
• TELL THE BOYS TO PULL TOGETHER 
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THE LOCO THEATRE  
Cleanliness 

	

Comfort 
	

Good Orchestra 
	

Perfect Pictures  

PROGRAMME  CHANGED  

UNITED WE STAND  
DIVIDED WE FALL  

UNIONISTS, you know what the 
above means. Whether you are in 
the Railways Service or any other 
calling, UNIONISM and all it 
stands for deserves your UNITED 
SUPPORT. If you do not give it, 
then you are helping the other side 
and all it stands for, i.e., Cheap 
Labour and Sweated Conditions. 
The Theatrical Employees' Associa-
tion have fought hard in the Arbi-
tration Court for what it has got; 
help them to keep it.  

Never in the history of Australia 
has the necessity for Unity been 
greater. So pass the word to the  
boys and your families to. 

Support The Loco 

TWICE WEEKLY  

Our Programs may be  
equalled but  

Cannot be Beaten  

Victoria Street, NORTH MELBOURNE  
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The Footplate 
"They are slaves who will not dare 

All wrongs to right, 
All rights to share." 

MANAGERIAL NOTES 

"The Footplate" is published 
. monthly. 

All Branch Secretaries and Execu-
tive Officers are empowered to act as 
agents for this journal. Hand your 
contributions, name and address to 
them. We do the rest. 

'Phone: F 2235. 
Literary.—To ensure publication 

contributions must be in not later 
than 19th of each month. Branch 
reports should be in the hands of 
Editor as soon as possible after the 
monthly meeting. Write on one side 
of paper only. 

Subscribers should see that "The 
Footplate" is sent to their private ad-
dress, and not to Loco. Sheds. Sub-
scribers will be held responsible for 
any failure of delivery due to change 
of address. They should notify Postal 
authorities of any altered address, 
and forward same also to their 
Branch Secretary. 

JOIN THE 

Loco Self-Denial Fund 
NO ENTRANCE FEE. 

CONTRIBUTIONS .. . .. 9d. WEEK 
BENEFITS .. .. £2/21- per Week 

DEATH LEVY: 
1/- per Member upon the death of a 
. Member or upon the death of a 

Member's wife. 
Over 900 Members have joined this 

Fund. 

Get a RULE BOOK on joining. 

DO IT NOW AND HELP 
YOURSELF. 

T. DAWSON, Secretary, 
19 Tennyson St., Seddon, W.11 

ASSIST YOUR BRANCH 
SECRETARY BY PAYING 
YOUR CONTRIBUTIONS 

QUARTERLY. 

THE FOOTPLATE. 

Enginemen in some of the States 
of the Commonwealth have had a 
shorter working week for some years. 
Victorian enginemen are at a loss to 
understand why this State has not been 
able to obtain something equal to the 
other States in working hours. In 
Queensland, New South Wales and 
Western Australia—the States which 
hold the bulk of the members of the 
A.F.U.L.E.—enginemen are working 
44 hours per week, and are also en-
joying long service leave End more 
liberal annual leave than is granted 
in Victoria. Although Victoria has 
advanced in modern mechanisation to 
a much higher degree than the States 
mentioned, having an advantage of a 
broader gauge, which is favourable 
to heavier loads, faster speeds, and 
larger engines. no change has been 
made in regard to the hours worked. 
In Tasmania enginemen have recently 
had their hours reduced to 44 per 
week, which leaves only Victorian,. 
South Australian, and Commonwealth 
men still working on a 48-hour basis. 
Out of a total membership of 9500 
men throughout the Commonwealth, 
there are  approximately 6800 engine-
men working 44 hours, while there are 
about 2500 working 48 hours per week. 
In Queensland and Western Australia 
the men are worked on a basis of five 
days of eight hours, and one of four 
hours, while in New South Wales the 
basis is 12 days of seven hours 20 
minutes per day, or 88 hours per 
fortnight. 

A close watch is kept on the length 
of the day's work operating in Wes- 
tern Australia, Queensland and New 
South Wales, because of overtime 
penalties in the two first named 
States commencing after 8 hours, and 

Wales, nine hours in New South ales, 
while overtime on a weekly basis 
applies , in Western Australia and 
Queensland after 44 hours, and in 
New South Wales after 54 hours. 
Those States working under the 
Federal Arbitration Award, overtime 
penalties apply only after 10 hours on 
duty on the daily basis, and 96 hours 
on the fortnightly basis, there being 
no check on the weekly spread of 
hours. 

After examining the hours and con-
ditions of the States who are receiving 
benefits on shorter hours and penalties 
for overtime, it seems strange that 
Victoria, whose productivity is the 
highest of all, should still be working 
without proper penalty rates for over-
time; must continue to work longer 
hours than States that are not so for-
tunately placed. It is certainly  

necessary to readjust the hours, so 
that the remainder of the men not 
enjoying the benefits of shorter hours 
can be brought into line. 

It certainly seems strange that such 
disparity of conditions could be pos-
sible amongst men working at the 
same calling throughout the Common-
wealth. 

In 1907 the hours of enginemen were 
nine per day, and although nearly 60 
years have passed, bringing innumer-
able improvements in the way of 
speeds and tractive power, the hours 
remain the same for the men of the 
footplate. 

The International Aspect. 
In Great Britain, enginemen are 

paid on a mileage basis, while the 
same applies to Canada and U.S.A., 
which means in most cases that the 
men are paid a day's pay for less than 
8 hours' work. 

Overtime is paid after eight hours 
in Great Britain, U.S.A. and Canada 
on work which does not produce better 
payment on a mileage basis. In Great 
Britain extra rates are paid for night 
shift, ' one-eighth extra between the 
hours of 10 p.m. and 6 a.m. 

Our sister colony, New Zealand, 
has recently introduced a 40-hour 
week, while the enginemen in that 
country also enjoy a penalty rate for 
night shift to the extent of one-quarter 
extra between the hours of 10 p.m. 
and 6 a.m. These countries are plac-
ing penalties on overtime, ' although 
their hours of work are shorter than 
those worked in Victoria. 

Many countries throughout the 
world have reduced the hours of 
labour, France being the latest to 
introduce a 40-hour week. In Russia 
most industrial workers have been 
working a 7-hour day and five days 
per week. 

The weekly hours in 1930 in Belguim 
were 48 hours or more. In July, 1932, 
the general average of the total num-
ber of workers was 40.9 hours. 46 
per cent. of the workers were working 
48 hours or over, 15.8 per cent. working 
from 40 to 48 hours, and 38.2 per cent. 
working less than 40 hours. 

The Unemployment Committee in 
its report to the Preparatory Con-
ference, Geneva, in sections 4 and 5 
of its report says:— 

"With a view to redistributing em-
ployment among as large a number of 
workers as possible while at the same 
time preserving the satisfactorY 
working of the establishment , and 
maintaining the individual earnings of 
the workers at an adequate level, it 
appears that under the conditions of 

August 6, 1936. 

Why Enginemen Should Have 
Shorter Hours 

No. 7 Commonwealth Position 
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• 
the present crisis the best results have  

been obtained by reducing the weekly  
working period to a figure approxi-
mating to 40 hours, distributed over  
the week by different methods, but  
Preferably distributed equally over  
five days, where the technical con-
ditions allow. The Committee thinks  
it desirable to draw attention to the  
fact that in certain countries measures  
have been adopted to make up for the  
Possible reduction in weekly earnings,  
at least in part, and that it has been  
facilitated by a decrease in social  
charges due to re-employment of a  
certain number of wholly unemployed  
Persons."  

The foregoing statement was part  
of a long resolution carried by 15  
votes to 3 by the governing body at  
Geneva at its session in January, 1932.  

It will be seen by this vote that  
there is a definite move in all countries  
to reduce the hours of labour.  

Nearly every country in Europe  
has made some attempt to reduce the  
hours of the workers. In France  
Prior to the present Government tak-
ing control there were about 2,300,000  

Branch  
BALLARAT.—The July meeting of  

the above branch was held on Sun-
day, 12th July, at 10 a.m., the atten-
dance being only fair. The minutes  
of the previous meeting were read  
and confirmed, the correspondence  
was also read and discussed at length 
hY members present. "A" returns  
to hand went to show our branch to  
h^ on a sound footing financially,  
there being only three members on  
the wrong side of the ledger. We all  
hope these members will strive to  
hake our Branch 100 per cent. Matters 
listed for deputation were light, and  

tnem'bers prejsent being cold, were  
Pleased when the meeting closed at  
1 2 noon.--A.L.  

BENALLA.—The monthly meeting  
of the Benalla Branch was held in 
vR. Institute on Sunday, July, 12th,  
COmmencing at 2.30 p.m. Comrade  
Kettle presided over a good atten-
dance. The minutes of previous  
heeting were read and confirmed. 
The correspondence was read and dis-
c'lssed. The news letter was read,  
and its contents were interesting to the  

hlembers present. Members were  
Pleased to learn that the conditions of  

number of supers were to be im-
proved; and a resolution was carried  
that the executive be thanked for  
their action in the matter. We were  
also pleased to note the excellent  

fight our Federal representatives  
are putting up before the Court. The  
discussion on overtime and duration  

employees. Of these 71.41 per cent.  
were working more than 40 hours  
per week; 9.11 per cent. were working  
40 hours per week; and 19.48 per cent.  
less than 40 hours per week. The new  
Government has introduced a general  
40-hour week. In Germany the figures  
for 1932 show that of 3,500,000 trade  
union members, 1,500,000 were unem-
ployed; at the same time 40.3 per cent.  
of those employed were working short  
time.  

