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OQOFPINION
At the November 2, 1948, General State Election, the

peorle of the State of California, by the initiative, adopted a
statute which amended Section 6902 of the Labor Code so as to
reguire the employment, by railroad corporations, of at least two
brakemen on "any freight, mixed, or work train" running on any
"main track or branch line of raillroad'" on which there is operated
'more than four trains each way per day of 2% hours ., . .". Also,
this statute added Section 6902.5 to the Labor Code, which section’
reads as follows:

"6902.5. The Public Utilities Commission of the State

of California shall have the power, after hearing had

upor its own motion or upon comolaint, by general or

special order, rule, or regulatlon or otherwise, to

require cach common carrier by ramiroad within the

State of California to operate its trains, with such

nuzber of brakemen as are necessary to promote the

safety of its employees, passengers, and the publics

provided, however, that the Commission shall not

reguire the emnloyment of such number of bralemen

as will result in feather-bed practices."

Following the enactment of this statute; the rallroads

of California posted notices that, effective 12:0L A.M., December

15, 1948, they wou%d)operate all through freight trains, with
1

certain exceptions , with a maximum crew of one conductor and

two brakemen. The four R-ilroad Brotherhoodsca), under date

of Dzcember 14, 148, filed with this Commission an informal complaint
against the railroads' contemplated action, but, nevertheless, '

operations as set out in the notices were instituted.

(1) Three brakemen are used on trains onerating into the sur-
rounding states of Nevada, Arizona, and Oregon because of the
full-crew laws of thesc states; on certain rus in California
as a result of agreements betveen the rallroads and the
Brotherhooas, and, in many instances, on local trains,
Locomotive unglnoers, Locomotive Fircmen and Znginemen, Rail-
road Trainmen, and Railway Conductoro.
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On December 15, 1948, this Commission issued its order
of investigation and, as a rasult, public hearings were held in
the matter before Commissioncer Potter and Examiner Syphers at San
Franciseo on January 10, 1949, at Sacramento on April 20, 21, and
22, at San Francisco on May % and 5, June 8, 9, 10, 22, 23, 2%, 27,
23, 29, and 30; July 1, 6, 7, 8, 27, 28, and 29, 1949, In addition,
on July 20 and 21, 1649, the presiding commissioner and examiner,
accompanied by representatives of the parties hereto, made a physi-
cal inspection of the four subdivisions of the Western Division of
the Western Pacific Reilroad. On cach of these hearing dates evidence
was adduced and on July 29, 1549, the matter was submitted. It is

now ready Zor decision,

The testimony pres:znted in this matter was confined to
the lines of the Western Pacific Railroad, it being the announced
plan to hold separate hearings for each rallroad involved. Further-
more, it was developed ot the hearings that, in conformity with
Section 6902.5 of the Labor Code, the jurisdiction of the Commis~
sion to determine the number of brakemen required is confined %o

the number of brakemen "necessary to promote the safety of its

(railroad's) employees, passengers, and the public". With these

considerations in mind, we now analyze the testimony presented at

these hearings.

The Operations=Safety Division of this Commission,  having
made investigations of the lines of the Western Pacific Railroad,
presented the results of these investigations. Additional evidence

was presented by the Brotherhoods and the raillroads respectively.
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The Wastern Pacific Railroad's operations are divided
into two main divisions designated as Western Division and Eastern -
Division. The entire Westorn Division is in the State of Califernia
and consists of four subdivisions. The First Subdivision runs
between San Franeisco and Stockton, the Second between Stockton
and Oroville, the Third between Oroville and Portola, and the
Fourth between Keedie and Bieb2r., In addition, part of the First

Subdivision of the Zastern Division is in the State of California,

this part running from Portola to the California-Nevada State Line:

east of Cclneva.

