the Board proposed a minimum
rate of 80¢ an hour for probationary employes and an adjust-
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ment in compensation of 7¢ an hour to produce the same
income for 50 hours’ work as the employes had previously
received for 54 hours. The recommended 80¢ rate marked

_a definite advance for probationary extra gang men, for the

railways had been free to hire these workers at whatever
rate they wished to pay. This rate exceeded by 5¢ the mini-
mum hourly wage established in the United States under the
Wage-Hour Act, and it was the first instance in which a
board established by the Canadian government had recom-
mended a minimum wage in the railway industry.

Although disappointed at the Board’s failure to recommend
a forty-hour week or a substantial wage increase for tempo-
rary extra gang men, the Central Committee sought confer-
ences with the Railway Association of Canada to make the
Board’s report effective.

Two other important occurrences had taken place in the
United States meanwhile. On August 81, 1954, the President
of the United States approved legislation passed by Congress
amending the Railroad Retirement Act and the Railroad Un-
employment Insurance Act, and late in the year the cost-of-
living wage adjustment became a part of basic wage rates.

The most important amendments to the Railroad Retire-
ment Act reduced from 65 to 60 the age at which widows may
draw monthly annuities; permitted the payment of monthly
benefits to a widowed mother at any age if she had in her care
a disabled child, even though the child was past age 18; made
provision for disregarding service after age 65 whenever this
service would tend to reduce a person’s annuity; provided
that widows drawing railroad annuities of their own could
get the full widow’s annuity to which they were entitled on
the basis of their deceased husband’s employment; and
changed the work restrictions for annuitants under age 65
who retired because of disability to provide that they may
earn as much as $100 a month without forfeiting their annu-
ity for that month (the previous maximum was $75).

Amendments to the Railroad Unemployment Insurance Act
established larger unemployment and sickness payment
through a generally higher benefit-rate schedule. They also
provided that an employe’s benefits would not be less than
half of his regular pay for his last railroad job in the preced-
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ing year, up to a maximum of $42.50 a week in benefits. Under
this provision, almost all employes could receive at least $30
a week. The amendments contained a restriction, however,
that only employes who had earned at least $400 in the pre-
ceding year could receive unemployment and sickness bene-
fits (formerly only $300 was required), and that no employe
could receive more in each type of benefit (sickness and unem-
ployment) in a benefit year than his total earnings in the
preceding year.

Effective July 1, 1954, railroad employes and employers
began paying railroad retirement taxes on employes’ earnings
up to $350 a month instead of $300, the previous maximum
tax base. This meant that earnings up to $350 a month would
be credited toward retirement benefits. At the same time, the
tax base for contributions by the railroads under the Rail-
road Unemployment Insurance Act was increased from $300
to $350 a month.

At a meeting of the International Association of Grand
Lodge and System Officers in Detroit, Michigan, from Novem-
ber 8 to 10, 1954, action was taken on many of the important
issues before the Brotherhood.

The history of the joint rules movement of May 22, 1953,
culminating in the agreement of August 21, 1954, and the with-
drawal of a group of southeastern railroads from the national
conferences, were reviewed. The stabilization of employment,
union-shop agreements in the United States, the check-off of
union dues in Canada, the contracting of maintenance of way
work, the recent no-raiding agreement between the A. F. of L.
and the C. I. O. in jurisdictional questions, were among the
subjects discussed.

The escalator clause in the wage agreement of March 1,
1951, adjusting wage rates periodically on the basis of
changes in the cost-of-living index figures in the United
States, had been in effect since April 1, 1951. On December
3, 1954, an agreement was reached between national commit-
tees representing the railroads and their non-operating em-
ployes providing that effective as of that date the escalator
clause would be canceled and all cost-of-living adjustments
made under the March 1, 1951, agreement would be added to
basic wage rates. Basic rates were thus increased by 134 an
hour. This agreement, however, did not apply to the south-
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eastern railroads who had withdrawn their authority from
the Southeastern Carriers’ Conference Committee prior to the
signing of the agreement of August 21, 1954, covering a
health and welfare plan and various rules changes.

“Another year will soon have passed and while we are
already looking into the future, we might pause to take inven-
tory of our accomplishments,” President Carroll said in De-
cember, 1954. “The year 1954 has been a fruitful one for the
maintenance of way employes on our nation’s railroads, despite
the fact that we were confronted with new obstacles which we
were compelled to surmount. The agreement of August 21,
1954, resulting from the recommendations of a Presidential
Emergency Board, contains many new benefits for the work-
ers. It has been in effect since that date except on railroads that
withdrew from national handling. . . . Amendments to the Rail-
road Retirement Act have also resulted in additional benefits
to our people. . ..

“In promoting the proposal for a Health and Welfare Plan,
we were confronted with serious opposition. First, our right
to make this a subject for negotiation was questioned, and the
carriers petitioned the courts for a declaratory judgment to
prohibit the cooperating organizations from discussing the
proposal. Later, a group of southeastern carriers withdrew
authority previously granted the Carriers’ Conference Com-
mittee to represent them in mational handling. Despite the
resistance, our committee refused to falter and negotiations
continued with the result that an agreement was reached upon
a Health and Welfare Plan. . . . This agreement is, in my
opinion, the largest insurance coverage plan ever to be con-
summated for the welfare of a group of workers, and includes
the most comprehensive coverage ever written.

“As we look back over the past twelve months, we can again
say that we have made progress. We have attempted to meet
every challenge in the true American tradition. ... While we
realize there will always be differences of opinion, we look
forward to the day when there will be a common objective for
both management and labor that, when met, will assure the
security of both. We ghall strive toward that end as we cross
the threshold of the new year.”

As the year 1954 ended, the world still tottered on the peak
of uncertainty. Although hostilities in Korea had ended with
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the signing of an armistice in July, 1953, President Eisen-
hower warned that even though a truce had been won on one
battlefield, peace had not been achieved throughout the world.
A moderate tapering-off of the country’s defense program
following the Korean armistice had created some economic
dislocations and an increase in unemployment during 1954.
Heavy force reductions had reduced the average number of
maintenance of way workers in railroad service in the United
States from 225,480 in 1953 to only 184,743 in 1954.

But as the year 1955 began, the general economic picture
had grown considerably brighter, and the Brotherhood and
its members looked forward hopefully to the future as it

prepared for its thirty-second regular Grand Lodge conven-

tion to be held in Detroit, Michigan, beginning June 20.
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HE preparation of the conclusion is perhaps one of the

most difficult tasks in writing a history of this nature.

For the word “conclusion” in itself connotes a finality
which is not final and the writing of “finis” to a story that is
by no means finished. But the completion of this history
requires the drawing of certain conclusions and a rounding
out of some aspects of the Brotherhood’s story that have not
been fully told.

In the sixty-eight years of its existence, the Brotherhood
of Maintenance of Way Employes, as will be noted from the
preceding pages of this history, has not only grown tremen-
dously in membership, but it has at the same time greatly
expanded its jurisdiction and its service to railroad mainte-
nance of way workers. From a few hundred members in
1887, the membership of the Brotherhood has increased to
approximately 250,000 in recent years. This figure is sur-
passed perhaps by the lush era of World War I, but the num-
ber of maintenance of way workers in railroad service at that
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time was much greater than at present. From the standpoint
of percentage, the Brotherhood has attained the greatest mem-
bership in its history.

It was not until 1902, fifteen years after the Brotherhood
was founded, that John T. Wilson negotiated the first rules
agreement with a railway management (Canadian Pacific).
In 1954, the Brotherhood held agreements on all the major
railroad systems in the United States and Canada and with
many short lines and terminal and switching companies.

To the thousands of maintenance of way workers in rail-
road service today, the Brotherhood renders a multitude of
services. Through its Death Benefit Department it has to
date paid more than $914 million in death benefits to the sur-
vivors of its deceased members. These benefits have been
paid without extra cost or assessment to the membership. A
portion of Grand Lodge dues is regularly placed in the death
benefit fund to defray the expenses of this department.

Through its Protective Department, composed of system
officers on individual railroads, the Brotherhood negotiates
rules agreements with railroad managements and furnishes
its membership with an opportunity to file and progress their
claims and grievances arising out of the application of these
agreements. Since the establishment of the National Rail-
road Adjustment Board (to which unsettled claims and
grievances can be submitted for decision) under the amended
Railway Labor Act of 19384, the Brotherhood has had a repre-
sentative on the Third Division of the Board.

In addition, Grand Lodge maintains an office in Chicago,
Illinois, where the Board is located, through which claims
and grievances that cannot be settled on the system can be
processed to the Board for decision. Favorable awards ren-
dered by the Board in the great majority of maintenance-of-
way cases submitted to it for adjudication have resulted in
the payment of a vast aggregate sum of money to the claim-
ants by the railroads involved.

In Canada, the Canadian Railroad Board of Adjustment
No. 1 has functions similar to those of the National Railroad
Adjustment Board in the United States, and unsettled claims
and grievances arising on Canadian railways can be sub-
mitted to it for review.
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Through affiliation with the Railway Labor Executives’
Association, the President of the Brotherhood maintains con-
stant contact with the chief executives of the other non-
operating railroad Brotherhoods. At meetings of the associa-
tion, cooperative action is decided upon in matters of mutual
interest to members of the affiliated organizations. Joint
national movements inaugurated by the non-operating
Brotherhoods to secure higher wages or better working con-
ditions for their members are progressed uniformly in accord-
ance with a program adopted by the association; and
opposition to wage reductions or other detrimental proposals
of railroad managements affecting members of the non-oper-
ating organizations is on a cooperative basis.

Early in the life of the Brotherhood, John T. Wilson dis-
covered that workers must take an active interest in political
and legislative matters for sheer self-protection. The ex-
ploratory gropings of the young organization have since been
considerably expanded. The Brotherhood is active in the
national legislative field both in the United States and Canada,
and national legislative representatives are stationed in Wash-
ington, D. C., and Ottawa, Ontario. Legislative representa-
tives elected by subordinate lodge delegates look after the
interests of the membership of the Brotherhood in each state
and province. The activities of the Brotherhood’s state and
provinecial legislative representatives and affiliation with Rail-
way Labor’s Political League by the President of the Brother-
hood help to keep members of the Brotherhood well-informed
politically.

No army can hope to give battle successfully without an
efficient intelligence eorps. To keep a precise finger on the
pulse of constantly changing events and to diagnose their
significance, the Brotherhood maintains its Statistical and
Research Department. This department has continued and
expanded considerably the research work begun in 1922.

Sixty-three years ago, Grand Chief Foreman John T. Wilson
began publication of “The Foreman’s Advance Advocate,” the
first official organ of the Brotherhood. Publication of the
Brotherhood magazine under various names has been con-
tinued without interruption since that time. Today, a quarter
of a million copies of the “Journal” are sent monthly to mem-
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bers of the Brotherhood in the United States and Canada. In
addition, each member receives a copy of the weekly news-
paper “Labor,” the official voice of the standard railroad labor
organizations.

It will be seen, therefore, that from its international head-
quarters in Detroit, Michigan, and through its 79 system
divisions or federations and more than 1400 subordinate
lodges, the activities of the Brotherhood today reach into
every state and province and permeate the lives of all main-
tenance of way workers and their families.