The Chief Inspector of Factories in  
Great Britain states that the normal  

week of 47 or 48 hours Was general.  
300,000 workers in Poland average a  
working week of 41.5 hours, while  
Sweden shows an average of 45 hours  

per week for the period of 1932.  
United States have introduced a  

general shorter working week. It  
is now time that Victorian enginemen  
were at least brought into line with  
the other States, who have had a re-
duction of hours, to say nothing of  
foreign countries, where the workers  
are enjoying shorter hours.  

N. PULLAR.  
(To be continued.)  

Reports  
of shifts was indeed interesting to 
read. Work is still keeping up well 
at this centre. Several items were 
listed for D.R.S.S. and foreman. After 
two hours of interesting discussions, 
meeting closed at 4.25 p.m . 

A. W. BOURKE.  

BENDIGO.—The monthly meeting  
of the Bendigo Branch was held in the  
drivers' room on Sunday morning, the  
12th July, Mr. W. Ryan presiding over  
a fair attendance. Minutes of the  
June meeting being confirmed, the  
news letter contained good news for  
our senior supers, ten of them being  
included under the Guarantee Clause.  
It was decided that a minute of ap-
preciation be extended to the Exe-
cutive and Gen. Officers, on the suc-
cessful culmination of their continued  

efforts on behalf of these men. Under  

general business exception was taken  
to the regrouping of the goods • men  
without consulting the branch,  
although it was pointed out thrt the  
new groups were now in proper order  
and sequence. The rise in wheat  
prices has resulted in extra trains  

being run as there is yet a fair quan-
tity of wheat stacked at various sta-
tions in the North. We are pleased  
to see that the Strte Government is  
standing firm on the restrictions  
placed on the North-Erst road trans-
ports and that the railways are at  

last to be given some protection from  
unfair road competitors. It was de-
cided to combine with the Sub-Branch  

A.R.U. to hold a joint function at a  
later date and that our Annual Smoke  
Night take place next month. The  
condolences of this branch are extend-
ed to fireman J. McNeil, of Swan Hill,  
in the loss of his mother. The meet-
ing concluded at 1 p.m.—J. BADHAM.  

•  

CENTRAL.—The seventh ordinary  
meeting was held on 12/7/36, Mr.  
A. E. Dawkins in the Chair. There  
was a fair attendance, particularly of  
Supers who have recently suffered a  
few days standing down. The Exe-
cutive was again urged to strive to  
have cleaners trained in the work  
of firing and hostling. It was stated  
that this matter had been taken up in  
November of last year. Another pro-
test . was raised against enginemen  

taking oil trucks next to the engine.  
This dangerous practice was still pre-
valent and the Secretary was in-
structed to again post a notice re-
garding this matter. A discussion  
took place on correspondence for-
warded from the shunters' section  
A.R.U., protesting against the methods  
of shunting on piers and docks with  
a motor tractor. Trucks were "kicked,"  

altnougn there was no air brake  
through the train. The matter was  
sent to the Executive. The list of  
attendrnces of branch Committeemen  

was read to the meeting, end  
it was decided that in future reasons  

for non-attendance should be submit-
ted to the Secretary. An appeal was  
made to members from the V.C.A.W.  
and F. to march in the torch light pro-
cession to be held on August 3rd. A  
letter wrs read from the Transport  
Workers' womenfolk, expressing the  
desire to co-operate with the com-
bined Unions in the 40 hour week  
agitation The branch meeting en-
dorsed the appeal and carried a vote  
of appreciation in the efforts of the  

womenfolk. Vigilant Committee  
items were dealt with. There were  

several alterations to rules submitted  

for general reference, some of which  
provided that provision be made for  
closer unity. A motion was carried  
providing for a suitable day shift for  
men preparing for drivers' examina-
tion. A most encouraging sign in the  
41 hour week agitation is the interest  
being taken in the provincial centres  
—Ballarat, Bendigo and Geelong, not  
only did representatives attend the  
Melbourne mass meeting, but it is  
proposed to otage masts meetings  
locally. This activity is necessary  
and must be sustained, also the en-
listment of womenfolk who exert an  
enormous influence. After years of  
agitation, the position never looked  
brighter for a general advance of  
the working class. Instruct your  
delegates to conference to pursue a  

militant policy. Your determination  
will ensure that many difficulties now  

existing will be swept away and a  
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much brighter future made possible.  
A shorter working week. Increased  
wages. Peace and a better and fuller  
life for all should be our aim.  

CHAS. J. FRANKLIN.  

HAMILTON. — Ordinary monthly  
meeting of branch held 10.30 a.m.,  
Sunday, July 12th, at railway station.  
The President, Corn. C. H. Smith, oc-
cupied the Chair, and there was a good  
attendance of members. Minutes of  
previous meeting having been read  
and confirmed, the correspondence and  
news letter were read and the business  
,arising from these sources, being  
somewhat less in volume than usual,  
the meeting soon arrived at the item  
general business, where some useful  
work was performed. Only one item  
for Conference agenda was submitted.  
It is a matter that the branch con-
siders of paramount interest and is  
to the effect that "The combination  
of Arbitration Court and Classification  
Board, as employed by A.R.U., be  
adopted by A.F.U.L.E. It might tend  
to discover if there is any way of  
ending the anomalous positions, such  
as different "T and I" expenses for  
enginemen and guards. It would not  
be contrary to our policy of adhering  
to the Arbitration Court, nor should  
the fact that we are joined with other  
States prove an insuperable obstacle.  

Meeting closed 12.30 p.m.- 

"DIOGENES."  

JOLIMONT.—Monthly meeting of  
the Jolimont Branch held in Loco Hall  
on Sunday, July 12th, at 10.30 a.m. Mr.  
N. Pout in Chair. Members after  
transacting ordinary branch business,  

were expectant of some announcement  
of interest in connection with the  
Arbitration Court case, but so far that  
is, as the immortal Saint said, wropt  
in mystery. Until this is known  
it is useless planning a definite line  
of action, but great interest is aroused  
in the new movement commenced  
with the combined mass meeting,  
which may have to be the path fol-
lowed in the future in the event of  
the Court still being abortive in re-
sults. Meeting closed at 12.30 p.m.  

—J.G.  

MARYBOROUGH.—The ordinary  
meeting of the Maryborough Branch  
of the A.F.U.L.E. was held in the  
Workers' Hall on Sunday afternoon,  
12/7/36. Mr. W. Dellar occupied the  
Chair. The attendance was large in  
numbers, which shows the interest  
that is taken in matters generally,  
more especially by the younger bri-
Fade. The minutes of previous meet-
ing read and confirmed. •Correspon- 

dence read and received. When gene-
ral business was called there were 
many cases of interest to men of the 
footplate, one in particular, the crew  
on the 7.15 a.m. gds. c/o with the 
14 up gds from Donald, crew on duty 
11. or 111 hours, no relief provided,  
although both trains are time tabled 
trains and cannot reach depot on  
reasonable hours, and there are two  
or three trains by which relief could 
be sent, and, despite protests from this 
branch, the local powers do not  
think relief is necessary. Another  
case that occurred recently that caused 
a fair amount of criticism is the run-
ning of the same engine from Mildura 
to Maryborough on passenger train.  
Engine in particular, 954A2. There 
is no time allowed anywhere to coal 
en route, and coal must be shovelled 
forward while the train is travelling 
at 50 miles per hour, which this branch 
condemns and cannot say it chimes 
in with the safety first camprign. The  
crew in particular was very fortu-
nate in having the local enginemen's  
instructor riding with them and he  
did all the shovelling at 50 miles per  
hour upon the bunker. This branch  
has asked that an improved type of  
bunker be placed on these long runs,  
so as to offer a margin of safety when  
coal has to be obtained from top  
of bunker. This branch was sur-
prised to learn that no super cleaners  
here were recommended for the  

guarantee clause of the Award as  

some of our men are between 35 and  

40 years of age, and have up to 10  
and 11 yei'rs of faithful service to their  
credit. We naturally thought that at  
least four or five of the oldest would  
have been placed under the Award.  
The weather being cold, despite the  
fire in the room, all business finished,  
the chairman declared the meeting  
closed at 5 p.m.—C. MILLER. 

SEYMOUR.—The monthly meeting 
of the Seymour Branch was held on 
Sunday, July the 12th. Mr. J. T. 
Smith occupied the Chair to a fair 
attendance of members. Alterations 
to rosters have caused a good deal  
of discontent here for some time, and 
now the Sydney Express men are to 
have their rosters altered and the  
Express running to be transferred  
to Wodonga. Such a large amount 
of running to be transferred from this 
depot has caused uneasiness here, as  
all these men own their own homes, 
and at their time in life it is a big 
thing to ask them to break up their 
homes and transfer to another de-
pot. Houses are not easily bought 
in the first place and are difficult to  

sell in a Railway town like Seymour , 
 when a lot of the work is trans' 

ferred from here. So these men, un'  
fortunately, are at their wits ends to  
know what to do. The number of so' 
per cleaners appointed to the guaran'  

tee here has been disappointing. Out 
of 30 cleaners here only 6 have got the  
guarantee. The number should have 
been more like twelve considering that 
most of our long service supers are 
full time firing. With the proposed 
introduction of acting men trans-
ferring to be classified, a hardshiP 
will be imposed on the men owning 
their own homes. Classification and 

 promotion has been that slow in the 
past that men have had to buy houses 
instead of being kicked from pillar to 
post in the towns they have resided 
in on account of the shortage of  
houses. Holidays for 1936-37 have 
started in this depot and will help to  
keep the work going till the lamb 
traffic starts and which has ever' 
appearance of being heavy again  
this year. Members wish to conve' 
to Mr. H. Buck their sincerest syrn' 
pathy in his recent bereavement! 