At this peint It shouvld be noted that, since December 15,
1943, the train crews of through freight trains on the four sud-
divisions of the "estern Division, have consisted of a conductor
and two brakemen, in addition to the enginc crews which are com-
posed of an cngineer and fireman for each engine used. On the
First Subdivision of the Zastorn Divislon, a train crew must consist
of a conductor and threec brakemen on trains of more than 50 cars.
This is occasioned by a provision of the Nevada TIMull-Crew Law. The
third brakeman is used on that part of the ruwn which is iq
California in order to avoid adding an additional man ét the

Califernia-Nevada State Line.

The First Subdivision of the Western Division of the

Vlestern Paciflc Redlroad covers the malin-line territory between

San Franeiseo and Stockton, and is 90.29 miles in length. Between
San I'rancisco and Qakland there is a freight ferry operating across

ob

the bay so that, so Lfar ac the raillroad operations are concernecd,
Cakland is the western terminus. There is double track for part

of the area within the City of Oakland, between Chestnut Junction
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and Clinton. TFrom Clinton ecastward the single track parallels
some city streets and makes numerous crossings over other city
streets until it emerges into more open country in the vicinity
of San Leandro. In this area the ftrack ls tangent and the grade
is negligible. This is‘also true of the track running eastward
to Niles, at Milepost No. 30. Irom Niles to Altamont there is an
ascending srade which, for the most part, is 0.8 per cent. In
this area there are curves up to 6 degrees and the track passes
through hilly cowntry. Ffrom Altamont to Carbona there is a descend-
ing crade of one per cent and for the grcater part of the way
there are curves in the trock up to 6 degrees. rFrom Carbona to

Stockton the grade ic negligible and the tracl, for the most part,

is tanzent. There are three tunnels on this subdivision., Tunnels

Nos. 1 and 2 are in Niles Canyon, No. 1 being 4,287 feet in length
and No. 2 being 385 feet in length. Tumnel No. 3 is east of Alta~
nont and is 400 feet in length. The number of freight trains on
this subdivision averages 3 to % in ecach direction per day, in
addition to the passenger trains. The length of freisght trains
varies from 40 to 79 cars and sometimes longer, the passing tracks
ranging from 69 to 117 cary in length.‘ Freight operations over
this subdivision are conducted by the use of steam locomotives,
and helper engines are used westbound between Stockion and Altamont
and eastbound between Niles and Altamont as needed.

The First Subdivision has a type of signaling designated
by the railroad as an absolute automatic block system between
Clinton Tower and Stocikton. This is a type of traffic control
wherein the signals are controlled from the central office at
Sacramento but wherever it 1s necessary to throw any main-line

switches, this is done manuvally by the train crews.

-5




" 05,4988 - JG

The Second Subdivision of the Vestern Division is located

between Stoclkton and Oroville, and is 111.29 miles in length.

Throughout the length of this subdivision the tracks are tangent
with the excention of about 6 miles of curved track ranging up to
6 degrees of curvature and the grade is negligible. Two passenger
trains and an average of four Ifreight trains are operated in each
direction daily, and the average length of freight trains ranges
from 70 to 75 cars and sometimes longer. This subdivision has
single track with passing tracks averaging about 76 cars in length.
There is a signal system designated by the railroad as an automatic
block system between Stockton yard and Marysville, which is a type
of train control wherein the signals and main-line switches are
remotely controlled from the central office at Sacramento.
Testimony was presented that the railroad was engaged in extending
the automatic block system for the entire length ol the Second
Subdivision., Detween Marysville and Oroville, at the time of the
hearing, the trains were operated on time table and train orders.
On this Second Subdivision the e¢rews of the through freight trains
periorm the local worlz, such as switching at the various stops,
inasmuch as there are no local tralns assigned with the exception
of a seasonal assignment between Stoclkton and Thornton.

