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Preface

Thisstudy was conducted for theFederal Railroad Administration's Officeof Industry Fiance and Operations
by the Research and Special Programs Administration's Volpe Nationa Transportation Systems Center
(VNTSO). Itisintended to provideFRA and other concerned officialswith an understanding of how crews
are scheduled currently, why there is SO much unpredictability in schedules, how various aspects of current
practicesconmbute to fatigue and stress, and what optionsexist to improve matters.

The author is grateful to the many managers and operating personnd of variousrailroadswho gave fredy of
their timein interviewsand supplied most of theexhibitsincluded in this document, to the union officialswho
provided many valuableinsights,andtod| of theworking engineerswho participatedin focus groupsdesigned
toexplorethe causesof stressandfatiguein their lives.

Particular thanks are due to John Murphy, Chief of theSpecia ProjectsDivisonof theFRA’s Officeof Industry
Finance and Operations, and to Richard Shamberger, also of that office, who served as Technical Monitor.
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Executive Summary

The purposeof thisstudy is toexploremattersrel ated to the scheduling and management of locomotivecrews,
particularly asthey impingeon fatigueand stress. Theintentis to provide FRA and other concerned officials
withan understandingof how crewsarescheduled currently, thecausesof unpredictability in schedul es, whether

various aspects of current practicesmay contribute to fatigue and stress, and what options exist to improve
meatters.

Since very little documentation exists pertaining to these questions, this exploration was conducted amost
entirely by means of interviews with operating managers, dispatchersand crew callers on various railroads,
discussions with BLE and UTU officials and focus-group sessions with working engineers, as described in
Section 1. A representative sampleof seven Class| railroadsparticipated.

Section 2of thisreport describesthe mechanicsof schedulingtrainsand crewson each of the seven roads. The
timing of scheduling decisions, current problemsand planned improvementsin communicationsand control
arediscussed.

Section 3, based primarily on the commentsand viewsof engineersin thefocus groups, describes the principal
factors contributing to fatigueand stressin the current environment. Theseinclude:

e Uncertainty as to the time ones next job will be called,
*  excessive working hours (at certain terminals),
* long commutes and waiting times (for some workers),
- thepoor condition of locomotivesand other equipment (at some locations),
» unsatisfactory conditionsfor deeping at someterminals,
« poor distribution of workload among the crew, and
 interpersonal conflictswith dispatchersand crew callers.
To thislist, many managers would add deliberate choices by crewmen to do something other than restingeven

when they knew the should beresting. Attempting to make quantitative statementsabout therel ativeimportance
of each of thesecontributorsto fatiguewould require appropriate survey data, which is not available.

Railroad management seems well aware of these problems and inclined to take action on some of them. In
Section 4, these possibilitiesarediscussed. In particular,most railroads have plansto upgrade communications
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and control systemsover the next few yearsso astoimprovetheir ability toforecast train arrival and departure
times. Providingan eight- or ten-hour advance noticeof call accurate to plus-or-minus two hours 90%af the
time or better is viewed as a goal achievablewithin three or four years by most of the managersinterviewed.
Engineersand labor officia sfelt the prospectsfor meeting thistarget would be greatly enhanced if there were
apenalty payment assessedfor each failureto supply such notice.

Because the vast mgjority of road crewswork in first-in, first-out rotating pools, advance knowledge of train
departuretimesis only haf the solution to providing advance notice of cal. In many situations, when one
worker unexpectedly "marks off' (becomes unavailable because of illness or any other reason) every other
worker with lower standingin the same pool moves up one position in the standings, i.e., leaveson an earlier
train than previoudly estimated. Providing an accurate advance notice of call would be impossiblein such
situations. However, changing these practicescould be done only in collective bargaining. Adoption of such
changes should be beneficid to both sides and may proceed expeditiously once systems for predicting train
departuretimes accurately are working well.

Someof theother sourcesof fatigueand stress, rel ated to the condition of equipment and facilities, will require
significant financia outlays to correct. These raise questions about economic issues which are beyond the
scope of this study. However, many others are low-cost items, such as, broken ar conditioners and wheel-
revolution counters.

Many of the remaining causes of stress and fatigue result from failures to adapt to changes in technology,
organization and location of facilities. Following these changes, seniority rights have left a good many
individuasin jobs which do not suit them very well in one way or another. Workersare often mismatched to
their jobs in the sense of having been compelled to move away from communities to which they have strong
ties, or in the sense of having very long commutes (longer than S0 miles), or sometimesin having to do work
which they didike (e.g., redundant operating employees assigned to clerical jobs). Only the passagedf time,
adjustments in relative wages and salaries, and/or "buy outs' can eiminate these individuals who are
mismatched to their jobs. Otherfailuresto adapt to changeare rootedin provisionsof |abor agreementsdating
back decades. By and large, both labor and management know what needs to be done, but actualy doingitis
often impeded by the gamesmanship of the negotiating process. In many cases the result of the bargaining
processisa phased-inintroductionof somechangeso thatit affects only new hires. Thusperiodsof more than
20 years may |apse before some of the desired changes described herein arefully implemented.
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1.0 Introduction

1.1 Background

In order to examinethe subject of fatigueand possibled egpinessin rel ationshipto thejob of railroad operating
personnel, it is necessary to understand thoroughly the mechanics of the crew scheduling process and the
notification (crew calling) procedurescurrentlyin use Theschedulingand callingof railroad operating crews
isafunction of the union-management labor contracts and the demands of an efficient rail freight system.
Although railroad personnel have a working understanding of their own systems, documentation of these
systems comprehensible by outsidersdoes not exist. A systematic examination of how crewsare scheduled,
and the potentid effectson safety, needs to proceed from specific factors. Careful scrutiny of the operating
environment is necessary in order to test hypotheses and to understand the full costs and benefits of
implementing aternative practices.

1.2 Objectives

The purpose of this effort is to develop areport that describes the present crew scheduling and notification
systemsin objective, straightforward terms. For each railroad studied, key decisions and information flows
affectingcrew callingar e identified. Particular attention isfocused on the causesof uncertainty in each of these
decisons. ldeasfor improvements have been collected from each person or group interviewed.

An understandingof how uncertainty affectsfimessfor duty hasal so been sought In theabsenceof established
objective measures of fimess for duty, the best dternative is smply asking working engineers about their
experiencesand what causes stress and fatigue.

1.3 Approach

Examinationof theliteraturerevea ed nothingin theway of descriptionsof how crew schedulingsystemswork.
Although thereis asubstantia body of research on theeffectsof seep deprivation and disruption of circadian
rhythms, none has been found which focused on locomotivecrews. Thefew recent publicationswhich relate
toralroadsat al have been concerned with training personne to cope better with their odd working hours,
rather than exploring the causes of those unpredictable hoursand the prospectsfor reducing the uncertainty.

In view of the absenceof useful documentation, the approaches taken for this project focused on gaining an
understanding of theissues through discussion with personsdirectly involved with managing and scheduling
locomotive crews and with the working road engineers.




1.3.1 Interviews

The bulk of thisreport is based on interviews conducted with staff and operating personnel of several major
raillroads. These interviews were conducted on site at dispatching and crew-calling centers operated by the
participating railroads. Dependingon the organizationof therailroad in question, these sites may have been
located at the division leve, at the single centralized facility for the entirerailroad, or at some intermediate
level.

Most of theinterviews werearranged by writing and/or telephoning each railroad's vicepresidentfor operations
and explaining the objectivesof the project. Further arrangementswere then made with whatever officids
were designated by senior management. In some instances, contacts were initiated at the division level or
directly with the manager of crew calling.

Nearly al of therailroadscontacted agreed to participate. The managersinvolved proved most generous with
their timein providing full andfrak responsesto al questions. Two of the roads, Burlington Northern and
CSX, contributed glossariesof crew-calling terminology, which were merged and reproduced as Appendix A.

Severd labor officialswerealsointerviewed. Thesediscussionsfocused on their perceptionsof the effects of
current scheduling practiceson thefatigueand stresslevel sof their membersand their ideasfor improvements.
As with management, cooperation with the study was excellent.

1.3.2 Focus Groups

In order to gain insight into the perceptionsof engineersabout the factors causing stress and fatigue, a series
of focus-groupdi scussionswasarranged through thecooperationof the Brotherhood of LocomotiveEngineers.
Thesediscussionsallowed the author to question about two dozenengineersand directly observetheir reactions
to various proposalsfor change.

Thefirst of these groupsconsistedof six engineersworking out of amajor East Coast terminal. Their Situation
was one in which train departure times were relatively more predictable than on most other railroads, but
working hours were greater due to ashortageof staff. Most workedin poolson jobsof 140-150 miles, but two
had assigned servicerunsof about 300 miles.

The second group consistedentirely of engineersworking in road-freight pools. About half of them worked
ininter-divisiona poolswith runsof 232 or 256 miles, theremainderworkedon a143-mile run. Their monthly
work quotas were based on 3900 miles, so that thosein thelong pools needed to work only eight or nineround
hips per month. Working hours averaged dightly more than 40 per week in thisgroup, but total hours away
from homeran to 70-75 per week.

Inthethirdgroup, most of thejobswerein pool sexceeding200 miles, but two werefromextra-boardsprotecting
such service, and two werefrom helper districts. Monthly quotas were based on 3800 miles, which implies
eight round trips per month. An averageof about 48 working hours per week were required to completetwo
round nips.




2.0 Descriptions Of Crew-calling
Systems Of Various Railroads

2.1 Burlington Northern

The nation's largest railroad (by milesof track operated) i s currently undergoing a transition from traditional
manual crew-calling practicesto a computerized system. Thischangerequiresseveral yearstoimplement. In
this section both typesof systems aredescribed, based on interviewswith BN officialsin different regions.

Altogether, the BN startsabout 500 trains per day, not including yard engines. About 825 road crews drawn
from approximately 14,000 trainmen and enginemen are required.

On the Northern Region, comprised of former Great Northern and Northern Pacific lines, train dispatching is
consolidatedin Seanle and Minneapolis, but crew calling is mostly handled manually by clerksin the dismct
offices. The Northern Region startsabout 150 trains per day, requiring about 440 crewsper day from the nearly
6,000 engineersand trainmenemployed. Interviewswereconducted at regional headquartersand by telephone
with adistrict clerk.

Dispatching for the Southern Region is done in McCook and Alliance, Nebraska. Crew calling is being
consolidated at the division level. This transition was implemented early in 1989 for the Denver Division,
whereinterviewswere conducted. Thisdivision includes 12 terminalsand requires 300 to 400 crews per day
including yard service. 34 callersare assigned to Denver with six to eight on duty at any given time.

Train Dispatching

Nominal schedulesfor theentirerail road areestablished and modified by thestaff in OverlandPark. Allocation
of locomotivesisalso centralized therefor the entire. road in the Diesel Control Center.

Dispatchersin Seattle, Minneapolis, McCook and Alliance make the schedule adjustments, cancellations,
combinationsand ordersfor extrasas appropriate to traffic on agiven day. They transmit their new lineupsto
the clerksin the district officesand crew callersin divisional officesevery four hours. These are dismbuted
viaFAX toeach individual clerk or caller. Dispatchers make the decision about what timeto call acrew fora
given train and relay thisinformation to callers or clerks by voice phone. The dispatchershave accessto the
computerized crew-calling system and can readily incorporate crew-balancing considerations into their
decisionsabout where and when torun trains. Figure 2.1-1 shows this process schematically.

BN’s most difficult problemin producing accurateestimatesof train departuretimesisinadequateinformation
flow among yardmasters, dispatchersand shippers. Thisisespecially true of unit coal trains, which comprise
90% of the movementson the Denver Division. Mine operators and power plantsare supposed to notify the
railroad 24 hours in advance of the time they expect to release a train. However, they often experience
equipment problems and other difficulties which prevent their achieving their predicted rel easetimes.




Nominal Schedule

(created by marketing staff in
Overland Park)

Diesel Control
(Overland Park) |——

Dispatchers
(4 locations)

Divisional Crew
Callers

(computerized)

Train Lineups

U — (updated every 4

hours)

District Clerks
(non-computerized’

Figure 2.1-1: Simplified Chart of Train and Crew Dispatching on the
Burlington Northern.




Calling

Throughout the Northern Region, crew calling is done by clerks in the district offices using traditional
chalkboard or tagboard procedures to keep track of the status of each employee and pool rotation. Clerks make

their callsin response to the requests they receive by voice phonefrom individual dispatchers. Calling times
are set by local agreement and vary from one to two hours.

Collectively these agreements amount to a mind-boggling array of details about who may be called for what
kind of job under what conditions at what place. For therailroad as whole, the written rules and agreements
would fill abook case. Beyond these are alarge but unknown number of informal agreements between local
chairmen and dismct personnel. District clerks areexpected tolearn all of these rules and agreements, at |east
sofarasthey apply in theoffice wheretheclerk isworking. To simplify that task, one BN clerk extracted from
the numerous rule books, manualsand labor agreements the handbook which is reproducedin Appendix C.

Inacomputerizeddivision likeDenver, crew callingisdonefromwork stationslikethatinFigure2.1-2. Callers
can perform any of thefunctions shown in the menu appearing in Figure 2.1-3.

Figure 2.1-2: Crew Caller's Work Station on the Burlington Northern.



BASE TABLES
TYE EMPLOYEES
LAYOFF / MARKUP
SENI ORI TY MOVES
ASSI| GNMENTS
DAILY MARKUP
CREW SHEETS
TURNOVER REPORT
TELEPHONE BOOKS
CALL - TIE
VACATI ON LI STS

CREW CALLI NG SYSTEM

PAYROLL NUMBERS
CREW | NQUI RY

Bl D- BULLETI NS
HI STORY

RETURN

MASL OAD
PERSON
REMOTE LOGON
REPORTS
RULES

WORD PROCESSI NG
SYSTEM MAI NTENC
BROADCAST MENU
M SSED CALLS

PRI NT LI NEUPS

@RECOMPUTE DATA
SECURI TY

TRAI'N LI NEUPS
TV/RECR DI SPLAY
RETURN

Figure 2.1-3: Main Menu of Crew-Calling Functions at the BN.

Information Availableto Employees

In the non-computerized districts, empl oyees seeking information about their next jobs haveonly two sources
-- thedistrict clerksor the tape-recorded announcements. Both are available through toll-free numbers.

The recorded announcementsar e quitedetailed and typically run for several minutes. For agiven terminal the
messagesare blocked accordingto pool. Within each pool, the standingsby namearegivenfirst, with thetime
each person not yet rested will havedoneso. Incomingcrewsare alsolisted. Thendepartingtrains aredescribed
with their expected departure times and sometimes someinformation about when the train in question passed
some prior station. This sequenceis repeated for each pool in thedistrict.

In a computerized division, the above described means of access are supplemented by terminals at each
crew-station. These providescreenslike those shown in Figures2.1-4, 2.1-5 and 2.1-6. An automatic-voice-
response systemis now being devel oped and tested.

Standingsand lineupsare also available on cable television in several towns where substantial numbersof BN
employeeslive. Cable operators provide thisservice a no chargeto therailroad and at no additiona charge
above their basic rates to subscribers. They find that it enhances the appeal of their service and makes use of
otherwise empty channels. BN updates the information fed to the cable services every one to two hoursand
reports that the volume of telephone calls from the towns where this cable service is available has been

substantially reduced.

On the Denver Division, the accuracy of train lineupsis monitored and reported weekly. For the first haf of
1990, about 72% of all trainswere called within four hours of the time originally estimated, 11% were called
within four to six hours, and 17% were called more than six hours from the origina estimate.



BURLINGTON NORTHERN RAILROAD - CREW CALLING SYSTEM

TYE EMPLOYEE REMOTE DI SPLAY | NFORNMATI ON
PRESS THE APPRCOPRI ATE "F*' KEY TO OBTAIN THE DESI RED | NFORVATI ON

r1; POOLS F5) YARD ASSI GNVENTS
F2) EXTRA BOARDS F6) ENG NEERS OFF ASSI GNVENT
F3) CPEN BULLETI NS F7) ROAD ASSI GNVENTS
r4y WHAT CAN | HOLD F8) VACATI ON SCHEDULES
F9) GENERAL NOTI CES (M LEAGE, BOARD CHANGES, ETC.}

Figure 2.1-4: Menu of Information Availableto Trainmen and Enginemen.

LI ST LI NEUP VI EW CHOOSE BY CURSCR PCSITION OR X

BURLI NGTON NORTHERN RAI LRCAD = CREW CALLI NG SYSTEM
OUTBOUND LI NEUP FOR  DENVER - BN DT DI RECTI O\ EASTBOUND E
PROTECTI NG POOL: DT COAL

--TRAIN I D - EST ARRI VAL --CN DUTY=-- ---TO TIE--
SEC SYMBL DY TIME/DY/LOC TIME/DY/LCC LEAD ENG REMARKS LOC/TIME/DY
* 16 Ts5929 00 07:45 20 DT SQ 12:15 20
* 239 Q051 00 10:15 20 DT SQ 14:25 20
* 145 7031 00 14:00 20 DT SQ 18:30 20
e 01 060 20 04:30 20 DT MC 10:30 20

VTU>UT-HW®m

ENTER) MODI FY 6) ADD / ADD 1ST 10y TT TIMES /7 T FILE
1) MARK / CLEAR ALL 7; QUERY / TURNS AT LOCATI ON 11) | NBOUND LI NEUP

8) DELETE s OUTBOUND ONLY 12) TRAN S SCHEDULE
9) UPDATE oNDUTY TIME / INBOUND 16) RETURN / MENU

Figure 2.1-5: Example of Train Lineup Available on Terminals at BN
Crew-Change Stations.
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LIST T$100 COMBO POOL DISPLAY CALL CHOOSE BY CURSOR POSITION OR X'S

ALLIANCE WEST POOL ( WEST )
HOME TERMINAL ALLIANCE ( AL )

TRN TIME/DAY ENGINEER FIREMAN STUDENT EN --EST--  —--TRAIN---
# RESTED CONDUCTOR BRAKEMAN BRAKEMAN ON DUTY LINEUP

15:05 RK HOOPER 18:45 16 TS92900
15:05 CL FURROW (BLANKARL) LA BLISS 00
14:55 KB DICKERS

14:55 JW BUNOE ML JOHNSON (BLANKABL) 00
16:10 JM RISKOWS

16:10 RPFOLAND {BLANKABL} ME ADEN 00
17:30 AD MCDOUGA #

18:00 WJ CHRISTI (BLANKABL) DS YAUNEY 00
18:00 XPERSNL *{

17:30 SGTHOMPSO (BLANKABL) #SICK 00
12:10 XPERSNL

19:10 GLWICHMAN #VACATI (BLANKABL) 00

F5) DISPLAY ENTIRE LINEUP

F12) MENU
Fl6) RETURN

Figure 2.1-6: Example of Standings Information Available on BN Terminals.




2.2 Conrail

Conrail recoveredfrom itseconomic distressof the 1970sand is now ahedlthy, profitable carrier, enjoying the
fruits of the heavy investments made in plant improvements. Many of its main lines are maintained for 70
MPH passenger train service and its fleet of locomotivesis relatively new and well maintained. It is now
operating about 600 trains per day, of which about 95% arrive on time.

Conrail has long been an industry leader in the developmentof computerized control systems and its current
system can fairly be described as state-of-the art.  Figure 2.2-1 shows an overview of a small portion of the
Albany Divisioncontrol room. Intheforegroundar e two Assistant Chief Dispatchers. Each of them supervise
about three Dispatchers, who sit at control stations nearest the wall of monitors. At their computer screens,
dispatchersand other officials may call up any of alarge number of screensof dataof varioustypesor graphic
representations of how the railroad is functioning. For example, Figure 2.2-2 shows intermodal train TV

approaching a cleared route on the mainline west of Harrisburg. The actual screenisin color.

Figure 2.2-1: Partial View of Computer Assisted Train Dispatch System
(CATD), at Conrail's Albany Division in Selkirk, NY




Figure 2.2-2: Visual displays depicting train locations and movements, as well
as switch settings over sections of tracks, assist dispatchers in routing train
movements safely over a specific geographic area. This display shows the

position of a Conrail intermodal train, indicated by the symbol Nl 1, as it
approaches a cleared route of main line trackage west of Harrisburg, PA.

Information about any particular train can be called up asexemplifiedin Figures2.2-3 and 2.2-4. Figure 2.2-3
showsthe progressof train MAIL 3asit left S. Kearny, NJat 0704 ahead by 26 minutes. At thetime thisscreen
wascaptured, 16:18, thetrain had recently passed point CP-ANTIS 32 minutes ahead of schedule. Figure2.2-4
shows information about the power, crew and loading of another train, BUOI2.

If any train isrunning late, dataregarding the causes of the delay and the number of minutes of delay resulting
from each of them, are available on a screen like that shown in Figure 2.2-5.

Interviews were conducted with officials of the Albany Division at Selkirk. Thescheduling process described
is used throughout Conrail, although the proportions of various typesof service, train speeds, traffic balance,
etc. may not bethesame on other divisions. The Division officials interviewed included the General Manager,
the Superintendent of Transportation and the Supervisor of Crew Calling. Conrail’s General Superintendent
for Road Foremen and Training wasinterviewed by telephone.

The Albany Division includeslinesin New Y ork, M assachusetts and Connecticut and operates about 110 trains
per day. About ten percent of these are TOFC/COFC or perishables trains which are operated on high-speed
schedules which areasregul ar as passenger service. Their crewsenjoy regular, highly predictable assignments.
The remaining 90 percent of road trains are operated with assigned and pool crews. In thefollowing sections,
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TL9= TRAIN SYMBCL - MAIL3 22

SCHEDULED ACTL

DATE 10/22/30 PAGE 02
CREW aQJT CF N

DAY/TIME TIME A/L CALL HOUSE TRAIN

SKEARNYTV NJ'GR  22/0730E 0704E 0026A 0615E
NK NJ PS 22/0800E 0733E 0027A
PTREAJCT NJ PS 22/0845E 0811E 0034A
WPCRTAL NJ PS 22/0930E 0856E 0034A
CP-BURN PA PS 22/1017E 0943E 0034A

I ALBURTIS PA PS 22/1040E 1002E 0038A
CAPITOL PA PS 22/1245E 1201E 0044A
HARRISBTV PA *AR 22/1250E 1206E 0044A 1205E
HARRI SBTV PA LV 22/1345E 1301E 0044A
"CP-BANKS  PA PS 22/1410E 1326E 0044A
+CP-LEWIS PA PS 22/1515E 1455E 0020A
+CP-ANTIS PA PS 22/1650E 161BE 0032A
ALTOONA  PA PS 22/1700E
UN PA PS 22/1740E
CP-CONPIT PA PS 22/1835E
CP-RADE  PA PS 22/1935E
CP-PITT  PA PS 22/2005E
PITTSBUTV PA AR 22/2015E

He/IN
RATI O
00. 00
00. 00

00. 00
00. 00

CONSIST
LDsS MY TONS
16 974
16 974
16 974
16 974
16 974
16 974
16 974
16 974
48 2777
48 2777
48 2777
48 2777

Figure 2.2-3: Screen View Showing Progress of a Particular Train.