J. C. MANGAN. 

WODONGA.—The usual monthlY 
meeting of the branch was held on 
12th July, when Comrade J. Bagle' 
presided over a fair attendance of  

members. The minutes of the pre' 
viou,s meeting were read and con' 
firmed, after which correspondence 
was read and various items discussed .  

Since last meeting another member 
has been transferred to our depot ,  
also another of our supers brough t  
under the guarantee provisions of th e  
award. Wodonga members ar e 

 pleased that the Commissioners are at 
last giving consideration to our long 
service supers, but we consider tha t  

our acting men should also receiv e 
 consideration, as they are long over 

due for classification. Traffic hae  

fallen off, so holidays are now the 
 order of the day. We welcome the 
 decision of the Court to grant 44-hour 
 week to a few of our members ea 

ployed as crane drivers and shunting 
enginedrivers at workshops, althoug h 

 we cannot understand why engine; 
men performing road work should no] 
also have a 44-hour week. Severs 
items were listed for deputation to 
the various departmental officers' 
Branch "A" return for half-yea4 
showed a slight improvement, and a` 
the few members high in arrears hav_ e 

 given an assurance to make regular  
fortnightly payments, this bran 

should be well near the 100 per cep 
mark by the end of the year.—G.IT 
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Vigilant Committee Activities 
DRIVERS. 

The vigilant committees continuing 
to eend along many items for adjust-
'nevi have consolidated this aspect 
of their work, but there is a field of 
activity that has not yet been ex-
Ploited. Organising work that 
is so important at the moment is 
being neglected. Each committee 
roan should make himself responsible 
for at least one job. If this is done and 
done thoroughly, then everything 
should be covered. There are records 
that should be kept, literature 
to be distributed, job news to 
be written and forwarded for 
Publicity. The coming elections 
Will provide an opportunity for 
organisation in order that the best 
candidates should be elected. Your 
help and enthusiasm is badly needed. 
If you have the capacity then give of 
Your best. The following items have 
been fortarded:- 

s 
That the down starter at Heath-

cote Junction be moved to the leftii 
side of the line. 

That a light be placed at the cranes 
at Werribee, and at Wallan down end. 

That extra kerosene be issued for 
shifts extending over 8 hours. 

That more time be allowed for Al 
engines between Sunbury and Clark-
field. 

—J. FELL, 

Sec. Drivers' Vigilant Committee. 

FIREMEN. 

That regulator handles be turned 
up on the right hand side on "Y" 
class and pilot engines. 

That more consideration be shown 
to men wishing to catch the last 
rains, and who desire to put their 
ngines in the siding. 
That the position taken up by the 

tationmaster at Narre Warren 
hen exchanging the staff is bad 

rom a visibility point of view. 

—J. H. ANDERSON, 

Sec. Firemens' Vigilant Committee. 

Obituary 
The many friends of the late Mr. 

Stan Page, enginedriver, will learn 
with regret of his death, which took 
place at Footscray on 22nd July, after 
a month's illness. The late Mr. Page, 
who was 48 years of age, entered the 
railway service at Jolimont as a lad 
car cleaner and commenced cleaning 
at North Melbourne in 1908. Trans-
ferring to Bendigo in 1912, and later 
to Ultima, he had been stationed at 
Bendigo since 1920. He was a staunch 
unionist, regular in attendance at the 
branch meetings, and always ready 
and willing to assist in any movement 
for the betterment and welfare of his 
workmates. A wife, one daughter and 
two sons (one being Mr. Jim Page, 
railmotor driver at Ultima) are left 
to mourn the loss of a devoted husband 
and a loving father.—J.B. 

Jolimont Social 
A pleasant Sunday afternoon was 

held at the Loco Hall on 19th July to 
bid farewell to four of our members 
who have retired. Our guests of 
honour were Comrades W. J. Phillips, 
N. Maxwell, D. McVeigh and A. Com-
ber, each of whom was presented with 
a very handsome present as a mark 
of esteem in  which they were held by 
members of the branch. The presen-
tations were made by the General Sec-
retary, Mr. C. Collins, who paid tri-
bute to the stirling qualities of the 
retired members. Interesting speeches 
concerning the work of the Union were 
delivered by the Federal Secretary 
(Mr. J. Galvin) and the General Secre-
tary. 

The responses made by our retired 
men were sincere, and all stressed 
the necessity of loyalty to the Union. 
The fact that each comrade had been 
forced to retire before reaching the 
maximum age (in fact the eldest was 
not near sixty) emphasised the high 
medical standard required for electric 
train drivers and the great physical 
and mental strain imposed upon the 
men. The arrangements for the 
afternoon were a credit to the Social 
Committee, comprising Mr. Ken Shaw, 
as Secretary, and his band of willing 
helpers, who left nothing undone to 
make the afternoon a pleasure to 
everyone. The branch is fortunate in 
having members with the energy and 
ability, who from a small beginning 
have put the Social Fund in such a 
sound financial position. The various 
items of harmony rendered by the 
artists were fully appreciated, and at 
5.30 p.m. the afternoon officially ter-
minated, all agreeing that those mem-
bers who had not attended had missed 
a good day.—J. GAULT. 
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No. 7.—EARLY BRITISH HISTORY. 

Our dictionaries will tell us that 
Palaeolithic is a word used denoting 
anything belonging to the earlier 
Stone Age, and Neolithic to the later 
Stone Age, when stone implements 
were highly polished and men lived 
in better shelter. Traces reveal that 
England possessed inhabitants at 
these pre-historic periods. It is be-
lieved that since the beginning of the 
later Neolithic Age over one hundred 
thousand years have elapsed. However, 
the study of historic England is our 
immediate concern. 

A branch of the Aryan stock—the 
Celts—travelled west to England some 
4500 years ago. The Teutons, Greeks 
and Latins belong to the same stock. 
When the Celts arrived in England, 
they busied themselves in dispersing 
the old inhabitants and settled down, 
adopting a tribal form of life. 

It was these Celtic barbarians that 
were found there by  the Romans in 
their invasion in 55 B.C. 

The Celts were said to be possessed 
of metal weapons, agriculture, and 
also tin mines in Cornwrll; trading 
exchanges were being made with 
Greek and other merchants for bronze, 
salt and earthenware. Mention has 
already been made of the character of 
the Roman invasion at this time, and 
that the Romans abandoned Britain 
in 410 A.D. Danes and Saxons in 
turn invaded England and then the 
Normans. Some historians have 
argued that the Normans were re-
sponsible for introducing Feudalism 
to England, but it is now generally 
agreed that (remembering the earlier 
existence of the Anglo-Saxon Manor) 
the most the Normans did in  this 
regard was to reorganise existing 
Feudal traces. Before the Anglo-
Saxon Manor had come into being, . 

the mark had been the form of Social 
life, and the Manor evolved from the 
mark. The mark was a common 
holding of land, sometimes vested, 
communally, in as many as 6 to 12 
villages. 

No slaves were held and common 
land ownership gave every person 
equality. Then followed division into 
fields and strips with the object of 
sharing alike both good and bad strips. 
Re-distribution, at first yearly, 
gradually increased into lengthy  

tenure until at last it ceased and the 
holdings became the premanent pos-
session of  the individual family. 

While the mark held sway there was 
no class war, because no classes exi rst-
ed—Only the free labour of free pro-
ducers. But so soon as the means 
of production gravitate to private 
ownership, economic freedom and 
equality flies out of the window and 
class strife enters the door. Amid 
the rivalries in the struggle for new 
land the cultivators of the crumbling 
mark sought protection of the "fight-
ing men," their insurance against the 
possibility of complete loss. The old 
story over again that we learnt of the 
degradation of the freemen of the 
Roman Empire—the nominal protec-
tor, the fighter, soon became the over-
lord of the farmer; from the tem-
porary war chief we find evolve the 
hereditary ruler. One thing we 
should note in passing, Anglo-Saxon 
development seems to have taken place 
without a period of chattel slavery 
like that of Eastern Europe. 

The Normans. 
Belonging to the Teutonic branch 

of the Indo-European stock, the 
Northmen, whose homeland was 
Scandinavia, were responsible for 
many formidable exploits in plunder 
and evasion. Veritable sea-wolves, 
they butchered and pillaged along the 
Rhine and its districts, in Germany, 
and in like ruthless manner along the 
Seine and districts, in France, taking 
Paris and plundering it. Their num-
bers were comparatively small, but 
they were full of courage and ferocity, 
and no semi-feudal power could resist 
them. In their small ships, 75 by 15 
feet, they sailed the Mediterranean, 
plundering its towns, trading with the 
Arabs, made forcible settlements in 
Britain and France, colonised Iceland 
and Greenland, and discovered 
America. Their influence and set-
tlement in England was first made on 
the East coast. Taking advantage of 
the division among the English, they 
raised an army by promises of plunder 
and under William the Norman carried 
out the Norman conquest of 1066 
William had England entirely in his 
hands; he completely re-organised the 
land holding system, making himself 
absolute overlord. He distributed the 
land among his followers so that none  

of the lords should be so powerful 
as to successfully rebel against him. 
He had compiled accurate information 
for taxation and made thorough in-
vestigation for military purposes. 