In telling this story of the Brotherhood, little has been said
thus far about the vast changes that have taken place in the
methods of performing maintenance of way work. This is
an important part of the Brotherhood’s history. In the early
days of the railroad industry, the work of building and main-
taining the right of way and the bridges, trestles, buildings,
and other structures of the railroads was done by hand with
the aid of comparatively primitive tools. Maintenance of way
workers traveled from place to place over the tracks by means
of hand-propelled cars. As time passed, new tools and more
efficient methods of performing the work were adopted.
Within the past twenty years, technological advances through
the use of machinery to perform much of the work formerly
done manually have increased greatly.

A goodly part of daily maintenance work must still be done
by hand, and the job of the average maintenance of way
worker is still arduous. The technological revolution in the
maintenance of way department, however, now requires a
higher degree of skill and efficiency on the part of the workers,
many of whom must operate complicated machines.

The old handecar on which maintenance of way workers
once traveled and transported their tools and materials has
long since been superseded by the track motor car powered
by a gasoline engine. Ingeniously designed machines are now
used to ditch the right of way, clean and spread ballast, tamp
the ballast under ties, handle and lay rail, test rail for defects,
adze ties, pull and drive tie spikes, tighten rail bolts, mow
weeds, destroy weeds by chemical spray, pump concrete into
soft spots in the right of way, and to perform many of the
day-to-day tasks of the maintenance of way worker.
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The extent to which railroads in the United States and
Canada have converted to the use of machinery in the main-
tenance of way department is illustrated by figures given in
Appendix G. During the seventeen-year period from 1937 to
1953, inclusive, the railroads bought 132,829 units of power
equipment at a cost of more than $231 million. In the nine-
year period from 1945 to 1953, inclusive, they purchased
85,072 machines of various types costing approximately $163
million. Seeking the highest degree of productivity and effi-
ciency from their maintenance of way employes, the railroads
have converted to the use of mechanized equipment to a degree
that has had a profound effect on employment in the mainte-
ance of way department.

In other ways, too, the railroads have sought to perform
the work with fewer employes. The use of heavier rail and
of ties and bridge timbers more adequately treated to prevent
decay has increased the span of time between replacements.
The installation of flashing lights and automatic gates at high-
way crossings and the construction of overpasses above high-
ways have eliminated the jobs of many crossing watchmen.
The use of automatic electric pumps to furnish water for the
rapidly vanishing steam locomotive and the continuing con-
version by the railroads to diesel power have reduced the
number of coal chute and pumping equipment operators
almost to the vanishing point. All these various factors have
contributed to the severe decline in the number of maintenance
of way employes now in railroad service. (See Appendices
E and F.)

From time to time in the previous chapters of this history,
reference has been made to the contracting of maintenance of
way work, i.e., the performance of this work by arrangement
between the railroad companies and contractors. This is one
of the more serious problems that has plagued the Brother-
hood and its members for many years. The jobs of mainte-
ance of way workers depend on the amount of work to be
performed in their department. Any reduction in the work
eventually results in a reduction in the number of jobs. In-
stances have arisen where railroad employes were cut off in
force reduction while their work was being done by employes
of a contractor.
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It is the long-established assertion of the Brotherhood that
maintenance of way workers have the right to perform all
work coming within the scope of its agreements with the rail-
roads. Many agreements contain a rule providing that the
railroads will let work to contract only under certain pre-
seribed conditions, and then only through agreement reached
with the General Chairmen in each instance. Some agree-
ments outline the specific conditions under which work may be
contracted. Difficulty has arisen chiefly under agreements
which contain no rule prohibiting the contracting of work.

Maintenance of way workers are skilled craftsmen who
have proved they are qualified to do any of the maintenance
of way work that can be done by contractors. Many of the
largest railroad bridges and structures in the country—some
of them multi-million-dollar projects—have been built by
maintenance of way forces. A rule in every agreement pro-
hibiting the contracting of work has long been a goal of the
Brotherhood. Numerous awards favorable to the Brotherhood
in claims submitted to the Third Division of the National
Railroad Adjustment Board involving the contracting of work
are helping to eliminate this practice and to bring the Brother-
hood closer to its goal.

Occasional reference has also been made in this history to
the activities of rival unions. Since the early days of its his-
tory, the Brotherhood has been compelled to fight almost con-
stantly against the efforts of these organizations to secure
jurisdiction over railroad workers represented by the Brother-
hood. Some of these rival unions have been created or sup-
ported by former members or officers of the Brother-
hood. Others have been offshoots of labor unions established
in other fields that were seeking to invade the railroad indus-
try. Still others were formed by persons who neither had
any practical knowledge of the railroad industry nor any
actual ability to represent railroad workers effectively.

A detailed outline of the formation and the activities of
these rival organizations would require a volume in itself.
Most of them were short-lived. Some invoked the services of
the National Railroad Mediation Board and forced the
Brotherhood to join in balloting maintenance of way workers
on various railroad systems to decide the question of repre-
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sentation; and several unsuccessfully sought court action in
disputes over the representation of railroad workers.

Impotent and ineffective as they were, these rival organiza-
tions nevertheless succeeded in enlisting the support of some
railroad workers, and in the aggregate they have cost the
Brotherhood a great deal in time and money. Their activities
have been more annoying than serious, however, and they
have never been able to produce any tangible evidence of
benefits which they secured for the railroad workers they
purported to represent. Today, the great strength of the
Brotherhood and its mounting success in effectively repre-
senting maintenance of way workers in both the United States
and Canada have discouraged all but the most rash from seek-
ing to form rival unions.

No attempt has been made in this history to treat the sub-
ject of strikes exhaustively or to give a complete list of strikes
in the railroad industry or the maintenance of way depart-
ment. As a matter of fact, contrary to the experience of labor
unions in other industries, the progress of the Brotherhood,
with one exception, has not depended in too great a degree on
the winning of strikes. This one exception is the Canadian
Pacific strike of 1901. The successful outcome of this strike
and the subsequent negotiation of an agreement between the
Brotherhood and the railway company, the first it signed
with any railroad, gave a tremendous uplift to the Brother-
hood and its members. A new era began when the railroads
finally understood that the Brotherhood could use its eco-
nomic strength effectively.

The reason for the lack of general strikes in the rail-
road industry is not difficult to understand. General rail-
road strikes are comparatively rare, due partly to the
attitude of the government toward strikes in the railroad
industry and partly to the deep-seated reluctance of rail-
road workers to engage in a suspension of work unless it
is absolutely necessary. The uninterrupted operation
of the railroads is so essential to the welfare of the public
that the calling of a general strike on the railways in either
the United States or Canada immediately paralyzes the econ-
omy. As a result, the Federal governments in both countries
have adopted legislation intended to bring about the orderly
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and peaceful settlement of collective-bargaining disputes on
the railroads. But this procedure does not always prevent
crises from arising. When a general strike of railroad work-
ers has become imminent or has actually begun, however, the
government in either country has not hesitated to take action
to prevent the strike or to bring it to an immediate end. As
hag been illustrated in this history, the government of the
United States has on several occasions seized the railroads
and placed them under the operation of the government to
prevent or end strikes. The Canadian government ended the
general railway strike of 1950 by an act of Parliament, and
in 1954 the Prime Minister intimated that similar action
would be taken if the employes set a date to begin a strike in
an unsettled dispute over working conditions.

The situation has become of serious concern to railway
workers, particularly in Canada. They feel that when govern-
mental action takes away their right to strike, they are being
deprived of the only recourse they have if management

adamantly refuses to make needed improvements in wages,

and working conditions. Moreover, they contend that this
attitude of government tends to destroy the basic purpose of
collective bargaining and to make it only a formal step toward
compulsory arbitration, and that there is a real danger that
injustice may be perpetuated through a curtailment of the
right to strike.

Although the Brotherhood has taken national strike votes
on numerous occasions, it has called only one general strike
of maintenance of way workers; i.e., the Canadian strike of
August, 1950. All the other strikes in which it has participated
have been on individual railroad systems. In the early years
of the Brotherhood’s history, maintenance of way workers
generally stood alone in their strikes to obtain better condi-
tions. Assistance from other railroad unions was more in the
nature of moral support than actual participation in the
strike. Even though the Brotherhood lost most of these early
strikes, their effect is apparent in the gradually inecreasing
willingness of the railroads to negotiate with representatives
of the employes.

In more recent years, the Brotherhood has joined with other
railroad unions in strikes on individual railroad systems, and
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most of them have been won by the employes. Each strike
has been called only after negotiations with the management
extending over many months had shown that the use of col-
lective strength by the employes was the only recourse. The
Brotherhood still believes as did its founder, John T. Wilson,
that a strike should be used only as a last resort after all
other means of bringing about a settlement of the dispute
have failed.

It has not been possible in this history to give a detailed
outline of the provisions of the Railroad Retirement and
Unemployment Insurance Acts (United States). The Rail-
road Retirement Act provides old-age and disability annuities
for railroad workers and benefits for their survivors. The
Railroad Unemployment Insurance Act provides benefits for
railroad employes who are not working because of loss of job,
sickness, or injury.

Railroad workers first began their attempt to secure a
national retirement system in 1982, but their bill died in
Congress. The acts passed by Congress in 1934 and 1935
were the subject of adverse court decisions, and it was not
until 1937, after the railroads and the Brotherhoods had
agreed on the basic provisions of a retirement system, that
Congress passed the Railroad Retirement Act of 1937, which
is still in effect. In 1938, Congress passed the Railroad Unem-
ployment Insurance Act, which superseded the unemployment-
insurance provisions of the Social Security Act insofar as
railroad workers are concerned.

Both of these acts have been subsequently amended to pro-
vide broader and higher benefits for railroad workers, their
wives, and their survivors. Since 1937, hundreds of bills have
been introduced in Congress seeking improvements in the
railroad retirement system. Most of these proposals have
been made by so-called “pension groups” who are in no way
connected with the standard railroad Brotherhoods and have
apparently given little consideration to the financial stability
of the system. Many of these proposed changes have con-
siderable merit, but actuarial studies have shown that their
adoption would endanger the soundness of the system.

It is the wish of the chief executives of the railroad Brother-
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hoods that the highest benefits consistent with the future
financial security of the system be provided under the Rail-
road Retirement Act, and they maintain a constant study of
the operation of the system. At the same time, they feel it is
imperative that the railroad retirement system be maintained
on an actuarially sound basis and that any proposed changes
in the Act must be considered from this viewpoint.

In concluding this story of the Brotherhood, some addi-
tional information should probably be given about the Central
Committee of Canada, which has been frequently mentioned
in previous chapters. The Central Committee had its begin-
ning in May, 1918, when the system officers of the Brother-
hood from all railways in Canada met to consider plans to
secure an increase in wages, an eight-hour day, and stand-
ardized rates of pay and uniform rules governing working
conditions on all railways in the Dominion. The meeting
selected a subcommittee of system officers to conduct negotia-
tions with the Canadian Railway War Board.

At a meeting in July, 1918, this subcommittee adopted the
name “Central Committee for Canada of the Brotherhood of
Maintenance of Way Employes.” The first by-laws were
adopted by the committee effective October 13, 1919. These
by-laws as last amended effective September 1, 1958, provide:

“PREAMBLE

“The Central Committee for Canada is a Committee duly
authorized by the Grand Lodge President and the Joint Pro-
tective Boards of the Brotherhood of Maintenance of Way
Employes, on railways in Canada, for the purpose of nego-
tiating rates of pay and working conditions for maintenance
of way employes in the Dominion of Canada.