The Third Subdivision of the Western Division is located
between Oroville and Portola, covering a distance of 116.31 miles.
The track runs through what is known as the Feather River Canyon
and, for a distance of approximately 100 miles, the grade is one
per cent. There are numerous curves and 3). tunnels, the longest
being the Spring Garden Tunnel which is about 7,318 feet in length.
The railrocad and State Highway No. 24 parallel each other on
opposite sides of the river throughout most of the length of the

Third Subdivision. The type of signaling on this subdivision is

6=




centralized traffic control wherein the signals and main-llne
switches are controlled from a central office at Sacramento. On
this division there are assigned local trains that handle the way
freight; however, the through freight trains are frequently required
to pick up and set out cuts of cars. 3Both passengér and freight
tralns operate over this division. It is a single-track line with
passing tracks having an average canacity of about 06 cars. |
The Iourth Subdivizion of the Vestern Division is located

between Keddie and 3Bieber and covers a dlstance of 113,26 miles.

The track runs through mountainous territory in a rather sparscly

settled area. 7There are no auvtomatic siznals in use on the Sub-
division, the trains being operated entirely by time table and
train orders. This, likewise, is a single-track line with passing
tracks averaging about J§9 cars. No passenger trains arc overated on
this run although passengers are permitted to be carried on the
cabooses of all freight trains. There are bhetween two and three
freight trains in each direction daily. The trains range in
length from very sihort trains to 06 cars. The track is, for the
most part, over long ascending and descenting grades which, in some
instances, arc as steep as 2.2 per cent., There arc nUMETrous Curves
ranging up to 10 degrees and eight tunnels. Helper engines usually
are uged on this subdivicion between XKeddie and Almanor and, on
occasions, helpers are used on the westbound run between Zieber and
Hall's Flat. | |

?he portion of the Tirst Subdivision of the Zastern
Division of the Western Pacific Railroad, in California, covers
the territory between Portols and the California-Nevada line east

of Calneva, the entire subdivision extending to Winnemucca, Nevada.
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The length of this subdivision is 210.9 miles end the portion in

California 1s 56.97 miles. In addition to the passenger trains,
there are about four freight trains per day each way, averaging
about 7% cers in length. The trains on this subdivision are operated
by time table and troin orders although there are automatic block
signals at the Chilcoot Tunnel which is about 19 miles east of
Portolag3) The track is pract;cally level with very little curvature
between Portola and the Chilcoot Tumnel. East of the Chilcoot
Tunnel to Constancla there sre curves up to 6 degrecs. From that
point cest to Herlong the track 1s practically straight and then
there 1s a slight curvature east to the state line. There is a
grade averaging betwten Q.4 per cent and 0.8 per cent eesterly from
Chilcoot Tunnel to the state line. |

An analysis of the testimony presented by the several
witnesses Iin this procceding as to the dutics of a brakemsn end the
factors affecting his work might be considered under verious heead-
ings, including train Inspections, train repeirs, train operationms,
weather conditions, terraiﬁ, operations in yards, length of trains,
time required to do the work, obscrvance of rulcs, and general
considerations. We propose to consider this testimony under these
several headings and then to make an evaluation of these factors as
they relate to safety of operations, keeping in mind that the
Jurisdiction of this Commission in this metter is specifically
limited to a consideration of the number of brakemen "necessary to
promote the safety of its (the reilroad's) employees, passengers and
the public." (Section 6902.5; Labor Code of California.)

According to this record, there are thrce types of train
inspections - stending, rolling, =nd running. A stonding inspection
is one whereln the crew member walks along the side of the train |

to make his observations, paying perticuler attention to sny

(3) Rollrond witnesses testified thot a contralized tmaffic
control system was sbout %o be installed on this subdivision.

-8~
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defects in the equipment or in the pesition of the lading which

may be on the train, A rolling inspection is one where similar
observations are made when the train is rolling slowly past a given
point or points where the traln crew members are stationed, and the
running inspection is one wherein the train crew members observe

the train and its lading while the train is in motion along the

trock and while the train crew members sre on the train. The purpose
of these inspections is to detect possible defects which may lead

to equipment fallures such as broken knuckles, broken drawbars,

hot boxes or journals, sticking brokes, hot wheels, dragging equip=-
ment, and other mechenicel defects such as broken air hoses, and

also any defects in the lading of the train such as shifted lading.
It is the common practice, in sccordence with operating rules and
allegedly in the Iinterest of sofety, to conduct train inspections

