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WHY RAILROAD EMPLOYMENT DECLINED 

I N the first three months of 1930 Falling Off A man with an electric saw. for 
there was an average of 1,- example, can probably turn out 
650,672 employes on the Class and Not 66Tech five or  ten times ss much finished 

I railways in the United States, rcuru~cr;u' " lr- product with less actual labor 
 his figure was the lowest re- emp log en t " Responsible, than a man with a hand saw. In 

agriculture the number of trac- ported for the corresponding 
period in any year since 1919, 
which is a s  far back a s  these 
monthly figures are  obtainable. 
,It represented a decline of ap- 
proximately 69,000, or of 3.7 per 
cent, below the number employed 
in the first quarter of 1929, and a 
reduction of 443,000, or of 22.2 per 
cent, below the peak employment fig- 
ures reported for 1920. 

Why has employment on the rail- 
roads been declining? 

A number of factors determine just 
how many people are  employed by 
the railways. Chief among these, of 
course, is the amount of traffic, both 
freight and passenger, which is of- 
fered to the railways for transporta- 
tion. Other influences which affect 
railroad employment are  the introduc- 
tlon of improved operating methods 
and labor-saving machinerg. 

Before we discuss a t  any length the 
influence exerted by these factors 
within recent years, let us  see just 
what the tendency has  been for forty 
years with respect to  t h e  number of 
people working for our railroad com- 
panies, Yearly flgures prepared by 
the Interstate Commerce Commission 
are available as  fa r  back a s  1890. 
They show that in that year the num- 
ber of railway employes was 749,301. 
13y 1900 this total had increased to 
1,017,653; in 1910 it was 1,699,420, and 
in 1920 it reached the peak of 2,- 
022,832 employes on the Class I lines. 
In 1929 the average number of per- 
sons employed on these roads was 
1,662,463. Within the last forty 
years, then, we have had a period 
from 1890 to  1920 in which employ- 
ment on the railways was increasing, 
and another period from 1920 to the 
present time in which employment 
has been decreasing. 

What has been the  cause of this 
change? 

Some railway employes will prob- 
ably answer that improved machinery 
is responsible; that the Introduction 
61 new hmmotlves, lor instance, so 
powerful that one engine can replace 
two or three of the  type in use not 
so  long ago, has  cut down the num- 
ber of Jobs; that the use of tractom 
in freight handling, of faster and 
more efficient machines in  the shops, 
of automatic tabulating machines in 
the  accounting department, has  
thrown men and women out of work. 

Rail Economist Says 

By S A M U E L  0. DUNN 
(Editor of The Railway Age.) 

For the last f e w  years Frisco em- 
ployes, like the employes of other rail 
lines in America, have done a great 
deal o f  talking about the constant en- 
croachment of the motor buses and 
trucks upon railroad earnings. Par- 
ticularly at meetings of the employes 
clubs has this been true. Some 
earnest effort  to hold traffic to Frkco 
Lines as opposed to bus and truck 
companies has been put forth by em- 
ployes, arrd it has been productive, 
too. 

In the final analysis, howarer, it 
seems fair to say that railroad em- 
ployes as a whole, have reacted to- 
ward the bus and truck competition 
much like Mark Twain once said the 
American people r eoc t~d  toward the 
weather-"talk a powerful lot about 
i t .  but don't do anything to change 
it." 

In the accompanying article by 
America's foremost railroad econo- 
mist, Mr. Samuel 0. Dunn, readers 
of  /his m a g a h e  will find the fncts 
in the case. Mr. Dunn does not deal 
bt rumor or grtess work.  H e  has the 
figures and from them he has drawn 
the facts and presented them in this 
article. 

T o  the Frisco man who likes his 
job and wants to keep it, and to the 
Frisco man's w . f e  who is interested 
in the future of her husband's occupa- 
tion, we  commend this article for 
careful and thoughtful r~ad ing .  

-W. L .  H., Jr .  

In some and perhaps many cases this 
is  true. 