“COMPOSITION

“The Central Committee for Canada shall be composed of
a Grand Lodge Vice-President, as assigned by the Grand
Lodge President, and the General Chairmen and Vice-General
Chairmen of the three system federations in Canada, namely:
Canadian Pacific System Federation, Canadian National
Eastern Lines System Federation, and Canadian National
Western Lines System Federation; and in addition thereto,
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one active full-time System Federation officer who shall be
elected by their respective System Federation Joint Protec-
tive Boards.

“Qther railways in Canada, having 1,000 or more members
and not represented by any of the above three system federa-
tions, shall be entitled to one representative on the Central
Committee for Canada.”

The national agreement signed by the Central Committee
with the Canadian railways on March 7, 1919, is still in effect,
although it has undergone considerable change during the
intervening years. In comparison, the national agreement in
the United States, signed with the United States Railroad
Administration effective December 16, 1919, was terminated
eighteen months later by decision of the United States Rail-
road Labor Board. Since that time, agreements covering rates
of pay and working conditions in the United States have been
negotiated and maintained for each railroad system instead
of on a national basis, and the settlements obtained in national
movements have been incorporated in the individual agree-
ments. In Canada, however, any changes in rates of pay or
working conditions are negotiated nationally by the Central
Committee and incorporated in the master agreement cover-
ing practically all maintenance of way workers in Canada.

Although it is not the purpose of this history to attempt to
answer the complex questions often asked about labor unions,
the answers to several questions naturally emerge from this
recital of the birth and growth of a labor union.

Are labor unions the product of beneficial laws? Could they
survive in a more hostile atmosphere or under the oppression
of a society less friendly to the worker? These questions are
often asked. Manifestly, both labor unions and industry alike
should thrive more under fair or favorable governmental
regulations than under those that hamper their growth or
confine their activities. Yet this story of the Brotherhood is
a concrete example of the fact that the foundations of labor
unions are rooted much deeper than the rather shallow foot-
ing of governmental fiat—that the power of faith and courage
is difficult to assay. The hidden strength of labor unions is
often seriously underestimated.

Are labor unions really necessary? Could not individual
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employes obtain for themselves the benefits they derive
through their union? The answer to these questions is obvious
from the experience of the Brotherhood. Not one major con-
cession affecting maintenance of way workers generally has
ever been placed in effect by railroad managements of their
own volition. Progress toward improving the worker’s lot
has been entirely at the instigation of the union.

Another question frequently asked is this: how democratic
are labor unions? So far as the Brotherhood of Maintenance
of Way Employes is concerned, this question scarcely needs
answering to the reader of this history. At the regular con-
ventions of Grand Lodge, the members of the Brotherhood
through their chosen delegates have the opportunity to decide
the policies of Grand Lodge and to elect its officers (they have
similar rights at conventions of system divisions or federa-
tions or at meetings of subordinate lodges). Delegates to con-
ventions of the Grand Lodge have not hesitated to voice the
wishes of the membership they represent, both in adopting
the laws to govern the Brotherhood and in selecting its officers.

In sixty-eight years the Brotherhood has grown from a
visionary dream in the mind of a railroad section foreman to
one of the most powerful railroad Brotherhoods in the United
States and Canada. Today it has reached a high point in
strength and in service to railroad maintenance of way work-
ers. But what of the future? Following are some of the goals
on its program: fairer wages; standardized rates of pay; uni-
form and improved agreement rules; greater job security and
a guaranteed annual wage; a more liberal vacation agreement;
safer working conditions; still higher employe productivity
and efficiency; labor-management cooperation; a greater share
of transportation business for the railroads.

Will the Brotherhood continue its progress? Will it attain
its goals? To repeat and paraphrase the words of John T.
Wilson, the founder of the Brotherhood:

“Having passed some of the most dangerous breakers in
our infancy, having struggled through the most trying crises
our nation has ever witnessed, having withstood the crucial
test of time, why, then, should we not face the future with
confidence ?”’
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HISTORICAL DOCUMENTS

The agreement which became effective June 1, 1902, on the
Canadian Pacific Railway was the first formal agreement ever
signed by the Brotherhood with a railway company. The
agreement quoted below, although it was effective June 1,
1903, contained the basic features of the 1902 agreement.

“RULES,
REGULATIONS AND WAGES
for
MAINTENANCE-OF-WAY EMPLOYES
of
CANADIAN PACIFIC RAILWAY COMPANY.

“TAKING EFFECT JUNE 1, 1903.

“RULES AND RATES.

“The following rules and rates of pay will govern the serv-
ice of Permanent Maintenance-of-Way Employes on the
Canadian Pacific Railway:

“SECTION 1. By ‘Permanent Maintenance-of-Way Em-
ployes’ is meant employes who take their orders from the
Roadmasters and Bridge and Building Masters on such parts
of the line as are open for traffic, and who have been in the
Maintenance-of-Way service continuously for one year or
more, or who have had one year’s cumulative service during
the three years immediately preceding, and same will herein-
after be referred to as ‘Employes.” Laborers in extra gangs,
unless those practically engaged all the year round, will not
be ranked as ‘Permanent Employes.’

“SEC. 2. Ten hours shall constitute a day’s work, except-
ing for Switch Tenders, Track and Bridge Watchmen, Signal-
men (except when employed as Telegraph Operators), Pump-
men and Pump Repairers. When required to work in excess
of these hours time will be allowed for such excess at rate
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of time and a quarter until 10 p.m., and at rate of time and a
half from 10 p.m. to 6 a.m. and on Sundays and Christmas
day. If called or kept out after 10 p.m., a minimum allow-
ance of three hours’ straight time will be made.

“(a) The hours of Switch Tenders, Track and Bridge Watch-
men, Signalmen, Pumpmen and Pump Repairers will be regu-
lated by the Company, but they shall receive at least eight
hours’ continuous rest in each twenty-four hours.

“(b) In emergencies employes will not be required to work
more than twenty-four (24) hours continuously without a
rest of eight (8) hours.

“(c) Employes traveling on orders of the Company to and
from work after regular hours outside of their regular sec-
tions will be allowed straight time. Bridge men traveling on
their regular sections on orders of the Company to and from
work, after regular hours will be allowed half time until 10 p.m.
and straight time thereafter. When provided with boarding
and sleeping cars to carry them to or from work, no allow-
ance will be made. Employes when traveling from one section
or division to another on account of promotion will not receive
any allowance.

“(d) In computing time one hour will be allowed for thirty
to sixty minutes. For less than thirty minutes no allowance
will be made.

“SEC. 3. Employes will be promoted hereafter on their
respective Superintendent’s division in order of seniority, pro-
vided they are qualified. Employes may be transferred from
one divigion to another for extra gang work, or on the open-
ing of new lines, or when the necessary qualified men are not
obtainable on the division.

“(a) Employes refusing promotion become junior to em-
ployes accepting such promotion.

“(b) An employe who is transferred from the Bridge and
Building Department to the Roadmaster’s Department, or vice
versa, will lose his seniority standing.

“(c) Employes unable to read and write English (or French
in the Province of Quebec) need not be promoted.
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“(d) Employes leaving the service of the Company when
their services are required, in event of re-employment, will
rank as new men.

“(e) A list of all employes will be prepared for each Super-
intendent’s division, and such lists will show the seniority
standing of each employe. The lists will be revised from time
to time to agree with length of service and promotions made,
and copy will be furnished representative of employes. They
will be open for correction on proper representation.

“(f) In the event of reduction in the number of men em-
ployed, those longest in service shall have preference of
employment.

“(g) The position of Switch Tenders, Track and Bridge
Watchmen and Signalmen is not one subject to the general
rules for promotion, being intended to take care of men in
any department who become unfitted for other service.

“SEC. 4. Employes suspended or dismissed will receive
full and impartial hearings, and will be advised of decisions
reached within fifteen (15) days from time of suspension or
dismissal. Should investigation show suspension or dismissal
was unjust, time will be allowed and employe reinstated.
Appeals from decisions must be made in writing by the
employe through his Roadmaster or Bridge and Building Mas-
ter within fifteen (15) days after advised of such decision.

“SEC. 5. Leave of absence and free transportation will
be granted to members of duly appointed committees for the
adjustment of matters in dispute between the Company and
employes, so far as is consistent with good service, within
ten (10) days after request in writing has been made on the
proper officer.

“SEC. 6. Employes taken off their regular sections tem-
porarily to work on snow or tie trains, or other work, will
be compensated for the board and lodging expenses they
necessarily incur.

“SEC. 7. Employes required to attend to and light sema-
phore or switch lamps before or after their regular hours will
receive therefor $4.00 per month for six or less lamps and
50 cents per month per lamp for those in excess of six. Where
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lamps are located at a distance from employe’s residence they
will be attended to in regular working hours.

“SEC. 8. Employes called out for emergency work, outside
of their regular working limits, requiring their absence be-
yond regular working hours, will be supplied with boarding
cars when desirable and practicable.

“SEC. 9. The Company will keep section houses in good
repair; the cost of repairs other than ordinary wear and tear
will be charged to occupants.

“(a) Section houses shall be for the use of Foremen and
their families, and, when necessary, for telegraph operators,
and members of their permanent gangs. Their surroundings
must be kept clean by occupants.

“(b) Where water is transported for use of section gangs,
good water and suitable sunken tanks with pumps will be
provided.

“SEC. 10. Employes will be granted leave of absence and
passes or reduced rates in accordance with the current gen-
eral regulations of the Company.

“(a) Opportunity and free transportation will be given
employes for getting to their place of residence at week ends,
when the Company’s interests do not suffer thereby.

“(b) Employes will be granted free transportation and
leave of absence three times each year. Such free transpor-
tation will not extend beyond their Roadmaster’s or Bridge
and Building Master’s division and the leave of absence will
not exceed two days, and then only when consistent with
good service, and provided the Company is not put to addi-
tional expense.

“(c) Employes discharged through reduction in staff, when
re-engaged within one year, will be granted free transporta-
tation to place of work over general division on which formerly
employed.

“SEC. 11. Bridge and Building Gangs shall be composed of:
“lst. Foremen.

“2nd. Carpenters, who shall be skilled mechanics in house
and bench work and have a proper kit of carpenters’ tools.
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“8rd. Bridgemen, who shall be rough carpenters, expert
saw, axe and hammer men, and have a general experience in
bridge work.

“4th. Bridge Laborers, who shall be strong, .handy men,
and who shall perform such work as may be assigned to
them.”

(NOTE: Rates of pay are not being listed in detail, but they
ranged as follows:

TRACKMEN

Section Foremen: $1.85 to $2.60 per day.

Assistant Section Foremen in yards: $1.85 to $2.35 per day.

Sectionmen: $1.35 to $1.50 per day.

Foremen of Extra Gangs: $2.00 to $3.50 per day.

Assistant Foremen of Extra Gangs: $1.85 to $2.85 per day.

Section Foremen in charge of snow plows while in operation:
$2.75 to $3.00 per day.