as frequently as practicabie.‘ The testimony indicated that these

inspections become the responsibility of the conductor and the brake=-

men, and that the engine erews, beceuse of thelr duties relating to
the locomovive, cannot be relled upon, In the main, to conduct

these inspectlons with the exception of running inspectlons wherein

the engineer or firemen may observe the train while it is in motion

and when the conditions are such thet they coan make these cbserva-

tions.,

Whéenever a defect is noted as 2 result of a train inspec-
tion, or otherwise, the trsin crew mskes such repairs as it can.
According to the evidence, it is possible for the crew members to
correct hot boxes or Jjournsals by additional packing, oiling, or
brassing; to correct broken or dragging brake equipment, to replace
broken knuékles and to perform other repsirs. If the defects are

such that the repalrs cennot be effected by the trein crew, then it
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is the practice to set the car out at the next siding, recouple the
train and proceed, lesving the car to be repalred later by the staff
of the mechenical department. There was considereble evidence con-
cerning the number of men required to effect certain of these
repalrs. It was polnted out that, on occasions, men carry a knuckle
for meny cer lengths in order to make a replacement. Also, chains
ere used to connéct cars where an emergency connection is necessary
due to a break in two., The weights of these knuckles and chains
were discussed and in some cases, according to the testimony, it is
not practlcadle for one men to carry this equipment. Other testimony
indiceted that in a good meny ceses by proper manilpulation of the
train it would not be necessary to cafry this equipment any epprecl-
eble distance.

In the matter of g stznding inspection a crew of a conduc-
tor and two brakemen ¢an satisfactorily conduct it although it is
apparent, from the testimony, thot it micht be done more expeditious-
ly if more men were avalleble., Where a rolling inspection is mede,
it appeers that 2 conductor and two brekemen cen conduct it setis-
factorily and elso perform any other required duties. Likewise,
this 1s true when the stending »nd rolling inspectionS‘aré‘combined.
rFor exsmple, rbout half the train longth before coming to a stop,
the engineer can slow down the train so as to permlt the head brake-
man to drop off and make a rolling inspection of one side of the
first half of the train. "After the train comes to a complete stop,
the head brakemsn can cross over and walk back to the engine, making
2 standing inspection of the other side. At the seme time, 2 men
from the rear can welk up and meke a2 standing inspection of one
side of the resr half of the train, then cross over and, if the train

is to leave right away, meke 2 rolling inspection of the other side,
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as the train moves slowly by. The third man of the train crew is
aveilable for flagging or such other work as may be necessary. In
the conduct of running inspections, there was testimony thet addi-
tional brakemen might be of some value although an esnelysis of all
the testimony discloses that, with a crew of a conductor =nd two
brzkenen, there could be men ot both the front and rear ends of the
train who would make obscrvations whenever possible. In this connec-
tion it should be pointed out thet, according to this record, it 1s
not the practice of trainmen to ride out on the trains of the Western
Pacific. They éither ride on the front end of the train in the cab
of the engine, or in the "dog housc" on the tender, or ¢lse they

ride on the rear of the train, in the caboose. Also, in making
repairs, while there undoubtedly are difficulties encountered which
pight be handled more expeditiously with larger crews, according to
this record, a crew of a conductor and two brekemen can satisfactori-
ly e¢ffeect most of the ropairs thet are ordinsrily made while the
train is on the road. Thus, so fer as train inspections and train
repalrs are concerned, the contridution of additiconal brakemen over
and above the crew of 2 conductor and two brakemen, is to permit the
work to be done in a shorter time,