This replacing of men by machin- 
ery is known a s  "technological un- 
employment." But this is  a n  lnflu- 
ence that does not effect employment 
on the railroads alone. It is seen in 
almost every industry. In practicslly 
every line of production, methods 
have been improved, new machinery 
has been designed and installed, so 
that  now one man can do in a day 
the same amount of work that re- 
quired two or three, or perhaps ten 
men, twenty or  thirty years ago. Nor 
does this necessarily mean that  the  
man of today has  to work any harder 
than d:d each man in 1910 or  1900. 

tors on farms has increased from 
246,000 in 1920 to 853.000 in 1929, 
while the number of horses and 
mules haa dropped, In the same 
time, from 26,200,000 to 19,500,- 

000. The tractor and highly special- 
ized farm implements, according to 
recent estimates, are  saving close to 
one and one-half billion man-days of 
labor in the production of eight of 
the  principal crops. 

With the cradle used by our grand- 
fathers, three men ordinarily could 
harvest two acres of wheat in one 
day. With a modern combine harves- 
ter, three men can harvest, thresh 
and deliver to the grain elevator 46 
acres of wheat in a single day. Ac- 
cording to estimates of the U. S. De- 
partment of Labor, three hours and 
three minutes of human labor were 
required to  produce a bushel of wheat 
by hand methods; in some sections 
of the country this has been reduced 
to ten minutes. 

But even more significant to the 
railway worker is  the fact that flgures 
of the Interstate Commerce Commis- 
sion indicate that  this factor of 
"technological unemployment" actual- 
ly has  been less important on the 
railroads in recent years than .in 
earlier periods. The eight-hour work- 
ing day was substituted for the ten- 
hour day while the railways were un- 
der government control, and in order 
to obtain a fair picture of the situa- 
tion it is necessary to compare de- 
velopments during a period when the 
ten-hour day was still in effect with 
developments that have occurred 
since the eight-hour day has been in 
effect. Developments during the 
period 1911-1917. when the ten-hour 
day was in effect, a re  fairly compar- 
able with those during the period 
1923-1929. when the eight-hour day 
was in effect. 

Railway freight and passenger traf- 
flc, of course, is measured in terms 
of ton-miles and passenger-miles. To 
corrbine these two factors in total 
"traffic units." it is usually consid- 
ered that one passenger-mile is equiv- 
alent to three ton-mlles. 11, then, we 
multiply flgures of passenger-miles by 
three and add the Product to the total 
ton-miles of the railways, we will ar- 
rive a t  a figure of total railway traf- 
flc units, from which, by divlsion, we 
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can calcuIate the number of traffi: 
unlta handled for each person em- 
p l o y d  by the railways. 

In 1911 the Class I railways pro- 
duced 275,302 million ton-miles of 
freight service and 32,371 million pas- 
senge~rn l l e s  of passenger service, or, 
on the basis explained in the previous 
paragraph, a total of 372,417 million 
traffic units. The average number of 
employes In service was 1,699,854 in 
1911, so railway service performed 
per employe averaged 232,7512 Lraf- 
fic units. In 1917 ton-miles rose to 
430,319 million a n d  passenger-miles 
to  39,477 million, equivalent to 548,- 
750 million traffic units. Average 
number of employes in that year 
amounted to 1,732,876, giving a n  aver- 
age performance in traffic units per 
employe of 316.670. Thus. in the 
period from 1911 to 1917 the  follow- 
ing increases were shown: number of 
employes, 8.3 per cent;  passeiiger- 
miles, 21.9 per cent;  net  ton-miles, 
56.3 per cent;  traffic units, 47.3 per 
cent;  traffic units per employe, 36.0 
per cent. 

What  has  happened in the last eIx 
years? In the  year 1929 the frelght 
traffic of the  railways was the largest 
in history, amouiiting to 492,180 mil- 
lion ton-miles. Passenger-miles, how- 
ever, showed a reversal o l  the up- 
ward trend prevailing in the first 
period and totaled only 31,078 mil- 
lion, or less than in 1917. The  traf- 
fic handled in 1929 therefore totaled 
only 585,414 million traffic unitfl a s  
compared with 570,108 million ih 1923. 
Average employment was 1,857,674 
in 1923, and 1,662,463 in 1929, so  traf- 
fic units per employe increased from 
306,893 in 1923 to 352,137 in 1929. As 
against the  increases from 1811 to 
1917 previously shown, 1929 showed 
the following changes a s  compared 
with 1923: number of employes de- 
creased 10.5 per cent;  passenger- 
miles decreased 18.1 per Cent; ton- 
miles increased only 7.9 per cent;  
total traffic units increased only 2.7 
per cent;  and traffic units per em- 

ploye increased only 14.7 per cent. 
It is interesttng to note, from the 

f o r e g o i ~ g  fizures, that because of the 
shift from the ten-hour day to the 
eight-hour day, the traffic units han- 
dlcd s e r  railway employe were actual- 
ly less in 1923 than in 1917. Further,  
the relative amount of "technological 
unemployment" that occurred was 
smaller belween 1923 and 1929 than i t  
was between 1911 and 1917, a s  the 
increase in traffic units per employe 
was 36 per cent in the first period 
ant1 only 14.7 per cent-or relatively 
less Lh3n half a s  great-in the second 
period. 

