MINUTES OF THE MEETING
HIGHWAYS & TRANSPORTATION
MONTANA STATE SENATE

February 10, 1983

The meeting of the Highways & Transportation Committee was
called to order by Chairman Mark Etchart on February 10,
1983 at 1:00 p.m. in Room 410, State Capitol.

ROLL CALL: Roll was called with Senators Etchart, Hager,
Elliott, Shaw, Tveit, Graham, Manning, and Daniels, present.
Senator Stimatz was absent.

HOUSE BILL NO. 7: Hearing commenced on House Bill No. 7,
sponsored by Representative Harp, District 19. This is an

act providing for congruence of Highway Commission Districts
and Highway Financial Districts. This bill amends the present
law to reduce the number of financial districts from 12 to

5 and to make their boundaries congruent with those of the
Highway Commission Districts. This bill revises the boundaries
of the Highway Commissioner Districts, to make them identical
with Administrative Districts of the Department of Highways,
except for a few minor variations. The intention of the
Interim subcommittee was that the Commissioner and the
Administrative Districts should be identical, so that the
Commissioner and the Highway Administrator in the District

can establish effective working relationships. He gave each
member a copy of Chapter III, Financial District Law, and

read parts from it. They are underlined in yellow, see
Exhibit 1.

Gary Wicks, Director, Department of Highways, told the
committee the Department is in support of House Bill No. 7.
We agree with everything that has been stated.

Senator Graham asked if the five Highway Commissioners were
from each of these five districts.

Mr. Wicks, said yes, by only by accident.

There were no further proponents and no opponents. There being
no further discussion, hearing on House Bill No. 7 was closed.

HOUSE BILL NO. 408: Hearing commenced on House Bill No. 408,
sponsored by Representative Driscoll, House District 69,
Billings. This bill requires that every freight train have
as its last car a caboose occupied by at least one railroad
employee. This is primarily for safety reasons. Some of
these freight trains are between 4,000 and 9,000 feet in
length and travel through small towns at 50 to 60 miles per
hour. They cannot see the entire train from the front.

I have ten witnesses here and will turn it over to them.
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Tom Hanning, Havre, Montana, spoke in support of House Bill
No. 408. He read from prepared testimony, see Exhibit 2.

Jim Murry, Executive Secretary of the Montana State AFL-CIO,
spoke in support of House Bill No. 408. He read from prepared
testimony, see Exhibit 3.

Raymond R. West, Havre, Montana, spoke in support of House
bill No. 408. He read from prepared testimony. See Exhibit 4.

Morris W. Gullickson, representing the United Transportation
Union, Livingston, spoke in support of House Bill No. 408.
He read from prepared testimony. See Exhbit 5.

Joe Zawada, Representing himself as a Burlington Northern
Locomotive Engineer, spoke in support of the bill. He read from
prepared testimony, see Exhibit 6.

Mike Walker, Helena, representing the Montana State Council
of Professional Fire Fighters, spoke in support of House Bill
No. 408. He read from prepared testimony. See Exhibit 7.

Frank H. Nord, Glendive, representing himself, spoke in support
of the bill. He read from prepared testimony, see Exhibit 8.

Calvin L. Burr, Jr., Chairman of the Brotherhood of Locomotive
Engineers, spoke in support of the bill. He spoke from
prepared testimony, see Exhibit 9.

Jim Mular, Butte, Brotherhood of Railway and Airline Clerks,
spoke in support of House Bill No. 408. I rise in support
of this legislation because of the safety reasons.

Carl Knutson, representing the Brotherhood of Maintenance of
Way Employees, spoke in Support of House Bill No. 408. He
read from prepared testimony. See Exhibit 10.

Representative Ted Schye, Glasgow, told the committee he
supports House Bill No. 408, for the reason of public safety.

G. E. Albertson, representing himself, spoke in support of

the bill. The agreement signed by Burlington Northern in 1974,
states all trains operating will have a caboose, except in
cases of extreme emergency.

Representative Joe Brand, told the committee he supported the
bill. There are a few things that have not been said. One

deals with fail safe equipment. There is no equipment made today
by man that is fail safe. When the Burlington Northern Railroad
merged into the company they are today, they told us by merging
there would be more competition and better services in the

state and that we should support this merger for those reasons.
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What really happened, in reality, was one company then went
out of business, and filed bankruptcy. Now BN set's the
freight rates. 1In 1977, the cost of a freight car out of
Colstrip, Montana, was $4.82 per ton. The cost of that car
today is $10.34. per ton. This is a huge increase. 1In the
past they have talked about economics. Burlington Northern
made money, a 35% increase, to $123,000,000 in the fourth
quarter. I don't think it is necessary to take the caboose
off the train, for economic reasons. I think this is a good
bill, a good safety measure.

Tom Dowling, Montana Railroad Association, spoke in
opposition to House Bill No. 408. He told the committee

he did not know it was against the law to make money,

and he did not know they had taken all the caboose's off
the trains. He handed out an Agreement, see Exhibit 11,
and had the committee look at Pages 14 through 17, which he
read parts of. You will find that the issue of the caboose
has been addressed in the Collective Bargaining Agreement.
He handed out Exhibit 12 to the Committee, "Cabooseless
Trains: A sign of the Times?". He handed out Exhibit 13,
"End of the Line"; and Exhibit 14, "Derail the Cabooses".

Claude Sheak, St. Paul, MN, representing the Burlington
Northern Railroad Company, spoke in opposition to House Bill
No. 408. He read from prepared testimony given the committee.
See Exhibit No. 15. He also passed out Exhibit No. 16, "SAB
HARMON Electronic Caboose Encoder/Transmitter Preliminary
Information".

Bartlett R. Brown, Salt Lake City, Utah, representing the
Union Pacific Railroad, told the committee he is opposed to
House Bill No. 408 for the reasons stated previously.

Don Scott,Burlington Northern Railroad said he opposes the
bill. It would cost an extra 92¢ a mile to operate the
caboose, and this is passed on to the consumer, and we are
against anything that raises consumer prices.

Jack Hayne, representing the Teton Pondera Farm Bureau said
they are opposed to House Bill No. 408. They are opposed to
any added cost to the product.

J. W. Green, Butte-Anaconda Pacific Railroad, spoke in
opposition to House Bill No. 408. He said most of the things
he wanted to say had already been covered.

Gil Thiel, Burlington Northern, said he opposes the bill for
all of the reasons already stated.

There were no further opponents or proponents to House Bill
No. 408.
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Senator Graham asked Joe Zawada if he had any vision of
the end of the train from where he sat.

Mr. zawada told the Senator he has a small mirror, and

a window directly behind him. He can see quite a bit of the
train on a curve, but according to regulation, he has to
keep his eyes straight ahead.

Senator Graham asked if there was a record of equipment
failures?

Mr. Zawada said no. They do not have that information.
Senator Graham asked if equipment failure happens frequently.

Mr. Zawada said everything fails occasionally, but the
number of times is very low.

Senator Tveit asked Mr. Sheak if there would be an elimination
of jobs because of House Bill No. 408.

Mr. Sheak said there will be no elimination of jobs. The
person who would have sat in the caboose, would be moved to
the engine.

Senator Tveit asked what would guarantee the safety of
persons as the train passes through towns with no reduced
speeds.

Mr. Sheak said there will be more people looking back from the
engine, and you also have all of the equipment detectors and
safety equipment that would indicate problems.

Senator Shaw asked how the switch's are changed when the
train pulls in and out of sidings.

Mr. Sheak said the train would stop or slow down and let a
man off as they pass the switch, and they are also currently
working on spring switch's.

In closing, Representative Driscoll said this is an issue

of safety. ©No one has the right to bargain on public safety.

If they are going to keep the employee and put them in the
engine, why not leave them in the caboose. If this bill passes,
I request that Senator Bob Brown carry the bill on the floor

of the Senate.

There being no further discussion, hearing on House Bill No.
408 was closed.
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ADJOURN: There being no further business before the
committee, the meeting was adjourned at 2:28 p.m.

"/Z//‘) L4 L/,/ 2/(' /f{:‘—{(.- 1/

Senator Mark Etchart,
Chairman

ME/cdf
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CHAPTER 111
FINANCIAL DISTRICT LAW

The financial district law was enacted in 1927 by the Legisla-
ture. The law divides the state into twelve geographic regions for
the allocation of highway funds. Its original function appears to
have been to assure that road construction occurred throughout
the state. The law has changed little since 1927 with the exception
of establishing different allocation methods for interstate, primary,
secondary, urban, and off-system funds.

lllustration 7 shows a map of the financial districts. Each
region receives a funding allocation for each road system according
to the following criteria:

--Interstate funds are allocated to each financial district based
on the cost to construct or reconstruct the interstate roads in
that district. '

--Primary funds are allocated to each district based on the
number of deficient primary road miles in that district. This
method is an interpretation of the financial district law by the
department. The number of deficient miles for a segment of
highway is the percentage deficiency from a perfect road
times the length of the segment. For example, a 10-mile
segment of road with a 30 percent deficiency is said to have 3
deficient miles. (See Appendix A for detail.)

--Secondary funds are allocated to each district based on the
rural population, the rural road mileage (excluding primary
and interstate), the land area, and the rural taxable valua-
tion. These funds are in turn allocated to the counties based

on the same criteria.

--Urban funds are aliocated to each city of over 5,000 population
based on population.

--Off-system funds are allocated the same way as secondary
funds.

20
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projects such as bridge replacement and hazard elimination. These

The department also receives federal funds for other types of

funds are not allocated to areas of the state. Appendix B shows
the allqcations by road system for fiscal year 1981-82. The federal
government has not released any off-system funds for fiscal year
1981-82 and may not in the future.

We examined the financial district law after discussions with
department officials revealed that the law has considerable impact
on their ability to schedule projects. The following sections detail
our analysis of the law and its weaknesses. The discussions are
divided into those which impact the interstate and primary systems
and those which impact the local systems (i.e., secondary, urban,
and off-system). |

INTERSTATE AND PRIMARY

The interstate and primary .systems are grouped together
because they are the major roads for travel across the state and
are planned, built, and maintained by the state. Our examination
of the financial district law revealed a major concern related to the
primary system allocation. The allocation criteria in the law limit
the department's ability to effectively schédule projects. Also, the
definition of a deficient road in the primary system is unrealistic.

The interstate system is not affected as much by the financial
district law because the interstate lies in fewer districts and the
department has greater flexibility in moving funds among these
districts. Also, funds are ailocated based on the costs to construct

or reconstruct the interstate in each district, which we believe is

22
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more appropriate than the primary distribution formula. For these
reasons our comments in the following section are directed mostly
at the primary system.

Primary Road Funding Allocation

As mentioried earlier, primary funds are allocated to each
district based on deficient primary road miles in that district.
Basing the allocation on deficient road mileage does not take into
account variations in cost from area to area and variations in the
type of work needed to be performed. Construction in the moun-
tains of western Montana can cost much more than construction on
the plains of eastern Montana. Two six-mile projects constructed
in 1980 show this difference.v One project in the mountains of
southwest Montana cost '1$4.1_.million, while the other on the plains
of central Montana cost $2.5 million. In addition, roads in similar
overall condition can require repairs costing drastically different
amounts. In 1980, the department constructed two twelve-mile
overlay projects. One cost $1.4 million, while the other cost
nearly twice as much at $2.7 million. The major difference in
these two projects was the thickness of the overlay.

Wifh twelve financial districts, the funding for each district is
quite small. For fiscal year 1981-82, the allocations ranged from a
high of $6.7 million to a low of $2.8 million. With these small
allocations, the mileage of road which could be constructed or
overiayed in each district is minimal since the average cost for
construction  is about $680,000 per mile, while the average cost for

overlays is about $140,000 per mile. These figures only include

23
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actual payments to contractors and not other department costs.
With small allocations and high construction costs, the projects
tend to be small, and small projects have higher overhead costs as
a percentage of construction costs. For example, the $2.8 million
allocation would construct only about four miles of road.

As noted previously, interstate money is allocated based on
the cost to construct or reconstruct the interstate in each financial
district. Primary funds are allocated based on deficient primary
mileage. The department may increase the interstate allocation to
any district up to 300 percent in a given year, provided that
future allocations are reduced to "pay back the loan." The flexi-
bility on the primary system is much less since allocations may
only be increased by 25 percent. The department has violated the
law because of this lack of flexibility. We found two districts in
which the department had overspent the fiscal 1980-81 primary
allocations in excess of the statutory maximums.

The financial district law does not allocate primary funds to
the areas of the state with the worst primary roads as defined by
the department. We noted that two of the financial districts have
about 60 percent of the primary road mfleage which are in critical
need of repair, according to the department. However, the alloca-
tions for these two districts amount to only 24 percent of the
primary funds. To compound the problem, these districts tend to
have higher per mile construction costs when compared to a state-
wide average. This is mainly due to their location in the western

mountainous part of the state.

24
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The financial district law causes projects to be constructed
based upon their priority within their respective financial districts
regardless of their priority statewide. We compared the depart-
ment's district-by-district priority rankings with the department's
listing of the top 48 projects statewide. We found several cases in
which the top pribrity in a district was low on the statewide list or
not even on the list. As an example, the top priority in Financial
District 12 ranks 36th overall. However, the 11th priority in
Financial District 8 ranks 30th overall. In other words, financial
districts with many critical miles can have several projects that on
a statewide basis would rank higher than the top priority project
of a district with few or no critical miles. But the statewide
ranking has little meaning since the top priority projects in each
district receive that district's funding.

Our analysis indicates the department also has problems with
coordinating funds for projects which cross financial district
boundaries. To build the project as a single unit, the funding in
both districts must be available at the same time. If funding is
not available, the project must be delayed until funds are available
or split into projects small enough for the funding to be adegquate.
In both cases, the costs are increased. Also, the department's
accounting for funds is complicated since the department must keep
track of funds by district. A project which crosses district
boundaries must be given a different project number for each
district and the costs associated with each project number must be

accounted for separately.
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With allocations based on a standard of 60 percent, Financial
District 1 would receive $2 miilion more, while Financial District 3
would receive $2 million less. The result is that financial districts
with the most critical miles as defined by the department would get
more funds and thus more miles of road could be reconstructed in
those districts.

Changing the definition of deficient roads to only include
those sections which do not meet Yadequate" standards would
improve the distribution of primary funds. Basing the distribution
on the cost of the needed imbrovements for those deficient sections
would be better than basing it solely on deficiency since cost of
improvements takes .into account the differences in construction
costs among areas of the state. The cost of improvements method
also considers the differences in cost for wvarious reconstruction
needs.

Possible Revisions

All of these concerns point to the need to substantially revise
the financial district law as it applies to the primary system. The
following are some possible revisions that would improve the distri-
bution of primary funds.

One change could be to decrease the number and increase the
size of financial districts. For example, five large distf‘icts rather
than twelve smaill ones would minimize several of our concerns.
The number five is chosen because it waould coincide with the
number of commission districts and field regions. This is discussed
further in Chapter V. This change would increase the size of

allocations which would reduce splitting of projects, add flexibility
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in where money could be spent, and reduce interdistrict coordina-
tion problems. This change would aiso benefit the interstate system
for the same reasons.