"IIIIIIIIlIIIlIllIIIIIIIIIIIIIIIIIIlllllllIIIIIIIlIllllllIIIIIIIIIIIIIIIIIIIIII..

aTy

REMARKS/RESTRICTIONS

NEXT FORVAT SYMBCL ACTI ON TI ME DAY
TL9= TRAIN SYMBCL - BUOI2 22 DATE 10/22/%0 PAGE 03
I TRAI N ACTIVITY AT ARKPORT NY
RV SPL ACT LDS MY TONS DESTINATION FINAL DESTN
* PU 1 30 OCRNNG  NY OAKISLAND NJ
PONER OONSI ST: BUFFRONTI NY OCRNI NG NY
LOOOYOTI VES: 6088 / 6052 / 6821 /
CABQOCSES: RCABBOOBE S§/
CREW OONSI ST: BUFFRONTI NY TO OORN NG NY
NAVE JOB ODE ON DUTY CFF DUTY
J.E AD MEY BN 10/22/90 0315 ET 10/22/90 1130 ET
GR MASONIS D 10/22/90 0315 ET 10/22/90 1130 ET
P. B. CRAWFORD Bl 10/22/90 0315 ET 10/22/90 1130 ET
**i**************ti***END OF‘ TRAIN INFORMATION*****&!'! I EEE R R R R RS
NEXT FORVAT SYMBCL ACTI ON TI ME DAY

aTy

Figure 2.2.-4: Screen View Showing Information about Power, Crew and

Loading of the Train BUOIZ.



NEXT FORMAT SYMBCL DAY aTy
TL9= TRAIN SYMBOL - BUQ12 DATE 10/22/90 PAGE 02

TRAI N DELAYS -

LOCATI ON TIME REASON REMARKS

ARKPORT NY 26 UNSCHEDULED PFU OR S/ O P/ U Kl LBURY FEED

CP- ERW NS NY :11 SLOW ORDER

CP- ERWNS NY 140 Al R HOSE PARTED/BROKEN REPAI R BROKEN HCSE
60 HEAD CAR,ATSF
622467

CORNI NG NY 10 UNSCHEDULED PPU (R S/ O PULL I N EAST SDG

CP- ERWNS IN CLEAR
TOTAL DELAY 1:27

ACTUAL CONSI ST FROM BUFFRONTI NY REMARKS/RESTRICTICNS
SPL LDS MIY TONS  DESTI NATION  FI NAL DESTN
7 852 CORNING NY  BI NGHAMTO NY
25 1 2898 CORNING NY QAKISLAND NJ
22 1 2273 CORNING NY ELMRA NY
15 1615 CORNING NY MEHOOPANY PA
27 3 3071 CORNING NY ALLENTOMW PA

Figure 2.2-5: Screen View Showing Information about a Late Train.

crew callingprocedureswill bedescribed separately forregul ar-assignmentroadtrains, pool-service road trains,
and yard and local work.

Regular-Assignment Road Trains

Themainlineof the Albany Divisionis the "Water Level Route” from Buffalo tothe New York City area. On
the segment from Buffalo to Selkirk, there are six eastbound and six westbound assigned-senice trains each
day. Under Conrail’s labor agreements, wages for road crews are based on mileage, and the opportunity to
cover 306 miles in about six hoursiseagerly sought. Crewmen who win these jobsenjoy comparatively high
pay, short working hours, and schedules which ars highly predictable both as to work hours and time away
from home. Job assignmentsar e bid off, based strictly on seniority with theresult that theaverageageof crews
on thisrun is well over 50 years. Once an assignment iswon, a crew member generally holdsit for months
until aretirement resultsin areshuffling.

Severa of thesetrainsarereferredtoasrelay” trains, asin "relay race” They runfrom oneend of the Conrail
system to theother without any switching. Crewsar e scheduled to arrive 30 minutesbeforethetrainisdue so
that paper work and other miscellaneoustaskscan be completed and thelatearrival of acrew member will not
delay thetrain. Thesetrains normally remain stoppedfor less than two minutesto complete acrew change.




Pool-Service Road Trains

For the other 90% of the Albany Division's trains, scheduling and crew calling are substantially morecomplex
and less predictablethan for the assigned-servicetrains. The process beginswith therailroad's master freight-
schedule book, which is also incorporated into the scheduling software. Everyone of Conrail’s freights hasa
schedule and in fact somethinglike 95% of them are currently operating on that published schedule.

The decision making process begins with the Y ardmasters, who look at the trafficon hand in their yards and
inboundon their computer screensasdescribed above. Becauseof both daily and seasonal variationsin traffic,
it isfrequently economic to combine some trains, while adding extras a other times. Special trains, such as
coal trains, appear without any regularity. Scheduling is additionally complicated by the East Coast's
three-to-one i mbal ance between terminating versus originatingloads. Asaresult, eastboundtrainsareshorter
and more numerousthan westbound trains.

Based on the tonnages on hand and expected to arrivein the next few hours, Y ardmasters make the decisons
about which trainswill run & what timeand build their departure trainsaccordingly. When thelast car for a
giventrainison thedeparture track, the Y ardmaster notifiesthe Assistant Chief Dispatcher responsiblefor that
yard that the train has been built. Thelatter in turn calls Philadelphia, from which power is assigned for the
entirerailroad. Because of the adequate size and high reliability of Conrail’s locomotive fleet, thereisrarely
anyd culty in providingaconsist sufficient to meet schedul erequirements.

As s00n as the power assignment is confirmed, the Assistant Chief Dispatcher informsthe Crew Dispatcher
that acrew is needed, whereupon thecallsgoout. Up to six crew callersare on duty a any timein the Albany
Divison. Thetwo hoursbetween thetimeacrew iscalledand thetimeit reportsfor work arenot wasted, since
it normally takesthe Car Department about two hoursto connect brake hoses and inspect the train.

Figure 2.2-6 illustratesthese information flows schematically.

The crew callershave availableon their computer screensa substantial body of information about traffic and
the probabledecisionsaf the Yardmastersabout which trainswill run at what hours. The Supervisor of Crew
Cdlling says that about 90% of the time, the crew callers are able to estimate accurately whether aman who
calsin will becalled for ajobin the next eight hours.

In making their decisions about whom to call, the crew callers are presented with a computer screen like the
oneshownin Figure2.2-7, which showstheextralist standingat 12:00 on January 25,1990, for road enginemen
on lineseast from Buffalo. Other screens, not shown, display the name, phone number(s), beeper number,
qudifications, seniority, rest status, and other factors influencing availability, such as persona requests.
Because of monthly wage guarantees, data about earnings must also be incorporated into the process. Also
availableon subsidiary screensare many other datarel ating to work recor d, missed callsand other suchfactors.
The caller worksdown thelist in the order presented on the screen of the workerswho meet al criteria until
he suidgeeds in contacting one "qualified” to accept the job. "Qualified" means that the worker is not only
technically proficientin performing thejob but al sofamiliar with therouteand " rested as defined by theHours
of ServiceAct.

Any worker who can not be reached and does not respond to his begper within 15 minutes is so noted.
Accumulationof morethan areasonablenumber of such notationsmay subject aworker todisciplinary action,
such as suspension.
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Figure 2.2-6: Flow Chart for Scheduling Conrail Road Trains and Crews.




0000 SELKI RK YARD TRAI NEE LI ST LAST UPDATE 11 13
PRIOR R GHTS: PC PRIOR/PRICR RI GHTS: MH
AUTHORI ZED PCSI TI ONS; 022 PCSI TI ONS FI LLED: 021
SAFETY RULE OF THE DAY: 1951 VO CE RESPONSE PHONE: 1-800- 77- STAND
RS P STRGT PRI OR MARKED TO BD RESTED LAST
STD TR R START ROST RI GHTS EVMPLOYEE NAME DATE/TIME DATE/TIME WORKI NG
001 01 3029 PP FERRI ERO 11/ 12 0700 11/ 12 2300 YASE14
002 01 3026 wJ DEGRAFF 11/ 12 1559 11/13 0759 YASE26
003 01 1301 PC M- COOTWARE 11/ 12 1559 11/ 13 0759 YASE25
004 01 1782 JB MCLEAN 11/ 12/ 1559 11/ 13 0759 YASEZ26
005 01 3024 J¥ NOVENCHE 11/ 12 2230 11/13 1430 YASE38
006 01 1837 sJ PURELLO 11/ 12 2230 11/13 1430 YASE38
007 01 3028 TL DEGONZAGUE 11/ 12 2245 11/13 1445 YASE30
008 00 3010 KJ TARDI FF 11/ 12 2255 11/ 08 1715 ENSE7
009 01 1757 JH MAGES 11/ 12 2300 11/13 1630 YASE37
010 00 1664 W ROBI NSON 11/13 0913 11/13 0913 YSEDOX
A/C 00 3027 DM BAUER 11/ 11 0958 11/ 11 0958 WOR313
01 3023 BR KELLY WOR313
01 1898 PJ HUSSON FLG14X
01 1763 WC HALACY WOR313
02 3025 M) NOVENCHE YASE13
00 1663 NJ FERRI ERE YASE21
00 1766 RF BOARDMAN FLG163
00 1773 KR ROBERTSON YASE37
00 1949 M VH TE YASE36
00 1945 LM W LLEY YASE30

Figure 2.2-7: Example d Extra List Standing Screen.

Trainmen are guaranteed ten personal days off per year, plustheir vacationsplus sick days, but engineers have
no such agreements. The computer softwarekeeps track of these requests and removestheir namesfrom the

calling list as required. Workers are encouraged to take their persona days on Sunday, Monday or Tuesday
because traffic islighter on these days due to weekend factory closings.

Becauseof theimbalancesin traffic, deadheading is sometimesrequired. Labor agreementslimit the amount
of timeacrew can be held away from home and housing them iscertainly asignificant cost. The Supervisor
of Train Operationsis responsiblefor deciding when to deadhead crews. Most deadheading is done aboard
Amtrak trains on themainline, but buses, taxis, limo servicesetc. are used el sewhere as required.

Yard Service and Local Freight

Crewson yard engines and local freights have regular assignmentsthat tend to be stable over many months
and sometimesyears. Although the pay is not as good as most road work, the hours are predictable, most of
thework isdoneduringdaylight,and a worker can spend much more time with family. These jobsare bid off
on the basis of seniority and many workers are happy to tradeoff the extra pay of road work for the other
advantagesof yard work.

Theflow chart for yard train and crew schedulingis presentedin Figure 2.2-8.

On any givenday, afew workersmay becalled fromtheextraboardfor yard and loca work toallow for regular
workerswho areill, vacationing etc. By labor agreement, yard jobs start between 6:30 and 8:00 for the first
shift, 14:30 to 16:00 for the second shift, or 22:30 to 24:00 for the third. Workers whose regular assignments
are changed must be given 48 hours notice.
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Figure 2.2-8: Flow Chart for Scheduling Yard Trains and Crews.




2.3 CSX Rail Transport

In February, 1990, CSX completed centralizing its main-dispatching and crew-calling operations at its
Jacksonvilleoperations center. Statisticsfor May, 1990, show that on an average day CSX operated 923 road
crew starts, 620 yard crew starts and 456 local crew starts. 13,400 persons were employed as trainmen or
enginemen.

Theentirerailroad is controlled from alarge circular room, thewall of which consists ailmost entirely of video
projection screensdisplaying d uack and traffic symbolically. About two dozen Dispatchers occupy control
stations on the periphery from which they can control switches and signalsand converse with crews by radio.
Above and inside sit nine Chief Dispatchers interspersed with six Power Coordinators. At the center of the
room areacluster of special functions such asthecoal-train dispatchers, dispatchersfor non-signalized territory
and the Amtrak coordinator. Figure 2.3-1 shows work stationsof a Chief Dispatcher and a Power Coordinator
aswell asasmall portion of thewall.

Figure 2.3-1: View of a Small Portion of CSX Operations Control Room
Showing Work Stations of Chief Dispatchers and Power Coordinators.



All crew-calling isdone from an adjacent room at the Jacksonville operations center. About 6,000 telephone
callswere madeeach day to trainmen and enginemen to notify them ofjobs. Around 20,000 calls werereceived
daily through the toll-free lines from employees seeking information about their next jobs.

The rules affecting crew scheduling are complex because CSX acquired about 46 different labor agreements
from its predecessor companies relating to various categories of work performed by train crews. The TMC
System incorporatesall of these rules into its scheduling and crew-calling procedures.

Train Scheduling

Under CSX’s Train Management Concept (TMC) every train has an assigned profile which includes an 1D
number, a hominal schedule and planned locations for engine and crew changes. Figure 2.3-2 shows a
smplified schematicof theinformation flowsin TMC. Each trainisidentified by asix-character alpha-numeric
code. Thefirst four characters are the permanent "name" of the train while the last two represent the date on
which the train started from its terminal of origin. The system begins prompting the Y ardmasters and Chief
Dispatchers for a decision about whether and when a specific train will run about twelve hours before the
departure time specified in its profile. Over the next severa hours, the Operations Center Yard Masters and
Chief Dispatchers decide which trains on the nominal schedule will run and at what times. When they reach
adecision about the time to start a specific train, that information is passed to the crew-callers, at which point
the train isofficially authorized.

Thisauthorization results in the creation of a"Train Sheet” containing the train's 1D, crew data, loads, empties,
power allocation, schedule of timesit is expected to pass each station and crew-change times. The "hazard
graph” is also created based upon the dishibution and types of loadsin the train.

The train's location is continuously monitored in real time asit travelsitsroute. Aseach crew completes its
portion of the run, the conductor enters a sequence of codes (typically about 25 key strokes) at a computer
terminal to identify the crew, the time they went off-duty and any train-handling problems encountered. The
system transmits thisinformation automatically to employee-records files, payroll, etc.

Crew-Calling for Assigned Service

Many of the approximately 2,000 crew startseach day have assigned crews, especialy for theyards and locals.
However, the proportion varies widely according to the precedents set by the labor contracts and agreements
of the predecessor companies. About 75%of the former L&N trains operate with assigned service whileonly
about 10% of former B&O/C&Q are so operated. Virtually all of the coal trainsare unassigned.

The names of the assigned crew-members appear automatically on the crew-callers screens. For those trains
which operateon aregul ar schedule, nocallsare necessary unlessareplacement is needed for aregular assigned
person whoissick or vacationing. However, for most road trains, acall is necessary since the departure time
issomewhat variable. On former L&N temtory, assignments are defined by a plus-or-minus-three-hourstime
window. If thetrainisnot ready to depart within this window, a worker may be used on a different train, but
only if it departs within the same window as hisoriginal assignment.




Train
Profile
Operations
Center
Yard
Masters ' * —_—
| I
Crew
Callers
Management
Information 15
Payroll TrainiSheet
Performance Measurement o
Car Scheduling * Authorization -
Crew data

Loads, empties, tons,lengths
Engine Allocation;
OS Times;
Off Duty lime —_—

l

Train
Completes
Run

Criw

Handled
Report

Figure 2.3-2: Simplified Flow Chart of the Train Management Concept
(TMC) System.
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Crew-Callingfor Pool Crews

Dependingon thedivisionin question, a 'Y ardmaster or Chief Dispatcher makesthedecision astowhen to call
acrew for agiventrain. Thisdecision is passed tothe crew callersby the TMC System.

A crew caller will then see a screen similar to the printout shown in Figure 2.3-3, which shows the standings
for a particular station for trainmen to work westbound trains. Thecaller worksdown thelist until contactis
made. Phonenumbers, alternates, begper numbers, etc. are all storedin the systemand dialed by thecomputer.
I nformation about rest status, vacations, regular days of f ,etc. are aso presented on the crew-callers' screens.

MOWU, MCX I TRAI NVEN WEST I NQUI RY DATE 06/ 08/ 90 14:4
CPTI ON | NQU SPLY PT BF 270 EXB/POCL | D TR\BWOONGB PRT PAGE 01
BOARD SELECTI O\ STANDI NG CRDER Y/ N ¥ SENCRTY CROER Y/N 5L CRDER Y/IN

SEB EMPLOYEE TRN -DUE TO WKRK - ASSCC
NOS ID NAME NOM STA REA CFF-DY P SP-PNT ASGN ON REST-TO- WK EWP-1D

RESTED
RESTED
RESTED
RESTED
RESTED
06081530
06082000

001N 041370 RE M LLER 018 MDY FR
002N 041541 CE HOOVER 005 WE-
OO3N 516884 (E NOLAN 011 V-
004 N 041360 DL STEWAR 001 MG
005N 516879 JMCSLER 010 TH
OO6N 041076 TJ HAAS 008 SA-
007N 040527 HG MOUNTA 002 M

001F 041413 R MELCDI 016 TH
002F 041545 RE BRYNER 012 TU-
O003F 041539 EASHALLE 019 MO
004 F 518746 J= SPI GO 003 TU-
005F 041535 rM HATTER 004 TU
006 F 041358 W WATSON 007 RES FR
BOARD SI ZE 0015 PGS CPEN 0000

NEXT FUNCTI ON

MESSACGE MBG 005: ADDI TI ONAL DATA (PA2:FORWARD, PAl:BACK})

B 270 FPW 13
BF 270 FPW 11
BF 270 FPW 05

<R << < << <

Figure 2.3-3: Example of Crew Standings Printout.

Information Availableto Employees

Train-crew employeeswho wantinformationabout when their next jobsar e likely to becalled have threemeans
of inquiry available. Every CSX crew-changestationisequipped with acomputer terminal accessibleto crew
members and normally used by them to generate various reports. Crews going off duty normally check the
system at that time.

An employeecansee any of thetypesof informationlistedon the screen print showninFigure2.3-4. Thedata
presentedareautomatically limited tothestationfrom which theentry ismade. Most commonly, theemployee
would want to see the train lineupfor the next several hours (Figure 2.3-5) and compareit with the standings
(example shownin Figure 2.3-3) to estimatewhen his next jobislikely to becalled. At thiswriting thetrain
lineupdataareavailablefor only the next four hours, but the TM C softwareiscurrently being modifiedto show
the tentativelineup for periodsof as much as 24 hours ahead.




T&E | NQUI RY SELECTI ON MENU DATE 06/ 08,9
TIME 14:46

SELECTI ON 27 SPLY PT BF 270 ASGN PRESS PF13 FOR T&E M SC FUNCTI ONS
YARD ASS| GNMENTS ROAD ASSI GNMENTS M SCELLANEQUS

15T SFT 11 - ASSI GNED PASSENGER SERV 24
2ND SFT 12 - ENOR' S POOL PSGR SERV 25
3RD SFT 13 = FI RE POOL PSGR SERV 26
RELF JOBS 14 - COND POOL SERV 27
HOST JOBS 15 - TMAN' S POOL PSGR SERV 28
16 - LOCALS. EXTRAS 29
GEN/LoC CHRM 17 - WORK TRAI NS 30
18 - HELPERS / SW TCHTENDERS 31
06 = EMPL HisT 19 - ROAD SW TCHER ASGNS 32 = VACANCY | NQUI RI
ASGN HIST 20 - ASSI GNED THRU FRT SERV 33 - OVERTI ME LI ST
EXBD HIST 21 - ENGR S POOL FRT SERV 34 = T6E M SC FUNCTI ONS
OSL HisT 22 - T™MAN'S POOL FRT SERV
ROSTERS 23 - CREW STANDI NGS

01 EN EXBD/GUAR POOL
SW EXBD/GUAR POOL
MANNI NG TRN BD
TR EXBD/GUAR POOL
COND EXTRA BD
FOREMANS EXTRA BD
STATUS | NQUI RY

CREW PCSI Tl ON ”\E%

PRESS pF18 FOR HELP
NEXT FUNCTI ON
MESSAGE M5G 351: ENTER SELECTI ON CODE

Figure 2.3-4: Example Menu of Types of Information Available to Crewmen
through TMC Terminals.

™W TMLU ENRCUTE LI NE UP-1 NQUI RY DATE 06081453
OPTION INQU PTR NAVE

STATI ON BF 270 NEXT 08 HOURS TYPE 2aa LOCAL/SWITCHER N CALLED N
TRAI'N ESTI MATED SCH - - LAST STATI ON DATA- - TRAI'N LENGTH
ID ARRI VAL DEPT NAME DATE/TIME DESTN IN FEET
R38107 0608 1100 1500 BA 178 0608 1115 TDBG 58 07484
R13607 0608 1530 1550 BG 204 o608 0515 TDBA 178 06287
R37606 0608 1655 1630 BG 58 o608 1155 TDBA 178 10091
R35308 0608 1630 1700 BA 178 - - - BG 58 -
R13808 0608 2110 2130 BG 204 0608 1140 TD BA 178 06322
R39708 0608 2245 2245 BAK 88 0608 0800 TDBG 58 03035

e r 3 E L LR
| S A e iU R
(A [ T U N [
E A E YR
T R T A A S S
S B G QN SR A [N A
LI S A Y N N B B
LA A R R O B |
(NI A R A N DN R B

{ O O T N A G

NEXT FUNCTION
MESSAGES M155 - | NQUI RY COVPLETE

Figure 2.3-5: Example Train Lineup.



Away from aterminal, an employee hastwo optionsfor checking the train lineup and his standing:

(1) He may telephone a crew-caller. Although management would prefer alternative methods be-
causeof theexpenseof staffing to handle thesecalls, there are still about 7,000 of them being
received each day.

(2) An automated voi ce-responsesystem which can deliver al of the information availableon the ter-
mrel screensnow handlesabout 13,000 callsper day. Theinformationit offersis more detailed
than that on thetaperecordersit replaced and is updated continuoudly. Itismost easily used from
touch-tone phones, however CSX has recently installed a speech-recognition systemin order to

make this system accessible to employeesin areas which do not yet have touch-tone service.

If theemployee's standing and thetrai n lineup suggest that he will likely be called to work on an intermodal
or manifesttran, the employeecan plan his schedule with arelatively high degree of certainty as to timing,
becausethese trains operateon schedulemost of thetime. Figure2.3-6showsthat CSX intermodal trainshave
been operating within 30 minutes of their nominal schedules about 90%o0f the time in the past two years.
Manifest trainsare considered on scheduleif they arrivein timeto makeconnectionswith their corresponding
outbound trains. Thisstandardis now being met about 95%of thetime asindicatedin Figure 2.3-7. However,
crewson coal and other bulk-commodity trains are subjected to much greater uncertainty as to when they will
be called and how long the job will take.

100 — | NTERMODAL TRAI N PERFORVANCE
1990 vs 1989

.

ERCENTAGE

LEGEND
EEE 989 ACTURL
B 1090 ACTURI

JAN FEB MAR APR MRY JUN JUL  AUG SEP ocT NOV DEC

Figure 2.3-6: CSX Intermodal Train Performance, 1989 versus 1990.
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Figure 2.3-7: CSX Manifest Train Performance, 1989 versus 1990.




2.4 lllinois Central

Dispatching and crew callingfor al of thel Carecentralizedin theChicagoarea. 1,500 trainmen and enginemen
arecurrentlyon the payroll to provideabout 175 crewsper day for amix of jobsincluding six intermodal trains,
18 manifest freights, 25 locals, 80 switchersand road switchers, and 10 to 20 unit trains (coal & grain).

Train Dispatching

All road freightsand switchers, except unit trains, have established schedules, referred to asthe System Service
Plan. Each day around 10 AM the senior operating managers convene by conference call to consider what
schedul eadjustmentsare necessary.

Theresult of thismeeting isthe"gameplan," which describesonly theextras, combinations, cancellations, and
significant departure delays (i.e. greater than two hours). The gameplan is normally updated at about 5 PM
and again at midnight. When circumstanceswarrant, additional updates are prepared.

Because thedispatching officeis several milesaway fromthecrew-callingoffice, FAX is used to transmit the
game plan to thecrew callers.

Figure 2.4-1 showsa simplified flow chart of the decision-making processfor dispatching.

Crew Calling

Six crew callersare on duty 'round the clock, seven daysaweek. One on each shift isdesignated lead caller,
but also handlesa normal calling workload. They report to the Manager of Crew Callers, whoin turn reports
to the Transportation Superintendent.