It is obvio~is, then, that "technologi- 
cal unemployment" has not been the 
fundamental cause of the decline in 
railway employment that has oc- 
curred w;thin recent years. 

This brings us to the trend of rail- 
way traffic. Figuring on the  same 
basis a s  before, of combining paasen- 
ger-miles and ton-miles, from 1890 to 
1900 there was an arerage annual 
increase in railway business of 7.8 
bi1l:on traffic units. From 1900 to  
191Q. the average annual increase was 
16.2 billlon and from 1910 to 1920, 
21.4 billion. From 1920 to 1929, on 
the other hand, theie was actually 
a n  average annual decline in railway 
business of 1.2 billion traffic units. 
This was due, first, to the actual and 
very large decline in passenger traf- 
fic, and, secondly, to  the greatly re- 
duced growth of freight business be- 
tween 1920 and 1929, and this is the  
real explanation of the  decline in rail- 
road employment within recent years. 

What  can be done, in this situation? 
It is obvious, of course, that the 
change from a rapidly growing traf- 
fic before 1920 to  a traffic that  has  
not grown similarly since is due in 
considerable measure to competition 
from other forms of transportaLion. 
The  drop in passengers carried one 
mile from 47 billion in 1920 to 31 

A v i ~ w  of the Frisco's high speed tracks 
trcar Pacific, Mo., appears below. 

billion in 1929 is due to the compe- 
tition of the motor bus and the yriv- 
a t e  automobile. The failure of freight 
traffic to show a s  large increases a s  
formerly is due a t  least in part  to 
competition from the highways and 
Srom inland waterways. How a re  
these comyetitive forms of transpor- 
tation treated a s  compared with the 
treatment accorded to the railways? 

With the crivate automobile there 
can be little quarrel. If a man pre- 
fers to drive his family in his own 
car over highways for which he has 
helped to pay, ra ther  than ride on 
the railways, that, of course, is his 
privilege. Perhaps he  has not count- 
ed the relative costs, comfort and 
safety  of the two means of trans- 
go .tation, but the decision a s  to how 
he  will travel is absolutely up to  him. 
As regaxls commercial highway 
transportation. however, both passen- 
ger and freight, bus and truck, further 
complic.?ting factors enter. 

These bus and truck lines a re  
transportation companies, just a s  the  
ra!lroads are. Yet while the  railways 
a r e  strictly regulated by the  Inter- 
s ta te  Commerce Commission ( a  
branch of Lhe federak government), 
highway transpcirtation comganles 
have no such reguhtion. While the 
rallwaps have t o  malntaln thelr own 
rights-of-way, pay taxes thereon and 
earn a return on the money so in- 
vested, the  highway companies enloy 
a righl-of-way largely paid for and 
maintained a t  the expense of the gen- 
eral public and upon which no return 
at all  has  to be earned. In other 
words, those common carriers oper- 
atlng on the highways a r e  more or 
less subsidized by the  public, and can, 
in many cases, make lower rates than 
the railways, a t t ract  traffic from 
them, and reduce the number of jobs 
for railway men. 

The same facts hold true in much 
greater degree in the case of the 
water lines. While the highway car- 
riers do have to pay license fees and 

(Arow trwz to Page 25, please) 



THEY KNEW HIM AS "WHISTLIN' IOE" 

H AVE you ever heard of Scott; agent a t  
"Whistlin' .Joe?" E n g  i n  ee  Kenneg ' a  r n e d  Fayetteville; Harry Kirk a Frisco 

"Wl~istlin' .J o e" o n c e 
p1111ed the fastest mail train this 

Nickname In 1905 On 
side of the Mississippi River, and Fast Mail Run 
he was a c a ~ ~ t i o u s  engineer. H e  
"tlo1111le shistletl" for a11 railroad 
c!rossings. 'rhey say he whistled a11 
t l ~ e  time, antl everybody along thcl 
right-of-way Itnfw that "Whistlin' Joe" 
was pulling the mail that (la!;. 