A logical extension of reducing the number of financial districts
would be to prioritize and fund projects on a statewide basis. This
;Nould effectively eliminate financial districts and would further re-
duce our concerns. The department could fund projects where the
need is greatest. [n addition, projects can be larger and hence
have lower percentage of overhead costs. Splitting and delaying
projects should be greatly reduced.

Eliminating financial districts for the interstate and primary
systems would require the department to develop procedures for
analyzing construction needs for these systems throughout the
state. These procedures should result in statewide priorities for
interstate and primary projects and corresponding fund allocations
for the projects. |

If the financial district system is retained, the allocation cri-
teria for primary roads should be changed from deficient mileage
to cost of improvements needed on deficient roads, similar to the
interstate. This would shift funding to the areas with roads in
more critical need of repair. Also, variations in cost from area to

area and project to project would be taken into account.

RECOMMENDATION #1

WE RECOMMEND THE LEGISLATURE EITHER:

A. ELIMINATE FINANCIAL DISTRICTS FOR THE INTERSTATE
AND PRIMARY SYSTEMS AND ALLOW THE DEPARTMENT
TO SET PROJECT PRIORITIES AND ALLOCATE FUNDS

ON A STATEWIDE BASIS; OR
29
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REALIGNING HIGHWAY COMMISSION AND
FINANCIAL DISTRICTS

A Report by Paul E. Verdon, Staff Researcher
to Joint Subcommittee on Highways ’
June 8, 1982

In response to committee instructions at the May 18 meeting, the
researcher has consulted with the Department of Highways to
formulate a new alignment of counties into highway commission
districts to resemble more closely the department's
administrative districts that were reconstltuted last month in a
statewide reorganization.

The intention is to make the commission districts and the
administrative districts congruent so that the commissioner can
identify more closely with the activities in his area and
maintain a meaningful advisory and consulting relationship with
the department's management team.

A logical further step would be the amendment of the financial
district law to reduce the number of districts from twelve to
five and to make these new larger districts identical with the
proposed commission-administration districts. This change, in
essence, would assure that all functions--planning, financing,
construction, maintenance, administration, and policy-
making--would occur within similar geographic constraints and
would utilize the coordinated talents and efforts of the same
group of people in each region.

Achievement of this objective, of course, will require
abandonment of commission and financial district concepts that
are almost six decades old and that in some instances will
require far-reaching modifications, particularly in the
configuration of the huge eastern Montana commission district.

As now constituted, the commission districts include these
counties:

District 1. Lincoln, Flathead, Sanders,
Lake, Mineral, Missoula, Ravalli, Granite,
Lewis and Clark, Jefferson, Broadwater;
District 2. Powell, Deer Lodge, Silver

Bow, Beaverhead, Madison, Gallatin, Meagher,
Wheatland, Park, Sweet Grass;

D;strict 3. Glacier, Toole, Liberty,
Hill, Blaine, Pondera, Teton, Chouteau,
Cascade, Judith Basin;
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District 4. Ferqus, Petroleum, Garfield,
Phillips, Valley, McCone, Prairie, Dawson,
Wibaux, Richland, Roosevelt, Daniels,
Sheridan;

District 5. Golden Valley, Stillwater, -
Carbon, Big Horn, Yellowstone, Musselshell,
Rosebud, Treasure, Custer, Powder River,
Carter, Fallon.

Realignment of commission districts to conform with
administrative districts would result in this arrangement:

District 1. Lincoln,
Lake, Mineral,
Powell.

Flathead, Sanders,
Missoula, Ravalli, Granite,

District 2. Beaverhead, Deer Lodge,
Silver Bow, Jefferson, Madison, Gallatin,
Park, Meagher, Broadwater.

District 3. Glﬁcier, Pondera, Teton,
Cascade, Lewis and Clark, Chouteau,
Toole, Liberty, Hill, Blaine.

District 4. Phillips, Valley, Daniels,
Sheridan, Roosevelt, Garfield, McCone,
Dawson, Richland, Wibaux, Carter,
Fallon, Powder River, Custer, Prairie,
Rosebud. :

District 5. Judith Basin, Fergus,
Petroleum, Wheatland, Musselshell,
Golden Valley, Treasure, Yellowstone,
Big Horn, Carbon, Sweet Grass,
Stillwater.

A statistical comparison of the proposed new districts:

Dist.
Dist.
Dist.
Dist.
Dist.

Fed.Aid Rural Rd.
Primary, Mileage

'80 Veh. 1980 Area Interst. (Incl.
Regist. Popul. (Sg.Mi.) Mileage Secondary)
1 162,468 209,291 23,340 1,284.4 11,803.1
2 100,714 132,219 22,920 1,177.6 8,040.9
3 136,823 185,949 27,288 1,053.3 17,745.7
4 91,253 97,141 46,867 1,789.3 22,469.4
5 130,722 161,212 26,620 1,171.1 11,297.3
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Under this proposal, the commission-and financial districts are
congruent, and all counties are intact. Boundaries of depart-
ment administrative districts, as currently constituted, vary
slightly because the counties of Powell, Beaverhead, Lewis

and Clark, Judith Basin and Phillips.have been divided for
purposes of operating efficiency.

It is perhaps a fortuitous coincidence that enactment of these
district changes by the 1983 legislature would vacate no highway
commission seat whose present occupant's term extends beyond this
year. The term of the only serving. commissioner whose county of
residence would be moved to a new district expires at the end of
this year, and that commissioner has stated publicly he desires
to terminate his service.

Effective dates of legislation to realign financial districts
should be July 1, 1983, so the department's allocation of funds
for the biennium can correspond with fiscal years.

A proposal to modify the financial district law was requested by
Senator Elliott who asked that the allocation criteria be changed
to require that one-half of the construction funds be apportioned
according to critical need and the remaining one-half be
allocated as under existing statute.

This change could be effected by amending 60-3-205, MCA, thus:
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PRIOR TU FuBRUARY 1, 1949 wACh FRIEGHT GRwm. HAD THuIR 09N
CABOOSEWHICH WAS TAKsli OFF sACH TRAIN AT THi HOMi AND DISTANT
TERsMIAL. THIS CABOOLE WAS THe CRewS hOMis AWAY FROM HOi:, THeY
#Re FURNISheU WITH LOCKiKS ANy SACH CRuw PROVIDs. THISR Oul
COOKING AMD SLucPING GuAR, AS THaSy THINGS WaRE DONE ON THE
CABOOSE. O FeB. 1, 1949 A NoGOTIATED AGRusssNT BumCAus
sFFuCTIVs, THAT ALLOwno Uhe CUMPARY T0O POOL CABOOSLS BuT.ERN
BROCKENRIDGE, MINK. AND RILLYAR., wA., THATAGRuEMSNT PROVIDE)
THAT CABOOSES RUN TO ANy AROM THzxSe POINTS OULD Bi MAINDAINE
BY OTHER THiN TRAINMEN, [Hi COMPALY WOULD PROVIDL LOCKED
STORAGE AND WASHROOM FACILITIES FOR THo CREWS wHsRE CABOOSHS
ARe RUN THROUGH AND CRswS ARE CHANGED. ALSO THE CRew #OULD
RECEIV: ONg CmNT A mILe FOR USING RUN THROUGH CAROOSES. 1IN
AUG. 1952 A FUTHER AGRESMENT BrCAill SFFsCTIVAE GIVING THE
COMPANY AUTHORITY TO sXTeNQ THwSe LIaITS.

IN 1974 AN AGREEMsNT WAS SIGNsyu BY The BURLINGTON NORTHERN AS
TO HOW THSE CABOOSES WiRe TO B MAINTAINED, THIS AGREEMENT
wAS SOUGHT ANJ NiGOUATzL BiECAUsk THie CABOOSHS WeR:e FALLING
INTO 5uRIOUS JISREPAIR.

THIS PAST HISTORY CF NeGOTIATIONS CONCuRNING CABOOLLS HAWS
PROVey THi UNIONS ARs wILLING 10 CUMPROMISs THISR POSITION
CHEN TH2 QUuSTIONS INVOLViD,CUNCERN sAPEDITING TRAIN MOVEHLKT
OR SHPLOYE: CONVIENCz. THim ISSUE NOw HAS NOTHING TO 00 WITH

THuSE FACTORS. wi ARs NOW TALKING ABOUT ' SAFuTY, NOT OnLY

OF THx TRAIN CRsw BUL OF mVeRY PuRSON LIVING NiZAR The RIGHDTDT OF

wAY. THis LA PLuleiy OF, QUR CONTHACT wWAS FORCHo OM Us BY
P/gj/ ,,,‘)/ / [mu oty gﬂj ._J The peap/e jn s H D
%%1 ( THis luAJ URI .[l EHOT : ; = Wi

NOT A ARw
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/*/a/?,[o(;) “/*(»(t/'l//i/“y? NIl CXTuAtn oK
OF A CABOOUSs ISSUs Sl INVULVeo. THoRe CONCERN WAS KoiPING
THt RAILROASS RUNNING ANL TheY wiske UNOmR PRaSSURE TO 00 THIS
AS RAPIULY AS POSSIBLe.  wwe ARt LURm, HAD THeY HALD MORwe TIMk
TO STULY THx ISsSUss, MANY OF THiwud wOULD HAVE OPPOSs) THis CABOOLE
ReCOMMEMDATIONS ON THom GROUNJS THAT IT IZ A DIRsCT JAFZTY ISSUs
AFFRCTING BVeRY STATm, NOT A LABOR—MANAGEMmNT ISSUm.
THe RAILROAD LABOR ACT Ib UNIQUE, IN THAT IT SPELLS OUT ALL oF
OUR NsGOTIATING PROCESSH }UVLN TO THe CRsATION OF THE PRSI~
DENTIAL miERGANCY BCARy ANU FINAL SoTTLAMsNT BY CONGRxSS. s
Feolh IN THE LAST NEGOTIATIONS/THM COMPANY CH@S= ROT TO BARGAIN
COLLeCTIVeLY FOR A SplTiLwueNT, BUT TO FORCe THi CONTRACT TO
THe wisRGENCY BOARU. CONSIUwRING THi PR=SENT CLIMATZ TOWARD
LABOR UNION: UN A NATIONAL LsVel, FOR INSTANCE PATCO, THAY
Pl IT TO THIBR ADVANTAGE TU LoT THE GOVERNMENT SETTL: THo
CONTRACT. <=3 THi UTU wAIlio TO RATIFY OUR AGREEMzNT TO Skk
THe RoACTION OF CONGRuSS TO THi aNGINZLRS STRIKE, wk FOUND NO
SeRIOUS STULY OF THE ReCOMMaNUATIONS BUT AN ACCEPTANCE QOF SEC OF apBck.

\
_ . . HONCE.
JONOVANS ASSESSMENT. we Jtiﬁaﬁ%ﬁ“ﬂ% THx CONTRACT A5 IT

FRECTS

L=

LABOR MANAGAMSENT QUESTIONs BUT wWa N, MUST LOOK TO OTHER MEANS
HB Jo¥

SUCH AS EeEs=m=s], T0 AoSURE oAl YgPROPaCPEIOH. ALL EASONABLE

Musy be I

PRACAUTION: &= TAknN FOR Thio SArs COPsRATION OF TRAINS. UR-

PORTUNATLY THuRe AR NO STATIZSTIC: KoPT AS TO THE ACCILDoNT:
Corboose

AJQLJL) BrCAUSLE OF THe E=ES==wJ CRow3 ALARTNﬁSs/

JOUBT IN Til AINDS OF ANY RAILROAJLR IN TRAIN SiRVICL  AeETRe o

BUT THeRs IS NO

Wi AR ALL SAFeR BuCAUse OF THisul.

ﬁmk/”‘/
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Box 1176, Helena, Montana

JAMES W. MURRY Z{P CODE 59624
EXECUTIVE SECRETARY 406/442-1708

TESTIMONY OF JIM MURRY, ON HOUSE BILL 408, BEFORE THE SENATE COMMITTEE ON
HIGHWAYS AND TRANSPORTATION, FEBRUARY 10, 1983

I am Jim Murry, executive secretary of the Montana State AFL-CI0O. I am here
to speak in support of House Bill 408, which would require an occupied caboose on
any freight train operating within our state.

We believe this bill provides essential protection to those working on the
trains as well as to public safety, health and property. A trained and skilled
railroad employee occupying a caboose can monitor the train for a number of
potentially dangerous situations, and has access to various safety devices,
including a stop valve.

That employee can detect derailed cars and dragging equipment, fires in
railroad cars, or along the tracks and monitor for shifting 1loads. Any of these
situations can endanger public safety and property, if prompt action is not taken.

This is especially important because the length of frieght trains has
increased as has the danger of the goods which they carry. These include such
things as combustiable goods, caustic chemicals and radioactive waste. So it is
even more important in Montana's mountainous terrain that there be an occupied
caboose on freight trains.

Although the railroad has installed some monitoring devices, they are not
fail-safe, and they can never take the place of an occupied caboose. Current
devices can monitor for air pressure and hot wheels, but not for the other instances
which could cause major accidents and disasters.

We urge you to vote for House Bill 408 for the well-being and safety of all

Montanans.  Thank you.

PRINTED ON UNION MADE PAPER BRI 4
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WITNESS STATEMENT

Name Morris W, Gullickson Hwys & Trans

Committee On

Address Livingston, Mt. | Date 2/10/83
Representing United Transportation Union Support X
Bill No. R 408 Oppose

Amend

AFTER TESTIFYING, PLEASE LEAVE PREPARED STATEMENT WITH SECRETARY.

Comments:

1. Mr, Chairman and Committer Members;

For the record, I am Morris GCullickson representing the United Transportation
Union. I am a Conductor with more than 30 years service operating trains
from Laurel to Helena’Montana.

2. T would like to explain the position of members of a freight Train crew.
Hormanl there are two men in the lead cab of a engine. The head trainman
and the engineer. Thes=e two people watch for signals ahead and any obstructions
or anything effecting the operation of the train. They also watch the train
behind, on each side, as much as possible. The caboose has two employees, a

3. conductor and rear trainman. They each =it faceing forward one on each sice
of the cupola, watching the train.

They watch for anything unusal along the train, like smoke, sparks, dragging
equipment, shifting loads, torn up road crossings, and any derailed cars.
They also watch the condition of the track behind the caboose, which can

4. indicate croblems on the train. They look for hand signals from wayside
personal. Thev spot gras- and fore=t fire= created by tne trains.

then any of the mentioned conditions are discoverec it is there respcnsibility
to take measures to stop the train and fix or set out any defective car.

This is a matter of course in our job and is very cormon. There is no record
of how many major accidents that are preventec each day in the state. The
elimination of the caboose increases the risk factor of a major accident.

To insure that the safety level of freight train operation, in lMontana
remains at the sime level a caboos=a should remain on all freight trains.

I urre your pa=sace of HB 408, and will be hapry to answers any questions.

Itemize the main argument or points of your testimony. This will
assist the committee secretary with her minutes.

FORM CS-34
1-83
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Mr. Chairman & Members of the Committee

I am Calvin Burr and I am the Chairman of the Brotherhood of Locomotive
Engineers Montana State Legislative Board.

I am a Tocomotive engineer with 3534 years service with the former Great
Northern and now the Burlington Northern Railroad.