Laborers—Extra Gangs (permanent): $1.60 per day.

Signalmen: $1.25 to $1.50 per day.

Track Watchmen: $47.50 to $50.00 per month.

Switchtenders: $47.50 per month.

BRIDGE AND BUILDING MEN

Foremen: $2.50 to $3.25 per day.

Carpenters: $2.20 to $2.80 per day.

Bridgemen: $1.75 to $2.65 per day.

Foremen Painters: $2.40 to $3.00 per day.

Painters: $1.75 to $2.50 per day.

Drawbridgemen: $1.35 per day.

Blacksmiths: $2.25 per day (or railway shop rates in some
instances).

Riveters: $2.756 to $3.00 per day.

Bridge Watchmen: $47.50 per month.

PUMPMEN

Pump Repairers: $60.00 to $80.00 per month.
Pumpmen: $40.00 to $55.00 per month.

“Above rules and rates will not be changed unless on sixty

days’ notice being given between the 1st day of May and the
1st day of November of any year.”
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The following agreement was one of the first (perhaps the
first) signed by the Brotherhood with a major railway com-
pany in the United States.

“AGREEMENT
between
THE ATLANTIC COAST LINE RAILWAY
COMPANY
and
ITS MAINTENANCE-OF-WAY EMPLOYES.

“To Take Effect January 1, 1903.

“SCHEDULE OF WAGES
for
FOREMEN AND ASSISTANT FOREMEN EMPLOYED
in the
MAINTENANCE-OF-WAY DEPARTMENT, TO
INCLUDE SECTION FOREMEN, BRIDGE AND
TRESTLE FOREMEN, CARPENTER FOREMEN,
FOREMEN OF FLOATING GANGS
and
EXTRA GANGS, FOREMEN OF ROAD TRAINS,
PILEDRIVERS AND STEAM SHOVELS.

“Foremen who are now paid at the rate of $40.00 or less
per month will have their rate of pay advanced $4.00 per
month.

“Foremen who are now paid at the rate of over $40.00 per
month will have their rate of pay advanced $3.00 per month.
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“The daily rate to be based on the actual number of work-
ing days in each month.

“Time lost will not be paid for.

“The working hours from April 1 to November 1 will be
from 6 a.m. to 6 p.m., and from November 1 to April 1, from
7 a.m. to 5 p.m.

“One hour will be allowed for dinner.

“Overtime will be paid for by the hour at the rate of 10
per cent of the day wage.

“Foremen will report, on the blank furnished for the pur-
pose, all overtime made.

“The blank, properly filled out, must be sent to the Road-
master or Supervisor for his approval within forty-eight (48)
hours after such overtime is made.

“Whenever practicable the Company will furnish comfort-
able dwelling-houses for Section Foremen and will keep them
in good repair.

“In case houses are not furnished, $5.00 per month will be
allowed Section Foremen, in addition to their regular wages,
for house rent.

“Preference in promotion or retention in the service shall
be given to the foremen who have been longest in the service,
provided they are, in the judgment of the proper officer of the
Company, equal in merit, capacity and other qualification to
other foremen in the service.

“When a foreman is disciplined by suspension or dismissal,
he will be given a hearing within fifteen (15) days, if pos-
sible, and will be promptly notified of the action taken. Should
the charges against him, in the judgment of the proper officer
of the company, be unfounded, he will be paid full wages for
the time suspended.

“When Section Foremen are taken from their sections to
do extra work they will have all necessary expenses incurred
for board and lodging paid by the Company.

“Foremen will be granted leave of absence and passes, or
reduced rates, in accordance with the general regulations of
the Company.
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“SCHEDULE OF WAGES
for
MECHANICS, PAINTERS, PUMPMEN, WATCHMEN,
SECTIONMEN AND OTHER LABORERS EMPLOYED IN
THE MAINTENANCE-OF-WAY DEPARTMENT,
except
MASON FORCES.

“To Take Effect January 1, 1903.

“Employes who are now paid at the rate of less than 80
cents per day will be advanced to that rate.

“Employes who are now paid at the rate of 80 cents and
over per day, with the exception of Carpenters, will be ad-
vanced ten (10) cents per day.

“The wages of Carpenters will be advanced twenty-five (25)
cents per day.

“Rations for employes provided by the Company will be
furnished at cost.

“The working hours, except for Pumpmen and Watchmen,
from April 1 to November 1, will be from 6 a.m. fo 6 p.m,,
and from November 1 to April 1, from 7 a.m. to 5 p.m.

“One hour will be allowed for dinner.

“The working hours of Pumpmen and Watchmen will be
regulated by the head of their department.

“Overtime will be paid for by the hour at the rate of ten
(10) per cent of the day wage.

“Overtime made by any of the men must be reported by
the foremen on the blank furnished for the purpose. The
blank, properly filled out, must be sent to the Roadmaster or
Supervisor for his approval within forty-eight (48) hours
after such overtime is made.

“When Sectionmen are taken from their sections to do
extra work in cases of emergency, they will be provided with
board and lodging by the Company.

“Employes will be granted passes, or reduced rates, in
accordance with the general regulations of the Company.
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“If any question of importance should arise in the operation
of these schedules and the rules relating thereto, the General
Superintendent of your respective divisions will see a com-
mittee of three of our own employes representing our own
men for the purpose of considering such questions. The com-
mittee will have the right of appeal from the decision of the
General Superintendent to the General Manager. Such com-
mittees will be required to get the necessary permission from
the proper officer to leave their post of duty, and will be
furnished transportation upon proper application.

J. R. KENLY, General Manager.
F. P. HAYGOOD, General Chairman for the Employes.”

(NOTE: Before the signing of the foregoing agreement,
many section men on the Atlantic Coast Line Railway worked
for 56¢ a day.)

Laws of the Old Insurance Department

The Insurance Department established when the Brother-
hood was founded was discontinued in August, 1913. In the
intervening years, the laws of this department were amended
and modified considerably from time to time.

Under the laws of the Grand Lodge constitution as revised
and amended at the convention held in St. Louis, Missouri, in
December, 1902, one of the oldest constitutions available in
the files at Grand Lodge, applications for membership in the
Insurance Department had to be in writing on forms fur-
nished by the Grand Lodge. An applicant must have been
in good physical health at the time of making application.
Any misstatement relative to his age, physical eondition, or
family history rendered his beneficiary certificate void.

Every insured member was required to pay one insurance
assessment monthly on or before the fifth day of each month.
If the assessments collected were inadequate to pay claims
against the department, the Grand Executive Committee could
levy such additional assessments as might be necessary. An
insured member was also required to maintain payment of his
Grand and subordinate dues and assessments.

Benefits were payable on proof of death or total disability
of an insured member. TUnder the laws then in effect, cer-

265



NN TT] » [N IT770]

Appendix A

tificates of insurance for either $500.00 or $1,000.00 were
issued. The monthly rates for the former ranged from 50c
to 75¢, depending on age; for the latter, from $1.00 to $1.50.

Applicants for insurance had to pass a rather unusual test.
The constitution provided that the following table of weights
would govern the acceptance of applicants for insurance,
except when other causes appeared for the rejection of such
applicants. Where the height of the applicant was greater
than gix feet, six pounds was added to the maximum weight
for each additional inch:

HEIGHT WEIGHT

Minimum  Maximum
B feet o 100 lbs. 150 lbs.
5 “ lincho . 102 156
5 [ 2 i 1[)5 43 162 113
5 43 3 i 108 (14 168 éc
5 119 4 L 112 149 175 119
5 €« 5 e 116 [ 182 113
5 £¢ 6 e 120 13 188 144
5 114 7 L 124 (g 195 111
5 13 8 L 128 (11 202 £
5 ¢ 9 Y 132 113 210 [13
B A0 e 186 216 ¢
5 S B SR 142« 222
< Z S 148 « 228

The laws of the Insurance Department outlined in some
detail the physical impairments that would be considered as
a condition of total disability:

“At the death of an insured member in good standing his
beneficiary shall receive the face value of his certificate.
Should a member in good standing become totally disabled
for life by accident, as hereinafter provided, he shall receive
the face value of his certificate. Total disability shall consist
of the loss of both legs, or both arms, or both eyes, or one leg
and one arm. For the loss of one leg or one arm any insured
member in good standing shall receive one-half of the face
value of his certificate. When the hand is amputated above
the wrist the arm will be considered lost, and when the foot
is amputated above the ankle the leg will be considered lost.
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“Claims for the loss of eyes shall not be paid until twelve
months after the vision has been lost, except in cases where
the eye balls are extracted from the head. Members who
have but one eye when admitted to the insurance department
can in no case recover more than one-half the amount of their
certificate on account of total blindness.”

The Insurance Department became bankrupt and had to
be abandoned in 1918 when the assessments necessary to con-
tinue the payment of claims became so high that the members
refused to pay them.

Earliest Record of a Lodge Meeting

Following is a newspaper account of a meeting on October 9,
1887, of the first subordinate lodge established by the Wilson
organization:

“VOL. XV MARENGO NEWS NO. 25
DEMOPOLIS, MARENGO CO., ALABAMA

Thursday, October 13, 1887

MEETING OF RAILWAY ORDER OF TRACKMEN
OF THE U. S.

October 9, 1887

“1st Resolution adopted and ordered spread on the minutes
and copy of same fto be printed in some leading paper and
copy to be sent to Mr. J. M. Bridges, Supt., also one to Mr.
J. Gallion, R. M.

“The meeting was called to order by the honorable President
J. B. Panky. Opened with prayer and address of President.

“Gentlemen of the Railway Order of Trackmen:

“But a few short months have passed since our organization
first assumed shape, and under the guidance of a kind Provi-
dence we have assembled this day to complete and perfect
our order, which is destined in the near future to attract the
attention and command the influence of trackmen throughout
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the length and breadth of every land over which a railroad
bed is laid.

“I fail to find language sufficient to thank you for the honor
done me in my election as president of this order, and should
I fail to place before you the objects of our meeting in a clear
and proper light, I earnestly trust you will overlook any short-
comings on my part, in explaining the worthy cause for which
we are assembled.

“All grades and classes of railroad men have already formed
organizations and meet annually to improve their constitu-
tions and by-laws and promote the true interests of their
respective orders. Yet all this time we, the trackmen, upon
whom rests the gravest responsibility, are alone without an
organization.

“I hope that every member present fully understands and
appreciates the objects of this meeting, and that they likewise
appreciate the kind courtesy shown us by the officials of the
BET.V. & Ga. R.R. Co. I heartily trust that from this day
each and every member will take the necessary interest in
furthering this noble work.

“God has permitted us to meet this day to conclude our
organization, and I invoke in behalf of all future meetings
His guidance and direction, and providential care over the
growth of the order.

“The purpose of our meeting being to thoroughly establish
the working of our order, this was successfully done, and we
now stand thoroughly organized and ready to receive mem-
bers. Any trackman desiring to join the order can get
particulars and copy of constitution and by-laws by address-
ing the secretary, W. G. Self, Demopolis, Ala.

“We desire to return thanks to our supt. Mr. J. M. Bridges
and Mr. Jo. Gallion, Road Master, for the favor granted which
was appreciated by the order. We also desire to thank the
citizens of Lauderdale for their kind and generous hospitality.