PS Technologies supplied the crew-calling software used by the IC, which runs on the railroad's mainframe.
Figure 2.4-2 shows atypical caller's work station, while Figure 2.4-3 lists the menu of functions available.
Typica examplesof the types of information provided by the systemincludealisting of trains enroute to a
given termina (Figure 2.4-4), duty hoursof the crew on a particular train (Figure 2.4-5), working hours of a
particularcrew or employee (Figure 2.4-6) or an employee's master record (Figure 2.4-7).

In addition to calling crews, the callers are al so responsiblefor a number of other record-keeping activities, of
which the most time consumingis preparing tie-up reports. These are currently based on telephoned reports
from crews going off duty. A remote computer termina to perform thisfunction is now being evaluated. It
will permit crews to enter the datafrom thisreport directly, thus reducing the callers workload and speeding
theflow of information.




System
Service

Operating Management

V.P. Operations Regional
Transportation Supt, . Superintendents
Supervising Chief Disp

"The
(

Plan"
(10 am, 5 pm, midnight)

Callers

Figure 2.4-1: Simplified Chart of Information Flow on the lllinois Central.
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Figure 2.4-2: Crew Caller's Work Station on the IC.

Although thecomputerized system keeps track of awedlth of datarelevantto calling and effectively eliminates
sometypesof error, it cannot yet cope with al of the arcane provisionsof theIC’s |abor agreements. Roughly
two per cent of the crew callers businessis still done with manual procedures. For example, at one yard, the
local agreement requiresthat yard crews beinformed of their next jobsin person by alocal clerk, rather than
by telephone. At another yard, four helpers are required on certain jobs, although no more than two are used
anywhereelse on the system and the computer software allowsfor only two. Provisionsrelated to "freezing”
jobson holidays at Markham Yard requirethe use of an old tag board to keep track of these special situations,
illustrated in Figure 2.4-8. Management expectsto deal with thesesituations by negotiating them out of future
agreementsrather than further complicatingthe software.



Therulesembodiedinformal andinformal labor agreementsar e soextensivetha nocaller isexpected to master
them for nor e than afew districts. Thuseach of the six callers on a given shift is specidized to adifferent
portion of therailroad. No caller can substitute for another in a different region without extensive training.
Hence minimizing turnover in the calling staff is very important in minimizing calling errors and subsequent

grievances.

IL TERM CH

I LLI NO S CENTRAL

PSTS03

CREW CALLER SELECTI ON MENU

CALL

TIE WP

LAYOFF/MARKUP
UPDATE/INQUIRY

SENI ORI TY MOVE/DISPLACEMENT
CALL AND RELEASE

REPORT YARD ADJUSTMENTS

DAI LY MARK PLACEMENTS

FI RST SELECTI O\

FI ELD | NQUI RI ES

TRAIN HI STORY

YARD HI STORY

LAYOFF RECORD BY CRAFT
TURNOVER

EMPLOYEE WCRK HI STCRY

UNASSI GNED ROAD SERVI CE
ASSI GNED YARD/ROAD SERVI CE
JOB BULLETI NS

EMPLOYEE RECORDS

EXTRA- BOARD

REG STER TO WORK REST- DAY
DEADHEAD To/FrOM ASSI GNVENT

SECOND SELECTI ON:

07
08
09
10
11
12

SH FT REPORT

SHORT CREW REPORT

M SC REPORTS

CREW PERFORVANCE REPORT
CALL BOARD REPORT

ASSI GNVENT H STORY

TH RD SELECTI ON
SELECT A COVBI NATI ON OF FI RST AND SECOND SELECTI ON OR THI RD SELECTI ON ONLY

Figure 2.4-3: Main Menu of Functions in the IC's Crew-Calling System.



I LLINO S CENTRAL SCR34G

TIME  12:17:03 TRAINS ENROUTE DATE: 08/ 06/ 90
DSTRICT: |IL TERM NAL:  CH
CRAFT  TURN ~ —————- EMPLOYEE —--—-—- DUTY  ------- OMED BY -------
TRAI'N: 1cHGo6 ON DUTY IN CHAMPAIGN AT: 1115 ON 08/ 06/ 90
EN AP0l BELSCAVPER A J. (TONY)

co) AP01  BURKE, B B
Bl AP0l FRANCIS, R. E (DICK)
B2 AP01  MACK, W D (BILL)
TRAIN 1cHNoe ON DUTY IN CHAMPAIGN  AT: 0640 ON 08/ 06/90
EN ¢p02 ROGERS, P. L. (PHL)
CO cpl2z MCDOWELL, J. E (JERRY)
Bl a0z GRAWPP, T. R (TOW
B2 aL02 TRINKLE, R L (ROGER
TRAIN. 1rPEO6 ON DUTY IN CHAMPAI GN AT: 1100 O\ 08/ 06/ 90
EN CP04 KCERNER, B. J. (BARRY)
60] ari4 PRICE J. R (JIM
Bl SP04 DUNCAN, W H (BILL)
B2 SP04 DAL, P. L. (PHL)
ENTER = NEXT SCREEN PF3 = EXIT

PRESS ENTER TO SEE ADDI TI ONAL TRAI NS ENROUTE

Figure 2.4-4: Example of 1C Train Lineups.

IL CH DP CH GANG - CHAMPAI GN SCROBX
TRAI'N SYMBOL: XXXXXX POOL: CP IN-QUT: | 1 CALL- DATE: 080690 TIME 1330

FUNC CC NAVE LO ON DUTY  RESTED PD NORVASG
EN TYLER N T. ( 1330 RCPTO0EN 032752

NORM
1-217- 356- 0199 PGR 1-800-602- 0353 NEEDS CALL FCR 730AaM SWI' ENG
CPO7

1
FI << NO MORE TURNS AVAI LABLE 1330

CO STROMWATT, L. L. (LYNDEL) NT 1330 RCPT90CO 626966
CHPN 217-897- 1276
1 ALCS

B1 PERRY, G T. (GLENN NT 1330 RCPT90B1 040592

1-217- 643- 2577

1 ALO6
B2 << VACANCY >> 1330 RCPTY0RB2

2 ALO6 PIAT JR, E A (ED) BO 037816

CENERATE CALL SLIP? (Yy: FUNC - ATNA, ATBU, RJIN; RJOH;
CALL: FILL; 1avor REJT; RISU, RJINR:; RINW RINA; RIHQO HELP; CSPR: ANNU

Figure 2.4-5: Duty Hours of the Crew on an IC Train.
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I LLINO S CENTRAL
TRAI'N HI STORY PSTSTRB
CP CH GANG CHAMPAI GN

1NCHO4 STATI STI CS
BLUFORD CHAMPAI GN
ON DUTY DEPARTED | TD ARRI VED DESI GNATED SW TIED UP FTD

08/06/90-0100 08/06/90-0145 NONE 08/06/90-0635 CB/06/90-070C 08/06/90-~0700 NONE

TI ME WORKED M LES CARS DHEA INIT/FINAL SWM LES LAP BACK M LES 48MN
0132 149 NONE 000 000 N
1NCHO4 CREW MEMBERS
CR CREW MEMBER X TURN LI STED PNLT DUTY | TD FTD DHEA 1HR

EN WH TCHURCH, D. L. (DAVE) 026298 CPO3 0100 0100 0600 N
N

CO SCOLES, D. R (DENNIS) 031744 SPO4 0100 0600
COWMMENTS: TO CHAMPAI GN
ENTER = NEXT TRAIN SELECTED; PF3 = EXIT

DI ST: ILSUB DI ST: CH I LLINO S CENTRAL PSTS18X
EMPLOYEE WORK HI STORY
EMPLOYEE NAVE: WHI TCHURCH, D. L. (DAVE) OR NUMBER 026298
DATE RANGE: 080590 999999 ALTERNATE PRI NTER:

TRANSACTI ON H STORY  NORMAL EFFECTI VE ARRI VAL EMP POI TIME
DATE- TI ME FUNCTI ON ASSI GNMT DATE- TI ME TI ME AFFECT OL ¢ WRKD
08/05/90 0816 TIE UP 1CRMOSEN 08/05/90-0800 08/05/90-0755 CP03 CP o 0815

2316 CALL INCHO4EN 08/06/90-0100 CP03 CPO 0100

Figure 2.4-6: Working Hours of a Particular IC Crew (top) and a Single
Member of that Crew (bottom).

DIST: IL TERM CH I LLI NO S CENTRAL
FUNCTION: ¢ I) EMPLOYEE MASTER RECORD

EMPLOYEE NAME: GARLOCK, R. L. (RANDY) EMPLOYEE NO. 052876
DATE OF SERVICE: 111979 SERVI CE CRAFT: BK SSN:
RETARDER: FOREMAN: 11197901 YARDVMASTER:
TELEPHONE NUMBERS (MISC | NFO): TEMPORARY ROOM #
1- 217 UNLI STED-DON' T G VE OUT
ADDRESS: 1301 LAFAYETTE #8 mMatTOON |IL 61938 (M)
EMPLOYEE STATUS | NFORMVATI ON
LAYOFF STATUS: VO LAYOFF TIME: 9007291706 MARKUP TI ME: 9007190847
REST DAYS: PLEAVE DAYS: 00 DAYS TAKEN: 06 900728
VACATI ON SCHEDULE: 1) 0226 2y 0730 3} 0806 4 5) 6)
ASSI GNMENT | NFORMATI ON

NORMAL ASSI GN: EXB 20BK RESTED TI ME: 9007272200 ARRI VAL TIME: 9007271325
TEMPORARY ASGN: ©CCTO1B2 PREVI OUS DTY: 0500 TIE-UP TIME: 9007271400
ON DUTY ASSI GN: ON DUTY TIME: 9007270900 TRACK TIME: 9008050115
ASSI GN DATE: 900723 SHI FT ALLOC: TRACKI NG ASGN:  0ccTo1B2
QUALI FI CATI ONS

PF3 = RETURN;, PF1l = SEN ORI TY; ?Flz = éCRO_L
FUNCTIONS: A = ADD;, C = CHANGE; b = DELETE, | = I NQUIRY
<< PRESS PFi2 TO BROWSE >>

Figure 2.4-7: Example of an Employee Master Record.
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Figure 2.4-8: An Old Tag Board Is Still Used to Keep Track of Holiday Job
Freezing at Markham Yard.

Information Availableto Employees

At present information about lineups and standings is available to employees mainly by phoning the callers or
the tape recorder through toll-freelines. Thisinformation will also be made available on computer terminals

at crew-changestationsin the near future. An automatic voice response system is under consideration, but the
decision toinstall it has not yet been made.

Local chairmen haveaccesstoall information in thecrew calling systemthrough terminal sin the di smct offices,
but currently have no access through remote personal computers with modems.

As an overall average, about 90%of the IC’s road freights leave their originating terminalson time (plus or
minus one hour) and about 75% arrive at their final terminals on schedule to the same tolerance. Thesefigures
provide a good indication of accuracy of train lineups eight hours or morein advance.



2.5 Soo Line

The Soo Line Railroad is now entirely owned by the Canadian Pacific, but independently managed. Assuch
its dispatching and crew-calling systems are drawn from several sources. It is currently installing a new
dispatching system purchased fromits parent. The crew-calling system was purchased from the DRGW, while
itscomputerized time-keeping systemis being developed in-house. These systems must all communicate, but
some of theinterfaces are not yet fully automated.

Most of itsdispatching isdonein Milwaukee. Chicago-arealines are the major exception, because commuter
mains operating on its lines there must be handled in conjunction with Chicago Transit Authority dispatchers.
The six territories controlled in Milwaukee are each dispatched from a separate room by a single dispatcher.
Harmon CTC machinesareused in some, whilecomputerizedtrack-warrantsystems are used el sewhere. Figure
2.5-1 shows the Power Coordinator's board. A Harmon dispatching console appearsin Figure2.5-2.

The Soo Linerequires about 180 to 200 crews per day. All crew calling isdonefrom Milwaukee. Six callers
areon duty during thefirst shift, while four are required on the second and third shifts, seven days a week.

Figure 2.5-1: View of Power Coordinator's Board.
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Figure 2.5-2: Harmon Dispatcher's Consol e.

Dispatchingand Crew Calling for Road Freights

The process of train dispatching begins with the railroad's nomina schedule, referred to as the Freight Train
Minual . These schedulesare established by senior management based on marketing considerations. Recently
the Soo Line has been adding trains as the Canadian Pacific has rerouted certain traffic.

Between six and seven o'clock each morning, the Manager of Train Dispatchers reviews the nominal schedule
and the "exception counts" datafrom each of the railroad's major terminals. These "exception counts' show
the number of cars by which thetraffic on hand exceeds or falls short of the nominal length of the trains on the
nominal schedule. Inconsultation with the Power Manager, the Manager of Train Dispatchers decides which
trains to cancel or combine and where extras must be run. Movements of grain and coal trains are next added
tothe day's schedule. Finally, the outlying, low-volume terminals are checked to seeif they have any unusual
traffic which could not be accommodated by the trains already scheduled.

Theresults of this decision making are recorded in the "Turnover Report,” which is prepared each day about
9 AM and revised about 11 PM. Figure 2.5-3contains an excerpt form oneof thesereports. About 70 persons
receive thisreport electronically, including all of the dispatchers, yardmasters and crew callers.




Based on the" Turnover Report," theinformation about train movementsdisplayed on their consoles, and their
radio conversationswithtrai n crews, thedispatchersupdatetheir lineupsat least once per shift. Theselineups
are passed on to the crew dispatcher on paper. Thisentireprocessis summarizedin Figure 2.5-4.

950-9 MILW 450AM WITH 28 CSX 42 CHGOS.

1/484 PORTAGE 505aM WITH 85 IC REMY GRAIN THRU TO GLEN YARD POWER AND CAB BACK TO
BVILLE.

2/484 PORTAGE 525aM WITH 75 DECATUR IND CR GRAIN FILL ON CRS AT MILW AND OUT WITH
115 CRS.

202 OUT OF PORTAGE WITH 81 CHGOS THRU TO BVILLE.
402/940 ST PAUL ABOUT 12PM WITH 12 NS 42 CRS 38 COKE AT MILW SET OUT THE 42 CRS AND

38 COKE AND FILL ON NS
402 OUT OF MILW WITH ABOUT 20 NS PICK UP AT RONDOUT AND THRU TO CLAUMET.

ST PAUL TO STINSON AND POKEGEMA

401 ST PAUL ABOUT 1PM WITH 71 DWPS THRU TO POKY.

77 ST PAUL ABOUT 3PM WITH 70 SUPERIORS.

402 POKY CALLED FOR 845AM WITH 102 6 10 THRU TO ST PAUL.

J6 WILL NOT RUN OUT OF STINSON TODAY.

Figure 2.5-3: Excerpt from a"Turnover Report."

The crew dispatcher typesin the lineups so that theinformation will be available on the callers screensand
also available to the voice-response system. Figures 2.5-5, 2.5-6, and 2.5-7 show examples of the types of
information available on callers screens and through the computerized voice-response system, which was
installedin February, 1990. The voice-responsesystem s tone actuated, but tone padscan be purchased at low
cost by employeeswho haveonly rotary-dial phones.

At present the voice-responsesystem does not provide as much detail asthecallers screens. In particular, the
standings do not include the namesof theindividualsahead of the caller, although management plans to add
this information. Standings are now updated in red time, but train lineups ae often severa hours old.
Approximately two to three years will be required to network all of the systems so that all information will
flow inreal time.
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Figure 2.5-4: Summary Flow Chart for Dispatching and Crew Calling
on the Soo Line.



FREI GHT POCL NMAI NTENANCE

PCOL ( QM) FUNCTION (| )

TURN POS NAVE LO

EN SC02 ] HEl MERVAN, HJ. (RED) cs02
FI SC02 ] OPEN
CMO8 1 KAEMPFER, M P. (MARK) J3
CcMO8 1 MURRY, G D. (CGERRY)
CMO8 OPEN

! sCl1 RODGERS, HE (HAROLD)
I SCl1 OPEN
CMO6 GLASSMAKER, J.S.  (JOHN)
1 CMO6 ; FULLER, D.F. (DAVE) 332
CMO6 OPEN

scos BRENNAND, MD. (M KE)
scos OPEN

CcM12 BURBRI DGE, F.J. (JOHN)
CM12 VERONA, AJ. (TONY)
CcM12 OPEN

PFKEY3 =» EXIT: PFKEYil1 = >REPCSI TI ON BOARD:

BOARD { H )

PSTS15X

{(H=HOME; A=AWAY; T=TURN}

PFKEY12 = >SCROLL

Figure 2.5-5: Crew Caller's Screen Showing Standings.

EMPLOYEE MASTER RECORD

FUNCTION: ( I )

EMPLOYEE NAMVE: HEI MERVAN, HJ. (RED) €502 ROAD: A4

SSN: Bl RTHDATE: 050356 DOS: 050356
TELEPHONE NUMBERS (MISC | NFO):
414- 414- BPR

ADDRESS: 220 18TH ST FOND DU LAC W 54935

EMPLOYEE STATUS | NFORNVATI ON
LAYOFF STATUS: RO LAYOFF TI ME: 0721900315
REST DAYS. -

PERSONAL LEAVE DAYS: BALANCE: 10 TAKEN: 00

ASSI GNVENT | NFORMATI ON
NORVAL ASSI GNVENT: cMsco2 - EN CM POOL
TEMP ASSI GNVENTS: - DATE:

ON DUTY ASSI GNVENT: -
LAST ASSI GNMVENT: -

ON DUTY TIME: 0806900900
PREVI QUS DUTY: 1000

{ FUNCTION: A = ADD: =

ARRI VAL TI ME: 0806901700
RESTED TI ME: 0807900300

VACATI ON SCHEDULE: 13y 07/22/90 2) 07/29/90 3 11/11/90
CHANGE: D = DELETE

PSTSO05
DI ST: NO SUB-DI ST: M

EMPLOYEE NO 000000

SERVI CE CRAFT: EN
TEMPCRARY PAGER:
K 202 = 203

MK-UP TI ME: 0805900912

VACATI ON WEEKS DUE: 5

ASGN DATE: 080590

TIE-UP TIME: 0806901900

4y 11/18/90 5y 12/23/90
INQUIRY: E = END )

Figure 2.5-6: Example of Employee Data Available on Caller's Screen.



TRAIN LINE UP PSTSY2
DIST: NO SUB-DIST: M
POOL: QM TERMINAL: (H-HOME, A=AWAY, B=ALT-AWAY, BLANK=ALL)
FUNCTION  POOL TERM TRAIN DATE TIME
{A.C.D) ID (H.A.B) ID (YR MO DY) (HR MN)

213-07 90 08 07 18 00
401-07 90 08 07 20 30
243-07 90 08 07 21 00
941-07 90 08 07 23 15
203-08 90 08 08 03 00
204-07 90 08 07 19 00
402-08 90 08 08 01 00
212-08 90 08 08 01 30
940-08 90 08 08 02 00
242-08 90 08 08 03 00
950-08 90 08 08 04 00
208-08 90 08 08 06 30
202-08 90 08 08 11 00

CM
CM
CM
CcM
CcM

A
A
A
A
A
H
H
H
H
H
H
H
H

RECORDS DISPLAYED MATCHING GIVEN PARAMETERS
FUNCTIONS: A=ADD, C=CHANGE, D=DELETE PFKEY8=> SCROLL and PROCESS FUNCTION
ENTER => INQUIRE or PROCESS FUNCTION PFKEY3 => EXIT

Figure 2.5-7: Train Lineups asShown on aCaller's Screen.

Yard Service and Local Freight

Crewson yard enginesand local freights have assignmentswith regular hours that tend to be stable over many
months and sometimesyears. Although the pay is not as good as most road work, the hoursare predictable,
most of thework isdoneduring daylight,and a worker can spend much nor e timewith family. Thesejobsare
bid off on the basisof seniority and many workersare happy to tradeoff theextrapay of road work for theother
advantagesof yard work.

By labor agreement, yard jobs usually start between 0630 and 0759 for thefirst shift, 1430 and 1559 for the
second shift, or 2230 and 2359 for the third. However, with the agreement of the loca chairman, a different
starting time may beestablishedfor a specificjob. Sincethesear e recurring jobs, they are posted on thebulletin
board at least one day in advance. Usually no telephonecalls are madefor thesejobs, unless someonefrom
an extraboard is needed to replace the person regularly assigned.




2.6 Southern Pacific

The Southern Pacific requires about 500 crewsfor through freights, about 280 for locals and road switchers,

and about 320for yard serviceeach day. Approximately 7142 trainmen, enginemen and yard serviceemployees
areon the payroll.

Train dispatching and crew calling for districtseast of El Paso aredone from Houston. Roseville, Caifornia
handlesall districtstothewest. The DRG&W subsidiary retainsitsown dispatchingand calling activities. The
Roseville Center, whose managerssupplied much of theinformationfor thisreport, was brought on linein June
1989,in temporary buildings. Relocation to apermanent buildingisplanned during 1991. The Houston Center,
was brought on line July 1989 in remodeled offices.

Thereare four systems that support the train dispatching and crew calling center. They are:

DIGICON - Train Dispatching

TOPS - Interyard reporting control system
TCC , Yad inventory/reporting System
CCATS ; Crew calling and time keeping system

Train Dispatching

Dispatchingat Rosevilleisdoneat 18 work stationslike theone shown in Figure2.6-1, using asoftwaresystem
developed by Digital Conceptscalled DIGICON. Thereisonedispatcheron duty per district. Eleven assistant
chief dispatcherssupervisethis work, balance crews and perform other related functions.

Dispatchingat Houston isdone a 14 work stations. There arefive chief dispatchers.

Oneof thetwo 1 9 monitors at each work station displays an overview of the trainsfor that dispatch district.
The second 19" monitor is used to zoom in on a particular ssgment of track and control switches and signals.

Today, this system requires very little data entry by train dispatchers. The system automatically passes data
between districts.

The dispatcher also has two other terminals. The small "AVTEC monitor is a touch screen to control
communication links. The other screen is connected to the SP devel oped TOPS/TCC systems.

The purpose of TOPS is to track the location and status of trains, locomotives, cars/vans, crews and wayhill
data between yards. The purposeof TCC is to maintain astanding track order to trains, locomotives and cars
and cars within yards. Today, O/S data (refemng to the timea given train passed a specified station or control
point) from DIGICON is sent real timeto TOPS/TCC to update the ETA’s of trains.

The SP maintains timetablesfor most trains (known as schedule 26 or smply the "train schedule”). These are
incorporatedin TOPS but not in the DIGICON system.

Decisionsabout which trains will run at what hoursarebased on "thetrain schedul€" and consensus of assistant
chief train dispatchers, train dispatchers, the power chief at the center, roundhouse personnel and yard masters
at larger yards. Thisis based on several conferencecalls. Figure 2.6-2 illustratesthe decision process.




Figure 2.6-1: Dispatcher's W ok Station 0On the Southern Pacific.

Dispatchingisacontinuousprocess. Thedaily planningcycle beginseach morning with areport generated by
TOPS, which showsthelocation of each primary train. The"delay report” showsthe estimated timesof anival
foreach train. Moredetail edinformation about any particular trainisavailableon request. For example, Figure
2.6-3 containsa description of the progressof atrain designated "2BNSZT06," acontainer train operated for
SeaLand. Actua arrival and departure times are shown for selected stations aready passed at the time the
report was generated and estimated times are given for the remaining stations.