I Tive and work out of Havre, Montana. I am very concerned about having
to operate a train without caboose. With radio equipped caboose, the
attendant in the caboose is able to assist the engineer by letting

him know that the brakes have released, how much air pressure is on

the rear of the train, and when we have the train moving. This all
helps the engineer. With this assistance from the caboose on the long
trains that we are handling, we have about stopped "break intos".

At times, we are required to make reverse movements and with a brakeman
in the caboose, this can be done safely.

The railroads are currently experimenting with a new way to make an
air test; it is called an air flow test. With this type of air brake
test, you must know what the air pressure is on the rear of the train.
This will cause us problems when we have a long train and are required
to pick up cars at different stations along the way and have to make
an air brake test.

I urge you to support this bill.

Thank you.

/Mam% /6‘”/”}7
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AGREEMENT

THIS AGREEMENT, made this 15¢th day of October, 1982 by and between
the participating carriers listed in Exhibit A, attached hereto and made a
part hereof, and represented by the National Carriers' Conference Committee,
and the employees of such carriers shown thereon and represented by the
United Transportation Union, witnesseth:

IT IS HEREBY AGREED:

ARTICLE I - GENERAL WAGE INCREASES

Section 1 - First General Wage Increase (for others than Dining Car Stewards
and Yardmasters)

(a) Effective April 1, 1981, all standard basic daily and mileage
rates of pay of employees represented by the United Transportation Union in
effect on March 31, 1981 shall be increased by an amount equal to 2 percent.
The cost-of-living allowance of 58 cents per hour in effect on March 31,
1981 will not be included with basic rates in computing the amount of this
increase.

(b) In computing the increase for enginemen under paragraph (a)
above, 2 percent shall be applied to the standard basic daily rates of pay,
and 2 percent shall be applied to the standard mileage rates of pay,
respectively, applicable in the following weight-on-drivers brackets, and
the amounts so produced shall be added to each standard basic daily or
mileage rate of pay:

600,000 and less than 650,000 pounds

950,000 and less than 1,000,000 pounds
(through freight rates)

Yard Engineers - Less than 500,000 pounds

Yard Firemen ~ Less than 500,000 pounds

(separate computation covering five-day

rates and other than five-day rates)

Passenger
Freight

(¢) The standard basic daily and mileage rates of pay produced by
application of the increases provided for in this Section 1 are set forth in
Appendix 1, which is a part of this Agreement.

Section 2 - Second Gemeral Wage Increase (for others than Dining Car
Stewards and Yardmasters)

Effective October 1, 1981, all standard basic daily and mileage
rates of pay of employees represented by the United Transportation Uniom in
effect on September 30, 1981, shall be increased by an amount equal to 3
percent, computed and applied for enginemen in the manner prescribed in
Section 1 above. The cost-of-living allowance of 90 cents per hour in
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effect on September 30, 1981 will not be included with basic rates in
computing the amount of this increase. The standard basic daily and mileage
rates of pay produced by application of this increase are get forth in
Appendix 2, which is a part of this Agreement.

Section 3 ~ Third General Wage Increase (for others than Dining Car Stewards
. . and Yardmasters)

Effective July 1, 1982, all standard basic daily and mileage rates
of pay of employees represented by the United Transportation Union in effect
on June 30, 1982, shall be increased by an amount equal to 3 percent,
computed and applied for enginemen in the manner prescribed in Section 1
above. The cost-of-living allowance of $1.25 per hour in effect on June 30,
1982 will not be included with basic rates in computing the amount of this
increase. The standard basic daily and mileage rates of pay produced by
application of this increase are set forth in Appendix 3, which is a part of
this Agreement.

Section 4 - Fourth General Wage Increase (for others than Dining Car
Stewards and Yardmasters)

Effective July 1, 1983, all standard basic daily and mileage rates
of pay of employees reprasented by the United Transportation Union in effect
on June 30, 1983, shall be increased by an amount equal to 3 percent,
computed and applied for enginemen in the manner prescribed in Section 1
above. The amount of the cost-of-living allowance which will be in effect
- on June 30, 1983 will not be included with basic rates in ecomputing the
amount of this increase. The standard basic daily and mileage rates of pay
produced by application of this increase are set forth in Appendix 4, which
is a part of this Agreement.

Section 5 - Application of Wage Increases

(a) (1) 1In engine service, all arbitraries, miscellaneous rates
or special allowances, based upon mileage, hourly or daily rates of pay, as
provided in the schedules or wage agreements, shall be increased
commensurately with the wage increases provided for in this Article I.

(11) In train and yard ground service, arbitraries,
miscellaneous rates or special allowances, including those expressed in
terns of miles, as provided in the schedules or wage agreements, shall be
increased under this Agreement in the same manner as heretofore increased
under previous wage agreements.

(b) In determining new hourly rates, fractions of a cent will be
dieposed of by applying -the next higher -quarter of a cent.- - -

(c) Daily earnings minimn shall be increased by the amount of the
ragpective daily increase.

e ——— e . e v e Tt e e WM smia 4 e
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(d) Standard monthly rates and money monthly guarantees in
passenger train service shall be thirty times the new standard daily rates.
Other than standard monthly rates and money monthly guarantees shall be so
adjusted that differentials existing as -of March 31, 1981 shall be
preserved.

(e) Existing monthly rates and money monthly guarantees
applicable in train service other than passenger will be increased in the
same proportion as the daily rate for the class of service iavolved is
increased.

(£) Existing money differentials above existing standard daily
rates shall be maintained.

(g) In local freight service, the same differential in excess of
through freight rates shall be maintained.

(h) The differential of $4.00 per basic day in freight and yard
service, and 4¢ per mile for miles in excess of 100 in freight service, will
be maintained for engineers working without firemen on locomotives on which
under the former National Diesel Agreement of 1950 firemen would have been
required.

(i) In computing the increases in rates of pay effective April 1,
1981 under Section 1 for firemen, conductors, brakemen and flagmen employed
in local freight service, or on road switchers, roustabout runs, mine rums,
or in other miscellaneous service, on runs of 100 miles or less which are
therefore paid on a daily basis without a mileage component, whose rates had
been increased by "an additional $.40" effective July 1, 1968, the 2 percent
increase shall be applied to daily rates in effect March 31, 1981, exclusive
of car scale additives, local freight differentials, and any other money
differential above existing standard daily rates. For firemen, the rates
applicable in the weight-on-drivers bracket 950,000 and less than 1,000,000
pounds shall be utilized in computing the amount of increase. The same
procedure shall be followed in computing the increases of 3 percent
effective October 1, 1981, 3 percent effective July 1, 1982, and 3 percent
effective July 1, 1983. The rates produced by application of the standard
local freight differentials and the above~referred-to special increase of
"an additional $.40" to standard basic through freight rates of pay are set
forth in Appendices 1, 2, 3 and 4, which are a part of this Agreement.

(j) Other than standard rates:

(1) Existing basic daily and mileage rates of pay other than
standard shall be increased, effective as of the effective dates specified
in Sections 1 through 4 hereof, by the same respective percentages as set
forth therein, computed and applied in the same manner as the standard rates
were determined.
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(11) The differential of $4.00 per basic day in freight and
yard service, and 4¢ per mile for miles in excess of 100 in freight service,
will be maintained for engineers working without firemen on locomotives on
which under the former National Diesel Agreement of 1950 firemen would have
been required. -

(111) Daily rates of pay, other than standard, of firemen,
conductors, brakemen and flagmen employed in local freight service, or on
road switchers, roustabout runs, mine runs, or in other miscellaneous
service, on runs of 100 miles or less which are therefore paid on a daily
basis without a mileage component, shall be increased as of the effective
dates specified in Sections 1 through 4 hereof, by the same respective
percentages as set forth therein, computed and applied in the same manner as
provided in paragraph (1) above.

(k) Wage rates resulting from the increases provided for in
Sections 1, 2, 3 and 4 of this Article I, and in Section 1(g) of Article II,
will not be reduced under Article II.

Section 6 ~ General Wage Increases for Dining Car Stewards and Yardmasters

Effective April 1, 1981 all basic monthly rates of pay of dining
car stewards and yardmasters represented by the United Transportation Union
in effect on March 31, 1981 shall be increased by 2 percent. The
cogt~of-1iving allowance of 58¢ per hour in effect on March 31, 1981 will
not be included with basic rates in computing the amount of. this increase.

The rates produced by such increase shall be further increased as
follows:

Effective October 1, 1981 , - 32
The cost-of-living allowance of 90
cents per hour in effect on September
30, 1981 will not be included with
basic rates in computing the amount of
this increase.

Effective July 1, 1982 - k¥4
The cost-of-living allowance of §$1.25
per hour in effect on June 30, 1982
will not be included with basic rates
in computing the amount of this
increase.

Effective July 1, 1983 - 3z
-The  amount of the cost—of-1iving
allowance which will be in effect on
June 30, 1983 will not be included
with basic rates in computing the
amount of this increase.

Rates of pay resulting from the increases provided for in this
Section 6, and Section 1(g) of Article II, will not be reduced under
Article II.
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ARTICLE II - COST-OF-LIVING ADJUSTMENTS

Section 1 - Amount and Effective Dates of Cost—of-Living Adjustments

(a) A cost-of-living adjustment increase of 32 cents per hour
will be made effective July 1, 1981. The amount of such adjustment will be
added to the cost-of-living allowance of 58 cents per hour remaining in
effect. As rasult of such adjustment, the cost—of-living allowance
effective July 1, 1981 will be 90 cents per hour.

(b) A further cost-of-living ad justment increase of 35 cents per
hour will be made effective as of January 1, 1982. The amount of such
adjustment will be added to the cost-of-living allowance of 90 cents per
hour remaining in effect. As result of such adjustment the cost-of-living
allowance effective January 1, 1982 will be $1.25 per hour. .

(¢) A further cost-of-living adjustment increase of 22 cents per
hour will be made effective as of July 1, 1982. The amount of such
adjustment will be added to the cost—of-living allowance of $1.25 per hour
remaining in effect. As result of such adjustment the cost-~of-living
allowance effective July 1, 1982 will be $1.47 per hour.

(d) The cost-of-living allowance resulting from the adjustments
provided for in paragraphs (a), (b) and (c¢) above will subsequently be
adjusted, in the manner set forth in and subject to all the provisions of
paragraphs (h) and (1) below, on the basis of the "Consumer Price Index for
Urban Wage Earners and Clerical Workers (Revised Series) (CPI-W)" (1967 =
100), U.S. Index, all items - unadjusted, as published by the Bureau of
Labor Statistics, U.S. Department of Labor, and hereinafter referred to as
the BLS Consumer Price Index. The first such cost-of-living adjustment
shall be made effective January 1, 1983, based (subject to paragraph (h)(i)
below) on the BLS Consumer Price Index for September 1982 as compared with
the index for March 1982. Such adjustment, and further cost—~of-living
adjustments which will be made effective the first day of each sixth month
thereafter, will be based on the change in the BLS Consumer Price Index
during the respective measurement periods showm in the following table
subject to the exception in paragraph (h)(ii) below, according to the
formula set forth in paragraph (i) below:

Measurement Periods Effective Date

Base Month Measurement Month of Adjustment
m (2) 3)

March 1982 September 1982 January 1, 1983

September 1982 March 1983 July 1, 1983

March 1983 September 1983 January 1, 1984

(e) While a cost-of-living allowance is in effect, such
cost-of-1living allowance will apply to straight time, overtime, vacatioms,
holidays and to special allowances and arbitraries in the same manner as
basic wage adjustments have been applied in the past.
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. (f) The amount of the cost-of-living allowance, if any, which
will be effective from onme adjustment date to the next may be equal to, or
greater or less than, the cost-of-living allowance in effect in the
preceding adjustment period.

(g) On December 31, 1983 the cost-of-living allowance in effect
on January 1, 1983 shall be rolled into basic rates of pay and the
cost~of~1living allowance remaining in effect will be reduced by a like
amount. On June 30, 1984, 50X of the cost—of-living allowance then in
effect (rounded to the next higher cent if the allowance consists of an odd
number of cents) shall be rolled into basic rates and the cost-of-living
allowance remaining in effect will be reduced by a like amount.

_ (h) Cap. (1) In calculations under paragraph (i) below, the
maximum increase in the BLS Consumer Price Index (C.P.I.) which will be
taken into account will be as follows:

Effective Date Maximum C.P.I. Increase
of Adjustment Which May Be Taken into Account
(1) (2)
January 1, 1983 42 of March 1982 CPI
July 1, 1983 8% of March 1982 CPI, less the increase from

March, 1982 to September, 1982.
January 1, 1984 4% of March 1983 CPIL

(11) 1If the increase in the BLS Consumer Price Index
from the base month of March 1982 to the measurement month of September
1982, exceeds 42 of the March base index, the measurement period which will
be used for determining the cost—of-living adjustment to be effective the
following July 1 will be the twelve-month period from such base month of
March; the increase in the index which will be taken into account will be
limited to that portion of increase which is in excess of 4% of such March
base index, and the maximum increase in that portion of the index which may
be taken into account will be 8% of such March base index less the 42
mentioned in the preceding clause, to which will be added any residual
tenths of points which had been dropped under paragraph (1) below in
calculation of the cost—-of-living adjustment which will have become
effective January 1 during such measurement period.

(111) Any increase in the BLS Consumer Price Index from
the base month of March 1982 to the measurement month of March 1983 in
excess of 8% of the March 1982 base index, will not be taken into account in
the- determination of-subsequent cost—of-living adjustments.
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(i) Formula. The mumber of points change in the BLS Consumer
Price Index during a measurement period, as limited by paragraph (h) above,
will be converted into cents on the basis of one cent equals 0.3 full
points. (By "0.3 full points” it is intended that any remainder of 0.l
point or 0.2 point of change after the conversion will not be counted.)

The cost-of-living allowance in effect on July l, 1982 as result
of application of Section l(c) will be adjusted (increased or decreased)
effective January 1, 1983 by the whole number of cents produced by dividing
by 0.3 the mumber of points (including tenths of points) change, as limited
by paragraph (h) above, in the BLS Consumer Price Index during the
measurement period from the base month of March 1982 to the measurement
month of September 1982. Any residual tenths of a point resulting from such
division will be dropped. The result of such division will be added to the
amount of the cost~of-living allowance in effect on July 1, 1982 1if the
Congumer Price Index will have been higher at the end than at the beginning
of the measurement period, and subtracted therefrom only if the index will
have been lower at the end than at the beginning of the measurement period.

The same procedure will be followed in applying subsequent
ad justments.

(j) Continuance of the cost-of-living adjustments is dependent
upon the availability of the official monthly BLS Consumer Price Index
(CPI-W) calculated on the same basis as such Index, except that, if the
Bureau of Labor Statistics, U.S. Department of Labor, should during the
effective period of this Agreement revise or change the methods or basic
data used in calculating the BLS Consumer Price Index in such a way as to
affect the direct comparability of such revised or changed index with the
CPI-W Index during a measurement period, then that Bureau shall be requested
to furnish a conversion factor designed to adjust the newly revised index to
the basis of the CPI-W Index during such measurement period.

Section 2 - Application of Cost-of-Living Adjustments

In application of the cost-of~living adjustments provided for by
Section 1 of this Article II, the cost—-of-living allowance will not become
part of basic rates of pay except as provided in Section 1(g). Such
allowance will be applied as follows:

(a) For others than dining car stewards and yardmasters, each one
cent per hour of cost—of-living allowance will be treated as an increase of
8 cents in the basic daily rates of pay produced by application of Sections
2, 3 and 4 of Article I and by Section 1(g) of this Article II., The
cost—-of-living allowance will otherwise be applied in keeping with the
provisions of Section 5 of Article I.