The extent of the manors were 
known to him and how they were held, 
or Sublet, as also was the rateable 
value of the land and the complete 
details as to its cultivators and cattle. 
England's population by this time 
(1085-7) was two million, and 75 per 
cent. of it was engaged in agriculture. 

The Social Structure. 
Serfs served the lord of the manor, 

and the lord of the manor, his lord, 
the King, who was only responsible to 
God. However, Kings in that super-
stitious age did often fear the weight 
of that responsibility, as the church 
frequently proved a disciplinary chan-
nel. An historical survey of Feu-
dalism would reveal the frequent clash 
of church and King, the barons in 
league against the King, the com-
binations of long-suffering towns-
people in conflict with the Crown. The 
Feudal system was based on a class 
which could own and part with the 
land and a class that could not own 
the land and which was bound to it.  

Villeins were bound to the estate 
on which they were born and had to 
render to their lord their labour. The 
lords had to render to the King the 
military services of themselves and 
certain numbers of their retainers; 
build roads, bridges, and fortifications* 
pay certain taxes to the Crown and 
tithes to the church. 

Unlike the chattel slave, the Feudal 
slave could not be sold. He could 
not give his daughter in marriage, or 
apprentice his son without his lord's , 

 consent. Neither chattel nor Feudal 
slave sold his labour power as does 
the modern wage slave. With th 
wage slave, in employment, it appears 
at first glance he is not the victim o 
unpaid labour (this point will be fully 
dealt with in later lessons), but witl 
the earlier slaves the unpaid labour 
stood out clear and distinct; they were 
certainly under no illusions • in that 
regard. When the Feudal slave in 
such time as was permitted. 
was working on the little plot 
of land set aside for his own 
needs, he knew that then, and 
then only, was he working fo' 
himself. Likewise when he was en' 
gaged away from his own plot he was , 

 fully able to measure the quantity 01 
labour that he yielded to his master-
the unpaid labour. The division be' 
tween paid and unpaid labour was not 
obscured as by the modern wagee 
system. 
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Attractively Reduced Rates 
are offered for practically all classes  of 
insurance (except life) by the 	 

General Accident Fire & Life Assurance 
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Popular Superstitions 
No. 8.—"ON GOOD AND EVIL." 
"Dad, what is `evil' ?" 
"A nasty subject, sonny, that I don't 

think we should talk about. It is more 
suitable for grown-ups to discuss." 

"But what is it, dad ?" 
"Something all wise boys eschew." 
"And what is eschew?" 
"Eschew is to leave alone. 	You 

leave the subject alone, and talk about 
fairies, see. Quite easy isn't it 

"I'm not too keen on fairies. Then, 
what is `Good,' dad." 

"Oh, well, Good is nicer than Evil; 
lots! Good is the name we give to 
generous actions—kindliness, honesty, 
helpfulness, service to others, and all 
that." . 

"Well, dad, Robbery and Cheating, 
of course, are bad, aren't they?" 

"I thought we were going to leave 
nasty subjects out, sonny." 

"Can't, dad." 
"And  pray, why?" 
"Because I want to ask some ques-

tions about Capitalism." 
"Now look here, sonny, you are be-

;oming too full of prejudice; however; 
1 11 explain to you just what Capital-
ism is." 

"I know, dad." 
• "I'll explain, nevertheless. That 
Is if my little boy will graciously al- 
low me. Capitalism is the power in 
the nation that makes all the things—
the things we see in the shops, and 
streets, and the houses." 

"You told me before, dad, that the 
People made the things." 

"Ah, yes. I mean Capitalism is 
the power that owns the people who 
[Hake—no, no!—oh—I mean, the power 
that owns the factories where the 
People make the things . " 

"I like the first one best, dad." 
"You would, you young reprobate. 

1 
 

to afraid you are seriously under 
Socialist influence." 

and Willie 
"Tell me more about Capitalism, 

dad." When you make mistakes it 
helps me to see the Socialist argument 
better." 

"Well, I'm afraid, sonny, that's 
hardly fair—just wanting me to talk 
so as to `pick holes' in my statements. 
Still if it helps you, I don't mind. We 
must all admit Capitalism has built 
this wonderful world, spanned rivers 
with majestic bridges, set up beauti-
ful buildings, conquered the air." 

"But, dad, the people did it. They're 
not Capitalists." 

"They had to be shown how, my 
son." 

"Dad, Capitalism is only concerned 
with making a profit, isn't that so ?" 

"Yes; mostly so, I suppose." 
"Well,  if any particular Capitalist 

knew something that the people ought 
to understand, why couldn't he show 
the people, or tell the people without 
wanting to make a prifit." 

"That would be Utopian, my boy, 
and Utopian means something that 
never was." 

"Like fairies, dad!" 
"Huh ?" 
"Dad, if we `showed people how' 

without making a profit, would that be 
Capitalism, then ?" 

"No; not exactly." 
"What would it be, dad?" 
"I'm afraid I can't tell you.' 
"It would be Socialism, dad. Now, 

I'll tell you about Capitalism, shall 
I? " 

"Certainly, you shall—go ahead." 
"Capitalism is Evil, like picking a 

man's  pocket, stealing; but you don't 
go to prison for Capitalist theiving, 
dad. You build a factory, keep men 
working making things all day—giv-
ing them a tiny bit in return, and if 
they strike for more, you say, `No! 
You must go on working for me or 
starve'." 
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"Goodness gracious! what on earth 
are you talking about, sonny." 

"Capitalism, dad." 
"My, I didn't recognise it." 
"Prejudice, dad, keeps people from 

seeing its faults." 
"You surely don't charge your dad 

with being unfairly prejudiced in fa-
vour of Capitalism ?" 

"Well, dad, I think Capitalism makes 
Profits and Prejudice for the Capita-
lists, and only Poverty for the People." 

"You're hopeless, sonny." 
"So's Capitalism! dad." 

Progress Then and 
Now 

In England tradition dies hard, and 
then only after an illness extending 
over centuries. In Australia we have 
many English ideas, and we move, or 
rather fail to move, accordingly. Wil-
liam the Conqueror ruled from 1066-
1087. He introduced into England, 
the ringing of the curfew bell. This 
bell was rung at 8 o'clock, and was the 
signal to put out all fires and go to 
bed. It is still rung at Gray's Inn, 
Lincoln's Inn, and the Tower of Lon-
don. Henry the Third reigned from 
1227-1272, During his reign a piece 
of land was rented to a farrier, who 
in return paid a nominal rent of six 
horse-shoes and sixty-one nails to 
the Crown. This was known as quit 
rent, and was payable by the corpora-
tion of the City of London. The City 
Solicitor in his robes still makes this 
payment to the King's Remembrancer. 
The same set of shoes and nails are 
used each ye^r. Another ceremony 
is carried but by the Vintner's Corn-
pany. The members of the Com-
pany wearing aprons and equipped 
with new brooms, sweep a path for 
the masters and wardens in a proces-
sion to a city church. As the streets 
were very dirty, and the odours there-
from offensive, aromatic herbs were 
used as nosegays. The Lord Mayor 
of London is still given the pass-
word of the Tower of London. Hun-
dreds of years ago the Tower was the 
Royal Palace, and the idea was to 
allow the Lord Mayor an audience 
of the King, in case of emergency. 
These are a few illustrations of not 
moving with the times. The years 
roll by, and we read an item of news 
that appeared in the "Herald" of 
17th March, 1886. It concerns us as 
railway men, and is as follows:—

"Victorian Reilway employees in-
tend to ask Parliament this season for 
a reduction of railway hours. They 
will endeavour to have it moved in 
the House that eight hours shall con-
stitute the •day's work, and that in 
all cases where it is necessary that 
longer hours should be worked, over-
time be paid. It is alleged that 
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Combined Mass Meeting  

TRANSPORT WORKERS  

Australian Railways Union  

Loco Enginemen's Union  

Tramway Men's Union  

at . .  

Wirth's Olympia Princes Bridge  

SUNDAY, 23rd AUGUST - 3 p.m.  

Attend this Meeting and hear what the combined committee has 
done to further the agitation for a shorter working week  
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many men are now working 9i hours 
a day." Eventually an eight hours 
day was recognised for the daily 
paid staff. As it is impossible to 
give running men 8 hours each day,  

awards are based on a 96 hours per  

fortnight basis. As railwaymen were 
not keeping step with outside workers, 
we agitated for, and obtained a Clas-
sification Board. While it was an im-
provement, it was not a success. We 
kept on, and obtained an independent  

Chairman. This was a further im-
provement, but tht' Arbitration Court, 
as it was then, appeared better. Un-
fortunately, the politicians of the day 
destroyed the efficiency of this Court, 
and we found ourselves high and dry,  
and finally our award was swept aside 
with one stroke of the pen. In January, 
1935, we got another award, the claims 
of which were being heard off and on 
for seven years. It's an extraordinary 
conglomeration of words, entirely 
lacking a soul. As far as the majority 
of our members are concerned, they 
were given an Irishman's rise. So by 
claims for variations we tried.to  im-
prove it somewhat, but our Judge is 
apparently imbued with English ideas, 
for this is what we read, when most 
of our claims failed:— 

"I am not satisfied that any circum-
stances have arisen since the making 
of the Award which would justify the 
variation asked for, etc." 