These estimates are based on a nominal, static schedule such as that shown in Figure 2.6-4, and do not take
into consideration the train's actual HP/ton, dow orders, etc. However, the use of DIGICON O/S timesin
TOPSto adjust ETAs has significantly improved the TOPS ETAs during thesecond half of 1990. These TOPS
ETAs will befurther refinedin 1991. Also, installation of upgradesin 1991 to DIGICON are being considered
to project speeds based on actual conditionsin real time.

Aswith other carriers, locomotivepower failures, delayscaused by track work and avariety of minor equipment
problems are perturbing the schedules of a substantial number of trains. Asa result, some trains are as much
as four hourslatein reaching their final terminals as compared with their nominal running times.




Train Schedule

(created by marketing
staff in San Fransisco)

Power Chiefs

(Houston and
Roseville)

Round House
Personnel

Dispatchers
(Houston and Roseville)

Train ETAs

161-0/S Points On
Digicon Used to
autmatically update
TOPS/TCC Real Time

Regional Crew

(Houston and Roseville

Yard
Masters

Train Lineups

Updated:
TOPS/TCC-varies
DVX -every 4 hours

Crew Boards

CCATS-Real Time
DVX -every 4 hours

Figure 2.6-2: Overview of SP Train and Crew Dispatching.
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MC98400 0 6 1417 08/ 09/ 90 Ue47 Kz N564 P CCS8400
| NPUT DEM CE ¢c28400 SEQUENCE NUMBER 091

TRAIN | NQUI RY RESPONSE
2BNSZT 06 *SEALAND*

DEPT NARTI NEZ 1317 09
008 HRS 07 MN LATE

NOW AT STATI ON COUNT 38
01 07800 RCPER
DEP 0400 08 SEB/LD OOO/MTY 05924/TON 05407/FT O4/ENG
REPCRTED REPCRTI NGS
03 07696 CBA 0527 08 EDT 0528 08 REPORTI NG STN :07800: GRATONER
NONE REQU RED

REPCRTED
05 07500 ARR 0820 08 CDEN
DEP 0920 071/LD 000/MTY 06270/TON 05593/FT 04/ENG
REPORTED ALL REPORTI NGS
07 07445 ETA 0945 REPCRTI NG STN :07500: LI TMI
csD 0935 071/LD 000/MTY 06270/TON 05593/FT 04/ENG
REPORTED NONE REQU RED
09 07383 CSA 1103 REPCRTI NG STN :07500: GROOME
071/LD 000/MTY 06270/TON 05593/FT 04/ENG
NCNE REQU RED

Figure 2.6-3: Example of SP Train Inquiry Report.

1430 08/ 09 PRI NT FROM cA28400
806 - ADD/DELETE/CHANGE D1260 TRAIN SCHEDULE
CPTION SCHLI D NAME DRGN D ACT
e NNNN @GRERERE geeeee ¢
P 9520 BNSZT 41-
SCHEDULE HEADER DATA:
S CPER FI RST OLY GOWON BLL TRN SIK
E DAY DATE CALC NAME TIME MIR TRN
Q MLDYY MODYY CCDE Y/N
01 XXXXXX 100189 999999 A 1 *SEALAND* 0000
CRIA N STATI ON
S SIN DEPT
E NBR TI ME

| SCH NM ML DR DN aApv HOL ALT ONDCT (N
N RUN RN TO LV IX CST SVC RTE RN DUTY
Q C TIME TIMENXT STN 'VT THRU SIN
02 62100 1230 0 0200 0200 068 S RR 0

TERM NATI NG STATI O\

S SIN DR CT CFRJC GFF C  RTE RTE AUT

E NBR AR SF RUN DUTY R DR SPT

Q STIN TC THRU

03 12000 N 3 1
I NTERVEDI ATE STATI O\

S CSIN SCHL NM. SCH AD
E D NBR STN STN RWN RE
Q TIME TI ME TI ME RP
04 60100 0005 0005 0255 NS

DN
I X
VT
R
05 60000 0015 0015 0330 0330 147 NWRT




Crew Calling

For the western region, 19 crew callers plus one chief are required for each shift to call about 425 crews per
day from among about 4,000 trainmen, enginemen and yard employees. Of these crews, about 280 are for
through freights.

For the eastern region, 13 crew callers plusonechief are requiredfor each shift to call about 461 crews per day
fromamong about 3,142trainmen, enginemen and yardemployees, of which, about 175 ar e for through freights.

At present, callsfor crewsare in response to telephone callsfrom train dispatchers, which the crew callerslog
in anotebook. Callersreceive their lineups on paper, with updates about every four hours.

Thecallers use computer terminals like those shown in Figure 2.6-6 running softwareoriginally developed by
the DRG&W. OntheSPitiscaled CCATS (crew-calling and time-keeping system). CCATS provides the
menu of functionsillustrated in Figure 2.6-7. Tocall a pool crew for example, thecaller selectsoption 11, then
keys in the district, pool designation, train symbol and on-duty time on the screen shown in Figure 2.6-8.
CCATS completes the screen with the names of the first-out crew membersin each craft, along with telephone
number and other pertinent data. Actual dialing is still manual, but alternative numbers are automatically

displayed.

Callersare authorized to grant rest beyond HSA requirements of up to 12 hours. They report that this provision
iswidely used by extra-board employeestoavoid yard jobs andisal soinvoked disproportionately on weekends.
Some pools are afforded the option of 28 to 48 hoursrest.

0 2 1421 08/09/90 U651 NN 98 SP CAS8400

POWER/CAB REPORT FCOR CARLIN 1421 08/09/90

TRAI'NS DUE TO ARRIVE/DEPART WITHIN NEXT 24 HOURS
TRAI NS ARRI VING - NOW PAST LAST REGULAR ENG CHANGE PONT PRICR TH'S SIN
UNITS PIT P SERVICD NXFRA SLF MAINT DST S oCIB/O

1ROEUM 09 CARS- 16/ 32/ 2697/ 3203

ETA 1355 09 Sp 8308 0726 4 s5SL080C8 00527 0816 MD6 0927 EU N CC
pP OGDEN 0700
TS- TRACKSTAR RADI O TB- TELEM BOTH SYST
Sp 7320 0804 5 ssiecsos Q0831 0901 MD3 0831 EU N CC
TB- TELEM BOTH SYST RC- WASH RADI ATCRS
6000-OK HP 2.22 HPT CABS- SPHP 9151
1RCOAM 09 CARS- 38/ 45/ €186/ 4823

ETA 1451 09 SP 6830 0803 5 ssLo808 Q1017 0901 M6 1017 RV N XK
DP VALPASS 1439

ZB EVENTREC TEBOTH TS- TRACKSTAR RADI O

P 8329 0805 7 ssLo808 BO908 0908*Mos 0908 RV

TB- TELEM BOTH SYST TS- TRACKSTAR RADI O
RC- WASH RADI ATORS
sp 8280 0807 7 ssLo808 Q1003 0818 MD3 1003 RV
GA-DEF AR CONDI T 2B-EVENTREC TEBOTH
TS- TRACKSTAR RADI O
9600- &K HP 1.55 HPT CABS- SPEP 90167

Figure 2.6-5: Example of an SP Power/Cab Report.
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Figure 2.6-6: Southern Pacific Crew Caller's Work Stations.

Information Availableto Employees

Information about board standings and train lineupsis now disseminated to employees through a computer
telephone system or through computer terminals. The telephone system, marketed by Wang Laboratories,
calledDV X, iscurrently handling about 15,000 calls per day at Rosevilleand 11,000calls per day at Houston.
Today, inputs to DV X are updated only about every four hours so it functionslikeaconventional tape system.

SPsupplies beepers, when appropriate, to itsoperating empl oyeeswhen they are away from homeand provides
the usual toll-free accessto the crew-callers.

CCATS terminas have been installed at all crew-change points. These allow employeesto see most of the
information relevant to them. The board standing information is updated in real time and is quite complete.
Other employeerelated data, such as timedip data (month to date), isavailableas a CCATS inquiry.

As with other railroads, the lack of current train lineups is a problem to individual crew members, the train
dispatch and crew-dispatch center and field personnel. This problem has been given top priority for systems
integration and programmingto providemore"real time" infomiation, delivered viathemost assessablemedia.



CREW DISPATCHERS SELECT MENU 08/09/90 16:25:15 BA98505
SELECT: 18 DISTRICT: LA
ASSIGNED JOB CALL 11 FREIGHT POOL CALL 21 LAYOFF AND MARKUP
CALL LOCAL/RD SWITCHERS 12 FREIGHT POOL TIEUP 22 SENICRITY MOVE DISPLCMI
ASSIGNED JOB TIEUP 13 FREIGHT POOL RELEASE 23 EXTRABOARD MAINTENANCE
ASSIGNED JOB RELEASE 14 FREIGHT POOL MAINT EMPLOYEE MASTER
YARD OVERTIME & CLAIMS 15 NOT USED SHIFT REPORT
ASSIGNED JOB MAINT 16 NOT USED CORRECT DATE/TIME
NOT USED 17 DEADHEAD TRAIN SERV EXTRABOARD AUGMENT
SWITCHMEN FILL LIST 18 RELEASE DEADHEAD SERV DAILY BUMP BOARD
CREW DISP INFO MEMO

PF1=TURNOVER PF2=INQUIRY MENU PF3=EXIT PF10=0UTBOUND CALL SHEET

Figure 2.6-7: CCATS Main Menu.

'DB0300 E BA CALL TraIn CREWS 08/09/90 16:00:17 BASBS505

TARGET- DI ST: MENU- SEL: MOUNTAI N P - BAKERSFI ELD
TRAI'N- SYMBOL: 1BRLAF 01 POOL: MI HOME/AWAY: H
ENG- CREW ODT: 080990 1600
TRAIN-CREW-ODT: 080990 1600
SPRI NT- TRAI N?: TERM DEPARTI NG DESTI NED: DHEAD?
UNC CC NAME LO SSA NCRM- ASGN TURN
EN PE MOGUFFIN AC 565589785 RMTT131EN MT131

(619) 245-4136 2 HOUR CALL IN WNTER .. PAGER 916 551 5221

FI Jw CASH AD 459138219 EXB C17EN MT106
(805) 324-9289 NEEDS PI LOT ON EVERYTH NG - - - - PAGER AREA CODE
v

CO JF HARDIN AO 557800008 RMTT101CO MT101
(805) 871-2370
Bl AW LUCERO AC 572420279 RMTT101B1 MT101

(8035) 395-1819
B2 TEMP BLANK 999999996 MT101

1 1 CREWUN T: CO-2BK ENG FI MARR ED?: N CENERATE CALLSLI P?:
FUNCTI ONS:  CALL, FILL, nayo, REJT, TOP, RJSU, RJNR, RJINW, RJINA, MANU, VACT
I1200 ENG AND TRN- CREW G VEN SAME ON-DUTY DTE/TME - | F | NCORRECT, REENTER
PF1=POOL-COUNT PF2=POOL-SELECTION PF3=MENU PF9=MENU-SEL PF11=CLEAR NTRY

Figure 2.6-8: Screen for Calling a Pool Crew.



In the first quarter of 1991, train dispatcher "site" dat a will be maintainedon acurrent basisin TOPS/TCC. A
link from TOPS/TCC to CCATS will conven information into crew dismcts in CCATS, providing lineup
information automatically and changing call statuson various CCATS terminal displays. The need for manual
lineup updates every four hourswill be eliminated.

In the second quarter of 1991, a computer-to-computer voicelirk will be made between CCATS and DVX
alowing the current data in CCATS e.g., individual board standing and current lineups by applicable crew
district(s), to beavailableto crew membersin voiceform. Crew memberswill beableto phonein andreceive
current dat a without the necessity for crew-dispatcher contact.



2.7 Union Pacific

In the past year the Union Pacific has consolidated dispatching and crew management at the Harriman
Dispatching Center in Omaha. All linesare represented on video projection screenslike thoseshown in Figure
2.7-1 in the "Bunker," a four-foot-thick-concrete-walled, tornado-proof enclosure for the three dozen dis-
patchersand supervisors. Directly above them are the crew callers, time keepers and other crew-management
support services. (SeeFigure 2.7-2.)

UP requires slightly morethan 2,000crews, of d| types, perday, drawn from its 13,000 engineersand trainmen.

Likemost other largeroads, UP operates with alarge number of different |abor agreementsaffectingits various
territories and districts. Details of many of these have never been written down. Crew callersare expected to
learn all thesedetails. Hencethe period of on-the-jobtraining islengthy and acaller who is competentin one
districtmay not handleadifferentdistrict very well without ayear or moreof experience. Several staff members
areworking at incorporatingall of the pertinent detailsof the many agreementsinto the crew-calling software,
but this task will take several yearsto complete.

Figure 2.7-1: View of a Small Portion of UP Operations Control Rocm
Showing Video Screens.
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Figure 2.7-2: Crew Callers, Time Keepers and Related Staff for the Entire
Union Pacific Railroad.

Train Scheduling

Dispatching at the UPis controlled by a master program called TCS (Transportation Control System), which
facilitates real-time information flows among all participants in decisions affecting dispatching and crew
caling. (SeeFigure 2.7-3) The nomina schedule, referred to as the " Service Design,” is established by the
marketingstaff and adjusted from timeto time as businessconditionschange. TCStakesinputsfrom and feeds
information back to all of the following: (1) the CAD system (Computer Aided Dispatching), (2) the MYOs
(Managersof Yard Operations), (3) theMTOs (Managersof Train Operations), (4) the corridor managers, (5)
the locomotivedistribution coordinators, (6) the crew callers, and (7) crew balancers. There are hundreds of
information screens available within TCS. Those available at any given terminal depend upon its geographic
location and theresponsibilitiesof its user. Figures2.7-4 and 2.7-5 areexamplesof screensof train movements
and locomotivedistribution respectively.




Service

Design —
CAD AVR
CRT
MDI
= — Monitor
Manager Yard Lineup
Operations  |}— — Recordings
| @9 - 1 i
Crew TCS D Customer
Dispatchers [~ fxz===> —

i Crew
Locomotalve Balas e
Distribution |— 1’

Corridor I _ Crew
Manager = | Dispatcher
Crew

Balancers —

Figure 2.7-3: Union Pacific's Transportation Control System.




SCHEDULED TRAI N SUMVARY- - LAST 2 EVENTS

TRAIN/JOB NCFW 16 R G STA AVONDALE LA C 806
CATEGCRY - V- PR MARY NMAN FEST TYPE - THRU
CONDUCTCR | PLUNKETT ENG NEER F DELQACH
DWPCCAAS SGHED PRQJ) P VAR REQ GS RECRD

***L,INK ORI G N*=* *x*LINK DEST*** BLSSRTXT TONS TONS M 3% HIT GD H-PWR
AVONDALE LA C 806 ALEXANDR LA G625 ..... 12843 5918 A 020 1.0 A3 5918
ALEXANDR LA C 625 FTWIRTH TX TP250 ..... 14269 8182 A 011 1.0 A3 8182

ST LOCOMOTI VE ACTL QOWP Pl GKUP SETOQUT RECY  *NEXT ASSI GNVENT DWPCEAAS

CD INIT NOMBER HPWR HPWR DR ORG7dRCG7 RAD ****0R NOTES**** BLSSTTXT
X WP 003370 3000 3000 F C 806 FWBH 18 YY. YY. 63
X WP 003134 3000 3000 B C 806 FWeH 18 YY.Y..63

6000 HP/TTON: (SCHED TONS) = 0.5 (PROJ TONS) = 1.0

CABOCSE 10~ NONE REPORTED

FRONT TRAIN UNTS: UPF 019384 W END TRAIN UINTS: DPR 008211 W

OR STATS NOT AVAl LABLE

EVENT CITY/ST STA/YD MC-DA-YR-TIME TIM DIF LOADS MIYS GR TONS
cr 11- 16- 90- 1600

SH STATS B81LDS 66MTYS 103B6TONS 8918FT
F AVONDALE LA C806 66 10386 8782
AVONDALE LA C806 11- 16-90- 1700 66 10386 8918

Figure 2.7-4: Progress of Train NOFW on November 16,1990.

ALL PONER AT STLQU S MD {(DRN} PACGE 001
IN THE NEXT 016 HOURS
11/16 15:43 (CENTRAL TI ME)

DWPCEAAS *WORK DUE* ##*x*#xxxx* A INBOUND/OUTBOUND® *****» xxx*x
BLSSTTXT MDY NAINT EV V ST D *TRAIN | D* CIRC7? MDY HRW AGE

118 . e 1115 2100
1118 0900

159 1112 Lt TS 1109 0215
3128 e e a 1116 0720
1116 1200

3354 Che e s 1116 1325
PJ V 1116 1900

* %% SUMVARY* * *
****TOTAL* LE 5 4
UINTS HWR
SWITCH/HELPER 0 0
ONHAND 12 35250
| NBOUND- TERM 0 0
INBOUND-THRU 0 0]
SHCP RELEASES 0 0

Figure 2.7-5: Power Available at St. Louis, MO on November 16, 1990.




QUTBAUND TRAI N LI NE- UP 09/ 18/ 90 0730
0720 Mx283 - ALL
SCHD/DEPT AT
SECT/SYM/DAY DATE/TIME

NCRTHBOUND

SQHONP 12 0918 0409
ENG NES WP 004251 WP 004203
5D KANOTY MO  Mx283 09-18-90-0409 000 5978FF
PA LEEDS MO MX251 09-18-90- 0242 3059T 5B840FF

0918 1729 T
002452 WP 004143
MO MxX2g3 09-18-90-1729 014
NE NX281 09-18-90-0710 056

0918 1749 T
006210 WP 006027
MD Mx283 09-18-90-1749 113
PA @ BBON NE NX176 09-18-90-0511 113

Figure 2.7-6: Example d an Outbound Train Lineup
a Station Designated MX283.

TCSdataregardingtrain movementsiscombinedwith outputsfrom the CAD systemin another programcalled
“=TL," which generatesthetrain lineups. Figure 2.7-6 shows atypica exampleof an "=TL" screen.

Crew-Calling

Based on the train lineups and standings presented to them by TCS and =TL, callers match up crews with
estimated train departure times. Figure 2.7-7 shows a partia list of standingsfor Cheyenne-Rawlins. By
moving acursor to anameon thelist, acaller can summon a screen of information about aparticular employee
like that shown in Figure 2.7-8. Among other things this screen shows the employee's home telephone
number(s), beeper number and motel(s) where the employee usualy takesrest. Provision is also made for
severa other numbers, including temporary ones phoned in by theemployee. Dialing any of these numbers
can be accomplished by placing acursor on the number and touching akey.

The systemgeneratesarecord whichiswansmitted to thetimekeepersshowingthetimefor which an employee
wascaled. Thesearecurrently being matched with the time dlips submitted by employees at the conclusion
of each job, but UPintendsto automate this processin the next few years.



WCRKI NG TRM ROTATI NG CHEYENNE-RAWLINS THRU FRT 10/30/90 14:31C
WX510 RAO5 00099 75301 75401 76301 76401
***T521 AVAI LABLE 001
N P 04 HA WLLI AVB $
BR1 P X DM CLASCN 5 M/U:10/2% 1510M
DUE 1wKS VACATI ON 11/23

BRZ P RM S MON $ L/0:10/30 1114M
LTUT:10/28 2220M

*

***Tg38 AVAI LABLE 002

GNP EV LC CRI ER $ L/0:10/28 2300M
Lv:10/01 0001M LTUT:09/30 2350M

KT DP MURRY $ wX510 XQ05
DUE 1wWKs VACATI ON 11/ 23

B GS SCH.UND $ L/0:10/29 OOOCM
PL:10/27 1320M LTUT:10/26 1115M

(0.4 JW RAI NWATER $ M/U:10/30 1036M

Figure 2.7-7: Partial Listing of Standings on 10/30/30 for the Cheyenne
Rawlins Thrufreight Pool.

=+ TELEPHONE NUMBERS ==+ LAST REV - 11/13/90 13:40 C
BL BOYLES 346- 38- 0070 CRAFT- T
ASSI GNMVENT LOC- 2C252 CURRENT STATUS- (K REG ASSIGN- 2C252 AMO sC51 GNP
MESSAGE-UTU(CTE)L/C | L DIV.NEEDS CALL SG15

TELEPHONE NUMBER DS B/R/V/D EFFECTIVE TIME RANCE
AREA PREFI X NUMBER | ND I ND MMDDYY HHW MVDDYY HHW
TEMPORARY- _ - —-==> FRQM TO C

1- 618 - 548 ~ 4784
2= 618 - 548 - 4875
3-

Y
Y

1=
2~
a3-
4-
5-
6=

Figure 2.7-8: Example of a Screen Showing Telephone Numbers
for an Employee.
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Information Availableto Employees

Information from the =TL system and the standings data are available to employees through several media

Thenewest of theseisthe AVR (automated voiceresponse) systeminstalledin February, 1990. Real-timedata
are also availableat computer terminalsinstalled at all crew-change stationsand through dial-up modemsto
persona computers. The PC saf tver e required to gain accessthrough phonelines has been distributed only to
local chairmen at this writing. Figure 2.7-9 shows the menu of information available. Finally, the usual tape
recorded messagesare still available and still widely used with about 10,000 calls per day.

CMS INQUIRY QUICK REFERENCE
PZoCMIPEL w
Totind CMS Policy Listings Board Inquiries
Ex. QWi101W
PZ + TEYING
) N OWB - AllBoards
Tobnd CMS inquires OWT - All Boards For Trainmen
= e + SSANH OWE - All Boards lor Enginernen
TE&Y Man Menu
Ex. = MC + 999999999 21 y
Board inquiries
=T 2B + CIRCT + BOARDID + n 1
CMS Train Line UP REQUEST + CRAFT Deadhead Display New Turn Request
= 1¢ Ex ZB+ WX510+ XBOS + W+ T Ex. 7B + BHOOO + DH Ex. TH
Fiesd Entry Tie Up Request Codes/Crail - 2
T = Tranmen-Crafl . i
n . E = Enginemen-Crat Seniority Roster CMS GeneralInquiry
Personal Status Inquiry ¥ = Exlra EX. SO + Roster + P Ex Zi+ CalerlD + B
Ex. PS + SSANH W = Working S0 + Rosler + R ZI+51+B
rs A= Assigned SD+01101+Ror P Request Qodes B
Personal Stalus Work Record ¥ = Vacancy Jb B = Bulletined Positions
Ex PS5+ SSANK + X T= Translog Job Dala Inquiry 0= Of Da_ys -
n $ = Calling Sequence. 1 lhru9 Ex. JD + P+ H186 + LWHS1 g:-inas;gng:;gﬂ?m
Personal Status Earnings Inquiry B = Board Standing Job Gata Inquiry - Board (Oielhru 2)
Ex PS + SSANE - G P = Permanent Sequence Ex JD + P+ Px862 + RAD1 + B
Job Dala All "w
Ly ) Ex. JD + P+ PX862 + All Vacancy Procedures
Board Mieage Regues! NOTE + = SPACE s VP + CIRCT + Board ID +
+ = H
ExKB+M EX. = EXAMPLE Crew Conposiion EXPSEXK:%% o
J8+ L+ CIRC? + JOB 10 + MM/CD Print
Ex JB+L+NX284 + NPKC+08/0L  O*
w
General Vacation Inquiry
Ex. VW
NOTE ¢ =SPACE
EL = EXAMPLE

Figure 2.7-9: Example Menu of Types of Information Available
on Personal Computers.