(b) For dining car stewards, each one cent per hour of
cost-of-living allowance will be treated as an increase of $1.80 in the
monthly rates of pay produced by application of Section 6 of Article I and
by Section 1(g) of this Article II.
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(c) For yardmasters, each one cent per hour of cost-of-living
allowance will be treated as an increase of $2.00 in the monthly rates of
pay produced by application of Section 6 of Article I and by Section 1(g) of
this Article II.

ARTICLE III - VACATIONS

Insofar as applicable to employees represented by the United
Transportation Union, the Vacatiomn Agreement dated April 29, 1949, as
amended, is further amended effective January 1, 1982, by substituting the
following Section 1(c), 1(d) and 1(h) for the corresponding provisions
contained in Section 1, as previously amended:

(e) Effective January 1, 1982, each employee, subject to the
scope of schedule agreements held by the organizations signatory to the
April 29, 1949 Vacation Agreement, having eight or more years of
continuous service with employing carrier will be qualified for an
amnual vacation of three weeks with pay, or pay in lieu thereof, if
during the preceding calendar year the employee renders service under
gschedule agreements held by the organizations signatory to the
April 29, 1949 Vacation Agreement amounting to one hundred sixty (160)
basic days in miles or hours paid for as provided in individual
schedules and during the said eight or more years of continuous service
renders service of not less than one thousand two hundred and eighty
(1280) basic days in miles or hours paid for as provided in individual
schedules.

Beginning with the effective date of the provisions of Article 3
of Agreement "A" dated September 25, 1950, May 25, 1951 or May 23,
1952, on an individual carrier, but not earlier than the year 1960, in
the application of this Section 1(c) each. basic day in yard service
performed by a yard service employee or by an employee having
interchangeable road and yard rights shall be computed as 1.6 days, and
each basic day in all other services shall be computed as 1.3 days, for
purposes of determining qualifications for vacations. (This is the
equivalent of 100 qualifying days in a calendar year in yard service
and 120 qualifying days in a calendar year in road service.) (See NOTE
below. )

Beginning with the year 1960 on all other carriers, in the
application of this Section 1(c) each basic day in all classes of
service shall be computed as 1.3 days for purposes of determining
qualifications for vacation. (This is the equivalent of 120 qualifying
days.) (See NOTE below.)

(d) Effective January 1, 1982, each employee, subject to the
scope of schedule agreements held by the organizations signatory to the
April 29, 1949 Vacation Agreement, having seventeen or more years of
continuous service with employing carrier will be qualified for an
annual vacation of four weeks with pay, or pay in lieu thereof, if
during the preceding calendar year the employee renders service under
schedule agreements held by the organizations signatory to the
April 29, 1949 Vacation Agreement amounting to one hundred sixty (160)
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basic days in miles or hours paid for as provided in individual
schedules and during the said seventeen or more years of coatinuous
service renders service of not less than two thousand seven hundred and
twenty (2720) basic days in miles or hours paid for as provided in
individual schedules.

Beginning with the effective date of the provisions of Article 3
of Agreement "A” dated September 25, 1950, May 25, 1951 or May 23,
1952, on an individual carrier, but not earlier than the year 1960, in
the application of this Section 1(d) each basic day in yard service
performed by a yard service employee or by an employee having
interchangeable road and yard rights shall be computed as 1.6 days, and
each basic day in all other services shall be computed as 1.3 days, for
purposes of determining qualifications for vacations. (This is the
equivalent of 100 qualifying days in a calendar year in yard service
and 120 qualifying days in a calendar year in road service.) (See NOTE
below.)

Beginning with the year 1960 on all other carriers, in the
application of this Section 1(d) each basic day in all classes of
service shall be computed as 1.3 days for purposes of determining
qualifications for vacation. (This is the equivalent of 120 qualifying
days.) (See NOTE below.)

(The NOTE referred to in Sections l(c) and 1(d) above reads as
follows:

"NOTE: - In the application of Section 1(a), (b), (c), (d) and
(e), qualifying years accumulated, also qualifying
requirements for years accumulated, prior to the
effective date of the respective provisions hereof, for
extended vacations shall not be changed.")

(h) Where an employee is discharged from service and thereafter
restored to service during the same calendar year with seniority
unimpaired, service performed prior to discharge and subsequent to
reinstatement during that year shall be included in the determination
of qualification for vacation during the following year.

Where an employee 1is discharged from service and thereafter
restored to service with seniority unimpaired, service before and after
guch discharge and restoration shall be included in computing three
hundred twenty (320) basic days under Section 1l(b), one thousand two
hundred and eighty (1280) basic days under Section l(c), two thousand
seven hundred and twenty (2720) basic days under Section 1(d), and four
thousand (4000) basic days under Section 1l(e).
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ARTICLE IV - HOLIDAYS

Effective January !, 1983, the national holiday provisions will be
revised to add the day after Thanksgiving Day and to substitute New Year's
Eve (the day before New Year's Day is observed) for Veterans Day.

: The holiday pay qualifications for Christmas Eve - Christmas shall
also be applicable to the Thanksgiving Day - day after Thanksgiving Day and
the New Year's Eve — New Year's Day holidays.

ARTICLE V - HEALTH AND WELFARE BENEFITS

Section l. Continuation of Plan

The benefits now provided under The Railroad Employees National

- Health and Welfare Plan, modified as provided below, will be continued
subject to the provisions of the Railway Labor Act, as amended.
Contributions to the Plan will be offset by the expeditious use of such
amounts as may at any time be in Special Account A or in ome or more special
accounts or funds maintained by the insurer in connection with Group Policy
Contract GA-23000, and by the use of funds held in trust that are not
otherwise needed to pay claims, premiums or administrative expenses which
are payable from trust. Detailed contract language effectuating all changes
in the Plan called for by this Agreement will be worked out by the Joint
Policyholder Committee with the insurer.

Section 2. Benefit Changes

The following benefit changes will be made effective on the first
day of the month after the month in which this Agreement becomes effactive:

(a) Life Insurance -~ The maximum life insurance benefit for
active employees will be increased from $6,000 to $10,000.

(b) Accidental Death, Dismemberment and Loss of Sight - The
maximum accidental death, dismemberment and loss of sight bemefit, called
the "Principal Sum” in Group Policy Contract GA-23000, will be increased
from $4,000 to $8,000. Those accidental death, dismemberment and loss of
sight benefits that are payable in the amount of one-half the Principal Sum.
will thus be increased from $2,000 to $4,000.

. (c) Hospital Miscellaneous Benefits - The provision for
reimbursement for hospital charges for medical care and treatment (other

than charges for room and board, nurses’, and physic.ans’ and surgeons'’
fees), and the excess of charges for intensive care in an intensive care
unit over the amount payable ctherwise, shall be increased from "not more
thax $2,000 plus 80X of the excess over $2,000,” to "not more than $2,500
plus 80% of the excess over $2,500."



(d) Surgical Expense Benefit -

(1) The maximum surgical benefit for all surgical
procedures due to the same or related causes, as well as the
maximum basic benefit for any ome surgical procedure, will be
increased from $1,000 to $1,500; and the $1,000 E Surgical
Schedule will be replaced by a $1,500 E Surgical Schedule.

(11) No surgical expense benefits described in Part E of
Article VII of Group Policy Contract GA-23000 will be payable
under the Plan with respect to any non—emergency surgical
procedure listed below and described in Schedule I to Policy
Contract GA-23000 unless the opinions of two surgeons with respect
to the medical necessity of the procedure have first been obtained
and at least one of those opinions recommends the procedure. Major
medical expense benefits described in Part J of such Article will,
however, be payable with respect to such a procedure whether or
not the opinion of a second surgeon is obtained. The surgical
procedures referred to above are:

1. Breast Surgery 7. - Gall Bladder Operations

2. Bunion Surgery 8. Knee Surgery

3. Cataract Surgery 9. Prostate Operations

4. Hemorrhoid Operations 10. Rhinoplasty

5. Hernia Repairs ' 1l. Tonsillectomy & Adenoidectomy
6. Hystarectomy 12. Varicose Vein Operatiouns

(e) Radiation Therapy Expense Benefits - The radiation therapy
expense benefits and the schedule listing them will be broadened to include

chemotherapy treatments; the overall combined maximum radiation therapy and
chemotherapy expense benefits for any one person during any one calendar
year will be increased from $400 to $600; and the overall combined maximum
radiation therapy and chemotherapy expense benefits for any one person for
any one accident or sickness will be increased from 3400 to $600.

(£) X-Ray or Laboratory Examinations - The maximum medical
expenge benefit for x~ray and laboratory examinations of any one person
during any one calendar year will be increased from $150 to $250.

(g) Physician's Fee Benefit

(1) The maximum amount payable on behalf of an employee or
dependent for physician's charges for visits while the employee or
dependent is confined as a hospital in-patient will be increased
from $10.00 to $12.00 per day of such confinement, and the maximum
80 payable during any one period of hospital coufinement will be
increased from $3,650 to $4,380.
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(i1) The maximum amount payable for physician's office visits
by an employee shall be increased from $10.00 to $12.00, and for
home visits from $12.00 to $15.00, per visit, limited as at
present to one home or office visit per day and a maximum of 180
such visits in a 12-month period; no benefit payable for the first
visit on account of injury or first three visits on account of
sickness. - : S e

(h) Major Medical Expense Benefits - The maximum aggregate amount
payable as major medical expense benefits with respect to any eligible
employee or dependent during such person's entire lifetime will be increased
from $250,000 to $500,000.

(1) Hospital Emergency Room - To the extent not otherwise covered
under the Plan, benefits will be payable for expenses in excess of $50
incurred for the use of hospital emergency room by a covered employee or
dependent. To the extent the first $50 of such expenses are not covered by
the Plan, they will count toward reaching the cash deductible amount of $100
under the major medical expense benefits provisions of the Plan.

Section 3. Eligibility

The provision under which a new employee becomes a Qualifying
Employee, and may become covered and eligible for benefits, on the first day
of the first calendar month starting after such employee has completed 60
continuous days during which he has maintained an employment relationship,
will be changed to provide that a new employee (employed on or after the
first day of the calendar month following the month in which this agreement
is executed) will become a Qualifying Employee on the first day of the first
calendar month starting after the day on which such employee first performs
compensated service; provided, however, that no employee or dependent health
benefits described in Article VII of Group Policy Contract GA-23000, other
than the major medical benefits described in Part J thereof, will be payable
to or on behalf of an employee until the expiration of twelve months after
the month during which he first performs compensated service.

Section 4. Coverage for Dependents Health Benefits

If an employee 13 covered immediately prior to his death with
respect to an eligible dependent's health benefits described in Article VII
of Group Policy Contract GA—-23000, such coverage will continue with respect
to those benefits until the end of the fourth month following the month in
which the employee's death occurred.

Section 5. Suspended and Dismissed Employees

An employee who is suspended or dismissed from service and is
thereafter awarded full back pay for all time lost as a result of such
suspension or dismissal will be covered under the Plan as if he or she had
not been suspended or dismissed in the first place.



ARTICLE VI - DENTAL BENEFITS

Section l. Continuation of Plan

The benefits now provided under The Railroad Employees Natiomal
Dental Plan, modified as provided below, will be continued subject to the
provisions of the Railway Labor Act, as amended. Detailed contract language
effectuating all changes in the Plan called for by this Agreement will be
worked out by the National Carriers' Conference Committee with the insurer.

Section 2. Benefit Changes

The following benefit changes will be made effective on the first
day of the month after the month in which this Agreement becomes- effective:

(a) The maximum benefit (exclusive of any benefits for
orthodontia) which may be paid with respect to a covered employee or
eligible dependent in any calendar year will be increased from $750 to
$1,000.

(b) The maximum aggregate benefit payable for all orthodontic
treatment rendered to an eligible dependent child under the age of 19 during
his or her lifetime will be increased from $500 to $750.

(¢) The benefit payable with respect to the Type A dental
expenses described below will be increased to 100Z (from 75%) of such
expenses, but only to the extent that they exceed the deductible amount,
which will not be changed:

a. Routine oral examinations and prophylaxis (scaling and
cleaning of teeth), but not more than once each in any period of 6
consecutive months.

b. Topical application of fluoride for dependent children, but
not more than once in any calendar year.

c. Space maintainers designed to preserve the space created by
the premature loss of a tooth in a child with mixed dentition
until normal eruption of the permanent tooth takes place.

d. Emergency palliative treatment (to alleviate pain or
discomfort).

e. Dental x~rays, including full mouth x-rays (but not more than
once in any period of 36 consecutive months), supplementary
bitewing x-rays (but not more than once in any period of 6
consecutive months) and such other dental x-rays as are required
in connection with the diagnosis of a specific condition requiring
treatment. '
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ARTICLE VII - EARLY RETIREMENT MAJOR MEDICAL BENEFITS

Section l. Continuation of Plan

The benefits now provided under The Railroad Employees National
Early Retirement Major Medical Benefit Plan, modified as provided below,
will be continued subject to the provisions of the Railway Labor Act, as
amended. Detailed contract language effectuating all changes in the Plan
called for by this Agreement will be worked out by the National Carriers'
Conference Committee with the insurer.

Section 2. Benefit Changes

The following benefit change will be made effective on the first
day of the month after the month in which this Agreement becomes effective:
The maximum amount payable with respect to any retired or disabled employee
covered by the Plan or to any eligible dependent of such a retired or
disabled employee will be increased from $50,000 to $75,000.

ARTICLE VIII - NATIONAL HEALTH LEGISLATION -

In the event that national health legislation should be enacted,
benefits provided under The Railroad Employees National Health and Welfare
Plan, The Railroad Employees National Early Retirement Major Medical Benefit
Plan, and The Railroad Employees Natiomal Dental Plan with respect to a type
.of expense which is a covered expense under such legislation will be
integrated so as to avoid duplication, and the parties will agree upon the
disposition of any resulting savings.

ARTICLE IX -~ EXPENSES AWAY FROMIHOME

Effective December 1, 1982, the meal allowance provided for in
Article II, Section 2, of the June 25, 1964 National Agreement, as amended,
is increased from $2.75 to $3.85.

ARTICLE X - CABOOSES

Pursuant to the recommendations of Emergency Board No. 195, the
elimination of requirements for or affecting the utilization of cabooses, as
proposed by the carriers in their notice served on or about February 2,

1981, will be handled on an individual railroad basis in accordance with the
following agreed upon procedures and guidelines.

Cabooses may be eliminated from trains or assignments in any or
all classes of service by agreement of the parties.

Cabooses in all classes of service other than through freight
service are subject to elimination by agreement or, if necessary, by
arbitration.
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In through freight service, cabooses on all trains are subject to
consideration in the negotiation of trains that may be operated without
cabooses and there is no limit on the number that can be eliminated by
agreement. However, there shall be a 25X limitation on the elimination of
cabooses in through freight (including converted through freight) service,
except by agreement. If arbitration becomes necessary to achieve the 25
percent of cabooses that may be eliminated in through freight service it
shall be handled as hereinafter provided.