"No changed circumstances, etc." 

"Absence of any new circumstances, 
etc."  

"No circumstances .vhich had 
arisen since, which would justify vary-
ing the Award, etc." 

In an item of news in the "Age" 
of 17/6/35, from Geneva, we read, re 
the 40-hour week proposal, "Britain 
again opposed the proposal." Eng-
land is still in opposition to the pro-
gress of the 40-hour week. You  
know how France ' obtained it re-
cently, after being fooled and misled 
by politicians for years. You all 
know the resolutions you carried at 
the combined mass meeting at Wirth's 
Olympia on 21/6/36.  

Your • Arbitration Court is worse 
than useless. Now try out your 
politicians, for what was good enough 
for grandfather is not nearly good  
enough for us. Politicians are your 
stumbling block, so see to it that pres-
sure is exerted on them, as it was 
fifty years ago.  

—H. J. HIGGS.  

26/7/36.  

Obituary  
DOUBLE LOSS TO COMMON- 

WEALTH DIVISION. 

With very deep regret we have 
to record the death of Comrade Harold 
Griffin, Secretary of the Common-
wealth Division, who died in Kal-
goorlie Hospital on 14th July last. 

Comrade Griffin was the first Sec-
retary of that Division, being in-
stalled in that position since its in-
ception in 1920, and continued in that 
capacity until 1933, when, seeking 
a respite, he asked the Division to be  
relieved of the responsibility of office. 
He was succeeded by the late Comrade 
V. Compassi, who died suddenly in 
March last, and on the latter's death, 
responding to the urgent appeal of 
the members of the Division, Comrade 
Griffin again consented to take over 
the office of Secretary.  

His sudden demise, following so 
quickly on that of Comrade Compassi, 
has resulted in a tragic loss to our 
fellow members in the Commonwealth, 
particularly as Arbitration proceed-
ings in which they are involved are 
due to be commenced almost im-
mediately.  . 

Apart from his loss to the Com-
monwealth Division, •Mr. Griffin's 
death will be felt as a keen blow to 
the Union throughout Australia, as 
he had served on every Federal Con- 

ference, with only one or two excep-
tions, from the inception of the Union. 
Whilst by no means making any pre-
tension as a fluent speaker, he never-
theless served the Union well and pos-
sessed the qualities of steadfastness 
and honesty of purpose in a marked 
degree and endeared himself to those  
with whom he had worked by his 
open disposition. His passing will 
leave a gap in the ranks which will 
be difficult to fill. He leaves a widow 
and two children. 

At the funeral, Mr. H. H. Styants, 
M.L.A. for Kalgoorlie, and previously 
a member of the West Australian Di-
vision, and a fellow delegate at numer-
ous Federal Conferences, at the re-
quest of the Federal Executive, re-
presented the Union in paying a last 
tribute of respect to the memory of 

 one who had always placed the in-
terests of his fellows before his own 
personal advancement. Vale Harold 
Griffin. 
.alit>ic• '  
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ELECTRIC TRAIN DRIVERS' MARGINS 
RE-HEARING BY COURT 

His Honour, Judge Drake-Brock-
Man, commenced the hearing on 24th 
June of the application lodged by the 
Federal Union to re-open the Award 
and vary the margins laid down for 
electric train drivers. Messrs. A. S. 
Drakeford and J. M. Galvin appeared 
for the Union and Mr. O'Donoghuo 
for the Victorian Commissioners. 

Mr. Drakeford at the outset had to 
advance reasons why the Award 
should be re-opened, and,. although 
the Commissioners' representative 
opposed a re-hearing, His Honour de-
cided he would hear what the Union 
had to say. 

The first witness called on behalf 
of the Union was Mr. B. B. Deveney, 
Who, in reply to Mr. Drakeford, stated 
that he was an electric train driver 
stationed at Jolimont, and had 35 
Years' experience as cleaner, fireman, 
steam driver and electric driver. His 
experience in steam covered every 
class of train, including experience 
of steam suburban work. In addition, 
he had filled practically every position 
In the Victorian Branch of the Union 
and was at one time the employees' 
representative on the Classifioation 
Board. 

Mr. Deveney stated that he had 
been selected by the electric train 
drivers to give evidence on their be-
half in support of the application for 
the same margins as those applicable 
to steam drivers. His task was a dif-
ficult one in view of the fact that the 
Court had appeared to have accepted 
the view that the work was not com-
mensurate in skill with that of the 
steam men, but he felt that, free from 
the mass of detail inseparable from a 
general case, they could convince the 
Court that its decision should be re-
viewed. They were amazed at the 
Court's decision in fixing a lower mar-
gin, as it was the only case in his re- 
collection where margins for a grade 
had been reduced whilst the work re-
trained unaltered. In this case the 
skill and responsibility had never been 
lessened, on the contrary had in-
creased. It was apparent that the 
Court had accepted the Departmental 
view that the work of electric train 
driving was not comparable with 
steam driving, and he desired to meet 
that argument. The rates for both 
classes had always been the same. In 
1923 the R.C.B. fixed the margins for 
both general class steam and electric 
drivers at 6/6d. per day, but actually 
the advantage was with the electric 
_Man, who, at that time, received a uni- 
form which the Department valued as  

being worth approximately 6d. per 
day; what influenced the Board in 
awarding the same rates was the fact 
that the Department on that occasion 
presented its evidence in a much 
fairer manner than was the case on 
the last occasion to the Court. 

Mr. Deveney then went on to illus-
trate the nature of the evidence given 
before the Board by the late Mr. Rist, 
and also by Mr. A. E. Smith (then C. 
M.E.) both of whom were eminently 
qualified to express opinions as to the 
value of the work of both classes of 
men. From his own experience of 
10 years' steam driving and 14 years 
on the electric side he would say that 
in regard to both skill and responsi-
bility the work was equal. Mr. Jus-
tice Powers confirmed the principle of 
equal pay for both classes and laid 
it down in the first Federal Award; 
the Court on that occasion must have 
been largely guided by the evidence 
of Messrs. Rist and Smith. It would 
thus be seen that that principle had 
been laid down from the inception of 
the service, and it was the knowledge 
of this fact that "dazed" members 
when they saw that the Court had 
departed from it, although the work 
had not changed, but, on the contrary, 
had increased by reason of the steadily 
increasing average daily mileage. The 
job had been speeded up. 

The Court seemed to have reversed 
the principle enumerated recently that 
the tendency was to restore to skilled 
workers some proportionate ratio 
over the Base rate, and no doubt it 
was influenced in doing that by Mr. 
Ruglen's evidence; that evidence did 
not present a proper comparison of 
the two grades, and emphasis was laid 
on the fact that the electric train 
driver did not have to generate the 
power for his train, whereas an analy-
sis of the position of the steam driver 
will show that the power is produced 
for him by the fireman. It was also 
important to remember that the fire-
man was of assistance to the steam 
driver in locating signals, etc., whereas 
the electric man was thrown entirely 
on his own resources and was working 
for a greater proportion of his time 
within city yards and the suburban 
area, where the intensity was greater. 

The Chief Judge in our "Hours' 
Case" had acknowledged the factor 
of responsibility. 

The Department never sought to 
place the electric train driver on a 
lower plane than the steam man until 
Mr. Ruglen was produced, and it is 
the strong belief of the men that the 

Department had agreed that the skill 
was as great as that required in the 
general class steam. Mr. Ruglen has 
under-rated the skill of the electric 
train driver. 

With the exception of the working 
of goods trains by electric locomo-
tives, practically the whole of the 
running performed by electric train 
drivers is high speed operation, which 
demands exact train running. An 
examination and study of the time-
tables will disclose how skilful the 
electric train driver has to be, and how 
responsible is the nature of his work. 
The electric train system of running 
is hard running and to anyone familiar 
with the various classes of work it 
is recognised that it is more intense 
than express or country passenger 
work by reason of the fact that the 
closer one gets to the main city sta-
tions and yards, or operating trains 
within the precincts of the congested 
suburban area, the more numerous 
become the signals, the more dense 
becomes the traffic, and the more risk 
is involved, and greater becomes both 
the skill and responsibility. Train 
running, which requires continual high 
speed conditions, as exemplified in our 
running between stations, is much 
more hard to perform than continuous 
train running in open spaces, where 
less stopping is required; this is due 
to the fact that it requires constant 
expert skill for the more continual 
brake operations and closer obser-
vation of signals, all of which, in the 
case of the electric train driver de-
volves upon one man. 

Mr. Ruglen had to admit that elec-
tric train drivers were "necessarily 
on the alert to observe signals more 
continuously than steam drivers on 
country trains." He desired to em-
phasise the fact that the driver had to 
act on his own initiative, the sense of 
responsibility was very great, he was 
surrounded by apparatus through 
which current was flowing and of 
which he had to be familiar in order 
to detect faults, which, if they arose, 
required prompt action to prevent 
delay or failure, and this was apart 
from concentrating on train-running, 
tracks, signals and time-tables. 