J. B. Panky, Pres.
W. G. Self, Secy.”

(This was the editor’s note) :

“The Railway Order of Trackmen, the proceedings of a
meeting of which was published today, is a new organization
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which will have its headquarters in Demopolis, and our citi-
zens can well take an interest in its welfare. We wish it a
rapid and prosperous growth.”

ABSTRACT FROM BOOK OF RULES ISSUED TO EM-
PLOYES OF THE TALLAHASSEE, PENSACOLA AND
GEORGIA RAILROAD, APRIL 3, 1868 (NOW A PART OF
THE SEABOARD AIR LINE RAILROAD).

“All engines unprovided with lamps, running at night out
of time, will be required to keep their dampers open to show
a light.

“Rule 8—As a general rule when two trains meet between
stations, the train nearest the turn out will run back. Any
dispute as to which shall retire shall be settled by the con-
ductors without any interference on the part of the engineers.
This rule is required to be varied in favor of heaviest loaded
train, if they meet near the center.

“Rule 12—Should a train run off or for any cause be stopped
on the track at night, the red light must be instantly sent
back to a safe distance to stop a train approaching in the
rear. The green light will in like manner be sent forward
to stop a train approaching in the front. A half mile each
way from where the train is standing will be a safe distance.
At that point a fire must be built in the middle of the track
and a train hand stationed there who shall keep up the fire and
the red or green lights burning.

“Rule 18—The spark catcher or chimney of an engine get-
ting out of order so as to endanger the safety of the train,
the conductor must put his train on the first turn out and
return his engine to Tallahassee for repairs.

“Rule 17—The firemen will be in all cases used to assist in
putting and taking out baggage and all other work which may
be required by the conductor in charge.
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“Rule 11—Overseers must not strike a negro with any other
weapon than a switch except in defense of their person.
Where a negro requires correction, his hands must be tied
by the overseer and he will whip him with an ordinary switch
or strap not to exceed 39 lashes at one time nor more than
60 for one offense in one day, unless ordered to do so by the
supervisor in his presence.

“No. 15—The use of intoxicants by employes on repairs
of the road is positively prohibited. Any overseer or other
employe who keeps it at his shanty or uses it in any other
way than when prescribed by a physician as medicine or who
allows the negroes to keep or use it at the shanty or on the
work will be fined or discharged.

“No. 19—No negroes must be allowed to bring or to have
at the shanty any fresh meat or poultry, unless the overseer
is satisfied he or she came by it honestly.”
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/SSUED TO M W/M’b%/ ]

Good until Jan uary 5 1907 unless revoked.

‘\
M'Lodge No. ﬁm Certificate No.@ij.Z/ X éz

NOTICE

\ Lhis card is not transferable. It must be signed
n by the person to whom it is issued, who is
ntitled to fraternal courtesies. It is good only

hen countersigned by C. BOYLE, and expires
n date named on its face.

Signed /g/a/:WW
No.a 0767

Countersi ng;
-

The form of dues rece:pf commonly called a “working
card,” adopted by the 1902 Convention of the Brotherhood to
repiuce fhe cerfrf:cafe of membership




Appendix B
CHRONOLOGY OF DATES AND EVENTS

July, 1887—Brotherhood chartered under Alabama laws.

October 13, 1891—Amalgamation of Wilson and Pegg organi-
zations.

1892—“The Foremen’s Advance Advocate” began publication.
June 19, 1898—F'irst chapter of the Ladies’ Auxiliary formed.

1899—Amalgamation of American and Canadian organiza-
tions.

February, 1900—Affiliation of the Brotherhood with the Amer-
ican Federation of Labor.

June 10, 1901—First authorized strike (Maine Central Rail-
road). :

June 17, 1901—The Canadian Pacific strike.

Auvgust 30, 1901—Successful termination of the Canadian
Pacific strike.

June 1, 1902—Effective date of first agreement signed by the
Brotherhood with a railway company (Canadian Pacific).

December, 1902 -— Grand Lodge of the Ladies’ Auxiliary
formed.

February 7, 1908—Death of John T. Wilson.

March, 1918—Grand Lodge headquarters moved from St. Louis
to Detroit.

September 11, 1914—The secession at the 1914 convention.
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December 26, 1917—United States railroads placed under gov-
ernment control.

August, 1918—The reuniting of the two factions formed at the
1914 convention.

March 7, 1919—National agreement signed in Canada.

December 16, 1919—The effective date of the national agree-
ment with the United States Railroad Administration.

March 1, 1920—Railroads in the United States returned to
private ownership.

March 18, 1920—The resignation of President A. E. Barker.

1922—Wage reductions and the shopmen’s strike (United
States).

May, 1926—Passage of the Railway Labor Act (United States).
October, 1929—The great stock market crash.

January, 1982—The first formal national conferences between
representatives of the railroads and the Brotherhoods in
the United States.

June 21, 1934——Amended Railway Labor Act signed by the
President. :

June 27, 1984—Railroad Retirement Act of 1934 signed by
President.

January 1, 1985—New Canadian National Contributory Pen-
sion Plan for railway workers became effective.

May 6, 1935—United States Supreme Court declared the Rail-
road Retirement Act of 1984 unconstitutional.
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August 29, 1985—The President signed the Railroad Retire-
ment Act of 1935 and the Carriers’ Taxing Act of 1935.

May 21, 1986—Washington Job Protection Agreement signed.

1937—Golden jubilee celebration of the Brotherhood’s found-
ing.

February 18, 1937—Agreement signed by the Brotherhoods
and the railroads in the United States leading to the Re-
tirement Act of 1937.

August 1, 1937—Wage increase of 5¢ an hour (United States).

July 1, 1989—Railroad Unemployment Insurance Act became
effective (United States).

October 10, 1940—Improvements in the Railroad Unemploy-
ment Insurance Act.

March 1, 1941—Minimum hourly rates of 33c and 36¢c estab-
lished for railroad workers in the United States under the
Wage-Hour Act.

December, 1941-—Agreements signed granting wage increase
and six days’ vacation with pay (United States).

June 1, 1941—Cost-of-living bonus established for Canadian
railway workers.

August 81, 1942—Minimum hourly wage of 40c established for
railroad workers in the United States under the Wage-
Hour Act.

January 17, 1944—Agreement signed granting wage increases
(United States).

February 15, 1944—Cost-of-living bonus added to basic wage
rates of Canadian rail workers.
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October 21, 1944—National agreement signed providing im-
proved overtime rules (United States).

March 1, 1944—Agreement signed granting a paid vacation of
one week to Canadian rail workers.

July 31, 1944—Wage increase granted in Canada.

February 28, 1945 — Supplemental vacation agreement in-
creased paid vacations in the United States to 12 days
after 5 years’ service.

January 1, 1946 — Wage increase of 16c an hour (United
States).

May 22, 1946 — Additional wage increase of 2l4c an hour
(United States).

February 16, 1946—Wage increase of 2¢ an hour in Canada
(8¢, 4c, and 5c for section men in certain classified yards).

June 1, 1946—Additional wage increase of 8¢ an hour granted
to Canadian rail workers.

July 81, 1946—Improvements made in Railroad Retirement
Act. Railroad Unemployment Insurance Act amended to
provide sickness benefits.

December 81, 1946—Death of E. E. Milliman.

September 1, 1947—Wage increase of 1514¢ an hour (United
States).

January 9, 1948—Paid vacations of 6, 9, and 12 days granted
(Canada).

March 1, 1948—Wage increase of 17c an hour for Canadian rail
workers.
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June 23, 1948—Railroad retirement and unemployment insur-
ance systems improved (United States).

October 1, 1948—Wage increase of 7c an hour (United States).

September 1, 1949 — Forty-hour week established (United
States).

May 15, 1950—Movement begun to stabilize maintenance of
way employment (United States).

August 22, 1950—General railroad strike in Canada.
September 1, 1950—Wage increase of 7c an hour (Canada).

January 10, 1951—Union-shop amendment added to Railway
Labor Act.

February 1, 1951—Wage increases of 1214¢ an hour plus an
escalator clause gearing wages to the cost of living (United
States).

February 1, 1951—First union-shop agreement signed by the
Brotherhood in the United States.

April 80, 1951—Representation rights won on the Santa Fe
System.

June 1, 1951—Forty-hour week became effective in Canada.

October 80, 1951—New international headquarters building
dedicated.

October 30, 1951—Railroad Retirement Act liberalized.

February 14, 1952—Presidential Emergency Board recom-
mended the negotiation of union-shop agreements.

August 29, 1952—Union-shop agreement signed with carriers
in eastern region.
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December 1, 1952—Improvement-factor wage increase of 4c
an hour became effective (United States).

February 7, 1953—Wage increase of 7 per cent plus 7¢ an hour
in Canada, effective September 1, 1952. Agreement
reached providing for the check-off of union dues.

February 24, 1953-—Agreement negotiated and wage increase
obtained for extra gang laborers (Canada).

August 21, 1954—Agreement signed providing for a health and
welfare plan, three weeks’ paid vacation, and seven paid
holidays each year (United States).

August 31, 1954—Liberalizing changes in railroad retirement
and unemployment insurance systems (United States).

October 22, 1954—Conciliation Board recommended increased
wages and improved rules for extra gang laborers
(Canada).

November 19, 1954—Arbitrator’s award granted five paid holi-
days and three weeks’ vacation each year (Canada).

December 3, 1954-—Escalator clause canceled and cost-of-living
wage increases added to basic rates of pay (United
States).

January 18, 1955—Health and welfare policy contract signed
{United States).
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CONVENTIONS OF GRAND LODGE

The records of the Brotherhood indicate that the first con-
vention was held in July, 1887. With the exception of the
meeting in October, 1891, at which time the Wilson and the
Pegg organizations united, there is no definite record of the
dates and places of the conventions held prior to 1893.

Conventions were held annually until 1896. From 1896 to
1914, conventions were held biennially. Thereafter, they were
held triennally, except for the two special conventions in 1918
and the regular convention in 1919 scheduled by the special
convention in Cincinnati, Ohio (1918).

1891—Meeting of the Wilson-Pegg amalgamation committees
in St. Louis, Missouri, October 13 through 15, 1891.

1893—Convention held in the City of Atlanta, Georgia, begin-
ning Monday, October 2, 1893.

1894—Convention held in the City of St. Louis, Missouri,
October 1 through 4, 1894. Resolution passed that the
conventions be held biennially.

1896—Convention held in the City of St. Louis, Missouri, Octo-
ber 5 through 8, 1896. First biennial convention.

1898—Convention held in the City of Macon, Georgia, Decem-
ber 5 through 7, 1898.

1900—Convention held in the City of St. Louis, Missouri,
December 8 through 6, 1900.

1902—Convention held in the City of St. Louis, Missouri,
December 1 through 4, 1902,

1904—Convention held in the City of St. Louis, Missouri,
November 14 through 17, 1904.

1906—Convention held in the City of Toronto, Ontario, Canada,
December 3 through 6, 1906.
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1908—Convention held in the City of New Orleans, Louisiana,
December 7 through 11, 1908.

1910—Convention held in the City of Boston, Massachusetts,
September 5 through 12, 1910.

1912—Convention held in the City of St. Louis, Missouri,
November 11 through 15, 1912,

1914—Convention held in the City of Winnipeg, Manitoba,
Canada, September 7 through 16, 1914. At the Winni-
peg Convention it was decided in the future to hold the
conventions triennially instead of biennially.