Section 1. Procedures

(a) When a carrier desires to operate without cabooses in any
service, it shall give written notice of such intent to the General Chairman .
or General Chairmen involved, specifying the trains, runs or assignments,
territory, operations and service involved. A meeting will be held within
fifteen (15) days from the date of such notice to commence consideration of
the carrier's request subject to the guidelines outlined in Section 2
below. .

(b) There is no limit on the trains, runs or assignments in any
class of service that may be operated without cabooses by agreement. If the
carrier and the General Chairman or General Chairmen are able to reach an
agreement, the elimination of cabooses pursuant to such agreement may be
implemented at the convenience of the carrier.

(¢) In the event the carrier and the General Chairman or General
Chairmen cannot reach an agreement within sixty (60) days from the date of
the notics, either party may apply to the National Mediation Board to
provide the first available neutral from the panel provided for below.

(d) Within fifteen (15) days from the date of this Agreement, the
parties signatory to the Agreement shall agree on a panel of five qualified
neutrals and an alternate panel of five qualified neutrals who shall be
available to handle arbitrations arising out of this Article. If the
parties are unable to agree on all of the neutrals within fifteen (15) days,
the National Mediation Board shall appoint the necessary members to complete
the panels. If one or more members of a panel becomes unavailable he shall
be replaced under this procedure. A neutral shall not be considered
. available if he is unable to serve within thirty (30) days from the date
requested. Should a neutral be requested and none of the panel members is
available to begin review of the dispute with the parties within thirty (30)
days of such request, the National Mediation Board shall appoint a non panel
neutral in such dispute.

(e) The neutral member will review the dispute and if unable to
resolve by agreement the neutral member will, within thirty (30) days after
the conclusion of the hearing, make a determination on the proposed
elimination of cabooses involved in the dispute. The determination of the
neutral member authorizing the elimination of cabooses shall be final and
binding upon the parties except that the carrier may elect not to put such
determination into effect on certain trains or assignments covered thereby
by so notifying the General Chairman in writing within thirty (30) days from
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the date of the determination by the neutral. If a carrier makes such an
election it shall be deemed to have waived any right to renew the request to
remove the caboose from any such train or assigmment covered thereby for a
period of one year following the date of such determination.

» (£) It is recognized that the operating rules, general orders and
special instructions should be reviewed and revised by the carrier, where
necessary, to accommodate operations without cabooses. Any necessary
revision will be in effect when:'frains are operated without cabooses.

Seqtion 2. Guidelines

The parties to this Agreement adopt the recommendations of
Emergency Board No. 195 that the elimination of cabooses should be an
on~going national program and that this program can be most effectively
implemented by agreements negotiated on the local properties by the
representatives of the carriers and the organization most intimately
acquainted with the complexities of individual situations.

In determining whether cabooses are to be eliminated, the
following factors shall be considered:

(a) safety of employees
(b) operating safety, including train length

(¢) effect on employees' duties and responsibilities resulting
from working without a caboose

(d) availability of safe, stationary and comfortable seating
arrangements for all employees on the engine consist

(e) availability of adequate storage space in the engine consist
for employees' gear and work equipment.

Section 3. Conditions

Pursuant to the guidelines described in Section 2, the following
"conditions shall be adhered to in an arbitration decetnination providing for
operations without cabooses:

(a) Where suitable lodging facilities for a crew are required and
the caboose is presently used to provide such lodging, the carrier shail
continue to provide a caboose for that purpose until alternate suitable
lodging facilities become available..

(b) Except by agreement cabooses will not be eliminated on certain
mine runs, locals and road switchers where normal operations require crews
to stand by waiting for cars or trains for extended periods of time and such
crews cannot be provided reasonable access to the locomotive or other
appropriate shelter during such extended periods.
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(c) Except by agreement cabooses will not be eliminated from
trains that regularly operate with more than 35 cars where the crews are
normally required to provide rear—-end flagging protection.

(d) Crew members will not as a result of the elimination of
cabooses be required to ride on the side or rear of cars except in normal
switching or service movements or reverse movements that are not for
extended distances.

(e) Additional seating accommodations will not be required on
trains having a locomotive consist with two or more cabs equipped with
seats. Crews required to deadhead on the locomotive will be provided
seating in accordance with Sectiom 2(d).

- (£) A carrier may operate a train, run or assignment with a
caboose if it so desires despite the fact that it may have the right to
operate such train without a caboose.

(g) The conditions and considerations applicable to the
elimination of cabooses by agreement of the parties pursuant to this
Agreement in each clasg or type of service shall not be disregarded by the
neutral in formulating his award covering a similar class or type service.

Section 4. Through Freight Service

(a) There shall be a 252 limitation on the elimination of
cabooses in through freight (including converted through freight) service,
except by agreement. The 25Z limitation shall be determined on the basis of
the average monthly number of trains (conductor trips) operated in through
freight service during the calendar year 198l. Trains on which cabooses are
not presently required by local agreements or arrangements shall not be
included in such count, shall not be counted in determining the 252
limitation, and any allowance paid under such agreements or arrangements
shall not be affected by this Article. A carrier's proposal to eliminate
cabooses may exceed the minimum number necessary to meet the 25% limitatiom.
However, implementation of the arbitrator's decision shall be limited to
such 25X and shall be instituted on the basis established below. In the
event a carrier's proposal is submitted to arbitratiom, it shall be revised,
if necessary, so that such proposal does not exceed 50X of the average
monthly number of trains (conductor trips) operated in through freight
service during the calendar year 1981.

(b) In the selection of.through freight trains from which
cabooses are to be eliminated, a carrier shall proceed on the basis of the
following categories:

(1) trains that regularly operate with 35 cars or less;
(i1) trains that regularly operate with 70 cars or less

which are scheduled to make no stops en route to pick up and/or
set out cars;
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(111) trains that regularly operate with 70 cars or less
which are scheduled to make no more than three stops en route to
pick up and/or set out cars;

(iv) trains that rngulariy operate with 120 cars or less
which are scheduled to make no stops en route to pick up and/or
set out cars; o '

(v) trains that regularly operate with 120 cars or less
which are scheduled to make no more than three stops en route to
pick up and/or set out cars;

(vi) trains that regularly operate with more than 120 cars
which are scheduled to make no stops en route to pick up and/or
set out cars;

(vii) all other through freight trains.

(c) The implementation of the arbitrator's decision shall be
phased in on the following basis: the carrier may immediately remove
cabooses from one~third of the trains that may be operated without cabooses,
another one=third may be removed thirty (30) days from the date of the
arbitrator's decision and the final one-third sixty (60) days from the date
of the arbitrator's decision.

Section 5. Purchase and Maintenance of Cabooses

In addition to the foregoing, a carrier shall not be required to
purchase or place into service any new cabooses. A carrier shall not be
required to send cabooses in its existing fleet through existing major
overhaul programs nor shall damaged cabooses be required to undergo ma jor
repairs. However, all caboogses that remain in use must be properly
maintained and serviced.

Section 6. Subsequent Notices

A carrier cannot again seek to eliminate a caboose on a train, run
or assignment where the request has been denied in arbitration unless there
has been a change in conditions warranting such resubmission. Conversely,
where a carrier has eliminated a caboose on a train, run or assigmment and
the characteristics of that train, run or assignment are subsequently
changed in a way that the General Chairman believes cause it to depart from
the guidelines, he may propose restoration of the caboose and, if necessary,
invoke binding arbitration.

Section 7. Penalty

If a train or yard ground crew has been furnished a caboose in
accordance with existing agreement or practice on a train or assignment
prior to the date of this Agreement and such train or assigmment is operated
without a caboose other than in accordance with the provisions of this
Article or other local agreement or practice, the members of the train or
yard ground crew will be allowed two hours' pay at the minimum basic rate of
the assignment for which called in addition to all other earnings.
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Section 8. Restrictionms

The foregoing provisions are not intended to impose restrictions
with respect to the elimination of cabooses or in counection with operations
conducted without cabooses where restrictions did not exist prior to the
date of this Agreement.

This Article shall become effective fifteen (15) days after the
date of this Agreement.

ARTICLE XI - STUDY COMMISSION

Section 1. Pursuant to the recommendations of Emergency Board
No. 195 the parties signatory to this Agreement hereby establish a Study
Commission consisting of three partisan members representing the carriers,
three partisan members representing the United Transportation Union.and a
neutral member who shall be Chairman. The Chairman shall be selected by the
partisan members within 30 days from the date of this Agreement. If the
partisan members of the Commission cannot agree on the Chairman within such
30 days, the partisan members shall request the National Mediation Board to
confer with the members and within 15 days of such request select a
Chairman,

Section 2. The Cowmission is authorized and directed to
investigate and consider in sccordance with the recommendations of Emergency
Board No. 195 the subject matters listed below:

Basis of pay and related alternatives

Initial and Final terminal delay

Air hose coupling

Engine exchange

Road /yard restrictions

Supplemental sick pay

Disability pay

Personal leave

Principles and procedures for stabilizing the
pay structure of the operating crafts in
response to earnings adjustments arising
from crew consist agreements.

Section 3. The Commission shall promptly establish its operating
procedures, including the formulation of a schedule designed to expedite and
enhance the opportunity to reach agreement on all issues at the earliest
possible date. The Chairman shall have authority to resolve any differences
between the members with respect to determining the procedures under which
it will operate, scheduling meetings and the priorities for consideration of
the issues. In the event the Chairman is unable to continue his assignment
or the partisan members unanimously concur that a successor should be
appointed, the procedures set forth above shall be followed in selecting a
replacement. '



Section 4. In consultation with the members, the Chairman shall
promptly establish a time table for negotiations between the parties on the
issues submitted to the Commission. If, after 90 days from the date such
negotiations begin, the parties have failed to reach agreement or
demonstrate evidence of substantial progress in resolving the issues, the
Chairman shall convene hearings on the matters in dispute and formulate
substantive guidelines to further advance negotiations. The parties shall
then negotiate within these guidelines for a period not to exceed 60 days.

2
Section 5. 1If, at the end of such 60 day period, agreement has
not been reached on all issues, the Chairman shall make recommendations to
the parties for disposing of all unresolved issues not later than
December 1, 1983. While the recommendations of the Chairman shall not be
considered final and binding, the parties affirm their good faith intentions
to give full consideration to such recommendations as a means of resolving
such matters.

Section 6. The Study Commission shall terminate, unless otherwise
agreed to by the parties, 30 days from the date the recommendations have
been made.

Section 7. If the parties are unable to resolve all of the issues
covered thereby, either party may serve proposals within the framework of
any such recommendations in accordance with the Railway Labor Act and the
provisions of Article XIIX, Section 2(c) of this Agreement.

ARTICLE XII - LUMP SUM PAYMENT

In lieu of personal leave days, a lump-sum payment of $200.00
shall be made not later than the first payroll period ending in July, 1983,
to employees covered by this Agreement who (a) have had an employment
relationship with their employing carrier under the Agreement with the
organization signatory hereto as of April 1, 1981, (b) have continued such
employment relationship up to December 31, 1982 and (c) have performed
compensated service under such Agreement during the period from April 1,
1981 to December 31, 1982.

There shall be no duplication of.lump-sun payments by virtue of
employment under an agreement with another organization.

An employee who otherwise meets all of the qualifications outlined
above except that he did not have an employment relationship as of the dates
specified above because he had been dismissed from service and such employee
subsequently is or has been reinstated with seniority unimpaired will be
considered eligible to receive the lump-sum payment.

) The receipt of the lump-sum payment by an employee will not be
considered a factor in connection with nor trigger any other benefit or
compensation provided by agreement, such as health and welfare, vacations
and guarantees.



ARTICLE XIII ~ GENERAL PROVISIONS

Section 1 = Court Approval

This Agreement is subject to approval of the courts with respect
to participating carriers in the hands of receivers or trustees.

Section 2 ~ Effect of this Agreement:

(a) The purpose of this Agreement is to fix the general level of
compensation during the period of the Agreement and is in settlement of the
dispute growing out of the notices served upon the carriers listed in
. Exhibit A by the organization signatory hereto dated on or about February 2,
1981 and February 12, 1982, and the notices served on or sbout February 2,
1981 by the carriers for concurrent handling therewith.

(b) This Agreement shall be construed as a separate agreement by
and on behalf of each of said carriers and their employees represented by
the organization signatory hereto, and shall remain in effect through
June 30, 1984 and thereafter until changed or modified in accordance with
the provisions of the Railway Labor Act, as amended.

(c¢) The parties to this Agreement shall not serve nor progress
prior to January 1, 1984 (not to become effective before July 1, 1984) any
anotice or proposal for changing any matter contained in:

(1) this Agreement,

(2) Section 2(c) of Article XV of the Agreement of
January 27, 1972, and

(3) proposals of the parties identified in Section 2(a) of
this Article.

and any pending notices which propose such matters are hereby withdrawn.

(d) Pending notices and new proposals properly served under the
Railway Labor Act covering subject matters not specifically dealt with in
Section 2(c) of this Article and which do not request compensation may be
progressed under the provisions of the Railway Labor Act, as amended.

(e) This Article will not bar management and committees on
individual railroads from agreeing upon any subject of mutual interest.
SIGNED AT WASHINGION, D.C. THIS 15TH DAY OF OCTOBER, 1982.

FOR THE PARTICIPATING CARRIERS FOR THE EMPLOYEES REPRESENTED BY
LISTED IN EXHIBIT A: THE UNITED TRANSPORTATION UNION:

7

.(::.,4’, AL ol A hondln

Chairman




FPOR THE PARTICIPATING CARRIERS FOR THE EMPLOYEES REPRESENTED BY
LISTED IN EXHIBIT A: (Cont'd.) ‘{HB UNIT?D TRANSPORTATION UNION:
Cont'd.

0L oo KL Mingorn




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. 0.C. 20036/AREA CODE: 202--862-7200

CHARLES L. HOPKINS, Jr.

Chairman
ROBRERT BROWN D. P. LEE
Vice Chairman . General Counsel
R. T. KELLY
Direciar of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Ohio 44107

Dear Mr. Hardin:

This will confirm our understanding during the
negotiations with respect to the provisions of Article X of the
October 15, 1982 National Agreement coucerning the elimination of
cabooses.

It was the intention in referring to the number of cars in
a train to avoid disputes, recognizing that the number of cars in a
given train varies from day to day and from point to point on the
same day as cars are added or set out. The number of cars stated in
the Agreement refers to the usual number of cars in the train. As
cars are added or subtracted em route it is not intended that there
be disputes over the exact number of cars so long as the flexibility
to add and subtract cars en route is exercised in line with normal
operating practices and does not go beyond the intent of the
Agreement or this letter.

: It was further understood that the provisions of Article X
shall not be cited by either party with respect to any negotiatioms
concerning crew consist.

The purpose of the provision in the Agreement requiring a
carrier to give notice describing the train or type of trains
constituting the assignments on which it intends to eliminate
cabooses is so that the General Chairman (or Chairmen) will be
adequately informed in advance of any discussions with respect to
this matter. Such other details as may be appropriate cam, of
course, be developed during such discussions. For example, we
agreed that adequate notice would be one that stated that it was a
carrier's intention to eliminate cabooses on all local freights
operating between two specified points. On the other hand, where
only certain trains in a common territory with other trains are
identified, sufficient information would be given to identify the
types of runs or assignments involved.
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Finally, it is understood that the appropriate General
Chairmen will be provided on a periodic basis relevant information
concerning the number of cabooses the carrier has eliminated. If
disputes arise concerning the propriety of the elimination of a
caboose from any particular train, run or assigmnment, the carrier
shall provide the information it relied upon in making its decision
to eliminate such caboose.