3.0 Sources Of Stress And Fatigue
In Current Practices

Thisdiscussionof the sourcesof stressandfati gueisbased almostentirely on theremarksof twodozen working
engineers madeduring the three focusgroup sessions describedin Section .32 Thissummary of thesessions
was circulated to the BLE local and general chairmen who organized the sessionsfor their review and reflects
any corrections made by them.

At thestart of each focus-group session, therewasagenera discussionof the significanceof stressandfatigue
in thelivesof engineers. In every group, fatiguewasfelt to be amajor problem, at least as much of athreat to
safety as substance abuse. Efforts by management, unions and government to curtail substance abuse were
viewed as having been largely successful; comparabl eeffortsto mitigatefatigue and stress are sought.

Numerous incidents or near accidents were described in which an engineer had dozed off. They noted that
many of these incidentswent unnoticed and that alarge proportion of those that were noted by management
weredealt with through informal disciplinary practices, which generated norecords. Thusthey felt statistical
analysisof accident and incident records could not givea meaningful pictureof the significanceaof fatigue.

3.1 Uncertainty as to Time of Call

In two of the three groups, unpredictableworking hours wereidentified as the most important single cause of
stress and fatigue, although several other significant causes were also present, as described bdow. (In one
group, which was based at an unusualy busy termina, the sheer number of working hours was the primary
cause, asdiscussedin 3.2)

Everyone of the engineersagreed that there was too much uncertainty about when he wouldbecalled toreport
for work. Becauseof it, all commitmentstofamily and friendsweretentativeand subject tofrequent disruption,
which conmbutes to a considerable amount of stressand discord within many families.

Many participants noted that dleep was often taken at times and in amounts which were inappropriate to the
hours on duty which followed. f an engineer med to deep every day that therewas a possibility he would be
called to work that night, he would hardly ever be able to participatein family activities. Hence there was a
tendency to go ahead with normal daytime activitiesand take therisk of having to work without being properly
rested, whereasif therewerereasonabl e certainty about when jobswoul dstart, most engineerswould bewilling
togive upor rescheduletheother activities. Therewereal somany instancescited in which jobswere not called
until long past the time originally estimated, which resulted in situationsin which the engineer wasready to
deepagain when thecall finally came. In short, therewasgenera agreement that the more certainty asto when
the next job will becalled, the more likely an engineer is to be appropriately rested.
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Closdly related to uncertainty about the timing of jobs wasthe sense of lack of control over on€'s life. Atone
of therailroads, management strongly discouraged markingoff for personal reasons, so much sothat was hardly
ever done. Instead, men who wanted time off were forced to lie by callingin sick, to let the telephone go
unanswered or 10 verbally abuse the callers. Men whose personal ethics prevented their using these tactics
ended up workingeven more becauseof the timeoff won by theliarsand cheats. Theother tworoadsgenerally
allowed marking off for one or two or three dayswithout penalty.

Thecausesof uncertainty about timeof call were numerousand varied substantially among the threerailroads.
At the first focus group, there was a perception (later confirmed by management) that the railroad's train
scheduling systemissufficiently advanced that it could provide eight hours advance notice of jobs about 90%
of thetime. However, in practice the engineersreport that they are unableto get the information they want for
thefollowing reasons:

(D) The usefulness of theinformation availablefrom the crew callersis highly variable. Somecallers
arealmost alwayshelpful and provideall of theinformationat their disposal. Othercallersarehabitualy
prone to withhold information and are often downright rude. Sometimes the callers are so busy that
they really do not have timeto provide compl eteinformation.

Cdllers sometimes withhold information deliberately even when they have time to tak because they
know that crew members would prefer to avoid certain jobs and that if crewmen can estimate when
thosejobs will becalled, they will not answer the phoneduring that period in hopesof getting the next
(and better) job instead.

(2) Although information on standing is available from a computerized voice-responsesystem, it is
apparently not updated automatically in rea time. Furthermore, information on train lineup is not
included, hence thesystem is not very useful for estimating when one's next job will be called.

(3) Crew members have not been given copiesof the codes that would permit them to check on train
lineupsfrom the computer terminalsaccessibleto them.

(4) Asaresult of the shortcomingsof theother meansof gettinginformation, crewmen frequently resort
to caling Yardmasters and Trainmasters to find out when trains are likely to ready for departure.
Management attempts to discourage this practice but it goes on anyway.

(5) Although the railroad's computerized system was designed to provide access from persona
computers via dial-up phone lines, this option has never been implemented. The rationae for this
decision was unknown.

The engineersin the second focus group worked on districts in which train dispatching was only partially
computerized and crew management was still predominantly manual. Information about train |ocations and
lineupswasoften smply unavailableto crew callerson atimely basis. Contributing further to their uncertainty
they described thefollowing:

(1) Even when accurate informationregarding train lineups and crew standingswas availableto crew
calers, someof themfailed to makeit availabletoengineers. Thereasonsfor theirfailurerangedfrom
being too busy, to incompetence, to personal hogtility toward a particular engineer caling.

(2) Standings were frequently readjusted to satisfy various objectives of management and/or of labor
agreements. Examples of reasons for these changes include minimizing away-from-home lodging
costs, minimizingdeadheading costs, and meeting mileagequotasof different districts supplyingcrews




to an inter-divisional pool. The timing of the changesin the pool operation and the standings of
individual engineerswas unpredictable.

(3) Informal, verba agreements between callers and local chairmen can further dter the standings of
individual engineersin ways that are both unpredictable and unreported to involved persons.

(4) Trains, except for intermodal or other high-priority traffic, wereoften delayed until an away-from-
homecrew wasrested in order to minimize costs. This practicechanges both lineupsand standingsand
creates additiona uncertainty.

(5) Clerks were often derdlict in updating recorded announcementsof standingsinformation because
of other demandson their time. Examplesweredescribed in which announcementswere rmore than 24
hoursold.

(6) Reaching either acrew caller or arecorded announcement was sometimesd  adt. Busy signals
and unanswered phones were a common occurrence.

(7) Those engineers who worked to a distant terminal which had computerized standings available
reported that theservicewasasyet of littlevaluesincetrainlineups, deadheadinglistsand other pertinent
items were not usually included.

At the third session, computerized dispatching and crew-calling systems had recently been ingtalled, but the
engineerssaid that the accuracy of estimatesof train departures was still poor for thefollowing reasons:

(1) The dispatching system does not yet have all the necessary automated communications links in
place. Thusthedispatchersare often workingwith information several hoursold.

(2) Complaints about dispatchingerrors werecommon. Numerous cases of being stopped or heldina
sidingfor an hour for no apparent reason werereported. Meetswereoften poorly coordinatedi.e., one
train was put in a siding much earlier than necessary or desirablefor efficient operation. Theseerrors
caused delaysand introduced additiona uncertainty into the schedule.

(3) Certain dispatchers were reported to delay trains for no legitimate reason, but rather to punish
engineers who had incwred their displeasure. Management was described as unable to fire these
dispatchers becauseit was so difficult to attract anybody tofill the positions.

(4) Locomotivereliabilityispoor. The probability that oneor moreunitsin aconsistwill fail onagiven
trip i sestimated at 50%. Although it is usualy possibleto reach thedestination, arrival will bedelayed
significantly. Poor reliability resultsfrom an inadequate maintenance program coupled with tendency
on the part of middle managersto defer expendituresfor replacement parts and equipment. Instances
of denial of equipment problemson the part of various managers were cited by severa participants.
Failures by round-house crews tofill fuel tanks and sand boxes werealso a problem.

(5) Many of the run lengths were chosen by management to require eight hours or more even with
everything operating normaly. Thereis not muchleeway to account for the minor delaysand/or extra
work (doublinga hill, pickupsand setouts, etc.) that occur most of thetime. Theresultisthat long-pool
crews frequently "die" under the Hours of Service Act. They are compelled to tie up and wait for
transportation to their destination terminal, which adds further delay and uncertainty. Participants
reported numerousinstancesin which 15 or 16 hours had el apsed from the time they reported for duty
until they reached their destination terminal or place of rest.

Deding with al of these problemsisamajor challengefor therailroads. Engineers suggest thefollowing gods.
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(1) Operating most trainson predictableschedules. Substantial investments in locomotivesand track,
improvementsa bottlenecks, etc. may be required in some situations.

(2) Digpatching systems must be upgraded and linked to other railroads and major customersto provide
reasonably accurate estimates of train arrivalsand departures.

(3) An adequate information system for operating employees should show train lineups in each
direction, standings(with eachemployee's namelisted alongwith hisrest status and any other pertinent
information, such as intended deadheads), and an estimateof when the callingemployee will next go
towork.

(4) Theinformation should be updatedin real time.

(5) Accesstotheinformationshould beavail abl ethrough a variety of meansincludingautomated voice
response, talking to the callers, remote terminals and home computers. Each medium should have
sufficient capacity that busy signals and unanswered linesare rare.

(6) Crews should becalled eight to ten hoursin advance, with atoleranceof oneor two hours. (There
was great doubt that any such performance would ever be achieved unless there were a significant
penalty payment for non-compliance incorporatedin labor agreements.)

3 2 Total Hours of Work

At the first focus group, it was agreed that the most important cause of fatigue and stress was smply the tota

number of hours of work that had to bedone. An upsurgein business, several retirements and some transfers
to Amtrak had |left thepool significantly undersized. Theinherent delay in recruitingand training replacement
engineers had led to a situation in which engineerswere required to work 21 days straight in order to get one
day off, which was expected to persist for another few months. Although these engineers also identified a
number of changesin scheduling, information availability, etc (discussed below) which could help mitigate
stressand fatigue, noneof thesewere asimportant assmply reducing the work week to 40to 50 hours, at |east
for those men who wanted the reduction.

In this group, there was an extended discussion of theissue of who gets which job. Like amost al mad
engineerson U.S railroads, their earnings were based on the number of milesworked in a given pay period.
However the number of hoursrequired to cover a given number of miles varies greatly among different runs
in their district. For example, some 300-mile runs can almost aways be completed in six hours, while some
150-mile trips usualy take more than 10 hours. Furthermore, some jobs generally offer a quick return trip,
while others usually entail a two-day absence framhome. Hence, the present compensation system creates a
strong incentiveto try to avoid undesirablejobs and to work as much as possibleon those that bring maximum
pay for minimumhours. Thisleadsto " call dodging” (takingthe phoneoff the hook or lemngit go unanswered
at thetimean unwantedjobisexpected to becalled) and " sharp shooting" (other mani pul ativepracti cesintended
to secure desirable jobs and/or avoid unwanted ones). The result is a Situation that provokes cheating and
conflict, especialy when aterminal isvery busy and many employeesare working morethan they desire.

Thegroupestimated that a majority (about 60%)of thelocal membershipactually preferred theheavy workload
becauseit allowed themto earn up to about $1800 aweek. However, asubstantial minority felt that thefatigue
and disruption of relationships with their families were not worth the extra money they were earning. They
noted that their colleagues who had transferred to Amtrak had given up ten to fifteen thousand dollarsa year
in earningsfor a regular five-day-week job, but were happy with the change. Several members aspired to




certain assigned jobs that would guarantee them shorter, regular hours but lower income, but figured they
would have to wait for years because of the small number of such positions.

Inthe other twofocusgroups, membersexpressed general satisfactionwith theamount of work, which generaly
averagedeight to ten round tripsper month or 40 to 50 working hours per week (70to 75 hours per week away
from home). No one voiced strong objection to the number of hours or miles worked. Every nan who
commented said that the trend toward more inter-divisiona runs had tended to reduce hours worked, thus
improving the quality of hislife by alowing him moretime with hisfamily.

Goalsfor changesin thisarea include:

(1) Maintaining pool sizessufficient to insurethat no oneiscompelled to work excessivehours. This
goal is generaly met, but better planning to anticipate problemsand greater flexibility in converting
trainmen to engineers are needed.

(2) The trend toward longer poolsis helpful and should continue.

(3) Limitations on maximum number of hours worked per month in combination with a fixed base
sdary wereregarded asdesirable.

(4) Penalty paymentsar e neededtoinsurethat " dead crewsarenot |eft waiting hoursfor transportation
totheir destinationsor placesof rest.

3.3 Waiting and Commuting Time

Severa engineers complained that long commutesar e another major contributor to fatigue, because of all of
the consolidations and reductions in employment that have taken place in recent years. Some ftrain crew
membersar e now working out of termina smorethan ahundred milesfromtheir homes. Afew werementioned
in thefocusgroupswholive more than two hundred milesfrom their terminal's,and onelives about six hundred
milesaway. Most of these long-distancecommuterswer e trainmen, not engineers.

Such employeesfrequently arriveat work ready to sleep even though they have had eight or ten hoursoff duty.
They spent a good deal of their time on the job deeping, except when switching or other activitiesrequired
their participation. Over aperiod of years, these problems should be reduced as employeesrel ocate, but there
was genera apprehension that future mergers and reorgani zationscoul d create new disruptions.

3.4 Equipment Problems

Atoneof thefocus groups, inadequate maintenance of |ocomotiveswascited as amajor contributorto fatigue
not only becausedf itsimpact on schedulerdiability, but al so because the equipment failures directly caused
increased work |oad and physical discomfort. Theseengineerssaid they frequently had to work with bad-order
equi pmenton locomotives, includingdynamichbrakes, speedometers, telemetry devicesandcounters. Themost
common defect was the lack of a working whed-revolution counter (needed to tell when therear end of the
train hascl eared aspecificpoint, aswhen stoppingon asiding) resultingfrom thei nput connection never having
been installed. Engineerswere particularly outraged that they would be held to blamefor an accident caused
by thisfaulty equipment even when they had filed bad-order reports. They noted that some managers were
ignoring thesereportsin order to stay within their budgets.

A second major sourceof fatiguefor the engineersin this group was the extremely hot weather characteristic
of thedistrictsinwhich they worked. Although their labor agreementsrequiredthat all locomotivesbeequipped
with air conditioners, they-were not kept in good repair. participantsestimated that only 10 to 20 % of their
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runs were made with aworking ar conditionerin thelead cab. Asaresult they often worked in temperatures
above 100 degreesfor many hoursand suffered great fatigue as aresult.

Some of the inoperative coolers were thought to be the result of sabotage by round-house crews. Labor
agreements requirethat if one unit in a consist has a working air-conditioner, that unit must be placed on the
point by the hostlers. However shuffling the consi st order and/or turning unitson the "wye" can easily take 30
to 60 minutes. Hostlersfind it much quicker todisconnectawireor pull afuse sothat no units have aworking
A/C and they can avoid reorderingtheconsist. By agreement, engineerscan put the unit with theworking A/C
on the point, but doing 0 delays the train and incurs the displeasureof the dispatcher, who may punish the
engineer later.

In each of thefocus groups there werecomplaintsabout a variety of less-common equipment problemswhich
can contribute to increased workload and fatigue. Theseincluded: gpeed restrictionsrelated to special cars;
glarefrom rain and snow reflecting from high-mounted headlights on some locomotives and new equipment
installed on engines without providing adequate instruction and/or smulator training. One incident was
described in which acrew was ordered by a supervisor to take a train which was unsafely built. Therewas
anger about managers lack of concern for safety in such situations.

As godsfor improvementsin these areas, the engineers suggested that:

(1) Locomotives should be maintained or replaced to bring power reliability up to 98 or 99%. In
particular, air-conditioner maintenanceshould be mandatory in hot climates.

(2) Stronger regul ationsand/or agreementsare needed to makecertainthat engineersare not compelled
to operate trainswith defective equipment or which arepoorly built. Rightsof refusal comparableto
an airline pilot's were sought.

3.5 Inadequate Sleep at Away-from-Home Terminals

There was also general dissatisfaction expressed because of inability to get sufficient rest at the away-from-
home termina. Eight hours off duty seldom trandates into more than four hours sleep because of the time
required to get to a motel and eat, coupled with the fact that eep will beinterrupted by a telephonecall two
hours before the next job starts.

In two of the groups, the rest facilities provided by the railroad wereroundly criticized for their unsuitability
asplacestodeep. Someweretemporary buildings("modules”) located at yards. In thesenoisy locations, their
thin walls and inadequate air-conditioners resulted in very poor quality deep. Frequent instances of being
awakened by the staff were recounted, which were the result of the staff havingfailed to keep track of which
person wasin which room.

Sleep quality was often degraded at away-from-hometerminals by noise and other unpleasant environmental
conditions in the motels contracted by the railroads. Rooms adjacent to pools or parties were a common
complaint. Failureson the part of motel managers to inform house keeping staff thet railroaderswere trying
to deep in thedaytime were another.

Attemptsto deep out of synchronizationwith onescircadian rhythm wereal soafrequent causeof poor-quaity
deep.




Suggested improvementsin this areawere;

(1) Crewsshould dways beallowed theoption of claimingten or twelve hoursrest whenever they feel
they need it At present some railroads permit these requests for some employees, but the practice
should be universal.

(2) Management should pay increased attention to the motels contracted to provide away-from-home
rest. These motels should be required to provide blocks of roomsfor railroadersaway from pools and
function rooms. Housekeeping services should be timed to avoid interfering with deep. In some
instances, the motel is grossly unsatisfactory (filthy, located near an airport runway or rail yard, etc.)
and thecontract should be awarded to another hotdier. Long-term contractsshould be avoided s¢ that
therailroad can maintain some leverage to force motel managersto attend to the special needsof train
crew members.

(3) Tralersand temporary buildingsin yards or other noisy locationsshould beiminated.

3.6 Conflicts within the Locomotive Crew

All of the engineers complained to some extent about how little help they receive from their fellow crew

members. Inonegroup, most said they hardly ever got any relief. Numerousexampleswerecited of conductors
and brakemen who dept for hours and refused to help the engineer in any way.

Some engineers strongly favored converting conductors and brakemen to co-engineers with the expectation

that as such they would drive the train for a substantial portion of each trip and actively assist theengineerin
dealing with various other tasks.

3.7 Conflicts with Dispatchers

There were complaints about errors made by dispatchers in each focus group, but they were reported to be
much more frequent in one group. This group's railroad had recently reorganized dispatching functionsin a
way that left many persons assigned to a center when they would rather be somewhereelse. Dispatchersare
reported to be experiencingan unusually high level of stress, asevidenced by fist fightsand domestic violence
among the staff. This situation, coupled with the dispatchers dissatisfaction about receiving only about haf
as muchincomeas theengineers, hasresultedin numerousinstancesin which dispatchersdeliberately delayed
trainsSsmply to punish the engineers. Numerous cases of being stopped or held in asidingfor an hour for no
apparent reason werereported. Meets were often poorly coordinatedi.e., one train was put in asiding much
earlier than necessary or desirablefor efficientoperation. Theseerrors causeddel aysandintroduced additional
uncertainty into the schedule.

In this group, certain dispatcherswere reported to delay trainsfor no legitimatereason, but rather to punish
engineerswho had incurred their displeasure. Management was described as unable to fire these dispatchers
becauseit was so difficult to atuact anybody to fill the positions.

Difficulty in reaching dispatchershby radio wasreported by most of theengineersin all of the groups. In these
Situationsthey felt anxious because they could not find out what wasgoingon. Someof thesedifficultieswere
due to equipment faults or poor-reception conditions, but some wereknown to have resulted from dispatchers
turning down thevolumeon their radiosso that they could do other work without being disturbed by engineers.



Excessively complicated rule books were cited as another source of conflict with dispatchers. |n somecases,
they were described as masses of amendmentsand appendices that make them virtualy incomprehensible.
Instances were cited in which neither engineers nor officerscouldfi gure out what the rule book required.

Severa engineersmentioned that they frequently encounter situationsin which they aretold they will be held
on asiding for a considerable period of time, sometimes as much as afew hours. Crewsfeel they should be
allowed to rest or deep in these situations. Thisis in fact common practice on some railroads and some
dispatchers accept it and simply call the crews on the radio when the time comes to move. It is however a
violation of company rules. Occasiondly, crews are subjected to discipline. The rule is perceived as
counter-productiveto safety because nappingis probably the best use of acrewman's timein thissituation.

Elimination of all conflicts between engineers and dispatchersis probably impossible, but engineers suggest
that a substantial improvement could be achieved by:

(1) Making the rules comprehensible. Rule books should be loose-leaf, with changes made through
page replacement rather than references to appendices and supplements.  Computer displays in
locomotive cabs showing dispatching information as well as rules would be valuable, but only if an
adequate mai ntenance program were established for them.

(2) The numerous errors being made by dispatchers should be eliminated through better training of
dispatchersand theimprovement of softwarein computer-aided dispatching systems.

(3) Some of theimproper orders given engineers appear to be the result of personal vindictivenesson
the part of the dispatcher. Retraining or replacement of incompetent or unsuitableemployees and/or
system redesign will be needed to deal with theissue.

3.8 Conflicts with Crew Callers

Conversations with crew callerswere often thefoca pointfor a variety of conflicts between the engineersand
therest of therailroad. Engineers want control over their lives; the rest of the railroad want. them to work
whenever needed. The caller is the intermediary for these demandsand is under pressuretofill the job, not
make the engineer happy. In situationsin which engineers are being forced to work more than they want to,
lying about being sick i soften the only way to get aday off. Thiscreates further distrust and conflict between
callersand crewmen.

Lack of fairnessin the alocation of jobs was amajor concern among some engineers. Thiswas attributed to
the natural tendency of callers and first-line supervisors to rake the path of least resistance by piling work,
especially unpopular jobs, on those employeeswho were most reliableand least proneto complain. *Chronic
screw-offs," on the other hand were perceived as lesslikely to be stuck with undesirablejobs.

Thepracticesof somerailroadsin continuoudly adjustingstandingsand train lineupsto minimize costsgenerates
more conflict between callersand crewmen because it often invalidateswhatever a crewmen has previously
been told by a cdler.




Most of the sources of conflict with callers would be eliminated if there were a requirement for a binding
advance notice of call (eight or ten hours with penalty for significant changes). Engineerswould also like:

(1) Option to mark df at |east one week-end per month without penalty.

(2) Option to mark off two days per week without penalty, but limited to low traffic days, typically
Mondaysand Tuesdays.

(3) Efforts by managementto attract nare competent employees for crew-calling positions.






4.0 Initiatives For Changes In Crew
Management And Scheduling

4.1 Advance Notice of Train Departure Time

Most railroad managers are generally empathetic toward the desiresof engineersfor better information about
the timing of their jobs. Mogt are planningenhancementsto crew-management systemstoward that end to be
phased in during the next few years.

Bener advance estimates of train arrival and departure times are a priority at several roads because they are
expected to improve service to customers, facilitate efficient use of equipment and facilities and help avoid
terminal congestion as well asaiding crew membersin planning their days Managersal so expect significant
reductionsin costsfor away-from-homelodging and deadheading.

Most of the managers interviewed did not offer explicit goas as to how accurate they expected advance
departure estimates to become. However Conrail reports that about 95% of its symbol freights are aready
operating within plus or minus one hour of established schedules. CSX reports percentagesin the 90 to 95
rangeforitsintermodal andmanifest trains. Unit trains, extras, etc. arenot includedin these numbersof course.

At the Union Pacific, management has established agoal of producing eight-hour forecasts of train departure
timeswhich are accurateto a toleranceaf plus-or-minustwo hours90 percent of thetime. Someterminalsare
close to achieving this goal, while others, mainly intermediate stations, have accuracy ratings below 30%.

Although considerable progresstoward thisgoa has been achieved since dispatching wascentralized, severd

barriers remain, which apply to al roads.