It was suggested for the Depart-
ment, at pages 11631 and 11632, that 
"electric train drivers are not exposed 
to weather conditions to nearly the 
same extent as steam drivers, as 
whilst operating the train, they are 
sheltered from adverse weather by an 
enclosed cab, and not subjected to 
artificial heat in the summer as is the 
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steam driver." I do not know to 
what extent, if any, that statement 
has influenced the .Uourt, but I would 
say this, that sucn a passage was 
never written by anyone who has had 
to work confined in the electric train 
driver's cabin for any length of time. 
Not only does the atmosphere become 
rank, but, what is of more .import-
ance, the effect on the men of being 
surrounded, as it were, by an aura of 
electrictiy is that it has a tendency to 
create a feeling of lassitude or lan-
guidness which, combined with other 
conditions of the cabin, creates a 
drowsy effect on the driver. That 
is the definite view of the majority 
of our men both here and in N.S.W., 
who have often discussed this aspect, 
and, as Your Hononr realises, such a 
feeling has to be fought against and 
overcome. That is one of the reasons 
why electric train drivers have always 
sought to keep the length of the shift 
down as closely as possible to an 8-
hours limit. 

The witness then went on to outline 
in detail a list of cases where the 
safety apparatus had failed sand in-
timated that he put those forward that 
in the light of such happenings the 
Court should discount what the De-
partment had put up on the subject. 

Mr. Deveney also informed the 
Court that the guards were not al-
lowed to run the first trains in the 
event of the driver failing to turn 
up, which showed that the Department 
was now more alive to the skill in-
separable from the calling. He felt 
that the Department never expected to 
get away with reduced rates, and the 
men who had given a life-time's ser-
vice felt the position keenly that their 
status had been reduced. 

Another phase of this matter in 
which they felt that the Department 
did not correctly represent the position 
to the Court, was in connection • with 
the recruitment of future appointees 
to the grade of electric train driving, 
and, whilst as he had indicated pre-
viously, Mr. A. E. Smith, when C.M.E.. 
certainly was fair enough to put it 
to the Court that the rates should he 
the same for both classes of work, on 
the last occrsion the Department 
sought to suggest that men could, and 
would, be recruited from sources other 
than loco. running men, when in our 
view it had no intention of doing so, 
and the proof of that fact was that it 
had not done so. It was questionable 
whether any body of men not posses-
sed of the train running sense could 
be trained to successfully perform the 
work end comply with all the varying 
conditions. It would certainly take 
a very much longer time to train men 
unfamiliar with train operations, and 
even then the subsequent results 
would be in the nature of an experi-
ment. 
• His Honour.—Interrupting you fer 

a moment, what has the Department 
done in fact since the Award came out 
in regard to filling any vacancies that 
may have occurred amongst electric 
train drivers?—They have called for 
applications in the same way as they 
have done all along, from men em-
ployed as locomotive drivers, and there 
has been a sufficient number of men 
applying to fill all the vacancies. 

Mr. Drakeford.—In that connec-
tion, I would like to hand in a cir-
cular dated 19th June, 1936, in which 
the Department calls for applications 
for electric train drivers. They say 
this: (reads circular). 

His Honour.—And they got ap-
plicants ?—Yes. With regard to the 
last lot of I4 men who applied, it 
could be suggested that possibly dif-
ferent conditions actuated the men in 
applying for these positions. One 
was that the men have not given up 
hope of the restoration of the mar-
gin. Out of the 14 applicants, I 
think there are nine from the country. 
Those men are juniors with young 
families, and they are at a disadvan-
tage through living in the country, 
where promotion is slow. In order 
to give their families a chance, thoy 
are prepared to sacrifice something 
to come to the city. I think this is 
one of the first instances of applicants 
coming from the country. The re-
maining five applicants are from 
Melbourne, most of whom are junior 
hands who also view the position with 
a certain amount of pessimism. 

Mr. Deveney.—My statement con-
tinues:—The Department can hardly 
deny that it requires a very efficient 
employee to carry_ out the work of 
driving electric trains. If a person 
inexperienced, or only moderately ex-
perienced, in • all the features that 
have been outlined as applying to our 
work, was to attempt to work an 
electric train on the understanding 
that the safety features would safe-
guard operations, they would be very 
quickly disillusioned. The results 
would certainly be delay and chaos, 
and, in a critical time, may very well 
be disaster. This applies mainly to 
brake operations under any conditions 
of working, but the electric train dri-
ver, owing to the .fact that he has had 
long years of experience in train 
handling as a locomotive driver, both 
under adverse and normal conditions, 
knows how to meet whatever arises, 
which could not be expected of persons 
without that experience. 

We have even had cases where 
men who have handled locomotives 
successfully have failed as electric 
train drivers, and have asked to be al-
lowed to revert back to steam drivers, 
whilst there have also been cases in 
which the Department of its own vo-
lition has removed men from the elec-
tric service, on the grounds that their 
work did not measure up to the stan- 

dard required of electric drivers. To-
day, in that regard, the supervision 
is more rigid than ever, and the De-
partment has, since the Award, pre-
vented men from operating, or con-
tinuing to operate, electric trains, and 
yet those very men, or some of them, 
have since been allowed to go to the 
9/- margin, which Your Honour has 
prescribed for special class work, and 
others are in receipt of the general 
class margin of 8/- per day. 

Mr. Ruglen was the only witness 
who had no doubt that the work of 
electric train drivers was not equal to 
steam. No other witness had ever 
made such a statement, and it was 
entirely contrary to the evidence of 
Messrs. Smith and Rist. 

The witness then went on to deal 
in detail with the evidence tendered by 
Mr. Harris and stated that the deduc-
tion to be drawn from it was that he 
was not at all certain that his view 
that the steam driver was superior was 
beyond all doubt; Mr. Harris admit-
ted that "it was a question on which 
opinions were divided;" that should be 
taken into consideration in conjunc-
tion wth the opinion of Mr. Smith, 
given on oath. 

As instancing new circumstances, 
Mr. Deveney pointed out that when 
electric and steam locos. were at-
tached, the former goes in front and 
the regulations provide that he is re-
sponsible for the running of the train, 
but, despite that, under the Award he 
receives 2/- a day' less. 

There remained only one other point 
which he desired to place before the 
Court, but it was one  which they re-
garded as most important. He refer-
red to the rates of pay being paid in 
the neighbouring State of New South 
Wales. The members of our Union 
employed in that State were working 
under an Award given by the State 
Industrial Commission. That Award, 
in Clause 6, provided for exactly the 
same margins for both classes of 
drivers, steam and electric. The mar-
gins awarded in N.S.W. for general 
class drivers and electric train drivers 
were:-1st year 4/-, 2nd year 5/-, 
3rd year 6/-, 4th year 7/-, 5th year 
8/-. It would be seen that, whilst 
Mr. Justice Brown had taken the same 
commencing point as Your Honour had 
awarded, he had also carried the mar-
gins along by increases of 1/- per 
year to a maximum of 8/-, which was 
the margin Your Honour fixed for 
general class steam drivers in the 
Federal Award, but 2/- a day above 
the maximum margin for electric 
train drivers. It seemed most anoma-
lous to our members in this State that, 
whilst Your Honour had reduced the 
status of our job by 1/- per day, our 
colleagues in N.S.W. performing a 
similar class of work, should have 
their status increased by 1/-, making 
the striking difference of 2/- per day 

o 
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to men doing exactly the same class 
of work in an adjoining State. 

It must be clear to Your Honour, as 
it was to us, that the Victorian De-
partment, or at least that section of 
the Department which was respon-
sible for looking after the industrial 
side of the administration, had made 
every effort to prevent this Union ob-
taining increases for its members, and 
in endeavouring to do so they felt 
that it was guided, not so much in the 
direction of informing Your Honour's 
mind as to what was a reasonable 
wage to pay for the work, so much as 
to put before you reasons as to why 
increases should not be granted. They 
felt, and it was said with all respect, 
that there had been no change in their 
work from the time that they were 
Placed on the same margins as steam 
drivers that warranted any departure 
from - that principle, but, further, that 
there was no justification whatever 
for imposing a reduction of 1/- per 
day below that Court's previous valua-
tion. They felt strongly that, in view 
not only of the weight of evidence for 
the Uhion side, but also the evidence 
of previous Departmental officers and 
the decision of the N.S.W. Court, good 
and sufficient reasons had been ad-
vanced as to why Your Honour should 
grant this application. 

CROSS -EXAMINED BY MR. 
O'DONOGHUE: 

Have you read the affidavit of Mr. 
Galvin which was put in support of 
the summons to have this matter 
brought before the Court ?—Yes. 

I am referring to the affidavit dated 
2nd May, 1935?—Yes. 

Do you recollect this paragraph: 
(reads from "the members of my or-
ganisation employed as electric train 
drivers feel that" down to "demon-
strated by events since the Award was 
Made"); perhaps we can shorten the 
Proceedings if you will indicate to 
me anything in your evidence which 
has given any information supporting 
the statement that "the responsibilities 
have increased, as demonstrated by 
events since the Award was made"? 

 —Yes, I would say that they have in-
creased. 

I am asking you, what is in your evi-
dence that supports that statement?—
I think it is supported in different 
portions of the evidence, so far as the 
skill necessary is concerned, on ac-
count of the greater mileage we run, 
and the greater number of trains that 
are run for a portion of, if not all the 
way, as express. 

His Honour.—Is that a change since 
the Award was made?—Yes; a good 
deal of express running has been pro-
vided for in the latter-day time-tables. 

Mr. O`Donoghue.—Do you lay .con-
siderable stress on the responsibility 
of the driver in stopping at stations , , 
and accelerating on leaving stations ? 
—Yes. 

Are you going to say that that fea-
ture is eliminated from the express 
portion of the journey ?—No. Another 
type of skill is required then. 