Please indicate yéur concurrence by affixing your
signature in the space provided below.

Very truly yoursM

C. I. Hopkins, Jr.

I concur:

T 2o




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. 0.C. 20038/AREA CODE: 202—862-7200

CHARLES L HOPKINS, Jr.

Chairman
ROBERT BROWN D. P. LEE
Vice Chairman . General Counsel
R. T. KELLY
Direcsor of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Ohio 44107

Dear Mr. Hardin:

This will confirm our discussions during the negotiations
of the October 15, 1982 National Agreement concerning the
continuation of the Joint Interpretation Committee which was
informally established following the execution of the August 25,
1978 Natiounal Agreement.

Through utilization of the Joint Interpretation Committee
numerous questions concerning the application of that Agreement were
resolved and the invocation of formal disputes procedures avoided.

Accordingly, with the view of coatinuing the success in
this regard insofar as disputes involving the 1978 National
Agreement are concerned and with the expectation that the same
results can be achieved relative to disputes which may arise under
the October 15, 1982 National Agreement, the Joint Interpretation

_Committee previously established shall continue to function through
the term of the October 15, 1982 National Agreement and is
authorized to consider questions of application of its provisions
that may arise for the purpose of providing a uniform application of
such. provisions. :

In particular, the parties have established a procedure
providing for the elimination of cabooses in a good-faith effort to
follow the recommendations of Emergency Board No. 195. This
procedure envisions a process that will be carried out on an
individual railroad basis in accordance with the guidelines and
procedures established under the National Agreement. In order that
the intent of this provision be fulfilled, the Joint Interpretation
Committee will review and attempt to resolve any issues that may
arige concerning the implementation of this provision.
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The Joint Committee shall consist of two representatives
appointed by the organization and two representatives appointed by
the National Carriers' Conference Committee.

Please indicate your concurrence by affixing your
signature in the space ptovzded below.

Very truly yours,

%,4/

C. 1. Hopkins, Jr.

I conecur:

el Qs




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. D.C. 20038/AREA CODE: 202—862-7200

CHARLES 1. HOPKINS, Jr.

Chairman
ROBERT BROWN D.P. LEE
Vice Chairman ) General Counsel
R. T. KELLY
Disecsor of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

Dear Mr. Hardin:

This will confirm our understanding that, for purposes of
Article XII of the National Agreement dated October 15, 1982, any
employee qualifying for the lump-sum payment shall receive $230.00
if the employee's first service performed on or after January 1,
1982 was as a locomotive engineer and the organization signatory
hereto represented the craft of locomotive engineers as of that
date.

Please indicate your concurrence by affixing your
signature in the space provided below.

Very truly yours, y’

Dot L;A A

C. I. Hopkins, Jr.

I concur:

Toad) Qbocdor




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. D.C. 20036/AREA CODE: 202-862-7200

CHARLES I. HOPKINS, Jr.

Chairman
ROBERT BROWN D.P. LEE
Vice Chairman General Counsel
R T. KELLY

Direcior of Labor Reiations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

Dear Mr. Hardin:

This will confirm the understanding reached during the
negotiations of the October 15, 1982 National Agreement that the
Joint Labor-Management Committee on Physical Disqualification
Procedures established pursuant to the provisions of Article XIV of
the August 25, 1978 National Agreement shall be continued through
the term of the October 15, 1982 National Agreement.

Very, truly yours,

2ot LHL

F
C. I. Hopkins, Jr. /



NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. NW.. WASHINGTON. D.C. 20036/AREA CODE: 202-—862-7200

CHARLES L. HOPKINS, Jr.

Chairman
ROBERT BROWN " D.P.LEE
Vice Chairman . General Counsel
R T.KELLY
Director of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

" Dear Mr. Hardin:

This will confirm our understanding reached in current
negotiations that the moratorium provisions of the Agreement do not
preclude the serving of local notices to correct conditions with
respect to suitable lodging accommodations as provided in individual
agreements; provided, however, that no such local notices will be
served for the purpose of changing the amount of allowance being
paid in lieu of lodging, nor the qualifying conditions for
eligibility for away from home expenses.

Please indicate your concurrence by affixing your
signature in the space provided below.

Very truly yours!f/

Zut L AL

c. I. Eopkxns, Jr.

I comncur:




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. D.C. 20036/AREA CODE: 202—882-7200

CHARLES L HOPKINS, Jr.

Chairman
ROBERT BROWN D. P. LEE
Vice Chairman General Counsel
R. T. KELLY -
Divector of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Uniom
14600 Detroit Avenue
Cleveland, Ohio 44107

Dear Mr. Hardin:

This confirms our understanding that to the. extent
possible employees eligible for an additional week of vacation in
1982 because of the revisions provided for in Article III of this
Agreement should be granted such additional vacation prior to the
end of this calendar year. However, if the carrier is unable to
grant this additional vacation benefit during the balance of this
year, such employees shall be paid. in lieu of that additional. week
of vacation.

Please indicate your concurrence by affixing your
signature in the space provided below.

Very truly yours,

Gt AL

c. I. Hopkxnn, Jr.




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. 0.C. 20036/AREA CODE: 202-—862-7200

CHARLES 1. HOPKINS, Jr.

Chairman
ROBERT BROWN D. P. LEE
Vice Chairman General Counsel
R. T. KELLY
Direcior of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President ’

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

Dear Mr. Hardin:

This confirms our understanding reached during
negotiations leading to the October 15, 1982 National Agreement that
the carriers' withdrawal of their proposal with respect to entry
rates is in recognition of the parties' understanding that the
subject of entry rates is covered by the subject matters submitted
to the Study Commission established pursuant to Article XI of this
Agreement.

Please indicate your concurrence by affixing your
signature in the space provided below.

VEry truly yours,

QAA/.

c. I. Bnpkxns, Jr.

1 concur:

Fid #hlo:dn




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. NW.. WASHINGTON, D.C. 20036/AREA CODE: 202—862-7200

CHARLES 1. HOPKINS, Jr.

Chairman
ROBERT BROWN D. P. LEE
Vice Chairman . General Counsel
R T. KELLY
Direcsor of Labor Reiations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

Dear Mr. Hardin:

This confirms our understanding that the salary and
expenses of the Chairman of the Study Commission, as provided for in
Article XI, of the October 15, 1982 National Agreement, will be
shared equally by the parties. Furthermore, it is agreed that this
understanding will not constitute any precedent concerning the
payment of neutrals by the parties for any other purpose.

Please indicate your coancurrence by affixing your
signature in the space provided below.

Very truly yours,

SAP

C. I. Hopkins, Jr.

- 1 concur:




NATIONAL RAILWAY LABOR CONFERENCE

1901 . STREET. N.W.. WASHINGTON. D.C. 20038/AREA CODE: 202--862-7200

CHARLES L. HOPXINS, Jr.

Chairman
ROBERT BROWN D. P. LEE
Vice Chairman General Counsel
R. T. KELLY
Divecior of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, OChio 44107

Dear Mr. Hardin:

In accordance with our understanding, this is to confirm
that the carriers will make their best efforts to provide the
retroactive wage increases in a single, separate check no later than
sixty (60) days following ratification.

If a carrier finds it impossible to make the retroactive
payments within sixty days, it is understood that such carrier will
notify the General Chairmen in writing as to why such payments have
not been made and indicate when it will be possible to make such
retroactive payments.

It is further understood that such retroactive wage
increases are due only to employees who (a) have performed service
during the period covered by the retroactive wage increases and (b)
have continued their employment relationship up to the date of this
Agreement or have in the meantime either retired or died.

Please indicate your concurrence by affixing your
signature in the space provided below.

Very truly yours,

Yt S Ak

C. I. Hopkins,

I concur:

Tl o i




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. D.C. 20038/AREA CODE: 202—862-7200

CHARLES L HOPKINS, Jr.

Chairman
ROBERT BROWN D.P.LEE
Vice Chairman General Counse!
R T.KELLY '
Direcsor of Lakor Relstions

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Ohio 44107

Dear Mr. Hardin:

This is to confirm our understanding that the provisions
of Article XIII of the October 15, 1982 National Agreement are not
applicable to pending notices, or new notices which may be served,
seeking to adjust compensation with respect to compensation
relationships between train crews or firemen and engineers where
compensation, regardless of how derived, has been changed for
engineers because of a crew consist agreement.

Any organization notice served which meets these
conditions may be progressed within, but not beyond, the specific
procedures for peacefully resolving disputes which are provided for
in the Railway Labor Act, as amended.

Please indicate your concurrence by affixing your
signature in the space provided below.

Ver truly'yours;//

Gt LAL .

C. I. Hopkins, Jr.

I concur:

E: ! : 2 :;




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. D.C. 20036/AREA CODE: 202—862-7200

CHARLES 1. HOPKINS, Jr.

Chairman
ROSERT BROWN D. P. LEE
Vice Chairman General Counsel
R T. KELLY
Direcsor of Labor Relstions

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

Dear Mr. Hardin:

A committee shall be establighed by the Joint Policyholders
consisting of an equal number of organization and carrier representatives
for the purpose of continuing exploration of ways to contain or decrease the
costs of maintaining the National Health and Welfare Plan without decreasing
the benefits or services that the plan provides. In pursuing cost
containment measures the committee will be authorized to obtain and/or
develop whatever information is necessary in order to determine where the
Plan is incurring unnecessary or excessive expenses. The committee shall
make such recommendations as it deems appropriate for implementing any of
its findings.

The committee is also authorized to investigate and recommend the
implementation of new experimental programs on a community or other basis
for the purpose of determining whether existing benefits can be provided in
ways which may reduce costs to the Plan while at the same time preserving
the services currently provided.

In addition, the committee may consider alternatives to the
current Joint Polxcyholder arrangement, and consider submitting the Plan to
competitive bidding; and in this process identify insurers that are fit and
able to provide the services necessary in connection with the Plan, the
selection criteria and the bid specifications.

Please indicate your concurrence by affixing your signature in the
space provided below.

Very truly yours,

@4},(//

C. 1. Hopkins, Jr.

I concur:




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. D.C. 20036/AREA CODE: 202-862-7200

CHARLES L HOPKINS, Jr.

20 Chairman
BERT BROWN
Vice Chairman _ o o
R T. KELLY
Direcsor of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Chio 44107

Dear Mr. vHa‘rdin:

This will confirm our understanding that Article XII of
the National Agreement dated October 15, 1982, providing a lump-sum
payment in lieu of personal leave days, does not affect any local
agreement on the subject of personal leave days.

Please indicate your coancurrence by affixing your
signature in the space provided below.

Very cruly /%
c. I. Hopkins, Jr.

I comcur:’

;ngczwa




NATIONAL RAILWAY LABOR CONFERENCE

1901 L STREET. N.W.. WASHINGTON. 0.C. 200J68/AREA CODE: 202~862-7200

CHARLES 1. HOPKINS, Jr.

Chairman
ROBERT BROWN D.P. LEE
Vice Chairman : General Counsel
R. T. XELLY
Director of Labor Relations

October 15, 1982

Mr. Fred A. Hardin
President

United Transportation Union
14600 Detroit Avenue
Cleveland, Ohio 44107

Dear Mr. Hardin:

This confirms our understanding that upon notification of
ratification of the tentative national settlement reached today the
parties will take such steps as necessary to withdraw without
prejudice Civil Action No. 82-0278, Atchison, Topeka and Santa Fe
Railway Company v. United Transportation Union, currently pending
before the United States District Court for the District of
Columbia.

Please indicate your concurrence by affxxlng your
signature in the space provided below.

Very truly yours,

Gt SAL S

c. I. Hopkxns, Jr.

1 concur:

T Aftaodi




EXHIBIT A

RAILROADS REPRESENTED BY THE NATIONAL CARRIERS' CONFERENCE COMMITTEE IN CONNECTION
WITH NOTICES, DATED ON OR ABOUT FEBRUARY 2, 1981, OF DESIRE TO CHANGE EXISTING
AGREEMENTS IN ACCORDANCE WITH PROPOSITION IDENTIFIED AS UTU ~ ATTACHMENT 1 (WAGES AND
RULES), AND NOTICES, DATED ON OR ABOUT FEBRUARY 2, 1981, OF DESIRE TO CHANGE EXISTING
AGREEMENTS IN ACCORDANCE WITH PROPOSITION IDENTIFIED AS UTU - ATTACHMENT 2 (HEALTH
AND WELFARE), SERVED ON RAILROADS GENERALLY BY THE GENERAL CHAIRMEN, OR OTHER
RECOGNIZED REPRESENTATIVES, OF THE UNITED TRANSPORTATION UNION (E), (cC), (T) AND/OR
(S), AND PROPOSALS SERVED BY THE CARRIERS FOR CONCURRENT HANDLING THEREWITH.