In the operation of trains, it is the function of the
conductor ~nd the brakomen to perform necessary flsogging, to set out
and plck up cears =t the various stations where there are no local
crews assigned to this work, to control or secure the train where
necessary, by setting reteiners or hend brakes, correct shifted
lading where precticable, and to do other nccesssry work., In conduct-
ing this work, and in conducting trein inspections and train repairs
previously discusscd, members of a train crew communicete with |
each other and with the engine crew by meons of signels. It is

extremely important thet all members of the engine crew and the

-11=
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train crew know when the train is going to start and when it is
going to stop. This knowledge is obtained through the passing of
hend signols which may be reinforced by the use of flags or other
devices, and alsc by the use of so~called arrangements. Arrange-
ments, as the term is used in railrcading, refer to understandings
which are had between the engine and train c¢rews as to when the
train shall move, and for what distances. These arrangements may
nake use of additional signals such as whistle signals from the
engine, and plug tests whereby the conductor at the rear of the
train makes use of the conductor's air brake valve ue signsl o the
engineer at the front of the train., The method, t.uc, and place

of using these signals 1s covered, in some detaill, by the operating
rules of the railroad as are, also, the conditions under which
flagging 1s necessary. There was considerable testirony as to the
effect of verlous types of signels and arrangements, It being-the
contention of the Brotherhoods and members of the Commission staff,
that hand signals were the most safe and satisfactory type, and it
being the contention of the railroad witnesses that whistle signals
and plug tests might be substituted for hand signals in a good many
cases.

We do not feel constrained to rule upon the merits of hand
signals, as compared to arrangements, whistle signals, and plug tests,
in this decision. The fact of the matter is that all of these types
of signals ere presently in use and 1t further appears, from the evi-
dence in this record, that any of these signals can be effected by a
erew of a conductor and two brakemen under favorable conditions. The '

smaller crew can effectuate the same signels if the men take the timeto

get to points close cnough together so hand signals can be seen and
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then walk to a point where they can transmit these hand signals to
the engine, or, if they have made arrangements in advance lor the
use of plug tests or whistle signals. There was testimony to the
effect that the wview between the front and rear ends of the train
night be obstructed by curves or weather conditions, and also that
the trains might be too long to permit a catisfactory view of the
hand signals; therefore, it was contended that additional men vere
desirable and necessary in order to he stationed at points along
the train to pass these hand signals more exveditiously. There is
merit to this contention, even though the contricution of additional
oralemen would he chiefly a saving in time.

Veather conditions apparently nlay an impertant part'in
train operation. 'itnesses in this proceeding testified as to the
weather conditions on the 'estern Pacific and pointed out that the
Third and Fourth Subdivisions, in particular, arec subject to extreme-
1y cold and stormy‘weather in the winter. It was the opinion of
some of the witnesses that this adverse weather contributes to
equipment fallures. TFor example, 1t was pointed out that in cold
and stornmy weather'the vacking in a journal box mizht fall to lubri-
cate properly, and in very cold weather this packing sometines
freezes. Also, 1t was tcstified that there are fog conditions cn-
countered at times along the First and Second Subdivisions, as well
as the other two subdivisions.

There was conflicting testimony presented as to whether

or not the terraln had any eflect upon the numdber of brakemen re-

guired for safe operations. It was indicated tﬁat curves in the

track actuwally may prove to he advantageous in conducting running

inspections of the train. So far as grades are concerned, some of
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the witnesses pointed out that slack esction would be more frequent,
and als0, more frejuent use of drakes, retainers, and hand brakeé
would be required. The slack action ocecasioned by operation on
grades apperently contributes to certain types of cquipment fallures
such 28 broken knuckles and drawbers.

It also appears from this testimony thet, where there '
are severe westhor conditions, and where there sre grades and rugged
terrain, frequent and thorough trein inspections become increasingly
important.