Of thesethemost significant anddifficultisthepoor quality.of advanceinformationcomingfrom otherrailroads
and unit-train shippers. They are supposed to providea day's noticeregarding the movement of unit trains or
unusua volumesof interchangetr ¢ and do so most of thetime. However, when a problem situation arises
on another road or at a customer's plant or mine, theindividualsinvolved ar e quite proneto forget to call the
receivingroad. Somemanagersestimated these" problem™ situationsoccurred about 10%of thetime. Todeal

with these lapses, highly automated information exchange systems will be needed to insure that information
flowseven when the humanswho usually handleit ar e preoccupied with other tasks. Resolutionof thisproblem
will likely require networking the dispatching and car-management systems of all of the major railroads.

Other aspectsof theinformationquality problem include motivatingclerksto makerequired manua inputsin
timely fashion and better linking of dark temtory to automated information systems.

Despite the trend toward better departure estimates, some managers expressed reservations about making
precise estimates available to locomotive crews. They point out that under some circumstances, making
information availableto crewsis an invitation to "dodging"” or "sharpshooting.” Thesetermsrefer to attempts




to avoid callsfor undesirable jobs and become available just in time to be at the top of the standingswhen a
desirableruniscalled.

4.2 Predictable Crew Rotation

Accurate advance estimates of train departuretimesare only half the solution to providing advance notice of
call; one must also know which employeeswill be available to crew each train. So long as poolsrotate on a
straightfirst-in, first-out basisthematchingof crew memberswith departingtrains i sstraightforward. However,
if any employeeswhoare supposed to beavailablefor work proveto be unreachableor mark off for any reason
after an advance notice is given, then the projected jobs for all other employees who stand after them will
change, sometimes by many hours. Complex rules regarding who is eligible to work which job can lead to
errors by the crew callerswhich aso disrupt the orderly sequencing of pools and extra boards. Juggling the
standingsto minimizedeadheading or lodging costs, or to satisfy mileage quotas createsfurther disorder.

Managers and crew callers interviewed for this study reported widely differing experiences regarding the
predictability of pool rotation. In somedistricts, characterized by astrong work ethic, theprobability of agiven
employee's working his predicted tun was estimated well above 90%. In other areas, call-dodging, marking
off when called and other problemswere common. |n theworst cases, the number of calls made per jobfilled
averages more than six, i.e. the probability that any given employeewould actually work the job projected in
advance wasrather low.

In order to increase the probability that a given employee will work his projected job, several options exist.
Themost obviousisto assign workerstoagiven job rather than have them takethe next availablejobin apool

or extraboard. That way, the unexpected unavailabilityof a given employeeaffectsonly asinglereplacement
worker from anextraboard, rather than every other workerin thepool. Almost al yard, loca and road-switcher
jobs are assigned service. However, anong the roads interviewed, only Conrail and CSX had significant
numbersof assigned jobs in road freight service, most of them on high-speed intermodal trains. Assigned
service isfeasibleonly where trainsar e run on regular scheduleslike passenger service, i.e, no cancellations
or combinations.

For the bulk of road-freight service, where traffic variability causes substantial schedule variability aswell as
frequent cancellations, extrasand combinations, other approachesar e required. Several managersstressed that
missed callscan not betolerated, i.e., disciplinemust be applied consistently whenever acall ismissed. Some
al so suggested that theinformation system serving the train crew must beexplicitly designed to prevent abuse.
This means for example that any employee who has called in sick or marked off for any other reason is not
permitted to see standings or lineups until he first marks up again. Thisrestriction i s automatic with some
voice-responsesystems, but can not be implemented with ssmple tape-recorded messages.

Some roads were alleged to tolerate missed calls and call dodging to some extent, although their managers
denied thiswasthecase. Wheresuch leniency exists, it providesworkerswith another meansof avoidingwork
when they are tired However, it could also substantially complicate the task of trying to provide accurate
estimatesof when a particularemployee will next go to work.

Engineerssuggested that the best way todeal with call dodging wasto investigate why certain jobswerebeing
avoided and then correct those conditions; such conditionsare, excessivedelays, poor track, etc.

TheUnion Pacificisexperimenting with acarrot rather than astick on SOmeof itsdistricts, wheremanagement
hasadded tolabor agreementsa bonusof $356 per month to each empl oyeewhoremainscontinuously available,
i.e., doesnot call in sick or mark off for personal reasons. Taking scheduled vacation days does not prevent
receivingthebonus. Thisincentivepayment has proven highly effectivein reducingcall dodgingand permitted



therailroad to operatewith smaller extraboardsin thesedistricts. The smaller size of the extraboardsin tum
allowstherailroad to offer mileage guaranteesto the extra-board workers.

Although this incentive plan appearson balance to be advantageousfor all parties, management recognizes
that it hasthe perverseeffect of discouragingan employeewhois actually sick or severely fatigued from marking
off.

Minimizing errorsmade by crew callersisanother essential e ementin insuring accurateadvancenoticeof call.
Compuiterized crew-calling systems appear to be helpful in reducing theseerrors, athough they often suffer
significant error ratesin the first vear or so of operation. Datafrom Burlington Northern's Denver Division
showed that errorsof the sort that result in paymentstoempl oyeeswerereduced toalmost nothing by 18 months
after installation. However no dataar e availablefor certain types of errors, such as awakening an employee
sooner than necessary, for which penaltiesare not established.

Managers generaly fed that the enormous number of local labor agreements, many of them informal,
constitutesa major barrier to theinstallation of a computerized crew-calling system and other improvements
in crew management. Thusthey seek to accomplish thefollowing in future collective bargaining:

(1) to reduce the number and complexity of agreements,

(2) toincrease consistency in work rules acrossall districts;

(3) to create morelong pooals,

(4) tofacilitate more equitabl e distribution of desirable versus undesirablejobs; and

(5) to establish stronger penalties for call dodging and other behaviors which disrupt orderly pool
rotation.

4.3 Improvements to Crew-Information Systems

Asdescribedin Section 2, most roads have added oneor moreenhancementsto their crew-informationsystems
in recent years. Toll-freeaccessto callers and tape-recordingsis being supplemented with remote computer
terminalsand computerized automated-voice-responsesystems. In afew instances, access through persona
computers viadia-up connectionsor video text on cable television are being tried.

Moreimportant than the new media areimprovementsin the accuracy and timeliness of the information they
convey. Theseare far more difficult to achievefor dl the reasonsnoted abovein Section 4.1.

4.4 Extra Rest Options

Extrarest abovethat required by theHoursof Service Actisallowed to someextent by formal policy on severa
of theroadsincludedin thisstudy. Engineerson the BN may request ten hoursrest whenever they tie up, even
if they have not worked more than eight hours. Without consulting any higher officials, BN crew callersand
clerksare authorized to alow operating personnel to mark off for 24, 48, or 72 hours at the home terminal,
provided that the employee agreesto mark up a the specifiedtime. However, when therailroad is very busy,
callersnaturally discouragetheserequests. Focusgroup participantsfelt theoptionfor 10or 12hours rest should
always be available both at homeand away.
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Figure 4.4-1: Handling Report Screen on the CSX, Showing Provision
for Extra Rest Request.

Onthe CSX, certainformer L&N employeeshavelong been accorded theright to declarewhether they should
haveeight, ten or twelve hourstime off at the completionof aparticular job. Todo so, they smply key inthe
desired numbers of hourson the "Handling Report,” which isroutinely submitted by the conductor as acrew
goes off duty. Figure4.4-1 shows an exampleof thisscreen. Extending thisoption throughout the railroad
would be smple from the point of view of hardware and software. However, it might require some increase
in employment level, the magnitudeof which can not be predictedimmediately.

TheIC’s labor agreementsfollow the national agreementson holidays and vacation days, but have for many
years provided for extrarest on request, referred to as " 10 hours undisturbed,” which isequivaent to 11.5 or
12 hours off-duty time. UTU employees are guaranteed thisextrarest whenever they request it, but thereis
no guaranteein the BLE agreement. IC managementis content with these provisionsfor extrarest and does
not feel that they are abused excessively. Most employeesmakelittle Oor no use of the option of getting extra
rest. However a minority do use them consistently or at least consistently at one terminal.

The SP has along-established practice of allowing rest beyond the requirements of theHSA. Engineers may
request8, 10, or 12 hoursoff duty. Incerta n pools, optionsfor 24 or even 48 hoursrest are alowed. Although
thereis no guarantee the request will be honored, denialsare rare. Management notes that some employees
make useof extra rest much more than others and that most extra-board empl oyees use these requests to avoid
low-paying yard jobs. Thisis not regarded as a serious problem.

Several districts in the UP’s Eastern Temtory have labor agreements which allow for rest of up to 24 hours
between jobs at the employee's discretion. Time-sheet data show that this option is rarely used except on
weekends. Asaresult, extra boardsmust besized relatively larger in these districts and productivity (train-miles




per operating employee) is somewhat lower. Managementis not di sposedtoward extending thisoption to other
digtricts.

In addition to extrarest, other optionsfor scheduling rest werediscussed with managers. One of these would
require that workersreport when they had actually slept to thecrew callers, probably twiceaday. Thisdata
would be enteredinto the crew calling system. The computer program would have to be modified so that the
worker's state of rest was no longer a simple binary variable as to whether Hours of Service rest criteria had
been met, but rather a more complex rating indicating how well a work assignment at a given timefitsintoa
particular worker's circadian rhythm pattern. Some managers said that modifying the software and collecting
the rest data would not be much of a problem from their perspective. However, they felt that some workers
would soon learn to mani pul atethesystemin order to obtain or avoidjobson givendaysand that theinformation
they supplied about when they had actually slept would often be untruthful. Thisview wasalso supported by
engineers and union officialsin the focus groups.

Finally, concerns were expressed by severad managers that the most significant contributor to severe crew
fatigueis not the scheduling system, but rather the irresponsibleacts of a small percentageof the work force
who pursue certain leisureinterests during the timethey are supposed to be resting, usually away from home.

4.5 Calling Windows

Another option to make T&E employees' lives more predictableand to facilitate getting proper restinvolves
sub-dividing the pool crews and extra boardsinto two or three groups, each of which would be subject to call
only during a specified pomon of theday, for example AM and PM. Thedifficulty with thissuggestionis that
in most pools at current employment levels, the number of names that appear on acaller's screen at any given
timeis generally not very long, typically fiveor six. A few of the managersinterviewed said that in some of
thecalling dismcts on their roads, they could get by fairly well with their poolsdivided in half thisway. They
characterized these dismcts as being predominately rural with a strong work ethic. Thesearethedismctsin
whichitisseldom necessary to make more than one phonecall tofill ajob.

The maority of the managers said that if the day weredivided into even two calling windows, the frequency
of situationsin which the caller exhausted hislist wouldincreasesubstantially. A three-window system would
be much worse. Thesize of the group eligiblefor calling at a given time period could be re-expanded by any
of several approaches, but each has substantial associated costs and implementation delay time: (1) increase
thetotal size of the work force (thiswould raise total employment costs and reduce the average earnings); (2)
qualify each employeefor moreruns (trainingtimeand cost, and very limited potential because most engineers
are already qualified for dl runsin their districts); and (3) increase thesize of callingdistricts (longer average
commutingtime). Evenif all threeapproacheswereimplementedtoasubstantial degree, thenumber of workers
availableat any given time might still be much smaller than under the current practice.

Most of the managers interviewed felt that the induction of calling windows would require increasing
employment at least 25% and a couple guessed it might be as much as 50%. They stressed that increasing
employment would rai se operating costsand reduceaverageearnings. Thusthey expected theideawould be
opposed by both management and the majority of union members. Some of them also noted that calling
windows would sometimes lead to train delays, which would result in additional demurrage and per diem
chargesand degrade service.

A further objection wasthat track work, derailments, storms, etc. often result in situationsin which a series of
severd trains must be run in close succession, referred to as "flegting.” Under these conditions, almost all of
thequalified operating employeesin a given pool may be needed to work at the sametime. Calling windows



would severely diminish therailroad’s capacity to deal with these situations, unlessemployment levels were
increased substantialy.

Calling windows could also complicate meeting monthly milage guarantees under some circumstances. In
summary, management was not enthusi asti c about calling windows, doubted that |abor would want them either,
and would accept themin collective bargainingonly as part of a package with asignificant quid pro quo.

4.6 Reduced Working Hours

Proposalsfor reduced working hours fall into two distinctly different classes, those reducing the number of
allowable hourson duty and those reducing the number of hoursworked per month or per pay period. For the
reasonsdiscussed below, theformer ar e opposed by management, whilethelatter ar e embraced when combined
with other measuresto improve productivity.

A hypothetical reduction in the Hours of Service Act limit from 12 to 10 hours was discussed with some
managers. In somedistrictson someroads, jobslastinglonger than 10 hoursare unusual, hencetheimpact of
thechangewould not be great. However, occasional jobsof 10to 12 hoursar e commonon most roadswhenever,
track work, heavy traffic, etc. create delays. If these situationsresulted in crews "dying" under a "lo-hour”
rule, the costs and additional delaysentailed in "'dog catching” would make these problemsall the worse.

For arailroad with ahigh proportionof long pool slikethe Southern Pacific, such achangecoul d becatastrophic.
Many of the SP runs take eight hours or more even when things are going well. However, bad-order
locomoatives, maintenance-of -way work, and other typesof common problemsresultin asignificant proportion
of SProad jobs taking morethan 12 hoursto complete. Hence, an unusuallylargefraction of crewsdie under
the HSA. On most days more than 20 crews die more than 25 milesfrom their destination terminalsand thus
require " patching” (elsewhere known as "dog catching"). A much larger number die within the yard limits of
theirintended destinations; their trains can be broughtin by yard crews. (SP engineers at afocusgroupestimated
that a third to a hdf of ther runs were brought in by yard crews;, management retorted that this was an
exaggeration.)

Becauseof thesituation described above, the SPwould suffer severeadverseimpactif therewere any reduction
in thenumber of hoursacrew could work. A ten-hour rulecouldresultin themajority of through-freightcrews
"dying." Management was thus quick to express its concern about the possibility of any such changein
regulation.

The aternative approaches to reducing working hours through increased productivity are naturally viewed
much more favorably by management. Increasing the number of miles travelled on ajob isthe most widely
used method of increasing productivity. Typicaly, adjacent districtsare smply combined so that run lengths
are approximately doubled. Sincecrewmen are paid for the most part on the basisof miles travelledand are
allowed somequotaof milesestablished by agreement with the union, those in long poolswork fewer jobs per
month. TheBurlington Northernestimatesthat engineersin long poolswork an averageof 45 hours per week,
whilethosein short poolsaverage 55 hours.

Not all managementsare. inclinedto add nor e long pools however. ThelllinoisCentral, for example, hasonly
two longer than 200 miles. They work well because they can usualy be completed in six or seven hours.
However, on most partsof thelC, a 200-milerun would take eight hours or more with everything going well.
Any of the common problems would push a crew to their 12-hour limit. Management views runs with a
significantincidenceof "dog catches' as bad business both for the extra costs associated with providing relief
and becauseof the resulting poor schedulerdliability.




Several managers commented on the tendency of some pools to exceed mileage quotas consistently. In most
labor agreementsthereisamonthly mileagequota, typically 3600 to 3900 miles, for engineers. Local chairmen
and managersar e supposed to adjust the number of engineersin the pool at frequent interval s so that the actual
mileagesstay closeto thesequotas. At someroads, thedecisionsar e effectively |eft to thelocal chairmen. For
themogt part, poolsstay closetotheirquotas, but thisisnot alwaysso. In somelocations, ashortage of engineers
leads to working over quota. However in other districts, the overwork has nothing to do with any shortage.
Instead, it must reflect thedesiresof the senior membershipto eam as much as possible, referred to as"money
hogging."

Reducing time spent in commuting to and from jobs was al so viewed as an important element in minimizing
fatigue. Becauseof the numerous reorganizationsthat have taken placein recent years, many employeesare
reporting to work asubstantial distancefrom their homes. Somerailr oadsoffer moving allowances and other
incentives to move to the new reporting terminal, but many employees have personal ties to their present
communities. Adjusting to reorganizationscan easily take adecade.

Southern Pacific management brought up a proposal for a major policy change which could offer substantial

gainsin productivity as well as mitigation of fatigue. Thischange amountsto adoptingthe "airline model" of

compensatingoperatingemployees. Under such apolicy, engineersand trainmen working in pool sor yard/local
assignments would be offered a relatively constant monthly salary in exchange for the performance of a
specified number of hoursof work. Overtime hours would be limited to amodest amount Such an approach
would removemost of thecomplex rulesfor compensationcurrently inforceaswell asmost penalty payments.

Working extremely long hours (*money hogging™) would be impossible under this system. Accommodating
busy periodswould be more difficult becauseof the limitationson hours under this plan, but extraboardsand
reserve boards would be maintained. Other managers agreed that thereis atrend toward establishing eamings
guarantees, and that eventually, salariesfor operating employeesmay become the norm.

4.7 Redistribution of Work within the Locomotive Crew

Severa aspects of current labor agreements tend to frustrate the efficient utilization of manpower and thus
contributetoward fatigue to some extent. For example, when businessincreases, management would liketo
be able to increase the sizes of engineer pools quickly by promoting trainmen who are already thoroughly
familiar with theterritory. However, becausethecurrent wage structureprovidesvery littleincentiveto accept
the promotion and because they would go to the bottom of the seniority roster if they did so, very few older
trainmen will accept jobs asengineerseven when they haveall of the necessary technical skillsand familiarity
with adivision. Hence, most new engineersare recruited from the younger trainmen, who require about six
months of training beforethey can befully qualified.

Somerailroadsare seeking in collective bargaining to create co-engineers who are qualified to relieve the
engineer for asubstantia proportion of any given run. Such changescould resultin substantially lessfatigue
among engineers, especialy on longer runs.  Although this policy is welcomed by the engineers, it is being
resisted by the UTU as athreat to the very existenceof that union.

Becausearationalizationof workload within thetrain crew threatenstherightsof so many workers, collective
bargaining tendsto lead to very gradual introductionof such changes. The 1985 national agreement specifies
that all trainmen hired after 1988 ar e required to accept promotion to engineers. Those who are unableto pass
the examinationare subject to dismissal.

Several managers expressed a desire to increase sdary differentials between engineers and trainmen in order
to create incentivesfor the conversion of trainmen to engineersor co-engineers.






APPENDIX A

Glossary of Crew-calling Terms

This glossary is based almost entirely on glossaries prepared by Burlington Northern
and CSX staffmembers. BN terms are represented by initial caps, while CSX terms
are in lower case. These glossaries were shown to managers responsible for crew
calling on other railroads, who were asked to comment. Their comments were
minimal, principally to the effect that they used similar terminology. A few additional
terms were suggested, which are italicized herein.

Some of the interviewees noted that there are cases ofdifferent words with the same
meaning and some cases of similar words having different meanings because of the

development of crew calling along separate lines of the different properties before
consolidation.






abeyance

abolish

Abolishment

Accumulative

additional service list

advance call

advertise
advertised start time
age roster

Aggregation

Agreement

See "held-in-abeyance."

to permanently eliminate an assignment. Contrast with "annul” and "lay
in."

Permanent discontinuance of a regular job or crew assignment. A bulletin
isrequired to reestablish the assignment.

Method of totaling time an employee isin aselected status such as To
Place. Timeistotaled until employee changesstatus. Thetimecountis
then halted until employeereturns to original status. Total timeequals
the time spent in original statusonly.

alist of yard employees requesting additional work on their rest days,
rotating in first-in-first-out sequence. See also: "engineers
supplemental list,” "firemen's rotating board,"” "overtimelist."

the amount of time as specified by applicable agreement that isrequired
between the time of employee notification, the calling time, and the start
rimeof theassignment. "Calling time requirement”.

to solicit employees to bid on an assignment.
Theon-duty time of an assignment as established by an advertisement.
see "seniority roster.”

Time-on-duty situation that occurs when crew iscalled on duty with less
that 8 hours, but greater than 4 hoursrest. Total timeon duty in thiscase
equals length of time on duty previous trip and total time on duty trip
called for.

Written rulesor contract betweenrailroad and union that prescribeswork
rulesfor oneor more crafts. Can beeither system-wide or apply locally
only. Agreements must be signed by authorized representatives of both
the union and management.




allocation table

annul

Annulment

Arbitraries

arrive

Arrival Time

assignment
Assignment

assignment, extra

atableestablished by contract for the purposeof determining therelative
position of employees of the same craft but different seniority districts.
Thetableconsistsof sequentially numbered ‘slots.” The contract specifies
the dots alocated to each seniority district. Employees involved are
matched to the alocation table to get an Order Selection List {OSL)
number. The most senior employee in a particular seniority district
holding an assignment covered by the allocation table receives the first
OSL number designated for hisdismct. The next most senior employee
involved from that same district covered by theallocation tablereceives
the next number allocated to that dismct, and soon. An employeewith
alower OSL number is ranked above an employee with a higher OSL
number, even if the employee with the lower OSL number has a more
recent seniority date than the employee with the higher OSL number.

todeactivateajobfor oneday. Seealso"layin." Contrast with "abolish.”

Temporary discontinuance of a regular job or crew assignment.
Assignment is not abolished and employees are paid for lost wagesasif
they worked assignment. Example is when an assignment is "layed in"
for a holiday.

Item or Items on a time dlip submitted by TY&E employees to claim
additional pay. Claimsare sent to timekeeping offices and forwarded to
crew calling by them if claim was made in connection with an error on
calling procedures. One example would be when aTY&E employeeis
not called in the proper order and a runaround claim results.

to bring aroad assignment to or past some specified point. The specified
point for crew calling purposesfrequently isdifferent than that used for
TMS and TYMS purposes. Contrast with "relieve.”

Thetimethetrain stopsonit's designated track within ayard, asreported
on thetrain activity/delay report submitted at the conclusion of each trip
by the conductor. Used in some cases as a placement time on a crew
board and must be keyed into the tie-up screen in the CMD system.

theextra board, pool or regular job to which an employeeis permanently
assigned.

A scheduled job on which an individual or crew has designated work
responsibilities.

an assignment that is not regularly established. Thisis not the same as
an assignment to an extra board.




assignment number

assignment, parent
assignment, pool

assignment, regular

assignment, relief

assignment, swing

Auto Call

Automatic Mark Up

available

Award

Away-From-Home
Terminal

Bereavement Leave

bid

the number of an assignment as used by the crew calling or crew
management system. The assignment number may have little or no
relationship to the "train number."

the assignment whoserest days are covered by a swing assignment
an assignment as a member of a pool crew.

the permanent assignment of an employee. An employee having a
regular assignment to an extra board might have atemporary assignment
tofill avacancy.

another term for swing assignment. See " assignment, swing."

a yard assignment used to protect the rest days of another assignment,
the parent assignment.

Thesituation wherethe crew calling system automatically indicates that
an individua or crew has routinely reported for duty at the scheduled
time without receiving specific notification to report from a crew caller.
Also referred to as "show", "shine" or "report".

The action automatically taken by CMD to retum an employee to an
active working status at a specified date and time, predetermined by the
crew caller and employee.

marked up, rested, and usable.

Written notification that a successful bidder has been assigned to ajob
OT Crew.

A designated terminal on territory where crews of a seniority district
operate to, which is'on the end opposite that seniority district's home
terminal.

Layoff not to exceed threecalendar daysrequested due to thedeath of an
immediate family member which isdefined asamother, father, brother,
sister, children, mother-in-law, father-in-law, half-brother, half-sister and
spouse.

a written or verbal request which, if awarded, allows an employee to
move to particular assignment or position on an assignment, or to hold
particular rest days. Bidsare awarded on aseniority basis.