Subject to indicated footnotes, this authorization is co-extensive with
notices filed and with provisions of current schedule agreements applicable to
employees represented by the United Tramsportation Uniom (E), (C), (T) and/or
(8), as indicated by an "x" in the appropriate column(s) below:

UNITED TRANSPORTATION

RAILROADS UNION
’ (E) | ()] (T) | (s)
Akron & Barberton Belt Railroad Company x x
Akron, Canton and Youngstown Railroad Company b 4 x
Alameda Belt Line x x
Alton & Southern Railway Company x x
Atchison, Topeka and Santa Fe Railway Company x x x
Atlanta & Saint Andrews Bay Railway Company $-x #-x
Belt Railway Company of Chicago x
Bessemer and Lake Erie Railroad Company e-x @-x
FBoston and Maine Corporation 1-x
Brooklyn Eastern District Terminal #-x
Burlington Northern Railroad Company x x x x
Butte, Anaconda & Pacific Railway Company x x
Camas Prairie Railroad Company x x x x
Canadian National Railways -
Great Lakes Region, Lines in the United States x
St. Lawrence Region, Lines in the United States x
Canadian Pacific Limited #-x #-x
Central of Georgia Railroad Company x x x x
Central Vermont Railway, Inc. #-x #=x
THE CHESSIE SYSTEM:
Baltimore and Ohio Railroad Company 2-x | 3=-x| 4-x
Baltimore and Ohio Chicago Terminal Railroad Company x x
Chesapeake and Ohio Railway Company x x x
.Chicago South Shore and South Bend Railroad x x
Staten Island Railroad Corporation x
| __Western Maryland Railway Company x x x
Chicago & Illinois Midland Railway Company x x
Chicago and North Western Transportation Company x x x x
Chicago and Western Indiana Railroad Company x x
FChicago, Milwaukee, St. Paul & Pacific Railroad,
| ____Lines East x x x
Chicago Union Station Company x
Chicago, West Pullman & Southern Railroad Company x x
Colorado and Southern Railway Company x x
Columbia & Cowlitz Railway Company . I x
Davenport, Rock Island and North Western Railway Company |  x ) x




EXHIBIT A
page 2

UNITED TRANSPORTATION

RAILROADS UNION
(E)} (c) ] ()] (8)
[ Denver and Rio Grande Western Railroad Company x x x x
Des Moines Union Railway Company x x
Detroit and Mackinac Railway Company x x x
Detroit & Toledo Shore Line Railroad Company x X x
Detroit, Toledo and Ironton Railroad Company x x
Duluth, Missabe and Iron Range Railway Company @—x| @x| @—x
Duluth, Winnipeg & Pacific Railway Company x x
Elgin, Joliet and Eastern Railway Company @-x
THE FAMILY LINES:
Seaboard Coast Line Railroad Company x x x
Gainesville Midland Railroad Company . #-x
Louisville and Nashville Railroad Company x x x
Clinchfield Railroad Company x x x x
Georgia Railroad x x
Atlanta and West Point Railroad Company x 1 x
The Western Railway of Alabama x x
| __Atlanta Joxnt Terminals X
"Fort Worth and Denver Railway Company x x
Galveston, Houstou and Henderson Railroad Company z x
Grand Trunk Western Railroad Company x x
Green Bay and Western Railroad Company @-x @-x
Houston Belt and Terminal Railway Company. » =
| Il1linois Central Gulf Railroad x x x
Illinois Terminal Railroad Company X x
Joint Texas Division of CRI&P~FW&D Railway Company x x x
Kansas City Southerm Railway Company x | =
| Kansas City Terminal Railway Company x x x
ten:ucky & Indiana Terminal Railroad Company x x
Lake Erie, PFranklin & Clarion Railroad Company #=x #-x
Lake Superior Terminal & Transfer Railway Company x x
Lake Terminal Railroad Company @-1 @-1-x
Longview, Portland & Northern Railway Company x
Los Angeles Junction Railway Company x x
Louisiana & Arkansas Railway Company S-x x x
Maine Central Railroad Company x x x
Portland Terminal Company x x
Manufacturers Railway Company x x
McEeesport Comnecting Railroad Company d-x
Meridian & Bigbee Railroad #~x $x
Minneapolis, Northfield and Southern Railway, Inc. x x
Minnesota, Dakota & Western Railway Company #-x $-x
Minnesota Transfer Railway Company x T k3
Mississippi Export Railroad Company #-x . =
Missouri-Kansas-Texas Railroad Company x x x
Missouri Pacific Railroad Company x x x x
Monongahela Railway Company x x
Montour Railroad Company x x
Newburgh and South Shore Railway Company @-l-xﬂ @-1-x
New Orleans Public Belt Railroad . X
New York Dock Railway #-x




EXHIBIT A
page 3

RAILROADS

UNION

UNITED TRANSPORTATION

(E)

o (T)

(S)

Norfolk and Portsmouth Belt Line Railroad Company
Norfolk and Western Railway Company

Northwestern Pacific Railroad Company

Oakland Terminal Railway

| Ogden Union Railway and Depot Company

x
x x
x x

Peoria and Pekin Union Railway Company

Pittsburg & Shawmut Railroad Company

Pittsburgh & Lake Erie Railroad

Pittsburgh, Chartiers & Youghiogheny Railway Company

MW M

Portland Terminal Railroad Company

Port Terminal Railroad Association

Richmond, Fredericksburg and Potomac Railroad Company
Sacramento Northern Railway

I
7w

St. Joseph Terminal Railroad
St. Louls Southwestern Railway Company
Soo Line Railroad Company
Southern Pacific Transportation Company =
Western Lines
Eastern Lines

M N

1y

L
N

8-x

Southern Railway Company
Alabama Great Southern Railroad Company
* Cincinnati, New Orleans and Texas Pacific
Railway Company
Georgia Southern and Florida Railway Company
New Orleans Terminal Company
St. Johns River Terminal Company
East St. Louis Terminal Company

Mo

LR L
MMM

MMA
L

Spokane International Railroad Company
Terminal Railroad Association of St. louis
Texas Mexican Railway Company

Toledo, Peoria & Western Railroad Company
Toledo Terminal Railroad Company

MMM MHIH MMM

Union Pacific Railroad .Company
Walla Walla Valley Railway Company
Waterloo Railroad Company

Western Pacific Railroad Company
Wichita Terminal Association

Yakima Valley Transportation Company
Young stown & Southern Railway Company

MMM MMM Mo

NOTES:

®* = Subject to the approval of the Courts,

# - Authorization excludes negotiation of the organization's notice dated
February 2, 1981 of desire to change existing agreements to the extent
indicated in Attachment 1 thereto, and such proposals as were served by

the carrier for concurrent handling therewith.




' page 4 ;
NOTES: _ w

@ - Authorization excludes negotiation of the organization's notice dated
February 2, 1981 of desire to change existing agreements to the extent
indicated in Attachment 2 thereto, and such proposals as were served by
the carrier for cancurrent handling therewith.

{ - Authorization covering Attachment 1 of the organ:.zatxon s notice dated
February 2, 1981 and the carrier proposals is qualified to the extent t:he
are ptohxbued by Arbitration Award No. 387.

1 - Authorization excludes negotiation of Item IX -~ Early Retirement Major
/ Medical Expense Benefit - of Attachment 1 served by the organization on
February 2, 1981.

Y

2 ~ Authorization also covers former BR&P Territory, former Strouds Creek &
Muddlety Territory and Curtis Bay Railroad.

3 = Authorization also covers former BR&P 'rerrz.:ory and former Strouds Creek
Muddlety Territory.

4 - Authorization also covers former BR&P Territory and Curtis Bay Raxlroad

S = Authorization excludes Hostlers at Deramys Yard, Louisiana.

6 = Authorization excludes negotiation of Item VI - Personal Leave - of
Attachment 1 served by the organizatiem on February 2, 1981. Wﬁ

7 = Authorization also includes the former El Paso and Southwestern System and
Nogales, Arizona, Yard. %

8 - Authorization also includes the former El Paso and Southwestern System.

: FOR THE %
70R THE CARRIERS: UNITED TRANSPORTATION UNION:

-
(gg,é__},@ _.A;j . Fad Qlacdan

Washington, D.C.
September 15, 1982




Under a local agreement, {ll

inois Central Gulf was able to operate this “Slingshot”
become a more common sight now that the parties have set up the bargaining and arbitration machinery under which cabooses may be eliminated.

Cabooseless trains:
A sign of the times?

The new labor agreements could signal a long-awaited break-
through. Railroads can now begin eliminating cabooses, and the
whole basis of crew pay will come under study.

By GUS WELTY,
Senior Editor

Not even the most wild-cved of optimists is
ready to even speculate that events of the past
10 weeks will result in *the dawn of a bright
new era’ in railroad management-labor prac-
tices. You do not bring the 1920s into the
1980s that quickly. or that casily.

Nevertheless. there does appear to be
hope—on hoth sides—that changes can now
be worked out which will put both the indus-
try and rail labor in a better position to benefit
from the gains that can come to rail transpor-
tation in the "80s and "90s.

Consider what has happened. in just 10
weeks:

November 29. 1982

—The United Transportation Union rati-
fied. overwhelmingly. an agreement which
provides for the elimiation of cabooses. by
local agreement if possible and by arbitration
I necessary.

—-The Brotherhood of Locomotive
Engineers. ordered hack to work under an

imposed settlement by Congress after a brief

strike. signed an agreement based upon that
imposed settlement.

—The BLE then reached an agreement
with Amtrak on the Northcast Corridor which
docs away with arbitraries and which even-
tually will do away with the dual basis of pay.
putting engineers on an hourly basis ‘of pay
with a five-day. 40-hour week as the stan-
dard.

intermodal train without & caboose

LR N REA e

—Issues such as the basis of pay generally
and arbitraries and division of work will be
placed before study commissions by the rail-
roads. the UTU and the BLE. This has hap-
pened before. Such issues have been studied
and re-studied. with little or nothing accom-
plished. The ditferences this time around are
that the ncutral member of the commissions is
aman respected by both sides. in fact nomin-
ated by both sides——actually. by the three
Usides.” the railroads. the UTU and the
BLE-—and that both unions. by their recent
actions. appear ready to accept the fact that
change is needed.

Take a look lirst at the caboose agreement
with the UTU. 1t provides that:

——Cabooses may be climinated in any or all
classes of service by agreement of the parties.

—Cabooses in all classes of service other
than through freight service are subject to
climination through arbitration, if agreement
cannot be reached on ratfroad proposals.
There is no limit on the number that may be
climinated by agreement. The only limit here
is that only 25% of cabooses in through
freight service may be climinated except by
agreement.

—-If a dispute on caboose-elimination has
to go to arbitration. the process will be hand-
led quickly. The parties have 60 days to reach
agreement. If they fail. cither party may ask
for arbitration and. after he holds a hearing.

21

. The cabooseless train may
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No single pay pattern for train and engine workers is likely to
emerge—because not all railroads are looking for the same thing.

the arbitrator has 30 days in which to make his
decision.

® A break with the past. Unlike past
“‘productivity”* agreements—those resulting
in the elimination of firemen, for example, or
in train-crew-consist reductions—the
caboose agreement has no quid pro quo, no
lonesome pay provision, no provision for rail-
road payments into a productivity fund. The
caboose agreement provides that employee
and operating safety shall be considered and it
orders that train-crew employees shall be pro-
vided a place to sit and to stow their gear in the
locomotive consist, but it attaches no penal-
ties except those which apply if the railroad
violates an agreement and operates without a
caboose when it should operate with one.

The agreement does provide guidelines for
the selection of through-{reight cabooses for
elimination, but even thesc seem fairly
liberal.

For example, the first category involves
trains that regularly operate with 35 cars or
fewer. Next come trains of 70 cars or fewer
which make no stops between terminals.
Then’ come trains of 70 cars or fewer that
make no more than three stops enroute for
pickup and/or setout. Then come trains of 120
cars or fewer which make no stops, and so on.

There is also a phase-in provision under
arbitration, with a carrier allowed to remove
one-third of the cabooses to be eliminated
immediately. one-third after 30 days of the
award, and one-third after 60 days.

o Getting started. So, now thatthey have a
caboose agreement, what are the. railroads
going to do with it? That remains to be seen,
in some ways, and in some part because not
all Transportation Departments were quite
ready for what they got through agreement.

But. in all probability. this is what will
happen:

—Railroads will try to remove cabooses
from local-train operations where there are
two units in the locomotive consist. That
would ensure that there are cnough seats in
the consist, since,a lot of crews these days are
made up of four or even five persons,

—Simultaneously, railroads will try to
move on road operations that involve long-
hautl TOFC/COFC and unit trains. trains with
multiple-unit consists that make few if any
stops enroute.

—Railroads may look at trying to redesign
cabs to provide more seats in a single locomo-
tive unit. One unit ahead of its time was
designed for no-caboose operation four years
ago. the General Electric BQ23-7. a wide-cab
unit that provided space for crew members
who would normally ride in the caboose. Sea-
board Coast Line bought 10 of these units
and, under a local agreement, has been using
them as intended, in mainline and branchline
services, with no restrictions on train length

22

or on work performed enroute (the only
restriction having to do with use in mainline
territory where flagging may be required).

There are, however, more problems related
to the caboose-off agreement than just the
provision of seats for crew members who
used to ride the caboose.

Some operations may have to be adjusted,
one labor relations officer notes, for example
in certain situations where one train overtakes
and passes another. Then, there are questions
as to what kind of marker will be deemed
adequate for the rear end. There are questions
concerning the monitoring of the train from
the head end, and these may be totally an-
swered only with development of some sort of
telemetry system which could even include
the ability to initiate emergency action from
the rear. There may be problems with caboose
distribution. as in the case of railroads operat-
ing in and -out of Oregon. which, unlike
neighboring states. still has a law requiring
use of cabooscs.

So. while railroads now have the opportu-
nity to begin removing cabooses, they also
have the challenge of doing it right, with
appropriate attention paid to safety factors
and operating rules and practices. As one
railroad negotiator put it, it’s to be hoped that
carriers will be able to move as quickly as
possible. while using the best possible judg-
ment.

Cabooses are just one issue. As for the
study commissions to be set up under the BLE
and UTU agreements, there is a fecling that
the results of their studies may put both the
railroads and the unions in a better position in
1984 than they enjoyed in the past
bargaining—a better position from which to
initiate and accept change.
® A clear mandate. Under terms .of the
agreements with the BLE and the UTU. the
commissions will be made up of seven mem-
bers, three from labor, three from the carriers
and the ncutral as chairman. The subjects
these commissions will be studying cover a
wide range—basis of pay and related alterna-
tives, initial and final terminal delay, air-hose
coupling. engine exchange, road/yard restric-
tions. supplemental sick pay. disability pay.
personal leave, and *principles and pro-
cedures for stabilizing the pay structure of the
operating crafts in response to carnings
adjustments arising from crew-consist agree-
ments. ™

The mandate is clearly set forth, beginning
with the formulation of a schedule **designed
to expedite and enhance the opportunity to
reach agreement on all issues at the carliest
possible date. ™

The parties will have 90 days to negotiate
the issucs. If they fail to reach agreement or
fail to **demonstrate evidence of substantial
progress in resolving the issues,”’ the chair-

e b s g e

man will begin to take an active role, holding
hearings on the disputed issues and develop-
ing " ‘substantive guidelines’’ to get the nego-
tiations moving.

In such a second round of bargaining. the
schedule is shortened to 60 days. And if at the
end of this period the partics have not reached
agreement on all issues, then the chairman
really becomes active, making recommenda-
tions to the parties for disposing of all unre-
solved issues by no later than Dec. 1, 1983.

These recommendations are not final and
binding, but under the agreements *‘the part-
ies affirm their good faith intentions to give
full consideration to such recommendations
as a means of resolving such matters.”’

The Dec. 1, 1983, date could be a key one,
because under moratorium provisions of the
agreements new Section 6 notices may be
served on or after Jan. 1,.1984, though no
changes may be made effective before July 1,
1984.
® A train is a train. At this point. it’s im-
possible to say how much weight may be
given in the commissions” studies to the BLE-
Amtrak agrcement, which probably
represents the most sweeping change in the
way engineers - work and the way in which
they 're paid since the dual basis of pay came
into existence many decades ago (RA, Nov,
8. p. 13). The Amtrak agreement is limited in
scope (to the Northeast Corridor). it involves
passenger operations as opposed to freight
operations. and it reflects the intent of Con-
gress that there shall be productivity im-
provements at Amtrak.

At the same time. there is no way that what
Amtrak and the BLE wrought can be ignored
when the study commissions get down to
work. because while there are differences be-
tween Amtrak and the rest of the industry. in
many ways a train is a train.

Another point that will have to be consid-
ercd some time is the fact that not all railroads
arc looking for the same things in trying to
restructure the pay system for train and engine
personnel. In general terms, the differences
arc between western and castern carriers,
with the western roads—more blessed than
castern roads with long hauls—wanting to re-
tain some measure of incentive for crews to
move the freight and move it fast. [t's thus not
inconceivable that different new structures
could develop to take care of this situation,
and it’s more than just *‘not inconceivable™
that different structures could also evolve for
present employees and for new-hires.

As one veteran negotiator sums the situa-
tion up. “'If both sides give their best efforts,
we can accomplish something and we can set
the stage well for the next round of bargain-
ing, which, we would hope.-would be less
emotional because of the discussions that will
have been held.”” W

RAILWAY AGE
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It is"hatd 16 bel/zé e in t/oe age of t/oe space

shuitle and bullet trains that cabooses still

ride the rails—but not for long.