1917—Convention held in the City of Detroit, Michigan, Sep-
tember 3 through 6, 1917.

1918—Two special conventions were held in 1918. The first
in Detroit, Michigan, on August 12 and the second in
Cincinnati, Ohio, August 15 through 22, 1918. By
authority of the Cincinnati special convention, the next
regular convention was scheduled to be held in the City
of Detroit, Michigan in September, 1919.

1919—Convention held in the City of Detroit, Michigan, Sep-
tember 8 through 22, 1919.

1922 Convention held in the City of Detroit, Michigan, Octo-
ber 2 through 18, 1922,

1925—Convention held in the City of Detroit, Michigan, Sep-
tember 14 through 28, 1925.

1928——Convention held in the City of Detroit, Michigan, Sep-
tember 10 through 20, 1928,

1931—Convention held in the City of Toronto, Ontario, Canada,
September 14 through 21, 1931.
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1984—Convention held in the City of Detroit, Michigan, Sep-
tember 10 through 15, 1934,

1987—Convention held in the City of Detroit, Michigan, Sep-
tember 18 through 21, 1937.

1940—Convention held in the City of Quebec, Canada, July 15
through 23, 1940.

1948—Convention held in the City of Detroit, Michigan, July 19
through 24, 1943.

1946—Convention held in the City of Detroit, Michigan, July 15
through 20, 1946.

1949-—Convention held in the City of Detroit, Michigan, June
20 through 25, 1949.

1952—Convention held in the City of Montreal, Quebee, Can-
ada, June 16 through 23, 1952,
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ROSTER OF PAST AND PRESENT GRAND LODGE
OFFICERS

(Early records incomplete.)
Grand Lodge Presidents

John T. Wilson......o...c.o... 1887-1908 E. F. Grable. ... 1920-1922
A, B. Lowe ... 1908-1914 F. H. Fljozdal ... 1922-1940
T. H. Gerrey... 1914 E. E. Milliman.... 1940-1946
A. E. Barker ... 1914-1920 T. C, Carvoll......_...__...... 1947-

Note: Following the death of President Milliman on December 31, 1946,
Secretary-Treasurer A. Shoemake served as acting Grand Lodge Presi-
dent until the election of President Carvoll on February 14, 1947.

Grand Lodse Secretary-Treasurers

M. O'Dowd ... ... 1891-1893 W. Allen ... 1893-1894
J. R. Ice.. ..1894-1896
(Position abolished in 1896. President John T. Wilson assumed duties
from 1896 to 1902.)

C.Boyle ... 1902-1907 *S. J. Pegg e {1907-1914

1920-1922
*Alexander Gibb ... 1912-1914 George Seal ... 1914-1920
E. E. Milliman............._... 1922-1940 A, Shoemake ... 1940-

* 8. J. Pegg served as Grand Secretary and Alexander Gibb as Grand
Treasurer from 1912 to 1914.

Note: Vice President T. L. Jones served as acting Grand Lodge Secre-
tary-Treasurer from January 4 to February 14, 1947.

Grand Lodge Vice Presidents

P. R. Bridgemen.... ... 1891-1894 George B. Jenness......... 1910-1914
? lg’\’ ICa%h 1894 Henry Irwin 1910-1918
CE. o - . 1912-1914

J. F. Craiglow... T. H. Gerreg.ooovr {191&1919
Ww. C. Cain...oooo W. B. Nichols. ..o, 1914-1917
J. W. 1898-1904 W. V. Turnbull...... ... 1918-1940
{1906-1908 0. Folland oo 1918-1919

A B . Lowe oo 1900-1908 F. H. Fljozdal..... ... 1918-1919
W. W. Haygood.....oooooo. 1900-1904 C. R. Patten. ... 1918-1919
W. S. 1904-1906 E. F. Grable. ... 1918-1920
{1908-1914 D. Stroud ..o 1918-1922

W. F. McAbee....o....___. 1904-1906  Alexander Gibb ... 1919-1920
A T {1906—1912 G H. Flynbe.oo. 1919-1922
1922-1928 8. J. Pegg oo 1919-1920

M. J. {1908-1918 G. H. Planten................ 1919-1922
1919-1922 5 B. Malloy...oooooooooooo. 1919-1922

J. F. 1908-1910 M. D. Barker. ... 1919-1922

1909-1910 J. C. Smock........._._. 1919-1922
1909-1917 William Robson ... 1919-1922
1909-1910 W. D. Roberts._........... 1919-1922
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J. J. Farnan ... 1919-1922 Thos. F. Holleran
A. L. Lynch 1920-1921 M. Duncan ...
F. C. Gassman......... 1920-1925 T, L. Jones........
{1928'1935 E. J. Hoperaft...
J. 0. Raley s 1920-1922 3 3. O’Grady........
M. J. Cadigan..... ..1921-1925  George Hudson i
C. E. Crook.....coeoeeeceaceaanns 1922-1949 gy T
W. Aspinall ...
H. Hemenway -..occceeereeene 1925-1928 I H dl
™. C. Carroll......... 1995-1947 I H. Hadley..
John E. Perry.. ...1928 L. Vogland _.....cccooreoimmreoe
J. H. Myers......ocoeeeceeecas 1928-1034 W. K. McKee ...

Grand Lodge Executive Board Members

Note: Prior to 1908 the Grand President or a Grand Vice President
served as chairman of the Executive Committee. For a time, the Execu-
tive Committee was called an “Advisory Board” and consisted of elected
members of the Board and the Grand President and Grand Vice Presidents.

S.J. Pegg. e 1891-1892 E. L. Hardy. oo 1920-1921
W. W. Allen 1891-1892 John J. O’Grady.. 1920-1922
R. H. Coxe 1891-1894 J. J. Roach ... 1921-1323
1891-1893 E. L. Enke.......... 1921-
W. F. MeAbee...romm { 1894-1900 E. E. Clark... 1922-1925
James H. Elkins............ 1891-1892 George Seal ........ 1910-1914
James H. Jackson............ 1892-1893 Lawrence Lewis ... 1912-1913
D. W. Cash 1893-1894 Lucian Brown ...... 1912-1917
P. F. McAneney.............. 1893-1894 W. V. Turnbull.... 1913-1918
R. B. Phayer....coooroeeeae 1893-1896 W. B. Nichols...... 1913-1914
Patrick Joyce ...... ..1894-1896 T, H. Fljozdal....... 1914-1918
J. D, Jeffords........ ....1894 William Dorey ... 1914-1920
J. C. Lambert...... ...1895-1908  Oliver Folland ... 1917-1918
James Beggan ... ..1896-1898 T, C, Carroll......... 1922-1925
S. E. Hawes......... ...1896-1908  J, E. Waggoner.... 1922-1925
J. A, Bouger..oeees 1898 J. S. Moorhead.... 1922-1925
John Hendriekson ......... 1900 E. J. Hoperaft...... 1922-1940
C. Boyle i 1900-1902 Frank M. Sillik. 1925-1934

J. 8. BEastman...... ..1900-1908 W. O, Beaver....... 1925-1928

R. Ferguson ....... ..1902-1907 John F. Towle...... 1925-1951
W. H. Noyes.....ooeeeeacees 1907-1918  George H. Davis.. 1925-1949
Henry Trwin ..o, 1908-1909 M. Duncan ....... 1928-1935
J. B. Smith...... ...1908-1914 Ifm?sFYogland 1934-1949
1908-1912 . J. Finneran... 1935-1937
G. H. Flynbore {1918-1919 R. H. Smith..... 1937-1943
T.J. ODonnell................. 1908-1912 William Jewkes .. 1940-1946
C. E. Crook............ .1918-1919 H. H. Reddick............coc.. 1943-1551
L. I. Kennedy.... ..1918-1920 William Crampton ....... 1946-1952
W. Robson ... ..1918-1919 M. C. Plunk.....ooo _..1949-
A, L. Lynch ... ..1919-1920 J. P. Wilson....... ... 1949-

..1919-1920 R. Freccia .........
Patrick Woods ... ..1919-1922 L. E. Rhyne......
A. M. Everett...... ...1920-1921 C. L. Lambert...
John Hall ..ol 1920-1922 J. A. Huneault. ... 1952-
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Appendix D

Directors of Statistics and Research
L. B Keller..oooooooeeaeee. 1922-1947 F. L. Noakes 1947~

Roster of Editors or Associate Editors of the “Advocate” and the
“Journal”

....1892-1893  Alexander Gibb ... ....1912-1914
..1893-1894 F, Finnson..... . {1914-1919
...1894-1896 1922-1940
..1896-1902 Charles P. Howard............ 1919-1922
..1902-1910 Thomas R. Downie.......... 1941-1947
1910-1912 E. J. Plondke 1947-

Note: Under the current laws of the Brotherhood, the President is also
the Editor of the “Journal.”

ROSTER OF PAST AND PRESENT GRAND LODGE
OFFICERS—LADIES’ AUXILIARY

Grand Lodge Presidents

Mrs. Alice C. Mulkey........ 1902-1909 Muys. Josie Berg.... ....1928-1934
Mrs. Cora B. Smith .. 1910-1917 Mrs. Edna Keyes.............1934-1937
Mrs. May G. Downey........ 1922-19256 Mrs. B. H, Miller........._. 1937-1952

Mrs. Charles Albert. ... 1925-1928 Mrs. Francis T. Brennan. 1952-

@ Grand Lodge Secretary-Treasurers @

Mrs. George B. Jenness...1910-1915 Mrs. Edith A. Betts......... 1931-1940

Mrs. I. P. Steel................ 1915-1917 Mrs. G. E, Vance............... 1949-1952
Mrs. C. E. Hardiman..._.... 1922-1928 Mrs. B. A, Daun............. 1952-
Mrs. Louis Vogland. 1928-1931

rs. Louis Vogland {1940_1949
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Appendix E

EMPLOYMENT AND EARNINGS—SIXTEEN* MAINTENANCE OF
WAY CLASSES

CLASS I RAILROADS IN THE UNITED STATES
1921 - 1953

Average Straight
Number of Average Annual Time Hourly
Employes Earnings Earnings

86,805 $ 514.34 $ 414
365,082 996.39 395
402,243 1,044.06 402
389,251 1,025.01 407
389,114 1,038.39 409
414,208 1,046.33 A10
416,680 1,047.33 413
395,957 1,050.70 416
405,152 1,062.73 419
343,474 1,041.69 427
273,260 987.05 432
216,946 824,14 392
199,782 818.90 384
208,038 883.86 392
205,679 966.08 422
223,945 1,020.02 422
228,845 1,070.40 445
186,440 1,185.63 476
200,686 1,140.43 479
205,182 1,164.52 483
231,752 1,288.72 520
257,624 1,533.14 587
267,348 1,918.43 664
286,403 1,961.53 683
292,632 1,936.28 .683
256,748 2,205.79 863
255,416 2,358.80 925
256,060 2,670.55 1.046
224,067 2,762.62 1.159
226,994 2,802.24 1.309
237,944 3,180.52 1.476
228,411 3.322.87 1.556
225,430 3.369.61 1.592