Bid

Blankable Job

blankable position

blanked position

Board Adjustment

brakeman

Brakeman
brakeman position
brakeman 1
brakeman 2

Build Up Turns

Bulletin

Written request received from an employee for permanent or temporary
assignment to ajob, crew or extra board position.

A position on a crew that need not befilled by an extraemployeeif the
regularly assigned employeeisnot availablefor duty. Normally, firemen
and brakemen are on blankables.

1. the second brakeman/helper position on a standard crew which could
be operated as a reduced crew in the absence of the second
brakeman/helper under certain conditions, and which has been filled by
aprotected employee. 2. afireman/reserve engineer position which may
be operated unfilled under certain conditions.

1. an unfilled second brakeman/helper position on a crew working as a
reduced crew. 2. an unfilled fireman/reserve engineer position which
may be operated as such.

An increase or decrease In the number of crews or extra employees
assigned to a board or pool to provide average days or miles worked
within established minimums and maximums. Conuolled by mileage
checks and performed by either the company or union representative.

atrain service employeewho assistswith train and yard operations. This
term excludes conductors/foremen.

Member of train crew who works under supervision of the conductor.
aposition on an assignment which may befilled by a brakeman.
another term for flagman. Contrast with "first brakeman.”

another term for head brakeman. Contrast with "second brakeman."

Turns which are created when a pool has no rested crews to operate a
train over a given territory. May consist of extra employees or a crew
from another pool.

Written notice posted at TY&E reporting |ocations that announces the
existence of a job, crew or extra board vacancy on which bids for
assignment will be accepted. They indicate, in part, how long bids will
be accepted for and effectivedate and time of assignment.



Bump

bump

bump, 1 day

bump, 10 day

bump, 14 day

bump, 30 day

bump, 60 day

bust the call

Call

Called and Not Used

called down

called job

An exercise of seniority by a senior employee who displaces a junior
employee and accepts the responsibility of the position assumed.
Notification of abump may be submitted to acrew caller either in written
form or vert-ally, depending on location policy.

displaceor roll ajunioremployee (one with less seniority or with ahigher
OSL number) on an established assignment or position on an assignment.
Thefollowing types of bumpsor rollsdo not apply at all locationsor to
all crafts.

amethod of exercising aseniority move. Theoption to moveto another
assignment in the same class of servicefor oneday whiletheemployee's
original assignment is annulled for oneday. Sameas"roll, 1 day".

amethod of exercising aseniority move. Theoption tomovetoa position
on another pool assignment within the same pool after having been on
the same pool assignment for at least ten days. Same as "roll, 10 day".

amethod of exercising aseniority move. Theoption to move to a position
on another assignment after having held a position on the same single
assignment for & least fourteen days. Same as "roll, 14 day".

a method of exercising a seniority move. The option extended to
employees in a particular seniority dismct and craft onceamonth tomove
to positions on other assignments or to retain their positions. Same as
“roll, 30 day".

a method of exercising a seniority move. The option extended to al
employees in a particular seniority district and craft once every other
month to move to positions on other assignments or to retain their
positions. Same as "roll, 60 day".

see "cancdl thecall”.

The process of notifying individual crewmen of the date, time and
position of their work assignment to which they are to report.

A situation where an employee has aready been notified to report for
duty and the work requirement ceases to exist. Employeeisadvised his
services are no longer required and proper placement is governed by
called and not used rules.

see "cancdl thecall”.

an assignment for which the crew members receive a notification of the
time to report to work each time they are to be used.

A-7




called on one’s rest

caller
calling cycle

Calling Limits

calling time

Calling Time Limit

calling time requirement

cancel the call
chain gang

Chain Gang

Cit Off

claim

Class of Service

coach hostler

an employee or crew called while in resting status with instructions to
report on duty at the termination of the rest period.

see "crew caller.”
the time period during which yard vacancies arefilled.

Established one mile limit that employee must live within before shag
requirementis used.

the timear which an empl oyee should benotified of an assignment, based
on the assignment start time as adjusted f or set back or moveahead, made
earlier by theamountsof preparatory time, deadhead time, and thecalling
time requirement, as applicable.

Amount of advance notification that employees must be given prior to
the on duty time of train or job to be protected. This notification time
varies per locations and craft, however, is usually one to two hours,
independent of deadhead lead time and rest requirements.

the amount of timeas specified by applicable agreement that isrequired
between the time of employee notification, the calling time, and the start
timeof theassignment, e.g., if the calling timerequirement istwo hours,
then an employee should be notified at 1:30 tofill a3:30 vacancy.

to abolish acalled assignment beforeit goes on duty.
another term for train pool.

Apool of crews protecting unassigned service with a specified homeand
distant terminal which are worked on afirst-in, first-out basis.

A status wherein an emplbyce, duetodisplacement or reductioninforce,
nolonger has sufficient seniority to hold aposition within zoneheor she
wasworking. Does, however, have sufficient seniority tohold aposition
within the seniority district.

to move to a position on an assignment by a particular method of
exercising seniority with the intention of owning that position on a
permanent or temporary basis.

Type of work performed while on duty. Can be categorized as yard
service, through freight, local, road switcher, etc.

see "hostler herder."




combined pool

combined pool crew

Conductor

conductor

consolidated seniority

Continuous

Continuous Time

Craft

craft

Crew

crew

crew caller

Crew Calling

a group of crews consisting of engineer, fireman, conductor, and two
brakemen. A crew is not assigned to a particular train but rather is used
on afirst-in-first-out, as needed basis.

any onecrew in acombined pool.

A member of train crew who hasoveral responsibility for operation of
the train.

a promoted train service employee in charge of train or crew. Inyard
service may aso be called foreman.

a seniority district made up of former district seniority districtsor prior
rights zones.

Method of totaling time an employee isin a selected status such as To
Place. Timeistotaled until employee changes status. Thetimecountis
then halted and begins over when employee returns to original status.

Time-on-duty situation that occurs when crew iscalled on duty with less
than 4 hours rest. Tota time on duty equals length of time ON duty
previoustrip, plusrest time(tied up for less than 4 hours- seeaggregation
for more than 4 hours) and total time on duty of current trip.

Classification of employees by typeof duties, ie, enginemen (engineers,
firemen, inside hostlers and outside hostlers), trainmen (conductors and
brakemen) and Y ardmen (switchmen, foremen, helpers, herders).

the individual occupational groups with which labor agreements are
usually written, that is, engineers, reserve engineers, firemen, conductors,
and brakemen.

A combination of the.appropriate number of employeeswho possess the
qualifications needed to operate atrain or engine.

theindividuals working on an assignment. Unlessspecifically described
as engine crew, train crew, etc., the term crew will mean all individuals
on the assignment.

an employee who natifies train and engine crews to report for duty. See
also "foot caler.”

The composite process of assembling and scheduling individual TY&E
employees to man work assignments, such as trains and yard switch
engines.




Crew Consist

Crew Consist
Agreement

crew dispatcher

Crew Sheet

Crew Swap

cut back

cut off employee

cut-off point

Daily Markup

Dead Under Hours Of
Service

Deadhead

deadhead

The number of employees and employee qualifications which comprise
acrew.

Refers to agreements negotiated between the company and unions
whereby trains meeting certain physical characteristics may be staffed by
one rather than two brakemen.

another term for crew caller.

Printout or display of entire TY&E personnel working jobs, crews or
extra lists, indicating the times and days that the jobs work or order In
which will be used to protect unassigned service. Run daily by crew
calling for amanual backup in caseof system failure.

Action within theCMD system toidentify that anindividual or crew was
called for one specific train and due to operationseither in theyard or on
the road (i.e., parkedonetrain and picked up another) tiedup with another
train.

to change an employee from engineer status to fireman Or reserve-
engineer status.

an employee who does stand for an assignment On either his prior-right
zone or his consolidated seniority dismct at the location where last
displaced and who does not elect to exercise seniority to an assignment
for which hestandsat another location that hasa reporting point in excess
of 30 milesfrom thereporting point of thelocation wherelast displaced.

a number equal to the number of positions on assignments that ae
available to be held.

The process under NP and CB&Q rules whereby switch engine jobsfor
yardmen are awarded on adaily basis.

Employees who have performed continuous service for a maximum of
12 hours during a tour of duty.

The process of moving an individual or crew, in a non-working status,
from one location to another.

trainman or engineman moved without performing service, from one
location to another at railroad convenience. Deadhead service may be
either paid or not paid. See also "deadhead continuous” and " deadhead
separate.”




deadhead combined

deadhead continuous

deadhead separate

Decision Tables

Delay Report

Demoted

demoted engineer

Departure Time

Dismissal

Dispatcher

displace

displaced

dog catch

Dog Catching

See "deadhead continuous."

totravel to tha placeof assignment and then work theassignment without
an interven: .g eight hour rest period. This deadhead time is counted
toward on- sty time of assignment deadheaded to work.

to travel to the place of assignment and then work the assignment with
anintervening eight hour rest period. Thisdeadhead timeis not counted
toward on-duty time of assignment deadheaded to work.

Steps that instruct the CMD system which employee to present for a
vacancy fill.

Slip submitted by TY &E employees at the conclusion of atour of duty
toindicate adetailed report of activities which occurred. Used by crew
calling operations to supply pertinent data to CMD system.

An employee qualified to work a higher rated job, i.e., an engineer vs. a
fireman or conductor working as a brakeman, but iscurrently working a
lower rated position either because of insufficient seniority or by choice.

an engineer who can no longer hold an engineer's assignment because
of areduction in the number of assignments.

The time normally specified by the conductor on the delay report that a
train first pulls on track to depart a given terminal. Used to determine
runarounds en route and must be keyed into the CMD system upon tie-up
through information received on acrew's delay report.

The result of aformal investigation wherein an employee |'s dismissed
from the service of the railroad and has no work privileges for an
indefinite period of time.

An employee who controls and directs the movement of trains.

exercise seniority rights over a junior employee onto the junior
employee's assignment.

to have lost one's assignment through either bump or assignment
abolishment. See also: "misplaced.

see "hours of service relief crew".

Shon turnaround service torelieve crews that have died under theHours
of Service Law whereinatrain and enginecrew issent torelievethe crew.
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dog law

dovetalil

Emergency Board

emergency conductor

emergency engineer

emergency furlough list

emergency service list

Emergency Work

engine crew

engine delivery service

engine peddler

engine pool

engine pool crew
engine relief

Engineer

see "hours of service law."

amethod of combining two or more priorrights zonesinto aconsolidated
seniority district. The employees are placed on the consolidated roster
instraight-seniority dateorder without regard to prior-right-zone priority.

Listing of employees who may be used to protect vacancies when extra
board personnel are not available.

aqualified conductor not holding aregular assignment as a conductor.

a fireman who isqualified as an engineer but has not established a turn
as such. (not aformer-B& O rule 29D man)

alist of furloughed employeeswho may beused toprotect serviceintheir
respective seniority district. Employeesare used off emergency furlough
listsin seniority order.

furloughed wainmen who have submitted written requests to protect
service in their respective seniority district. Employees are used off
emergency service listsin seniority order.

Work opportunity that existswhen thereisavacancy and noregular extra
employees are available to protect.

the engineer an the assignment and the fireman/reserve engineer if there
isone.

acrew whose task is to deliver light crew engines to a point on line of
road or to another terminal.

a three man crew, engineer, fireman, brakeman/helper, whose task isto
deliver or retrieve light engines within yard limits.

a group of crews of engineers or of engineers and fireman/reserve
engineers. Engine poolsgenerally rotate on afirst-in-first-out basis.

any onecrew in an engine pool.
another term for engine peddler.

A member of atrain or yard crew who is primarily responsible for the
operation of the locomotive.




engineer

Engineer Trainee

engineer trainee

engineer's position

engineers'
supplemental

Enginemen

Equalization

equity

extra board

Extra Board

extra crew

ExtraJob

Extra Man

an employee qualified to operate locomotives in other than hostler
operation.

A fireman (helper) who is receiving classroom and on-the-job training
designed to develop the qualifications needed for promotion to
locomotivr. engineer.

an employee that has entered training for employment as engineer under
the jurisdiction of the Road Foreman of Engines.

aposition on an assignment which may only beoccupied by an engineer.

alist of regularly assigned yard list engineers requesting yard work on
rest days. Seeaso: "additiona servicelist," "fireman's rotating board,"
"overtime list."

A terminology used for grouping employees who ar e responsiblefor the
movement of locomotives. Engineers, firemen and hostlersare included.

The proportionate alocation of work between seniority districts when
the employees of one seniority district operate in or over the temtory of
another district. Mileage regulations use this method frequently with
active/inactive pools.

afair allocation of thenumber of assignmentsorpositionsonassignments
that areavailable between thedifferent seniority districts protectingsuch
work, usually based on percentages of the work done in the past.

a group of employees, either engineers, firemen/reserve engineers,
conductors, brakemen, or trainmen, which has been established by
contract to cover temporary vacancies in their respective craft and
seniority districts. Extra boards rotate on afist-in-first-out basis.

Listing of extra employees whoar e used to protect positions of assigned
employees that are unavailable for work.

acrew assembled from employees taken individually from extra boards
or other such sources, as opposed to a pool crew.

An unscheduled job that is worked, as needed, to accomplish work that
is beyond the capabilities of regularly assigned jobs. Extra jobs are
normally manned by extra crews made up of extra board employees.

Employee who is not regularly assigned to ajob or crew, and is used to
protect the positions of assigned employees who are temporarily
unavailable for work.
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Extra Train

failure to report

fast freight

Final Terminal Delay

final terminal delay

Fireman

fireman

fireman's position

firemen's rotating

first brakeman

First-In

First-In, First-Out

first-in-first-out

An unscheduled train that is operated to accomplish work or move
tonnage that is beyond the capabilities of regularly scheduled trains.
Extratrains could be manned by either pool or extracrews.

the failure of an employee properly called or assigned to a show up
assignment to report for work.

aclassof serviceon the former-L&N.

A penalty that is payable to crewmen for management's Or their own
failureto tie up their train after reaching a point either at the entrance to
the yard or adesignated track for yarding thetrain. Must bereported into
the CMD system upon tie-up from information received on the delay
report.

time after thetrain has" arrived" measured from thetimethetrain reaches
some locally agreed point, usually a yard board.

A member of train or yard crew who is under the direct supervision of
the locomotive engineer and assists in the operation of the locomoative.
A fireman may Or may not bea qualified engineer.

an engine service employee who is neither aformer-L& N engineer nor
an engineer trainee, and who is either not promoted to engineer or is
promoted to engineer but is currently cut back from engineer status.

an engineman's position which may befilled by afireman.

a list of former-C&OQ firemen and board hostlers who have made
application for work other than on their regular assignments. Employees
originally marked up to the board in seniority order but are thereafter
used in first-in-first-out order. Thiswork isnot limited tO rest days.

the required brakeman's position on an assignment with a blankable
brakeman's position. Contrast with "brakeman 1."

The crew or individual who has theearliest board placement time.

Board or extra board rotation process by which the crew who has the
earliest placement on board from previous mp is the first one selected
tosatisfy a work regquirement.

the method of rotating therelativestandingon alist orin apool. It means
thefirst oneonto the list will be thefirst one taken from the list.




first-out

first pool

first pool engineer

first pool reserves

first pool reserve

fishing pool

five day known vacancy

flagman

foot caller

Footboard Yardmaster

Force Assigned

force assign

Foreman

Former Road

the employee or crew on arotating list or pool which isnext to be called
for service. Contrast with "oldest."

thegroup o" former-L& N First Pool Engineers. They are used to protect
road servic: runs,

former-L&N engineer holding a position in the First Pool.

the group of former-L&N First Pool Reserve Engineers. They are used
in reserve engineer pool service.

former-L& N reserveengineer holding an Engineer's position in theFirst
Pool Reserves.

another term for the reserve engineers guaranteed extra board.

atype of vacancy to which aformer-L&N engineer or reserve engineer
may make aseniority move. Thevacancy must have already been vacant
for at least five daysor it must be known that the vacancy will be vacant
for five or moredays.

the member of a standard crew responsiblefor work done in connection
with therear section of thetrain, especially, in territory wheredesignated,
protecting the train from any following trains. This term does not apply
to any member of areduced crew.

acaller who actually goes to where the train or engine service employee
is located for the purpose of calling. Where used, they are required by
contract at locations without a telephone within one mile of the crew
caler's office.

A yard foreman who isinstructed to act in the capacity of yardmaster.

The arbitrary assignment of the appropriate employee to a bulletin
position when no bidsfor the position are received.

to place ajunior qualified employee on an assignment for which no bids
were received.

A member of a yard crew who has overall responsibility for the
performance of a yard crew's assigned work, including the supervision
of the enginemen and other yardmen on the crew.

A pre-merger railroad which aTY&E employee was affiliated with.



fourteen-day bump
fourteen-day roll
FTD

Furlough

furloughed employee

furlough list

General Chairman

gouge

guarantee pay

guaranteed extra board

Guaranteed Extra Board

head brakeman

head man

held-in-abeyance

helper

see "bump, 14 day."
see "bump, 14 day."
See "final terminal delay".

A status wherein an employee, dueto displacementorreductioninforce,
no longer has sufficient seniority to hold a position anywhere within the
seniority district.

an employee whose seniority does not entitle him to hold an assignment
on hisseniority district.

alist of furloughed employees.

A union's designated representative for a group of employees within a
specific geographical area.

to recover mileage from an engineer by holding him out of service
because the engineer worked miles in excess of contractual limitsin a
previous month.

the amount of wages to which a qualified employee is entitled, subject
to certain conditions.

an extra board on which the holders of assignment are guaranteed a
specific amount of pay provided they meet certain conditions.

An extraboard that isinsured aminimum number of days' pay regardless
of the number of days actually worked.

a member of a standard crew responsible for work done in connection
with theforward section of thetrain. In transit, a head brakeman would
usually be stationed in the locomotive. This term does not apply toany
member of areduced crew.

another term for head brakeman.

an assigned reserve engineer who has been held off of his assignment in
anticipation of possible use asan engineer or hostler.

yard brakeman.




Helper (Switchman)

Helper Service

herder

Herder

Hire Date

Hog Board

hog law
hold

hold down

Hold Off

Home Terminal

hostler

Hostler

A member of ayard train crew who works under the supervision of the
engine foreman.

A job wherein one or more locomotives are used to assist atrain over a
severe grac . including mountain grades. Crew consistsof oneengineer
and one fi: :man, brakeman or conductor.

see "hostler herder.”

A yardman (switchman) who is a qualified and promoted foreman that
lines switches for the intra-terminal movement of trains and on-track
mai ntenance and hoi sting equi pment within the yard.

Date employee was first employed by therailroad and began training for
qualification within the craft hired for.

A seniority board that does not rotate on a first-in/first-out basis.
Employee with highest seniority date is always placed first out upon
arrival.

see "hours of service law."

to own aposition on an assignment either on a permanent or atemporary
basis.

the use of displacement rights to claim an advertised vacancy; to be
assigned to or apply to hold avacancy for a period of more than onetrip.

A situation in which an employee is not permitted to work his regular
assignment for acertain period of time. Caseswhere he may be held off
include: missed calls, laying off oncall, excessmilesor held off to protect
another class of service, such asafireman held off to be used asengineer.

A designated terminal on theterritory over which thecrews of aseniority
dismct operate that i s the originating point for service performed.

the assignment, usually to an engineman, especially firemen, operating
light engines in designated enginehouse temtory working under the
direction of an enginehouseforeman. Sameas: "insidehostler.” Contrast
with "outside hostler."

Enginemen who are responsible for the operation and movement of
locomotives within designated mechanical areas (Inside hostlers) or
beyond the limits (outside hostlers). They are not in all casesqualified
to operate locomotives outside of yards.
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Hostler Helper

hostler herder

Hoursof Service Law

hoursof service law
hoursof servicerdief

| ndependent

Initial Terminal Delay

Inside hostler

Interdivisional Service
interdivisional service

Job

Job Number

jump up

Employee who assists an outside hostler in themovement of locomotives
within and beyond the limits of designated mechanical areas.

the conductor's position on an outside hostler assignment.

A federal law which limits the number of hours that TY &E employees
may be required or permitted to work. Maximum time is 12 hours
obtained consecutively, in aggregation or continuous time. After 12
hours of performing service, must have at least 8 consecutive hours of
rest.

the Federal statute which provides that all train and engine crews must
be relieved after having been on duty atotal of 12 hours.

acrew whosetask isto providerelief crew for another crew tied up under
the hours of service law.

Method of totaling time an employeeisin a selected status such as To
Place. Time is totaled starting when employee first enters status and
continues regardless of any status change employee may enter, until he
returns to active status.

Apenalty that ispayabletocrewmen when a train fail sto depart aterminal
within so many minutes of their on duty time, usually 90 minutes. Must
be reported into the CMD system upon tie-up of the crew through
information received on the delay report.

see "hostler."

Servicein whichonecrew operatesatrainover aterritory which formerly
reguired two or more crews.

through freight service that operates runs over two or more divisions or
seniority districts.

A train, yard engine or other work requirement that is protected by an
assigned crew or individual, a crew from a rotating crew board or an
individual from an extra board.

A number assigned to a specific job used for identification within the
CMD system.

the act of rearranging a regularly assigned man from his regular
assignment to work an earlier assignment. Same as. "reach ahead.”
Contrast with "step up.”




Junior The employee, of two or more employees, who has the least seniority
(latest seniority date).

laid in an establist d assignment which has been deactivated for oneday, asfor
a holiday. See™annul."

laid out an established assignment which had been laid in or annulled and is
re-activated.

lay off mark off.

Last-In Thecrew or individual who has the latest board placement time.

Lay Off The action taken by an employee to temporarily remove him-or-herself

from an activeworking status. Whilein thisinactivestatus, an employee
is not available to protect work requirements unless contacted in an
emergency situation.

Lay Off On Call Theaction taken by an employeeto remove him or herself from an active
working status & the timethat notification isreceived to protect aspecific
work requirement. Penalty for this may result in employee being "held
off' for aset period of time.

Lay Off Personal A reason for requesting an inactive working status (other than illness,
death in family, etc.) that is generally granted only if there are
sufficient extra employees available to protect projected work

requirements.

Leave of Absence An inactive working statusthat isformally granted for absences of more
than 30 days in duration.

light engine an engine moving without caboose or cars anached.

light engine crew acrew whose task is to deliver light engines.

line of road that pan of therailroad between terminals.

Lineup Alisting of trains and jobswith estimated on-duty timesthat areexpected

to operate during an 8 to 12 hour period.

Local A freight train that does station work between its originating and
terminating stations. Usually isassigned service and works out of and
returns to agiven location each day.
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Local Chairman

Local Freight Service

Local Service

Location

made-up crew

mark off
mark up

Mark Up (Employee)
Mark Up Board

Mileage

Mine Switcher
Minimum Layoff Time
misplaced

miss out

A union's representative for aspecific craft at a specific location.

The class of train service that sets out and picks up cars at intermediate
stations and performs switching at these stations.

Any train which does station switching or sets out and picks up cars at
three or more locations or performs switching in excessof a set number
of hours.

Either a home or away-from-hometerminal Or an outlying point.

a crew assembled from employees taken individually from extra boards
or other such sources, as opposed to a pool crew.

to report as not availablefor work.
toreport asavailablefor work.

The action taken by an employee to retum him or herself to an active
working status (same as report).

The processof updating boardinformation to reflect the current status of
all individuals, crews or jobslisted on that board.

The basis used for regulation of some pools and extraboards. Mileage
allowed is predetermined by the company and union, usualy line miles
whichisthe mileage between two terminals, notincluding any arbitraries
earned.

A class of train service in which switching is performed at a mine
installation that is served exclusively by atipple and a series of tracks.