340

End of the line

By Desiree French

HAT'S SMALL AND CUTE, rides
at the end of a frcight train
and wastcs maybe $400 mil-

lion a year? Answer: the caboosce.
This venerable institution has been
condemnecd to dic, but have no fear,
railroad buffs. It will be around quite a
while yet. The United Transportation
Union (UTU]) and certain railroads xep-
resented by the National Carricrs’
Conference Committec haveagreed to
allow cabooses to be phased out—but
only gradually. Under a pact signed
Oct. 15, carriers can junk cabooses on
all trains cxcept through-freights—
that is, those operating bctween dis-
tant points with few stops. And by

agrcement or arbitration, they will be
ablc to dispose of the cabooses on
through-freights over time, as well.

Cabooscs arc expensive. At last
count there were 12,884 of them in
the U.S. A new caboosc costs about
$80,000 and lasts—dcpending on who
is telling the story—10 to 25 years. A
presidential emergency board report
says that Santa Fe Railroad is spend-
ing 92 cents a milc to opcrate cach
caboosc. The savings envisioned by
the carricrs will mostly come from
not buying, running or repairing ca-
booses and from not buying fuel to
drag them along,

The caboose first appcared at the
end of a mixed passenger-freight train
on the Auburn & Syracuse linc in the

cr (2

1840s. At that time the cars served as
living quarters for the train crew and
as lookout posts. They still serve for
crew comfort today but arc rarcly
used. These days crews don’t really
neced dormitorics, and most railroads
don’t put crewmen at the rear to help
brakc and see what is coming up. Cen-
tralized traffic control keeps an cyc on
the rcar and other automatic detec-
tors look for other problems on the
trains. Still, cabooses have lingered.
Change comes slowly in railroadland.

The UTU didn’t make a big fuss
about discontinuing them—no jobs
will be lost. Caboosemakers—about a
dozen in the U.S.—will lose some
business, but they don’t scem worried.
Cabooses aren’t their sole specialty;
thcy make other railcars as well. “The
caboosc industry is sort of kaput,”
says John Whitc, curator of transporta-
tion at the Muscum of American His-
tory in Washington, D.C.

So the caboose fades into history, or
into fashionable decor. When the Tol-
land Bank in West Willington, Conn.
ran out of office space three years ago,
it bought a used caboosc for $600 and
attached it to the branch, wherc it has
been used as the manager’s office ever
since. Other caboose collectors use
them as- playhouses, watcerfront
lodges, hunting lodges and stores.

Getting rid of the caboosc is a small
step, but at least it is in the right
direction. Maybe the railroads can
carn a penny or two sclling them to
the decorating trade. What could be
morc nostalgic? M

The femilicr u(/)unw served orer a centtry ds o dornton: for the traine creie and as a lookeont post
Now its best hope for a future is the vogue in nostalgic decor.

FORBES, DECEMBER 20, 19K2
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Dercul the &
cabooses =

[t happens every two vears in Helena. A

legislator with a special interest (and maybe a con-
flict at that) introduces a bill that is narrow in
scope and aimed at someone who has done him or
his buddies wrong.
- This yvear the first such instance
to come to our attention involves
Rep. Jerry Driscoll, D-Billings.
wha also happens to be president
oi the Montana AFL-CIO. The is-
sue involves Burlington Northern
Railroad and the absence of AN
cabooses on its freight trains.

BN is a big company but it is I R
like thousands of firms in this
countrv who are shoring up their
profit picture through mechaniza- VlEW
tion and or computerization in an .
attempt to cut costs and increase
producivity.

The railroad decided to install ‘little black™
boxes that could monitor its freight trains and in-
dicate when the train’'s wheels were getting hot.

_when parts were dragging on the tracks or when
almost any other problem occurred® Thosé black
boxes eliminated the need for cabooses and the
brakemen and conducters who rode the rails in
them.

The dispute finally wound up in federal mediation
and representatives of the United Transportation
Union agreed trains could run without cabooses.

Driscoll decided to rectifyv this situation by in-
troducing a bill that would require the last car on
ever_v freight train operating in Montana to be an

“occupied” caboose. The bill sailed through the
House Monday by a vote of 60—37 and is now in the
Senate.

We can understand Driscoll’s concern over
protecting his fellow union members. but we can't
condone the results and how they have been at-
tained to date. The Legislature has no business in-
terfering in labor disputes between labor and
private enterprise.

@
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STATEMENT OF W. CLAUDE SHEAK

I am W. Claude Sheak, Assistant to Vice President -
Labor Relations of Burlington Northern Railroad Company. My
office address 1s 176 E. Fifth Street, St. Paul, Minnesota.

I am a native of Livingston, Montana and have worked
for Burlington Northern and the former Northern Paciflc, a
predecessor company, since 1952, I served in the Operating

Department at Livingston as a Brakeman/Yardman commencing in
1954 and was subsequently promoted to Conductor. I retailn
my seniority in those crafts on the Rocky Mountain Senlority
District of Burlington Northern Rallroad. During my period
of service as Brakeman/Yardman‘and Conductor I also served
for a period as local grievance committee chalirman of Lodge
No. 295 of the former Brotherhood of Railroad Trainmen and
as Sec;etary of the BRT General Grievance Committee on the
Northern Pacific.

I was promoted to the position'of Trainmaster in 1967
and 1n 1968 to Labor Relations Assistant in St. Paul,
Minnesota, on the Northern Pacific.

In my present capacity, I am the senior designated
appeal officer for claims and grievances for operating

crafts on Burlington Northern Railroad, includlng those

operating craft groups employed in the State of Montana.
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I am fully familiar with the rules, agreements, prac-
tices and interpretations thereof as they apply to these
crafts, including those relating to cabooses. Moreover,
because of my background as rallroad Brakeman and Conductor
in the State of Montana, operating 1n the territories
between Forsyth, Livingston, Helena and Butte, Montana, I
have personal experlence and insight into the use of
" cabooses 1n the State as well as elsewhere 1n the raillroad
industry.

The United Transportation Union--the labor organization
that represents Brakemen and Conductors on most rallroads--
agreed last October to follow the recommendation of Presi-
dential Emergency Board Number 195, appointed by President
Reagany; providing for the elimination of cabooses 1n all
classes of service., I will submit a copy of the formal
agfeement for the record. The UTU, which has been outspoken
on railroad safety matters, assented to the elimination of
cabooses on trains which will be designated through local
labor-management negotlation. The UTU Agreement also pro-
vides that 1in those Instances wherein local negotiations
fall to resolve a proposal to remove a caboose from service,
an arbitrator will rule.

Section 2--Guidelines, from the relevant Article X of

the 1982 Agreement are as follows:
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"The parties to this Agreement adopt the recommen-
dations of Emergency Board No. 195 that the elimi-
nation of cabooses should be an on-going national
program and that this program can be most effect-
ively implemented by agreements negotiated on the
local properties by the representatives of the
carriers and the organization most intimately
acquainted with the complexities of individual
situations.

"In determining whether cabooses are to be elimin-
ated, the following facts shall be considered:

(a) safety of employees

(b) operating safety, including train
lengths

(¢c) effect on employees' duties and respon-
sibilities resulting from working with-
out a caboose

(d) availlability of safe, stationary and
comfortable seating arrangements for all
employees on the engine consist

(e) avallability of adequate storage space
in the engine consist for employees'
gear and work equipment."

Bear in mind that these are the'provisions of a mutual
agreement between labor and management that will not elimi-
nate Jobs for conductors and brakemen. Those jobs are
governed and protected by separate agreements. The proposed
legislation would constitute unnecessary involvement of
government 1nto a successful collective bargaining contract-

-a contract which states explicitly that the elimination of

cabooses should be an "... on-going national program ..."
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and "... that this program can be most effectively imple-

mented by agreements negotiated on the local properties ..."

by the parties. Emphasils added.

Further, the 1982 National Agreement represents a
compromise between railroad management and the unlons at the
highest level. In exchange for concessions granted by the
union, including the provisions of Artlcle X relating to
cabooses, management granted among other things:

1. PFour general wage increases between April 1, 1981
and July 1, 1983

2. Continued cost-of-living adjustments

1 and 2 combined have so far resulted in a 20.39%
average increase to date.

3. Additional weeks of vacation, i.e.:

(a) Three weeks instead of two for employees with
eight or more years of service

(b) Pour weeks instead of three for employees hav-
ing 17 or more years of service (also reduced
from 18 years to 17 years of service).

4, One additional paid holiday (the day after
Thanksgiving Day) for a total of 11 paid holidays

5. Expanded health and welfare coverage

6. Expanded dental benefits

7. Increased expenses away-from-home.

These added costs can generally be met in two ways,

i.e., productivity improvements like elimination of cabooses
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‘or increased freight rates which are ultimately passed on to
the consumer.

We can think of no interest that would be served by
intervention of the State in thilis matter. The process of
negotiation outlined above should leave no doubt that the
safety interests of our employees will be fully and care-

. fully protected--not Just by us, but also by the efforts of
the union's negotiators. The one, certaln result of a
caboose requirement would be a lost opportunity: a chance
to avold unnecessary increases in freight rates.

The States should not nullify by legislation that which
was achieved in what management belleved at the time to be
good faith collective bargaining. If the States do so it
may seriously damage the process in the future and throw a
wrench in the machinery incorporated in the Rallway Labor
Act and designed to provide means to‘avoid interruption to
interstate commerce. If, however, this body decides other-
wise, I suggest that it must, 1n all falrness, conslder an
amendment to such a bill which would eliminate the conces-
sions granted the union in exchange for the caboose provi-
sions, such as wage increases, cost-of-living adjustments

and increased vacatlons.
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Contrary to assertions previously made by proponents of
the proposed legislation, the provisions of Article X--
Cabooses had already been agreed to in principle by the
parties to the 1982 National Agreement prior to establish-
ment of Presidentlial Emergency Board No. 195. Other issues,
not the caboose 1ssue, gave rise to the Emergency Board,
namely, the application of percentage lncreases to other
payments not part of the basic wage. The union prevailed
before the Emergency Board on those other 1ssues and the
basic wage percentage lncreases were applied to these
additional payments as in the bast.

I sincerely belleve that the designated union and
management parties most familiar wilth the rallroad operation
and wigh the needs of the employees can best decide 1in
collective bargaining on the need for cabooses according to
"... the complexities of individual situations" without the
need for broad brush legislation, which does not take these
complexitlies into account and would actually preclude
collective bargaining.

. O Shazl

W. C. Sheak
Assistant to Vice President

drd31,6
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SAB HARMON

PRELIMINARY INFORMATION

| ELECTRONIC CABOOSE
ENCODER/TRANSMITTER

SPECIFICATIONS

Power — Battery operated 12V, 10A-H, 20 hours of
service between charges. Self-contained rechargeable
battery.

Temperature Range — -30°C to +55°C

Transmitter Power — Nominally 35 watts
(adjustable range 10 to 35 watts) .

Modulation — Narrow Band FM

. Baud Rate — 110 baud.

Data — 16 bit address, 8 bit pressure data, 8 bit mis-
cellaneous data organized as 4-8 bit words. Each word
includes one start bit, one odd parity bit, one stop bit,
and 8 data bits in the NRZ format.

Transmission Time — The time required to send
one set of data (4 words) is 418ms.

Code Method — Frequency shift keying —
mark=1070Hz space=1270HZ.

FEATURES

Brake Air Pressure — Gauge measured from
0-P.S.l. to 150-P.S.I. accuracy to within 1-P.S.\.

ted each minute, uniess there is a pressure change of
slack infout indication. i pressure changes or slack
infout changes occur, two sets of data are transmitted.
Should these changes continue to occur, transmission
will be no more frequent than once every five seconds.
Time between transmission will be varied +10% to help
prevent interference caused by unit syncronization.

.Addressing — 16 bits of binary coded address
jumper selectable. 65,536 unique addresses available.

Motion Detector — 5 mw x band radar unit is used
to determine if last car is stationary or rolling.

Slack Detection — Detects the slack in or slack out
bumps.

Transmission Rate — One set of data is transmit-

HARMON ELECTRONICS

A DIVISION OF
; SAB HARMON INDUSTRIES, INC.
3 \ Grain Valley, Missour! 64029 ¢ (816) 249-3112

Self-Check —- The encoder microprocessor has a
self-check feature in the circuitry that provides constant
venfication of proper operation.

Zero Pressure Power-Down — To lengthen
battery operation time, the unit will power down when
the brake air pressure drops below 2-P.S.I. When shut
down occurs the pressure is read and transmitted 3
times before total shut down occurs. If the brake air
pressure comes back up, the unit powers up and again
operates normally.

Brake Air Pressure Change Detection — The
change in brake air pressure that will cause a transmis-
sion to occur is jumper selectable from 0-P.S.1. to
3.5-P.S.l. on 0.5-P.S.I. increments. This is normally

~set to 1.5-P.S.l. Setting to 0 will cause continuous

transmissions.




'SAB HARMON

ELECTRONIC CABOOSE

DECODER/RECEIVER

PRELIMINARY INFORMATION

GENERAL INFORMATION

The Decoder/Receiver unitis available in three different
package forms. One is a self-contained battery-
powered portable unit that needs only an external an-
tenna connection. The rechargeable battery will provide
20 hours of operation between charges. A second
package (not pictured) is a single unit similar to the
self-contained portable, but containing a 72 voit DC
power supply rather than rechargeable batteries. This
version is designed for use where a more permanent
mounting is possible, as it requires 72 voit power in
addition to the antenna connection. The third package is
a two-part concept where a small unit on the control
stand contains the decoder, the displays and the ad-
dress select switches, and a second unit, mounted re-

- motely, contains the receiver and 72 voit power supply.

The two units are connected by a small cable.

FEATURES

Brake Air Pressure — The brake air pressure is
displayed on a 3-digit, high efficiency LED display in
P.S.l. (pounds per square inch) accurate to within one
P.S.I. The air pressure reading will change only if a
different value is received from the rear-end unit. An
update occurs routinely, once per minute if no pressure
change occurs, or as necessary for pressure changes.

Valid Reception — The valid reception LED will
light for 2 seconds when valid data is received.

Transmitter Fail — The transmitter fail LED will light
if no valid reception has occurred for 2.5 minutes. This
LED will remain on until a valid reception occurs.

Low Battery — The low battery LED will light if the

rear-end unit battery voltage drops to 10 voits during
transmit.

HARMON ELECTRONICS

A DIVISION OF
SAB HARMON INDUSTRIES, INC.
Grain Valley, Missouri 84029  (816) 248-3112

Motion Detection — The motion LED will light if the
car mounted rear-end unit is moving. This LED will
function only it the motion detecting radar unit is in-
cluded in the rear-end unit.

Slack In/Slack Out — These LEDs will light for 6
seconds it slack in or slack out has been detected.
Immediate transmission occurs in the rear-end unit
when a slack in or out is detected. These LEDs will only
be functional it the rear-end unit is equipped with a slack
detector. An announciator beep will accompany slack in
or slack out LED indications.

Address Select Switches — These five switches
allow the selection of any of the 65,536 unique ad-
dresses possible for the rear-end unit. This address
selection feature allows the detector/receiver unit to be
used with any Harmon rear-end unit.

.
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