** For Six months ended December 31, 1921,
SOURCE: Annual M-300, Interstate Commerce Commission.

* Classification and Interstate Commerce Commigsion Reporting Divi-
sion Number: Bridge and Building Gang Foremen, 29; Bridge and Build-
ing Carpenters, 30; Bridge and Building Iron Workers, 31; Bridge and
Building Painters, 32; Masons, Bricklayers, Plasterers and Plumbers, 33;
Maintenance of Way and Structures Helpers and Apprentices, 34; Port-
able Steam Equipment Operators, 35; Portable Steam Equipment Opera-
tors Helpers, 36; Pumping Equiﬁ)ment Operators, 37; Gang Foremen
(Extra Gang and Work Train Laborers), 88; Gang or Section Foremen,
40; Extra Gang Men, 41; Section Men, 42; Maintenance of Way Laborers
(other than track and roadway), 43; Bridge Operators and Helpers, 102;
Crossing and Bridge Flagmen and Gatemen, 103.
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Appendix E

EMPLOYMENT AND EARNINGS—THIRTEEN* MAINTENANCE OF
WAY CLASSES#**

STEAM RAILWAYS OF CANADA

1926 - 1953
Average Number Average Annual Average Hourly
Year of Employes Earnings Earnings
$1,130.29 $ 449
1,185.57 468
1,200.32 AT70
1,228.70 .482
1,245.55 492
1,210.02 492
1,123.04 462
1,085.19 445
1,021.37 420
1,088.11 444
1,095.36 447
1,150.65 464
1,210.78 494
1,218.66 498
1,238.85 499
1,313.69 532
1,471.16 537
1,518.90 591
1,816.18 715
1,673.87 672
1,828.22 742
1,940.82 783
2,324.10 925
2,363.81 948
2,387.74 975
2,608.88 1.145
2,666.15 1.251
2,834.69 1.309

** Twelve Classes—1926-1952. Thirteen Classes in 1953. Agreement
covering Extra Gang Laborers became effective in 1953.

SOURCE: Railway Transport, Part II, (formerly Statistics of Steam
Railways) Dominion Bureau of Statistics.

* Classification and Dominion Bureau of Statistics Division Number:
Bridge and Building Department Foremen, 9; Carpenters and Bridgemen,
10; Blacksmiths, Pipefitters, Plumbers, Tinsmiths and Pump Repairers,
11; Masons, Bricklayers, Plasterers and Painters, 12; Bridge and Build-
ing Department Helpers and Apprentices, 13; Pile Driver, Ditching, Hoist
and Steam Shovel Employes, 15; Pumpmen, 16; Extra Gang and Snow
Plough Foremen, 17; Section Foremen, 19; Section Men, 20; Labourers,
21; Drawbridge Operators, 62; Signalmen or Watchmen at Crossings,
non-interlocked, 63.
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Appendix F

EMPLOYMENT TREND6—TOTAL EMPLOYES AND MAINTENANCE

Year
1921%*
1922
1923
1924
1925
1926

Total
Railroad
Employest
1,659,613
1,626.834
1,857,674
1,751,362
1,744,311
1,779,275
1,735,105
1,656,411
1,660,850
1,487,839
1,258,719
1,081,703

971,196
1,007,702

994,371
1,065,624
1,114,663

939,171

987,675
1,026,848
1,139,925
1,270,687
1,355,114
1,414,776
1,419,505
1,359,263
1,351,863
1,326,597
1,192,019
1,220,401
1,275,744
1,226,421
1,206,312
1,064,434

F WAY EMPLOYES

CLASS I RAILROADS IN THE UNITED STATES
1921-1954

64.1

Average No.

of Mof W
Employes?
386,805
365,082
402,243
389,251
389,114
414,208
416,680
395,957
405,152
343,474
273,260
216,946
199,782
208,038
205,679
223,945
228 845
186, 1440
200 686
205,182
231,752
257,624
267,348
286,403
292,532
256,748
255,416
256,060
224,067
226,994
237,944
228,411
225,430
184,743

1 Average of twelve monthly counts.
2 Sixteen Classes.
* For six months ending December 31, 1921
SOURCE: Statistics of Steam Rallways in the United States, Interstate

Commerce Commission,

Percentage
of Mof W
Employes to
Index Total Employes
100.0 23.3
94.4 224
104.0 219
100.6 22.2
100.6 22.3
107.1 23.3
107.9 24.0
102.4 23.9
104.7 24.4
88.8 23.1
707 21.7
56.1 21.0
51.7 20.6
53.8 20.6
53.2 20.7
57.9 21.0
59.2 20.5
48.2 19.9
51.9 20.3
53.1 20.0
60.0 20.3
66.6 20.3
69.1 19.7
74.0 20.2
75.6 20.6
66.4 18.9
66.0 18.9
66.2 19.3
57.9 18.8
58.7 18.6
61.5 18.7
59.1 18.6
58.3 18.7
47.8 174
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EMPLOYMENT TREND—TOTAL EMPLOYES AND MAINTENANCE
OF WAY EMPLOYES

1935
1936
1937
1938
1939
1940
1941
1942
1943
1944
1945
1946
1947
1948
1949
1950
1951
1952
1958

1Twelve Classes—1926-1952. Thirteen Classes in 1953,
covering Extra Gang Labourers became effective in 1953,
SOURCE: Railway Transport, Part II, (formerly Statistics of Steam

Appendix F

STEAM RAILWAYS OF CANADA

Average

No. of

Employes

174,266
176,338
187,710
187,846
174,485
154,569
132,678
121,923
127,326
127,526
132,781
133,467
127,747
129,362
135,700
148,746
157,740
169,663
175,095
180,603
180,383
184,415
189,963
192,366
190,385
204,025
214,143
211,951

1926 - 1953
Average No.
of Mof W
Index Employes!
100.0 32,073
101.2 38,042
107.7 33,674
107.8 33,360
100.1 31,204
88.7 29,140
76.1 26,193
70.0 24,758
73.1 26,355
73.2 26,193
76.2 27,259
76.6 25,808
73.8 24,472
T4.2 24,614
77.9 24,766
85.4 26,600
90.5 27,621
97.4 29,602
100.5 29,740
103.6 30,374
108.5 29,677
105.8 29,618
109.0 30,491
1104 30,947
109.2 30,846
117.1 31,995
122.9 32,972
121.6 39,895

Railways) Dominion Bureau of Statistics.
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Index Total Employes
100.0 18.4

103.0
105.0
104.0
97.3
90.9
81.7
77.2
82.2

102.8
124.4

Percentage
of Mof W
Employes to

18.7
17.9
17.8
17.9
18.9

18.8

Agreement
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. Appendix G -

ANNUAL EXPENDITURES FOR MAINTENANCE OF WAY
AND STRUCTURES WORK EQUIPMENT
UNITED STATES AND CANADA

1937-1953
Year Units Expenditure
1937 3,310 $ 5,000,000
1938 1,376 2,180,000
1939 3,547 6,000,000
1940 5,414 7,250,000
1941 8,007 10,500,000
1942 7,612 10,270,000
1943 8,507 12,300,000
1944 9,984 14,400,000
1945.. 11,733 17,500,000
1946 9,939 15,400,000
1947 9,500 19,100,000
1948 9,300 18,700,000
1949 8,700 17,500,000
1950 8,700 18,270,000
1951 9,700 19,500,000
1952 8,000 20,700,000
1953 9 500 16,500,000

SOURCE: Railway Age.
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Index

A
Abandonment of railroad facilities .......... 136, 138, 146, 152-154, 162, 172
Adjustment boards, railroad:
Canada .....88, 246
United States:
during World War I ....88-89
under Transportation Act of 1920 98
under Railway Labor Act of 1926 ... 124, 134-135
under Railway Labor Act of 1934 149, 246
Advance Advocate, Advance Guide, Advocate
(see also “Official publication™) ... 25, 27, 56, 67, 77, 87
Agreements:
changes in requested by railroads... 170-172, 185, 207, 215, 217, 234-236
early efforts to obtain 35-36
extra-gang laborers (Canada), for 230-231
first proposed draft of 28
first signed with railroads........... 50-51, 53-54, 56-57, §9-60, 62-63, 73,
79-80, 257-265
movement of 1953: United States ... 234-236
Canada 236-239
national: Canada . 87-88, 255
United States 88-89, 91-92, 98-99
national overtime (U. S.) 186
under government control (U. S.) oo 85-86, 91-92, 100
under Railway Labor Act 143
under Transportation Act of 1920 98-100, 115
Air lines 145-146
Alabama Great Southern Railroad ... 103
Allen, W. W. 26
Amalgamation (with other organizations)........ 20-21, 28, 32-34, 58-59, 89
Ameriecan Brotherhood of Railway Trackmen 89
American Federation of Labor: 13, 67, 87
affiliation with 38
suspension from 90-91
reinstatement in .9
American Railway Union 18-14, 22, 28, 28, 56
Anti-labor legislation .183, 201, 205
Assessments, strike oo 52, 62, 100
Association of American Railroads ... 152, 159
Association of Maintenance of Way and
Miscellaneous Foremen, Mechanics, and Helpers......._...._._ 119
Atchison, Topeka & Santa Fe Railway ... 119, 182, 189, 211, 225
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Atlanta, Birmingham & Atlantic Railway 98, 100
Atlantic Coast Line Railroad 56, 59-60, 161
Atterbury, W. W. 98
B
Baltimore & Ohio Railroad 5, 12, 38, 39, 63, 226
Baltimore & Ohio Southwestern Railroad 63
Bangor & Aroostook Railroad 60-62
Banking crisis of 1933 145
Barker, A. E. (fourth president)
election of 76-77
administration of 78-95
resignation of 93-95
Birmingham, Alabama 16, 20
Blacklists 11
Board of Adjustment No. 1 (Canada) 88, 246
Board of Railroad Wages and Working Conditions (U. S.) ool 85
Boston & Maine Railroad 37, 60, 81, 128
Boyle, C. 57, 61, 62, 64
Brand, George, Sr. 121
Brotherhood of Maintenance of Way Employes:
affiliation with A. F. of L. 38
amalgamation with other organizations ... 20-21, 28, 32-34, 58-59, 89
changes In mame ... 20, 27, 57, 87, 121
conventions ... 20-21, 26-27, 35-36, 39, 56-57, 60-62, 66-68,

71-78, 15-17, 83, 87-90, 103-104, 120-121, 130-1383, 139-141, 150-151,
158-159, 167-169, 181-182, 199-200, 213-215, 228-230, 279-281

dues and initiation fees ... xviii-xx, 24, 26-27, 36, 39, 61, 68, 72, 83,

87, 90, 104, 200, 213
early attitude toward strikes 21-22, 43-45, 71
early history in Canada 29-34, 54-56
early objectives 3, 18, 20
founding of 3,4
Grand Lodge officers, roster of 282-284
headquaxrters of..... 16, 20, 57, 61, 67, 70, 72-73, 86, 89, 104, 211, 226-227
hostility of railroads toward ..... ... 20, 22, 37-38, 53-56, 69, 79, 89,

97, 98, 131-132
insurance benefits (see also Death Benefit Department and

Provident Department) ... 20, 24-25, 36-37, 39, 56, 67, 72, 75,
; 265-267

International Association of Grand Lodge and
System Officers xvii, 133
Ladies’ Auxiliary xx, 35, 57, 83, 90
legislative and political activities ................. xvi, 29, 71, 140, 151, 159,