A minimum time that an employee may request an inactive working
status, established by agreements with some crafts todi scourageattempts
to avoid undesirablejobs.

describing an employee who has been bumped but has not yet exercised
his seniority onto a new assignment. See aso: "unassigned.” Not the
sameas "out of place".

marking off an employee account of not having been able to contact that
employeefor notification of call. Sameas: "out of place’.




Missed Call

move up

Must Fill Job

must-fill position

non-called job
non-prior right

employee

non-protected employee

Notification

oldest

On/Off Duty Point

one-day bump

A situation that occurs when an employee subject to call failstorespond
toa notification to protect a work requirement and results in the use of
another employee to protect the requirement. Missed calls must be
reported to an immediate supervisor.

tochange theon-duty timeof an established assignment to be earlier than
that which is designated for the assignment.

Vacancy which is required by law or schedule to be filled in order to
operate atrain. Exampleswhich aremust fills are engineers, firemenon
passenger trains, conductors, foremen in yards, and first brakemen
positions.

1. dl positionscovered by Carrier-UTU agreement except those second
brakeman/yard helper positions in road and yard service which may be
blanked pursuant to Crew Consist Agreements. 2. The fireman/reserve
engineer position in passenger or hostler service.

an assignment for which the crew members are expected to report for
duty without being called. Someemployees do have theright tobecalled

for a non-called assignment. Same as. "show up job"

an employee on a seniority district with aseniority date subsequent toa
consolidation of districtsinto that seniority district. (e.g.: former-C&QO
consolidated trainmen'’s rosters after May 21, 1982.)

employees hired subsequent to a protective agreement. (e.g.:
former-B&O trainmen subsequent to June 14, 1982; former-L&N
trainmen subsequent to February 1, 1986; former-WM trainmen hired
subsequent to September 2,1986; former-B&0 firemen hired subsequent
to July 19, 1972.)

Theaction taken toinform employees of changesin their working status.
Generaly, assignment and bump notification is verbal, job abolishment
and annulment notification is written.

the most senior employee in comparison with other employees on the
same seniority roster (straight or consolidated) or Order of Selection List.
Thisisdetermined using such criteria as seniority date, promotion date.
seniority dismct, prior rights, and/or Order Selection List number.
Contrast with "first-out."

The designated location where a crew reports for and is released from
duty.

see "bump, 1 day."




one-day ralls

Open Hde

open position

Open Turn

Option One Employees

Option Two Employees

orange book

Order Selection List

OSL number
out d place
Outlying Job

outlying point

outside hostler

see "bump, 1 day."

Permanent vacancy which is under bulletin or to be bulletined. In
CB&Q, displaced employees may bid vacancy and protect asif assigned
for thelife of the bulletin. NPemployees may also mark to the job and
it isconsidered no longer open.

a position on an established assignment that is availablefor claim on a
permanent or temporary basis.

Position within aturn whichisvacant and has no permanent owner. May
be occupied by an employeewho hasdisplacement rights and placesupon
turn for duration of bulletin.

Limited rights protected employees (brakemen) who haverightstoonly
"must fill" vacancies and assignmentsin yard service and on trains of
71 carsor lessin road freight service. They do haverights to blankable
and must fill vacancies on trains of more than 71 cars.

Borrowed, non-protected employees (brakemen) who do not have the
right to exercise seniority to or otherwise be used on blanked or blankable
second brakemen or second yard helper positions.

an agreement describing various guarantee items.

the number indicating the relative number position of one employee in
relation to another employee of the same craft but not necessarily of the
same seniority dismct, both working in the same yard, for use in
determiningright toan assignment. See"allocation table" for the method
of determining the OSL number.

See"Order Selection List number."

marking off an employee account of not having been able to contact that
employee for notification of call. Same as. "missout”. Not the same
as. "misplaced”.

A job that has an on/off duty point at alocation other than in the home
terminal of the seniority district to which the job belongs.

areporting location for an assignment where no extralist is maintained.

atwoman crew, hostler (fireman) and conductor/foreman, used todeliver
enginesfrom and bring them back to the engine house facility. Contrast
with: "hostler.”




overtime list

parent assignment

Past Practice

Patching

Pending A Call

Permanent Bid

Permanent Vacancy

Personal Leave Days

pilot

Pilot Service

pool

alist of employees requesting extra work on their rest days. See aso:
"additional service list," "engineers supplemental list," "firemen’s
rotating board." Overtimelists basically rotateon afirst-in-first-out basis
although the order of marking up to thelist may becontrolled by seniority.

see "assignment, parent.”

A work rule or agreement that, although unwritten, has resulted froman
undisputed application over a period of time and is assumed to be
mutually acceptable to both the railroad and the labor organization
involved.

SPterm for "dog catching."

A status which acall to an individual may be placed when an employee
has not been actually contacted.

Listing of job selections in preference order kept permanently on file
and referred toin the event theemployeeisdisplaced or avacancy exists
for immediate placement.

Avacancy created when an employee has been, oritisreasonably certain
that he will be, absent for 30 days or more. Permanent vacancies are
filled with a new owner and previous owner usualy returns with
displacement rights.

Days alowed to road trainmen in lieu of paid holidays, for which
payment is received, based on continuous servicedates with Burlington
Northern Railroad. Requestsfor personal leave days must be submitted
in writing and actual layoff documented by crew caller within the CMD
system.

an employee assigned to a train when the engineer or conductor is not
qualified on the physical characteristicsor rulesof therailroad or portion
of therailroad.

Service performed by a qualified conductor or engine foreman in the
movement of a lite engine over the road or within atermnal. Also,
service performed by qualified conductors Or engineers in providing
guidance to crews who are operating trains over territories they are not
qualified on.

agroup of crews protecting some service. The crewsin apool will beof
onetype: engine, engineer, fireman, reserve engineer, train, yard transfer,
or combined.




Pool

pool assignment

pool crew

position

Prior Rights

prior rights employee

prior rights zone

Promoted

Protected Rights

protects

A grouping of crews (either train or engine) which are used on a rotation
basis to operate trains over adesignated territory.

see "assignment, pool.”

any one crew or set of employees, either engineman, engineer, fireman,
reserve engineer, trainmen, yard transfer, or combined trainmen and
enginemen, which rotates on a first-in-first-out basis with other crewsin
apool protecting someservice. Employeesareassigned toand work with
a particular crew in apool.

apost on an assignment (e.g.: engineer. fireman, reserve engineer, hostler,
conductor, foreman, head brakeman, flagman, helper, third brakeman,
etc.)

Anemployee's claim to work ajob assignment on theterritory of aformer
seniority district when a consolidated seniority district is created by
merging two or more districts. Prior rights may rake precedence over
seniority dates.

an employee on a seniority district with a seniority date prior to the
consolidation of districts into that district. The prior right employee has
seniority rights on hisprior right zone over older employees who are not
from hisprior right zone. (e.g.: former-C&O trainmen hired prior to May
21, 1982 have prior rights on their prior rights zone.)

a congtituent part of a consolidated seniority district over which
employees hired before the consolidation have rights.

The process by which an employeewhois qualifiedand hassatisfactorily
passed the prescribed examinations and is authorized to work a higher
rated craft. Firemen, brakemen and switchmen may be promoted and
authorized to work as engineers, conductors, foremen, etc.

Rights allowed trainmen through Crew Consist Agreement, fully
protected, option 1 (limited protection), option 2 (non-protected), or
"N" (same as option 2).

term used to delimit the assignments which are expected to be covered
asopposed to those which are covered in unusual conditions. Protecting
also implies aright to the same assignments, e.g., yard engineers extra
board would protect yard engineer vacancies and would have the first
rightstofill such vacancies; an assigned yardengineer woul donly protect
his assignment and would only be used on another vacancy if the extra
board could not fill it.




protected employee

pull

Qualified

reach ahead

rear brakeman

Recall

Reduced Crew

reduced crew

Reduction In Force

Register

regular assignment

Regular Man

Reinstatement

relief assignment

an employee hired prior to the effective date of a protective agreement.
(e.g.: former-B& O trainmen hired before June 15, 1982; former-WM
trainmen hired before September 3, 1986; former-B&O firemen hired
before July 19, 1972; former-L&N trainmen hued before February 1,
1986 who are not on furlough.)

little used term for bump or roll.

Description of an individua who has complied with the specific
requirements or conditionsof ajob or class of service.

torearrangearegularly assigned employeefrom his assignment to work
an earlier assgnment. Same as. "jump up.” Contrast with "step up."

another term for flagman. This term does not apply to any member of a
reduced crew.

The restoration of an employee to an active working status from an
inactive status (cut off, furlough) to increase the number of employees
maintained in an active working status.

A crew that operates with a conductor (foreman) and one brakeman
(helper).

a train crew that operates with a conductor/foreman and one
brakeman/helper.

The cutoff or furlough of a number of employees due to a decreasein
work requirements. In areduction inforce, employeesareplacedinan
inactive status in reverse seniority order.

Book in which crewsdocument individual crew members’ names, on and
off duty times of that tour, terminals operated to and from and the time
off duty preceding the beginning of their last tour of duty.

see"assignment, regular.”

TY&E employee that works a specific assignment as owner of ajob. In
yards, employee that isassigned rest days.

The process wherein an employeeisreturned to service with the railroad
after being dismissed with al or partial work privileges and retainment
of seniority.

see "assignment, swing."
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Relief Job

relieve

Relinquishing
Assignment

Relinquishing Rights

represents an
assignment

reserve engineer

reserve engineer pool

reserve engineer

respite

Rest Days

Rested

rested

A job that isdesignated to perform the work normally assigned to other
jobs on that job's rest days (days not scheduled to work).

to allow the employees on an assignment to go off-duty. Contrast with

amve,

In some circumstances, an employee can give up (throw-up) assigned
service and request placement to another position within his zone.
Reference must be made to governing rules as each location and craft
may be different. The craft which implements thisis mainly trainmen.

An employee whoisqualified and promoted to work a higher-rated craft
may give uptheright to work that craft. Specifically, brakemen may give
up their conductor rights and switchmen may give up their foremen
rights. Must be submitted in writing as they may also give up seniority
rights.

an employee is a representative of the assignment if the last previous
work of the employee was as a member of the assignment on the last
previous useof that assignment, and the employee has not since marked
off or layed off.

a promoted and qualified former-L&N engineman whoisassigned toan
engineman's position other than an engineer's position. He may be
assigned to the First Pool Reserves, filling areserve engineer's position,
on an assignment with an engineer, on a hostler assignment.

a group of reserve engineerswhich protects vacanciesin road, yard, and
shop engineer service. They work first-in-first-out like an extra board.

aposition on aformer-L&N mad or yard position assignment which is
equivalent to afireman position.

rest period or break in servicefor Hours of Service consideration.

Thedesignated day or daysof theweek that a crew or jobisnot scheduled
towork.

Thestatusof an employee who has been off duty for aprescribednumber
of hourssince theend of the last tour of duty.

an employee who has been off duty for at least eight hours plus any
additional requested rest time plus any additional rest time required by
the hours of service law or by agreement. See also: "undisturbed rest”




rested assignment

Restoration ToTurn

road assigned crew

Road Crew
Road Rotation
Road Switchers
roll

run

runaround

Runaround

Runaround En route

Sadie Hawkins Days

second brakeman

as assignment for which each position is in one of the following three
states: 1.Vacant or open; 2.0Occupied by an employee who does not
represent the assignment (See "' representsan assignment") withoutregard
to the emrloyee’s rest status; 3.Occupied by an employee who does
represent trie assignment and who is rested.

Occursaf.er aturn has been runaround en route and has requested to be
returned to it's proper location within the pool.

acrew that isassigned to a particular set of trains.

A crew that operates atrain or performs work beyond the boundaries of
aterminal.

Assigned service that protects multiple road assignmentsand may tieup
during the tour of duty at multiple away terminals.

Freight crew working within a 35-mile radius of a specified location
where no yard crews are employed.

another term for bump. The different types of "bumps" or "rolls" ae
defined after "bump".

aroad assignment.

the act of using an employee or assignment which is not first-out to be
called before using the proper employee or assignment.

Violation of first-in, first-out agreements or other applicable agreements
governing the placement of individuals or crews on a board.

A situation that occurs when two or more crews are called out in the
proper order from a-terminal and arrive at the opposite terminal in a
different order due to actual passing of each other en route in whatever
mode of ransportation they werecalled for.

A specificdateduring theyearwhere TY & E empl oyeescan be reassigned
within locations in accordance with permanent bidsonfile regardless of
wher urrently working at that |ocation and without displacement rights,

the blankable brakeman position when such a position exists. Contrast
with "brakeman 2."




Second Pod

Senior

Seniority Date

Seniority Didrict

seniority digrict

sEeniority roder

Separation d Trip

sequencetime

Service Code
Service Dae
set back

set over

set up

the group of former-L&N engineers used primarily to protect vacancies
in extrafreight and yard service. Employees bid on positionsin thispool
and rotate in first-in-first-out sequencelike an extra board.

The employee, of two or more employees, who has the most seniority
(earliest seniority date).

The date which identifies the first day that an employee worked in a
particular craft on a specified seniority district. Also, with reference to
promotion, the date on which an employee wasallowed to work a higher
ranked position.

Designated territory that an employee's seniority rights arevalid within.

a group of employees, each of the same union and craft working on the
same territory, whose seniority may be used to determine relative
ranking.

the list of employees on aseniority district arranged in order by hiredate
or by some common promotion date.

Method of calling a crew or individual or crew when it is desired that
they claim deadheading and service performed as separate hips, with a
minimum of a basic day's pay for each.

the timewhich determines therel ative position of a particular crew within
thegroup of similar crewsor an extra boardemployee on the extra board.
Except for newly established crews or extra board positions, the sequence
time, as specified by the various agreements, is an arrival or relief time
from the last use of the crew or extra board employee.

Code within the CMD system to identify what type of serviceis being
accessed by the function/subfunction.

Date employee was first hired by railroad and established his first
seniority date.

to change the on-duty time of an established assignment to belater than
that which isdesignated for the assignment.

extramen with five or more regular starts.

to change an employee from fireman or reserve engineer status to
engineer status. Contrast with "step up.”




Shag

Sharpshooting

Shift

Shifts

shop engineer

Short Turn Around
Service

show up job

sixty-day bump
sixty-day rdl
Sour ce of Supply

standard crew

start count
Start Time

Station

Station Number

Attempt to notify an employee of hisassignment by personal contact.
Hemust livewithin predefined limitsfrom his working location, i.e, one
mile from yard office. Used in cases where an employee does not have
a telephone or cannot be reached by telephone and lives within calling
limits.

The manipulative actions that some employees exercise in an effort to
work desirable jobs and avoid undesirable jobs.

Thetour of duty of anindividual or crew working ajob that hasscheduled
on and off-duty times. Also, the timeframe during which scheduled jobs
normally go on and off duty.

Grouping of yard assignments within a specific time frame.
former-L&N term for hostler.

A crew used from a terminal to anon-specified point and returned to that
terminal any number of times.

an assignment for which the crew members are expected to report for
duty without being called. Someemployeesdo havetherightto be called
for ashow up assignment. Same as: "non-called job"

see "bump, 60 day."
see "bump, 60 day."
Any point where road extra boards are maintained.

a train crew consisting of a conductor/foreman and two
brakemen/helpers.

the count of regular yard starts made by an employeeor an assignment
Thetime that aregularly assigned job is scheduled to go on duty.

A location designated in the timetable by name and number at which a
train may stop for traffic, pick up and set out cars or enter or leave the
main hack.

A five-character numeric symbol used to identify locations on the
railroad.




step up

straight seniority

straightaway run

supply point

Suspension

swing assignment
switchman

Switchman

Switchman (helper)

tag day relief

Temporary Vacancy

ten-day bump

to rearrange a firemanheserve engineer to work an engineer position on
the same assignment; to rearrange a brakeman/helper to work the
conductor/foreman position on the same assignment. Contrast with
"reach ahead," "jump-up,” and "set up."

type of labor agreementswhich allow enginemen to hold either engineer
or fireman/reserve engineer assignmentsor which allow trainmen tohold
either conductor or brakeman assignments without regard to a younger
employee holding an assignment requiring promotion. Where straight
seniority does not apply, all employees above a certain point in the
seniority roster must hold assignments requiring promotion and all
employees below that point must hold assignments that do not require
promotion.

arun from one terminal to another.

a real or hypothetical location identified by mile post where an extra
board is maintained.

Discipline assessed an employee after a formal investigation wherein
employeeis not allowed work privilegesfor aspecified number of days.
Employee retains seniority rights, but may also be assessed
disgualification to work selected assignments.

See "assignment, swing."
yard trainman, including foremen/conductors and helpers/brakemen.

An employee whose work generally involves the movement of cars
within the boundariesof aterminal.

A member of a yard engine crew who works under the supervision of
the engine foreman. Crew may have a minimum of one switchman
under crew consist agreements, twofor aregular crew or amaximum of
three.

aregularly occurring swing assignment of less than five days which is
filled by extra board personnel.

A vacancy created by an employee being absent from his job, for any
reason, for less than 30 days. Temporary vacancies are usually not
bulletined.

see "bump, 10 day."




ten-day roll

third brakeman

thirty-day bump
thirty-day roll

Through Freight

tie-up
Tie-up
Tie-up Point

Times Out

Time slip (trip slip)

top-to-bottom

train

train crew

Train Director

see "bump, 10 day,"

an additional trainman required by the"Full Crew" law, ineffect in some
states, on road through runs with more than 69 cars, excluding the
caboose.

see "bump, 30 day."
see "bump, 30 day."

Theclassof train servicethat operatesfreight trains between crew change
points. Thisclassof servicemay makepick upsor set outsat intermediate
stations, but may not perform station switching.

the information about an assignment's arrive and relief.
The action of an individual or crew going off duty.
The location where an individual or crew goes off duty.

Therequest by an individua to know hisstanding or sequential position
he is currently occupying on a rotating board. For example, the
individual or crew that is standing for the next call to bereceivedis"first
out".

The form that is submitted by crews and some individual employeesto
provide the information needed for payroll preparation.

method of combining two or more prior bottom-to-top rights zonesinto
aconsolidated seniority district. Theemployeesarearranged in seniority
order in their prior right zone list and then each prior right zoneisplaced
as a block of employees into the consolidated list. The ordering of the
blocks will vary depending upon the useto which theroster isbeing put,
e.g., a Atlanta the former-AJT and former-L&N engineers are divided
into five blocks which are arranged into three different orders.

an engine or more than one engine coupled, with or without cars.
Operating Department rules add the clause "displaying a marker(s)",

the assigned train service employees. They are usualy, but not always,
conductor and brakemen.

A clerical function which directs train and engine movements within the
Memphis Tennessee yard.
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Train Number

train pool

train pool crew

trainman

Trainmen

Turn

Turn Around Service

Turn Number

turn-around run

unassigned

Unassigned Service

undisturbed rest

User Intervention

Vacate

The symbol used to identify a specific train. This symbol may be
comprised of apha, numeric or acombination of both characters.

a group of crews composed of one conductor and two brakemen.
Employees bid on positions on specific crews and the crews rotate in
first-in-first-out sequence to protect service on a specified territory.
Contrast with "made up crew."

any onecrew inatrain pool.

any train service employee, including conductors/foremen and
brakemen/helpers. This term is usually reserved for road employees.

A terminology used for grouping employees who areresponsiblefor the
movement of trains. Conductors and brakemen areincluded.

A crew that isassigned to a pool.

A crew used from a terminal to a specific point and returned to that
terminal one timeonly.

A unique number by pool assigned to each turn within that pool.

arun which worksout of aterminal to an intermediate point and returns
to the same terminal.

an employee at acrew supply point who has no assignment.

Service wherein the crews do not have a specific train, on duty time or
work schedules. Protected by pool service or extra board. On-duty
location does not have pools.

acalling condition requestable by a former-L&N engineer or conductor
who represents an assignment. This demands that their respectivecrew
will not be contacted for duty until after they have had aminimum of ten
hoursrest prior to the one hour and thirty minutes calling time allowed
before the on-duty timeof the assignment.

Terminology in decision table steps to identify circumstances wherein
crew caler must manually make a decision as to whom to call for a
vacancy. User intervention field contains specific instructions to follow.

The processd leaving one's assigned job permanently.
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Vacation Operating employees receive from one to five weeks vacation per year
depending on service date. Vacations must be taken in seven-day
segments starting on Monday and ending on Sunday unless employee
hasassigne. rest days, in which case vacation starts on first working day
after rest days.

Waiting Turn Situation wherein an employee who is assigned toaregular turn or job,
who, for whateverreason did not go out onor with hisregular assignment.
Theindividual, when returning to an active status, i s then waiting for his
turn to come back into the hometerminal. Occursat home tenninal only.

Wheeling The process of moving yardmen after the initial marking of the yard
board to protect must fill vacanciesin the yard.

work one's way out of to be alowed to hold an assignment while one's seniority or Order

the terminal Selection List number is such that the employee should be cut off or

furloughed. An employee working his way out of the termina will be
allowed to hold assignments until he can nolonger hold any assignment.

work train atrain used in non-revenue service, such as unloading ballast or laying
rail.
Work Train A train whichis called to assist the company's maintenance of way and

B&B departments. Crews perform constructive service, such as
dumping rock, laying rail, etc.

Work Week Adjustment period used in regulating the number of employees
maintained on ayardmen's extra board, usually beginning with first shift
caled on Monday and ending with last shift called Sunday. Also, the
weekly period worked by ajob that has scheduled rest days.

working as an employee temporarily filling a vacancy on an assignment.

Wrecker Crew A type of work train called to assist at aderailment.

wrecker service crew a full sized crew (engineer, conductor, flagman, and head brakeman)
whose purpose is to travel to the place of a derailment and assist in
clearing it.

Yard Board A listing of the crews that are assigned to theregular and relief yard jobs
that are worked in aterminal.

yard engineeran engineer in yard service.

A - 33
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yard foreman
yard pool transfer
Yard Service
Yardmaster

youngest

ZZZ Circular 7 Location

1 day bump
1 day roll

10 day bump
10 day roll
14 day bump
14 day roll
30 day bump
30 day roll

40(b)

a train service employee in charge of a yard crew. Same as "yard
conductor."

a yard assignment without an established on-duty time that is used
primarily to transfer cars from one yard in a terminal to another yard.

Employeeswho areassigned (or marked up) toswitch enginesasopposed
toroad service.

A supervisor that isresponsiblefor the overall supervision of yard crews
working within aterminal.

the most junior employee in comparison with other employees on the
same seniority roster (straight orconsolidated) or Order of Selection List.
Thisisdetermined using such criteriaas seniority date, promotion date,
seniority district, prior rights, and/or Order Selection List number.

A five-character alpha/numeric symbol used by the Missouri Pacific
Railroad toidentify locations on therailroad. Thissymbol iscomparable
to the B operating station number.

see "bump, 1day."

see "bump, 1day."

see "bump, 10 day."
see "bump, 10 day."
see "bump, 14 day."
see "bump, 14 day."
see "bump, 30 day."
see "bump, 30 day."

therulein the former-C&0O agreement with yard trainmen providingfor
the use of furloughed employees who have filed a written request for
emergency work.
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60 day bump

60 day rdl

therulein the former-C& 0 engineers agreement which provides for the
use of a promoted fireman to fill an engineer vacancy and which allows
that fireman to work back to his home terminal as an engineer even
though an ¢ ngineer might become available on the engineers' extralist
during the interim.

see "bump, 60 day."

see "bump, 60 day."
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