"\J'histlin' Joe's" o t l ~ e r  name is 311. 
John J. K e l ~ i ~ e y  autl he is the oldest 
e n g i ~ ~ e e r ,  ill p o i ~ ~ t  of service. in the 
Alonett Yards, and second oldest on 
tho B a s t e r ~ ~  divis io~~.  He has piled ul) 
;I service ~.ecortl of forty-five years, 
ant1 the total \\-ill reach the fifty mark 
helore his retirement. 

In 1905 the Frisco Eail- 
road had a ~ua i l  contract 
\\sit11 the Government lo 
operate the fast mail 
train, c o ~ ~ s i s t i n g  of noth- 
ing hu t  mall cars. from 
St. Louis to  Vinita, Okla. 
The mail train made the 
fastest schedule of any 
train west of the Nissis- 
sippi River and made two 
stops for water. a t  N e w  
burg and Springfield. The 
train was lalonrn a s  1 ant1 
1%. T \v c n t y-five mail 
clerks I~nsily sorted the 
n~a i l  as  the train skimmed 
over the ~ x i l s .  

And at the throttle sat  
this keen-eyed engineer. 
alert to the task before 
him, l e a ~ ~ i n ;  far ont of the 
('ah, searching the twck 
ahead and ~naking the 
schedule of 165 III i l e s 
from Newburg to RIonett 
in three hours ant1 twenty 
~ninntes! 

a1111 he aided him in layin;: steel near 
Rogers. Ark., as  a boy. Mr. ICen~~ey 
has two sons antl live danghters. One 
of them, n'. H. Kenney, is now e n -  
~~loyet l  as t l  passenger b r a k e n ~ a ~ ~  
from 31011ett to \Vichita. The sec- 
ond son is just ont of s~'li001. Resides 
his immediate family. Mr. ICenney has 
four brotherti, three of t h e ~ n  in rail- 
road service. 

111 speaking of the c:rops I~andletl 
over V'risco L ~ I I P S  today. Mr. Kenney 

vonductor; 11'. G. Pnrry and 
.limmy Johnson, who at  one time 
served the Frisco. alany of the 
older Frisco men will remember 

these men who railroaded in the days 
of the last mail. 

Mr. ICenney takes a great delight 
in throwing off magazines and ne\\-s- 
papers to many of his friends along 
his route. One fanlily in particular, 
he has supplied with magazines and 
~ ~ a p e r s  for a number of years. and has 
letters from the r~c ip ien ts  which IIP 
treasures 

Fnginecr ICenney shuns publicity. 
but there is one thing which he will 

The mail train had no schednletl 
stops. All trains took the siding for 
it as  it  slipped over the steel rails a t  
the clip of a mile a mini~te! Engineer 
Kenney says that he did not tonch his 
brake mlve  (except for the stop a t  
Springfield) from Newburg to Monett. 

In the  old days an engineer was 
called to take a train out on any clivi- 
sion. and Mr. Renney \vorlietl over 
the entlre systew (with the exception 
of the So~i t l~ern) ,  which inch-led such 
terminals as Springfield, Nonett, 
Rogers, Chester, Ft. Sn~i th ,  Paris, 
Sapnlpa, Oklshon~a. City, Sherman, 
Francis. Pitlshnrg, Joplin, Neotlesha 
antl Wichita. 

His father was a section foreman, 

~'emen~beretl when there \\.as a t  one 
time a shiBment of 1.500 car loads of 
peaches from the tarrilory around 
Rogers, Ark. "Andy" O'Hara, one- 
time general superintendent of E'risco 
Lines, was a t  that time ha~idling the 
switch list in the yard a t  Rogers. 

Among the old timers of Mr. Ken- 
ney's acquaintance were .Tim Jlans- 
field, ronductor. who is now retired 
and lives next door to Mr. Kenney in 
Monett; "Link" Coover. retired con- 
ductor of Springfield; J. A. Hall, 
agent a t  Ft. Smith; Carl Gray, who 
was a t  the time MI-. Kenney knew 
him, operator a t  Rogers. Ark.; Pat  
Herd, roadmaster, Northern division; 
\V. H. Bevaus, superintendent a t  Ft.  