Considerﬁble testimony related to the number of men
required to safely conduct switching operations in yerds, a great
deal of 1t centering around the yard at Keddic where a somewhot
unusual sltuation is presented. All the tracks are on a curve and
ot one end of the yerd there is 2 tunnel into which trains are somew-
times moved during switching operations. Furthermore, the yard is
located on 2 mountainside with a one per cent grade westward. Trains
of the Third Subdivision pass through this yard and it is the western

or southern terminal of the Fourth Subdivision.. As previously men-

tioned, the through freight crews on the Western Pacific subdlvisions

frequently conduct switching operatiors, and at the Keddie Yaxd,
through freight crews conduct switching operations on through freight
trains of both the Third and Fourth Subdivisions. In doing such
switching it was testified that so-called "blind shoves" constitute

2 hazardous practice and could be avoided through use of a sufficient
number of brakemen to pass the necessary signals,

After careful consideration of »ll the testimony in this
record we conclude thet there arce frelight train switching operations
in yards which require the scrvice of a conductor and three brakemen
in order to conduct them with a reasonable degree of safety. This

is perticulesrly true in the Keddie yard.

-] lfw
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Seme of the witnesses stated, as thelr opinion, that the
length of freight trains was an important fector in determining the
nunber of brakemen regquired, Other witnesses held a contrary view
and steted theot the length of freight trains had no beesring upon
the number of men required in the train crew, In the operation of
an extremely long train, it is frequently difficult, and sometimes
impossible, for a men to sec 2 signal from one end of the train to
the other. It was developed that a2 100-cer freight trein is almost
a mile in length and, under the best of conditions, it is difficult
to clearly discern signals et that distance, Furthermore, on single
track lincs, there was testimony to the effeet thet when one of two
or more meeting tralns is of such length as to exceed the capacity
of the passing track, i1t is nccessary for the crews to execute a
saw=by. The safe execution of such 2n operation requires the use
of more than two brakemen, according to some of the testimony
presented. However, the railroad contended that an edditional
brakeman 1s not necessary to safely conduct such an operation end
fvrther 1t was pointed out that by proper dispatching and make up
of trains such meets could be c¢limineted., Obviously, unfavorable

weather conéitions such as fog, rain, snow, and haze materially

reduce the limit of vision. For these rcasons, 1t was contonded
thet additional brakemen are required so that they may be ploced at
ventege points clong the length of the trains end aid in the passing

of signesls. Also, 1t was contended longer trains reqﬁire sdditional

work in the matter of inspections, setting the hand brekes and
reteiners, and src more likely to require ndditionel repairs. On
tangent treck 2t level grade and in open country these factos may not
result in unsafe operating conditions, whereas the same factors in
nountainous terrain might constltute hazerds to railroad operations.
Therefore, we conclude that while additionel men on long freight trains
would merely contribute to 2 saving in time in the flat open country,
-15=-
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such additional men would materially contribute to the safety of
operations in mountainous territory such as is found throughout the
Third and Fourth Subdivisions.

There was a great deal of testimony concerning the rules
under which trains are operated. The “estern Pacific operates
under a Book of Rules writien and promulgated by its management

although in many respects patterned after the Standard Code of the

Association of American Railroads. Among other things, these rules

set out in considerable detail, the duties of the trainmen and wvhat
is expected of them under various conditions. This rallroad advanced
the theory that these rules were to be observed when it was expedient
and proper to do so, but that, under certain conditions, the strict
observance of the rules was not required. Ue cannot subscribe td
this theory. It 1s our opinion that, so long as these rules are
in effect, operations should be conducted in accordance with them and
it cannot safely be left to the disceretion of the individual employees
as to when thaey shall obscrve the rules and when they shall not.
After analyzing all of these factors, it becomes apparent
that the ones which might require the presence of additional - brake-
men for safety reasons alone are conditions of weather, terrain,
the element of time, and the length of trains as generally onerated.
Ve have previously discussed the effects of weather, terrain and the
length of trains in this opinion. As to the element of time, there
was a great deal of testimony by witnesses for the Operations and
Safety Division of this Commission and Wy witnesses for the Drother-
hoods, all of whom are now or had been operating trainmen; to the
effect that, wvhen nmen are rushed, due to Insufficient number of
trainmen, they take shorteuts that might involve unsafe practilces.
In other words, they deo not take sulficient time to make complete
and thorough inspections. The rear flagman falls to g0 out as far
as required when tne train is stopped, and in various other ways

saortecuts are often taken. Ve consider this %to be an important item
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in train operations. Regardless of‘any theoretical conditions or
assumptions which may be advanced, the human clement is definitely
an important factor, and it was conceded by all parties that human
failures are a major cause of railroad accidents. The practice of
indulging in shorteuts and the fallure to take proper precautions,
for safe train operations 1s not an unusual occurrence according
to this record. |