Is a man who is running an express 
train stopping at stations ?—No, but 
there is skill of a different character 
to be exercised. 

You speak of the greater mileage; 
how do you suggest that that has af-
fected the position ?—In this way; 
that we are working to greater in-
tensity for a longer period during our 
8 hours than we previously did. 

Do you seriously suggest that?—
Yes. I understand that during the 
evidence put forward in the case be-
fore His Honour, when he was making 
his Award, it was stated that the 
mileage was 81 per day; now it is 89 
miles per day. 

What is your authority for suggest-
ing 89 miles ?—I have been informed 
of that. 

Have you been informed on au-
thority which could be regarded as 
reliable ?—It is authority that I would 
consider authentic. 

If I were to say that the latest 
figure indicates 87 miles per day, 
would you deny that?—I should think 
it would be more that that. 

Mr. Drakeford.—Although the mile-
age has increased, the wages have 
been reduced. The mileage was 81 when 
we were getting 7/ 2, and the mileage 
is 87, or more, if the witness's con-
tention is correct, as they are doing 
other work for which no credit is 
given, though I am not sure whether 
that is so or not. Although their 
mileage and productivity in the shape 
of mileage has increased, the margin 
has gone down. 

Mr. O'Donoghue.—Mr. Deveney has 
not suggested that, and he is the 
witness. 

His Honour.—It is more or less true 
whether he has stated it or not. 

Mr. O'Donoghue.—He has inferred 
it, but I think the witness should be left 
to state it, and not Mr. Drakeford. 
(to witness); You have stated about 
express running, and we have dealt 
with that: is there any other feature 
which you have put forward?—There 
has been reference to the Depart-
ments's action in withdrawing permis-
sion for guards to run trains. 

How do you suggest that affects the 
running of "trains ?—It sets out that 
the Department after reflection is 
taking a more serious or more im-
portant view of the work performed 
by the electric train driver. 

Or a less important view of the 
capabilities of guards to run trains ?-
I think it is the other portion that has 
appealed to them most-the skill and 
importance of that class of work being 
entrusted to inexperienced men. 

His Honour.-I think the principal 
contention that Mr. Deveney has put 
up is that the Award made in error  

would be put right if he can satisfy 
me it was made in error. He is quite 
right, if he can satisfy me I will put 
it right. 

Mr. O'Donoghue.—Am I right in 
assuming that one of the main fea-
tures upon which you base that con-
tention is the view expressed in your 
statement as to whether Mr. Harris 
agreed with Mr. Ruglen on his as-
sessment of the lower value of an 
electric train driver as compared with 
the general steam driver ?—That is 
one of the features. 

That is one of the main features?—
I will not say the "main" because I 
rely more on Mr. Rist and Mr. A. E. 
Smith's evidence. They were called 
in the first three instances by the De-
partment to build up their case. That 
was before the Classification Board 
and once before Mr. Justice Powers. 
But for some reason they were with-
drawn. 

Now, in regard to Mr.' Harris' evi-
dence in this case, Mr. Drakeford and 
I think you made some quotations, 
and you say they are incomplete—
as to whether Mr. Harris, in putting 
the electric train driver as interme-
diate between the steam and rail 
motor, made a comparison with the 
highest class of steam driver or with 
the general class of steam driver?—
Yes. 

What conclusion did you come to 
from those quotations from Mr. Har-
ris ?—We were satisfied that the con-
clusion we were forced to, was that he 
considered we were best placed  on a 
level with the general class of steam 
drivers. 

Do your know Mr. Crough--Yes. 
And Mr. Gault ?—Yes. 
They both gave evidence here pre-

viously ?—Yes. 
And do you regard them as men of 

experience on electric train driving? 
—Yes. 

Had they also had experience on 
steam driving ?—Yes, both of those 
men. 

And do you regard them as men who 
did not put your case well to the 
Court?—I was not the judge. The 
men were the judges. 

I asked for your opinion; I did not 
rsk for the judge's opinion?—I have 
confidence in those men. 

Therefore, you know no reason to 
suggest that they were not quite 
competent to put your case from all 
aspects and put it well?—Of course, 
like all good lawyers, sometimes a 

-good point escapes them. 
You have spoken in the affidavit, 

apparently in support of the next 
paragraph of the affidavit, concern-
ing the safety appliances, where you 
say. "information has come to hand to 
prove that the safety appliances 
fitted to electric trains, which 
were featured by the Department 
in connection with the responsi- 
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bilities of electric train drivers,  
have not operated at a criti-
cal moment." You have mentioned  
some cases. You say that you studied  
the transcript of the previous 'case.  
Did not you see several references  
in the witnesses' evidence to the same  
sort of cases as you have mentioned?  
—Yes.  

So that there is nothing new in  
featuring an odd failure of one of  
those things ?—Only that these are  
still occurring.  

Do you know any mechanical ap-
pliance that is not liable to some  
failure ?—No.  

Is there a big percentage of fail-
ures of that kind, or is it a small per-
centage ?—There is not a big per-
centage of failures, but still,  
they occur at times, when it  
is of importance that they should  
not occur if we are relying abso-
lutely on the appliances.  

In commenting on some of those  
cases, you have mentioned one case— 

His Honour.—I think that the only  
relevant point is, are they more fre-
quent now than they were 18 months  
ago.  

Mr. O'Donoghue.—What do you say  
to that?—I fancy that they are  
slightly on the increase, due to what  
I have already stated, namely, that  
the trains are getting older and have  
run more mileage.  

Have you any idea of the percen-
tage of time on the average that an  
electric train driver whilst on duty  
is engaged when actually driving  
trains ?—I understand it is in or about  
what is credited to him so far as  
your way of compiling it is concerned  
—that is four hours.  

That is to say, 50 per cent of his  
time on duty is occupied in driving  
trains, and the other 50 per cent of  
his time does not call for those fea-
tures which you spoke of ?—That ob-
tains in any industry.  

Do you doubt that figure ?—No—
not on the way you have compiled it.  
You say that a man putting a unit on  
a train is not credited with driving a  
train, although it requires close at-
tention to his work in order to do that  
sort of thing safely and properly.  

Mr. O'Donoghue.—You have stated  
in one place, when commenting on  
the presentation of the Department's  
case, that the men felt that their  
job had been belittled ?—Yes.  

What do you mean by that ? Do  
you mean that the Department has  
suggested anything which caused the  
men to feel that their job was not  
regarded as an important job ?—Yes.  
That is in Mr. Ruglen's evidence.  

Did Mr. Ruglen's evidence give you  
that impression ?—Yes.  

I am very surprised at that. I do  
not know anything in Mr. Ruglen's  
evidence that can be taken in that  
way. I merely want to give you and  
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the Court my assurance that there was  
no intention of doing that, or be-
littling the men's job.  

His Honour.—In any case, the Court  
would not have taken much notice  
of you if you had. The indication is  
given very clearly with regard to  
those drivers of trains that they have  
a greater degree of skill than the or-
dinary grade.  

Mr. O'Donoghue.—I was about to  
make that remark.  

His Honour.—The Union is now  
trying to convince me that I have been  
wrong in not making them even  
higher still, but that is another mat-
ter.  

Mr. O'Donoghue.—I suggest that  
the grade compensating to a margin  
of 6/- cannot be regarded in that  
way ?—Comparing it with the wages  
fixed by the Court for the class of  
work fixed by previous tribunals and  
by tribunals in other States, the re-
duction does not seem very desirable  
from our point of view. A tribunal  
has twice fixed the rate and we have  
a tribunal in the adjoining State which  
has done the same.  

His Honour.—The one thing which  
you are inclined to overlook, which  
appears to have emerged from these  
proceedings is the question whether  
there should be one or two margins  
for the different classifications of  
drivers of trains which was never in  
issue ?—That is so.  

It was in issue before me ?—Yes.  
There was a special class and there  
was a general class.  

Mr. O'Donoghue.—You spoke of the  
comparison with N.S.W.; do you  
know the accompanying conditions ap-
plicable to electric train drivers in  
N.S.W. ?—I think so.  

Would you say that generally you  
would accept those conditions in Vic-
toria rather than those which you  
have ?—Yes, taking them all round,  
although they do not come up to my  
desire.  

Mr. O'Donoghue.— What about the  
limitation of shifts in N.S.W.? Are  
they as favourable there as they are  
here ?—On electric trains I should  
think they would be about the same.  
They have a 44-hour week, and now  
they have a 2/- higher margin as far  
as wages are concerned.  

The witness withdrew.  
WITNESS MICHAEL ANDREW  

HEAGNEY:  
The next witness was Mr. Michael  

Andrew Heagney, who had been sub-
poenaed to attend. Mr. Heagney,  
in reply to Mr. Drakeford, said that he  
was a retired travelling foreman, and  
had 43 years' service in the Victorian  
Railways, 14 years as a steam driver  
in all classes of work, 18 months as  
an electric train driver, and 10 years  
as foreman at the electric depot. He  
had read the submission of the De-
partment and the evidence produced  
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before the Court, but he could not  
agree that many phases that had been  
presented correctly compared the po-
sition. It was not correct, as had been  
stated, for instance, that the three  
position signals were easier to inter-
pret. The two-position signals, as  
the name implies, simply show two  
aspects—either stop or proceed; but  
three-position signals show a number  
of aspects. There is the clear normal  
speed, normal speed warning, reduce  
to medium speed, medium speed warn-
ing, clear medium speed; then there  
is "stop." There are two kinds of  
"stop" in the three-position signals;  
there is one "stop and proceed after  
10 seconds" even though the section  
is occupied. In that case, the driver  
gets the trip, proceeds, and once he  
passes that signal he has received  
his last warning, and from then on, the  
responsibility is on him. The trip  
would not operate because there are no  
further trips until he comes to the  
next signal. The whole responsi-
bility for the safety of the train, in  
his view, depends on the driver solely.  
Then there are repeating signals and  
there are cases where one arm applied  
to several diverging routes.  