discuss a t  l e ~ g t h  and that 
is his gardell. He runs 
the motor car on trains 
704-705 out of Monett to 
Payetteville, Ark., leaving 
t l ~ e r e  at  9 : 4 5  a,  m. and re- 
turning a t  2 : 5 0  p. m. The 
l i ~ n e  he is in Monett one 
lnay find hini a t  his home 
in hi8 flower antl vegetable 
garden. This garden is 
one of the most nnusnal 
011 the division. In the 
(!enter is a fountain. made 
of shells and colored 
rocks. where gold fish 
ahonnd. Encircling the 
fountain a re  nlany gaily 
colored flowers of the old- 
fashioned variety and to 
the back of the garden. 
and shielding the plot for 
vegetables. are  climbing 
\.ines and n rock gal-den 
a t  the foot. The vegetable 
garden has flourished. To- 
matoes a n d  beans-corn 
and cucnmbers, enough to 
nrovide R supply for the 

table have been gro\vn there this year, 
tlespite thc hot weather. 

13ird 11011ses and colored wooden 
birds hnve been placed among the 
trees alld flowers, as  well as  sollle 
green stone frogs, white rabbits and 
a wooden alligator that s\vinls rolll- 
placently In the fountain. 

Xr. Kenney says he has never taken 
a vacation. He seems to find recre- 
ation in the comfort of his delightful 

, 

home and his special pride, his gar- 
den. He gives i\Irs. Kenney credit 
for the flowers, while he takes credil 
for the vegetables, and the home and 
garden are  visited by many Frisco 
folks, and Monett citizens feel that it 
is the show garden of that  city. 



New Dining Cars Placed in Service August 5 

f i r  n ~ o n t l ~ s  the  PU~~I I I I I I I  Co~nanny 
hna \\-orkccl ~~n inx tnk lng ly  to  pro- 
duce tbe flneat dlning ccwa ever 
plnccd In service on American rnil- 
rontla. And the  prodi~ct tlclightea 
Fr laro  offielnlu and  trnx-clcrs on 
Frlnco t r n l n ~ .  

q ~ e  ncw d i n r ~ %  h n \ r  :III o\er-nll 
lenpth of S4 feet un11 s e n t l n ~  cu- 
11nc4ty for 3t1 dinern. They nrc of all- 
steel cnnxtrl~rtion, and the inwide 
finish nnd f u r u l t u r ~  nre of ateel, 
~ ~ a l n t c d  and vnrnlrrhed in n t1arc.e- 
tone Rreen nnd 4ecornteil in the  new 
ad an^ dcaigu. A Wilton velvet enr- 
11et la on the  floor, rind the chnirs 
n r r  coverrd with flowered tnpeutry 
to hnrslonixe wlth the color acheme. 

Two novel fenturen, nttrnetlng 
h7e:lt a i  tentlon from pntrona, a re  
the  eo~~cen led  hcntlnp syate~n,  ond 
the  lntl lnct 11ghtinp In the  eelling 

o f  the car. The Lent come* thmngh 
Ibmw grlllv 111 the  ~ \ i n d o w  vnl111in~. 
nnd the t e u ~ ~ ~ t . r : ~ t u r c  of the cnr i\ 
rrmr111tcd 1)) t l~ermoztntic co~rtrol. 
hone of the  vnnton~:~ry nldlntur 
111]be+ a r e  In e\itlenre. The l i p l ~ t i n ~ :  
ia roncenled In the  r e i l l n ~  n~oulBiny. 
nnd 3MI Inmlw i l l n m i ~ ~ a t e  the reiliug 
of th r  rn r  with \oft light. 

One of the  new dincrr w a s  on tllu- 
piny in St. Luula, Ai~gaht 5, and an- 
other in Oklnhoma Ciiy ou All~llvt  0. 
H~~ndrecls  of 11col1le %icwetl the nen  
cnrv a t  both ~ ~ o i n t a  nnd ~~rnlwed t1le111 
Inr lubly. 
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TWO VETERANS DlSCUSS "OLD DAYS" 

A ROADMASTER'S job, so my first electric headlight. It  lit 
Tom Hall and W. I. EI- Tom Hal l  an( the whole sky, and when the en- 
Iiott of Ft. Scott. Kans., of Ft. Scoti ..vvv 

gineer turned the curve, you could 
tell you, keeps a fellow on the see the spilies in the rail for a 
jump all the time, in  and out, in- About a Youthful mtle and a half. Of course now 
specting the track, the forces and they have them regulated so that 
keeping things in tip-top shape. F r i s c o  they are  not so bright, but then 
One Sunday recently, however, they would just put your eyes 
they were both in Ft. Scott a t  the "You started as  a section laborer, out." 
same time and in their office, dis- didn't you, Tom?" Mr. Elliott asked. "Do yon remember the little old 
cussing things that happened forty "Yep. in 1884, and I was promoted 28,000 pound coal cars?" Mr. Hall 
years ago. to a section foreman in 1885 a t  asked his partner. 