Therefore, it 1s our opinion that a proper consideration
of safety should give‘duc recgard to the clement of time and while
we do not believe that this factor alone is controlling, vhere it
is combined with the factors of difficult terrain and severe weather,
there is d stronger jJustification for a larger crew thanva conductor
and two brakemen to safely conduct the operations of through freight
traing.
| In the safe operation of Ifreight trains, e need be
concerned with safety of the public, passengers, if any are riding
on the freight train, worlkmen who may be working aleong the track,
other trains, and the members of the train crew, themselves. It is
incumbent upon the train and engine crews likewise to have due
regard for the public who may be in the vicinity of the railroad
orerations with their safety in mind., Walle passengers are not
normally carried on freight trains, there was evidence in this
record that nasscengers frequently ride in the cadoose of freight
trains between Keddie and Bleber. The common practice of the
Western Pacific Railroad is to have crews of workmen along the
tracks and right-of-way to carry on any ncccssary maintenance, repalr
and ¢lean-up work. It is the constant duty‘of train and enginé
erevs to avold collision or intcfferencc with other trains. Thus,
when a train stops, it Is usually necessary to send a flagman out
SO0 as to stop approaching trains. The safety of the members of
the train crew is a serious consideration inasmuch as testimony in
this record shows that approximately three-fourths of all train
accidents are those involving trainmen.
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Qur conclusions in this decision, therefore, arc hased
upon an application of all the Toregoing considerations and condi-
tions as applied to the factual situation as it exists on each of
the subdivisions of the Vestern Pacific Railroad. So far as the
First Subdivision of the Zastern Division is concerned, the train
crews presently consist of a conductor and three brakemen on trains

of more than 50 cars. It appears from this record, that such 2

erew is sufficient to safely conduct the operations on this sub=-

division. Through freight trains on the First and Second Sub-
divisions are presently being operated witih train crews of a
conductor and two brakemen, which from tials record we find to be
sufficient for safe operations on these two subdivisions. In‘this
connection, our conclusions are influenced not only by the conditions
of terrain and weather which prevall, dbut also by the presence of
the absolute automatic block system on the First Subdivision and
the auvtomatic block system on the Second Subdivision. On the Third
and fourth Subdivisions, we find that éafe operations reguire a
train crew coasisting of o conductor and three bralkemen on through
freight trains. In making this finding, we give eflect to the
conditions of weather and terrain as they exist in those arcas,
together with the problem of the additional time required to safely
operate the tralns with crews of a conductor and only two brakemen
as this prodlem specifically applies to conditions on these twe
subdivisions. Ve also give effect to the switehliing problems,
particularly those involved at Keddle yard.

The evidence in this case indlcates, and we now find,
that the employment of two bralkemen on through freizht {trains on

the First and Second Subdivisions, and three brakemen on through
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freight trains on the Thi»d and Fourth Subdivisions as hereinadove

set forth, will not result in featherbed practices,

]

A procecding having been instituted wpon the Commission's

own motion, public hearinga having beon held, and the Commission

belng fully advised in the premises and hereby finding that the
promotion of the safety of rallroad employees, passengers, and the

public so reguire,
IT IS ORDTRZED:

That the Western Pacific Railroad, on the portions of its
line now designated as the Third and Fourth Subdivisions of its
Western Divislion, shall not permit to be run, on any part of the
main track or branch lines of saild subdivisions, any through freight
train on which there is not employed at least one conductor and

three brakenmen.

The effcctive date of this Order shall be twenty (20)
days after the date hereof.

Dated at (72? WMQ , California, this ‘/m
7 72 /

day of \ 2;/1/(/ , L1949,

_//b% AR Y

Commissioners