182-183, 200-201, 205, 213, 247
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membership: early restrictions on,
modification of restrictions on,
numerical ... 20-23, 27, 317, 39, 41, 52-53, 57,
59, 66, 69, 78, 80, 83, 86-87, 89-90, 94, 108-109, 111, 130-131,
137, 141, 153, 158, 166, 181-182, 200, 228, 245-246
objectives, creed, and organizational set-up ... xi-xxi, 3-4
Protective Department .. xiii, xvi-xvii, 36, 42, 57, 63, 67-68, 70, 104,
120-121, 129, 246, 248
regional associations of system officers 67, 133
rival unions 23-24, 28, 30, 39, 56, 58-59,
77, 79-81, 87, 89, 99-100, 103, 110-111, 114, 120, 122, 128-129,
131-132, 157, 189, 211, 225, 250-251

secession: movement of 1914 75-77, 79-81, 87
Pennsylvania System Division 100, 157
SEETKES e 12-13, 21-22, 24, 26,

36, 38-39 43-50, 57-58, 60-62, 65, 67-71, 78-79, 80-83, 98-102, 112,
136, 138, 185, 198, 204-206, 209-211, 216, 225, 228, 238, 251-253
Trackmen’s Protective Association (see

“Trackmen’s Protective Association”) 21, 27
Brotherhood of Maintenance of Way Employes (rival union) ... Vil
Brotherhood of Railway Clerks ......ccooooeeien. 88
Brotherhood of Railway Section Foremen of North Amerlca ................ 20
Brotherhood of Railway Trackmen of America 27
Brotherhoods, railroad 11
Buses and trucks 126-127, 139 140, 145-146

C

Calcium Light, The .16, 46

Canada Atlantic Railway 32, 58-59

Canadian Brotherhood of Railway Employes ... .. 79, 111

Canadian National Railways 7, 110, 135, 150

Canadian Northern Railway..............._. . 54-56, 63, 69, 71, 87-88, 110

Canadian Pacific Railway ... .7, 80-32, 44-50, 52, 59, 69, 71

Carriers Taxing Act (see “Railroad Retirement Act”)

Carroll, T. C. (eighth president) .. ... 128, 167
election of errenment e mneaeeennaent e eemeet e e neenen 202
biography of 202-208
administration of ..., 202-256

Central Committee of Canada . 138, 254-255

Central of Georgia Railway 59, 102

Central of New Jersey Railway 80

Central Pacific Railroad 8-9

Charleston & Hamburg Railroad 5
Check-off (see “Union Shop”) :
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Chesapeake & Ohio Railway .88, 52-58, 59, 122
Chicago, Burlington & Quincy Railroad 34
Chicago & Northwestern Railroad 128, 142
Chronology of events 273-278
Cincinnati, Hamilton & Dayton Railroad . 70
Cleveland, Grover 23
Colored members . 83, 90
Columbus & Greenville Railroad 185
Commerce and Labor, Department of (U.S.) 42
Commission on Industrial Relations (U.S.) .. - 78,80
Communist party: . 121
membership in a cause for expulsion 151
Company Unions: -wcecccrceceecnrens 102, 109, 114, 120, 124, 128-131, 140, 146
court decisions and 128-129, 136
Consolidation of railroads and facilities,
protection of employes in ... 136, 138, 146, 152-154, 162, 172
Contracting of work 151, 168, 215, 230, 249-250
Conventions of Grand Lodge: 279-281
1891 (amalgamation) ... 20-21
1893 26
1894 26-27
1896 29
1898 35-36
1900 39
1902 56-57
1904 60-61
1906 62
1908 66
1910 ... 68, 71
1912 72-78
1914 75-717
1917 .. 83
1918 (special) 87
1918 (amalgamation) 87-88
1919 89-90
1922 .. 103-104
1925 . 120-121
1928 130-133
1951 139-141
1934 150-151
1937 158-159
1940 167-169
1943 : 181-182
1946 199-200
1949 .. 218-215
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1952 228-230
Coolidge, Calvin 115
Cooperation, union-management ... 135, 140, 159, 168, 200, 215, 229
Coordination of railroad facilities ... 136, 138, 146, 152-154, 162
Coordinator of Transportation, Federal (U.S.) 146
Copper Range Railroad 228
Cost of living ..covevveeeeen. 80, 82, 84, 134, 142, 178, 195, 199, 204, 219, 223-225
Cost of living bonus:

Canada 173, 186

United States (see “Escalator Clause”) ... -.224-225, 234, 242

D
Daugherty, Harry M. 102
Death Benefit Department (see also “Insurance

benefits” and “Provident Department”).... ... xv, 121-122, 151, 246
Debs, Eugene V. 18, 22
Defense Transportation, Office of (U.8.) 173-174
Delaware & Hudson Railroad 68
Delaware, Lackawanna & Western Railroad 0
Demopolis, Alabama 16
Denver & Rio Grande Railroad 61-62
Depressions, business:

of 1873 11

of 1893 23

of 1907 62

of 1921-22 98-99, 114-115

of 1930’s 134, 136-164

of 1937-38 .. 160
Dill, C. C. 117
Director General of Railroads (U.S.) 84

orders of 85-86
Discharge:

penalty for membership 20, 22, 53-56, 69

for political activities (Canada) 71
Douglas, Stephen A. 7
Dues and initiation fees ..................._.. xviii-xx, 24, 26-27, 36, 39, 61, 68, 72,

83, 87, 90, 104, 200, 213

E

Earnings 18, 19, 21, 30-32, 38, 42, 55, 58, 61-63,
68, 70-73, 78-79, 81, 84-85, 110, 116-118, 120, 132, 134, 141,

146-149, 171, 181, 187, 200, 214, 230, 285-286

Eastman, Joseph B. 146
East St. Louis & Suburban Railway .. B8, b9
Eaves, Robert H. 89
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Economic stabilization (U.S.):

director of ... ...181-183
office of ... . .. 178
Tight-hour day (see also “Overtime”)....._...19, 31, 38, 53, 55, 63, 85-86,

100, 111, 114-115, 132, 135-136, 140-141, 159, 167-168,

186, 207-208, 237-241

Eisenhower, Dwight D. 233

Elkins Act (U.S.) 57
Emergency boards (see “Railway Labor Act”)

Emergency Railroad Transportation Act of 1933 (U.8.)........146, 1563-154

Employment figures (railroads): . 287-288
(see also “Force reductions™) ... 28, 98, 133, 139-140, 143-144,
147-148, 195-196, 212, 217, 248-249
maintenance of way department e 37, 137, 148
176, 196, 212, 2117, 244, 285-288
Erie Canal ........_. . 5
Erie Railroad .ot 12, 98
Escalator clause (see also “Cost of living bonus”) ... 173, 1886,
224-225, 234, 242
Extra-gang laborers (Canada) o 230
F
Fair Labor Standards Act of 1938......... -...161-162, 166-167, 170, 177
Financial worth of Brotherhood, early ..., 27
Five-day week ..o 132, 139-140, 159, 168, 207-209, 215-216, 240-241
Flagging Bill (U.8.) eerreeees 149
Fljozdal, F. H. (sixth president) : ... 54-55, 68, 90, 138
election of 105
biography of 108
administration of ... X 107-168
Florida East Coast Railway . oo e 59
Forece reduetion ... 23, 98, 133, 138-140, 142-144, 146, 148, 160,

196, 212, 217, 244, 248-249
Foreman’s Advance Advocate (see “Official publication’)

Forty-hour week ............ 132, 139-140, 159, 168, 207-209, 215-216, 240-241
Founding of Brotherhood ..o 3-4
Free transportation ... . 63, 234-236
G
General Managers’ Association (U.S.) ) 13
Georgia, Atlanta & West Point and Western Railway of Alabama .... 102
Georgia & Florida Railroad 204, 210
Gerrey, T. H. (third president):
election of 74
biography of . 14
administration of 74-76
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resignation of 76
president of rival union ... 77, 79-80
Gibb, Alexander 72
Goals for the future 2586
Golden jubilee (1937) 154-155
Government ownership of railroads ....co...82, 92-94, 110, 159
Government seizure of railroads (U.8.) .......84, 93, 198, 207, 222-223, 230
Grable, E. F. (fifth president):
election Of o 95
biography of 95
administration of .ol ...95-106
member of Labor Board 117
Grand Lodge L Xive-xvi
Grand Lodge officers, roster of 282-284
Grand Trunk Railway 7, 51, 110
Grand Trunk Pacific Railway . 68-69, 71, 110
Great Northern Railroad 226
Grievances, handling of:
early procedure 21, 27, 36
during World War I . . 88-89
under Transportation Act of 1920 . 95-96
under Railway Labor Act of 1926 123-124
under Railway Labor Act of 1934 ... ... 149
H
Harding, Warren G. ... 115
Headquarters of Grand Lodge: .. ... 61, 70
Demopolis, Alabama 16
Birmingham, Alabama ... .o 16, 20
St. Louis, Missouri e e 20, 26, 56, 67, 72, 104
Detroit, Michigan ... 72-73, 86, 89, 211, 226-227
Health and welfare plan BSOSO 234-236
Historical documents . 267-272
Holidays, pay for work on (see also “Sundays
and holidays™) ... 53, 63, 111, 115, 132, 136, 200, 207-208,
‘ 229, 234-239
Hoover, Herbert . ... 133-134
Hostility of employers (see “Labor unions”) ... ... 10-11, 42, 97-98
Howell-Barkley Bill (see “Railway Labor Act of 1926”) ... 113-114,
117-118, 122-125, 134-135
I
Ice, J. R. 27

Tllinois Central Railroad ... 63
Income, net railway operating—U. S.....134, 137, 139, 144, 154, 160, 196, 212
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Independent Order of Railway Trackmen 28
Industrial Commission, United States,

Wilson’s testimony before (1899) 317
Industrial Disputes and Investigations Act of 1907,

Canada 68, 71, 78-79
Inflation 199, 224-225
Initiation fees ... ... xviii-xx, 24, 26-27, 36, 39, 61, 68, 72, 83, 87, 90,

104, 200, 213

Injunction in railroad strikes 13-14, 102
Insurance benefits: (see also “Death Benefit Department”

and “Provident Department”) ... . ... 20, 24-25, 36-37, 39, 56, 61,

72, 75, 265-267

Intercolonial and Prince Edward Island Railway ....oooooeien 32, 63

International Association of Grand Lodge and System Officers ...xvii, 133

International Brotherhood of Maintenance of Way Employees........... 57

International Brotherhood of Railway Track Foremen of America.... 20

International Brotherhood of Stationary Firemen and Oilers ........ 91

Interstate Commerce Act (U. S.) 57

J
Japanese, relocated: manpower shortage and 174
Jewkes, William......... 30-31
Job freezing (World War II) 174
Job protection:

Canada 162

United States 136, 138, 146, 152-154, 162, 172
Joint Protective Boards (see “Protective Department”)........ xiii, xvi-xvii,

36, 42, 57, 683, 67-68, 70, 104, 120-121, 129, 246, 248
Jones, T. L 202
Journal . xv, 90, 247-248
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