Both are  rounding out long service Springfield yards. I served a t  various "Sure," replied Mr. Elliott, "and I 
records, their total service being points, a t  Lockwood, Icenoma, South remember when they got the 40.000 
ninety years. Mr. Hall entered the Greenfie!d, Ft. Scott and was appoint- capacity coal cars, the boya made the 
service of Frisco Lines in 1884, and ed roadmaster of the Ash Grove Sub remark that they were never going 
hls record totals 46 years, while Mr. on April 1, 1915. I served in that to be able to get then1 filled." 
Elliott began his service in 1886, and capacity until I was sent to the "Ft. Scott was a b!g division point 
his service totals 44 years. Kansas City Sub and then back to the when we first started, Bill," Mr. Hall 

They have been closely associated Ash Grove Sub in 1923. Haven't lost said. "You know twelve cars in those 
in their work for the last twenty any time since I started," he said. days was a big train, and they were 
years, Mr. Elliott be- little fellows, too, and 
ing assigned the ter- the engines had the 
ritory from Ft. Scott old pepperbox stacks. 
to Rosedale, Kans., B u t railroading i n 
and Mr. Hall the ter- those days was a real 
ritory from Ft. Scott pleasure. 01 course 
to Nlchols, Junction, there is much of it 
Mo., and also the Au- that I wouldn't trade 
rora Branch which i s  for railroading today, 
thirty-six miles long. but when I look a t  

Pension days a re  the reports we have 
approaching for each. to make out now, and 
and Mr. Elliott's is  remember that  when 
only a few months we were section fore- 
of t  men, all we had to 

"it you hadn't lived * do was to keep a 
to see the improve- j time book, and worry 
ments made In rail- about how to spend 
roading in the last our $45.00 a month. 
fifty years, nobody We got our section 
could make you be- house free, if the rail- 
lieve that they had road had one erected 
taken place," Mr. El- a t  that  point. 
llott remarked. "I remember I used 

"Remember t h a t  1 to have a gang of 
little old engine wlth men bellding fences, 
all the brass trim- T o m  Hall ( l e f t ) ,  and Bill Elliott, widely known veteran road.tnas!ers, and I them $1.00 

that old Cap. left o Sunday nrertir~g o f  the railroad S l ~ n d a y  school l o  pose for th a day and board. I 
tain Rogere used to jictUre above. worked six men and 
have pull his specla1 where we boarded 
car over the road?" Mr. Hall asked "I started a s  a section laborer a t  they threw in my board for bringing 
of Mr. E!lIott. "That Iittle engine Mulberry, in 1886," Mr. Elliott said, them the six men boarders. The 
was covered with brass trimmings "and was promoted to section fore- board for those men cost me $1.50 a 
and when Captain Rogers started out man in 1890. I worked a t  Pawnee week, and the cooking was good, too." 
over the line, you could see your re- Station (Anna), Mulberry, Parsons, "Yes, the section foreman didn't 
flection in most any part of it," he Weir and a t  s v e r a l  points between get much in those days, nor the sec- 
continued. Welr and ICramer Junction. I was tion man," Mr. Elliott said. "I have 

"But the runs weren't long ones," promoted to the position of road- worked mine many a day for ten 
remarked Mr. Elllott. "I knew the  master in 1909 on the Afton sub- hours a t  11% tents  a n  hour. Their 
longest run in the old days was a division and to the Kansas City sub- check for the month would run 
freight run from Kansas City to division in 1910. I returned to the around $29.90. We didn't know what 
Springfield and t h e  boys used to won- Afton sub in 1917 and to the Kansas overtime was." 
der how the engines made i t  without City sub in 1323." "Overtin~e?"interrupted Mr. Hall. 
a change. Look a t  the distances they "While I was a t  Pawnee,'' Mr. El- "Say, if I got overtime retroactive to 
make today." liott continued, "I remember I saw ( N o w  turn to Page 11, please) 