Mr. Drakeford.—Following the  
statement of Mr. O'Donoghue, he said  
"also except on a few less important  
lines the signal is the authority for  
the driver to proceed; he does not, as  
a rule, have the responsibility of ob-
taining and carrying a staff, or other  
safe working authority to enter a  
section." Do you agree with that  
statement that there are only a few  
lines where the staff has to be carried,  
and that that fact lessens the train  
driver's responsibility ?—No. Where  
the staff is not in operation some  
other system replaces it. For in-
stance, there is a starting signal,  
which is more difficult to memorise  
than the staff. I do not agree that  
any lines are less important. The  
line itself may be less important, but  
the train that runs on any line must  
not be regarded as less important than  
any other train. The driver's duties  
are not relaxed because he is running  
on a line which might be regarded as  
less important. My recollection is,  
that the majority of the lines are  
worked by staff, and there are very  
few lines in connection with which  
there is no staff.  

Supposing a man was running from  
Princes Bridge to Hurstbridge, what  
system would he encounter ?—He  
would have to run on a variety of  
systems. He would be on double line  
from Princes Bridge to Clifton Hill,  
then on track locking and block con-
trol from Clifton Hill to Westgarth,  
back on the double line system to  
Alphington, track locking and block  
control to Heidelberg, and then an-
other kind from Heidelberg to Hurst-
bridge.  
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Is that right ?—No. Strictly speaking, 
there are four positions of the con-
trol, according to page 33 of the 
instructions. But a matter of real 
importance is that drivers are in-
structed when assisting a goods train 
to work the controller in several posi-
tions. If the driver only used two 
positions when he went to the rear 
of the goods train to give him a push 
and applied the full 1680 horsepower, 
he would do damage and an accident 
would almost certainly result from it. 
He would push all the buffers to-
gether of the goods, and then when he 
went to the point where he was to 
shut off, owing to the slackness of 
the buffers, the heavy part  of the train 
would come back, the steam engine 
would be going forward, and in all 
probability the train would break in 
two. 

Then there is the question of driv-
ing when on the passenger trains; 
could it be said that there are simul-
taneous duties which occupy the mind 
of the driver at that period ?—Yes. 

What has he to do ?—When the 
driver opens the controller on start-
ing, several urgent duties demand his 
close attention practically simul-
taneously. He must see that the 
track ahead is clear, and keep a sharp 
lookout on the platform. Passen-
gers may try to enter or leave the 
train, and a sharp lookout has saved 
the life of many passengers. He 
must notice the acceleration, and he 
must be very careful to see that his 
train is travelling on the proper set 
of rails. 

What tractive power is involved?—
The tractive power available on a 
train with three motors working is 
1680 h.p., and when four motor cars 
are working, 2240 h.p. During the 
acceleration period, the work of start-
ing up a load of 300 tons from start 
to attain a speed of approximately 
30 miles per hour in 20 seconds re-
quires high tractive effort and pro-
duces heavy stresses in the motor cir-
cuit. The cutting out of resistance 
requires further sets of circuits which 
must be watched very closely., 

His Honour.—What is all this lead-
ing to ? I know most of it in a 
general sort of way, but how does 
that affect the skill and responsibility 
of these men? I should think the 
pertinent inquiry would be: How long 
does it take a man taken off the steam 
service and put on this service to 
become sufficiently efficient to drive 
these trains alone? How much time 
elapses between the Department's 
taking a steam man off steam and al-
lowing him loose on an electric train ? 
(To witness) Can you tell me that?—
Four weeks was the period of training 
for drivers coming from the steam to 
Jolimont. That is for the electric 
train running. 

His Honour.—Does not that answer 

Could it be reasonably said that 
men running in the metropolitan 
area, such as electric train drivers, 
must kkaep in mind all the time each 
of these different systems and be 
ready to apply a knowledge of the 
rules in regard to each in the event 
of failure?—Yes. A driver must 
be always ready to act, and must be 
ready to act under the regulations 
or instructions applying to the par-
ticular line. 

Mr. • O'Donoghue said further:—"In 
the event of failure of some part of 
the equipment of his train, a definite 
series of simple tests is laid down to 
enable him to readily detect the fault." 
The suggestion there is that the tests 
are simple in their nature and of 
very little importance in assessing the 
skill of the electric train driver. Do 
you agree with that?—No: we always 
had to impress on the drivers, and my 
own experience is that the tests are 
very difficult. They are not simple. 
They require skill and knowledge to 
detect and apply to any particular 
case that may arise. Any one of 
20 faults will fail or affect the train. 
Why go to the expense of publishing 
books of instruction on these tests, 
why hold refresher classes if they 
are simple ? I say the tests are very 
difficult and they require high skill 
and knowledge of the service. Elec-
tric train drivers are one of the very 
few classes of men whose work is 
deemed of sufficient importance to re-
quire refresher classes. 

Could it be said that skill is required 
in the application of the tests ?—Yes; 
definitely, skill is required. Tests 
must not only be applied, but the re-
actions to them must be thoroughly 
understood and correctly interpreted. 

Does not that apply to steam in the 
same way ?—No; not quite. The way 
in which steam acts and what it con-
sists of is well known and understood. 
The same cannot be said of electricity. 
Electricity is a mysterious sort of 
agent. It has never been discovered 
what it is. No-one can say what elec-
tricity is. It transcends any research 
or investigation that has ever been 
made. The most learned men can 
never say what electricity is. Steam 
is a familiar matter. I should say 
that there is no comparison between 
the two at all; a different kind of 
knowledge and different kind of skill 
are required. 

On behalf of the Department, Mr. 
O'Donoghue at Page 11631 made this 
assertion:—"There is still a greater 
disparity between the skill of electric 
and steam drivers than there is of 
responsibility." Do you agree with 
that ?—No. 

He said further that: "Actually, 
all that the driver can do is to move 
the controller handle to either of two 
positions . . . and return to the 
neutral position to shut off power." 

the whole thing, Mr. Drakeford? It 
is no good talking to me in tech-
nical terms, or telling me all about 
how much horsepower there is behind 
each of these movements, and so on. 
The man is taught how to do it, and 
the Department considers that he is 
sufficiently well informed after four 
weeks to take charge of public pro-
perty of great value and the lives of 
the public. That does not mean that 
he has not a great responsibility, 
which, of course, must be recognised 
and provided for in the appropriate 
margin. That is another aspect of 
the matter, but from a skilled point 
of view, he acquires this particular 
skill in four weeks. But please do 
not misunderstand me; He acquires 
it in four weeks in a large measure 
because he is already very expert in 
signals and all that part of it, and 
also he has a pretty good knowledge 
of railway running and so on, Which 
the steam driver normally has. 

Mr. Drakeford.—Mr. O'Donoghue put 
it to the Court as part of the Depart-
ment's case that there is a greater 
disparity between the skill of an elec-
tric and a steam driver than there is 
in responsibility, and the men feel, 
having had an opportunity to look 
through the evidence, that you ac-
cepted the Departmental view that 
there was a disparity, as indicated in 
what you awarded in the margin. 
Surely under those circumstances, 
seeing that the Court has been good. 
enough to give us a hearing, we are 
entitled to show how the skill is ac-
quired and how it has to be applied 
to enable the service to be run suc-
cessfully, so as to justify our claim 
that the Court made an error in fix-
ing a lower margin by 2/- than it 
gave to general class drivers. That is 
really what I am devoting my atten-
tion to. 

His Honour.—I quite appreciate all 
that, but I do not know that this rather 
technical instruction • which I am now 
getting is very helpful. I do not 
know enough about it to understand 
it, and probably the witness does not 
know very much about it either. 

Mr. Drakeford.—I think that he 
knows as much about it as any man 
the Department produced—a great 
deal more than the man they did pro-
duce, Mr. Ruglen, on whom the Court 
appears to have relied, at all events, 
as to the general nature of the elec- 
tric train driver's work. I want 
Your Honour to understand that I 
am speaking very feelingly when I 
say this. Mr. Ruglen said a lot of . 
things, one of which was that the 
disparity between the skill of these 
electric and steam drivers was great-
er than was the case in regard to 
responsibility. 

His Honour.—You are quite right to 
attack that, because I was impressed 
by it, I must confess. 
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Mr. Drakeford.—On this question 
of acceleration unless the driver, when 
he is operating that control, 
notices what the results are behind 
the train, he will lead the train in such 
a position as to cause a disarrange-
ment of the service. 

His Honour.—That I quite appre-
ciate. 

Mr. Drakeford.—That is what I am 
coming to. I do not want to over-
load the case in any way, but I do 
want, if possible, to do justice to the 
case which I think these men  have, 
and I hope that I will not be prevented 
from putting it through this witness, 
who we say is an expert, both in re-
gard to experience and in regard to 
the fact that he was ten years there 
over these men as an authority. He 
is a rare authority, and we say that 
Ruglen was no authority at all, and 
that he misled this Court. Then Mr. 
O'Donoghue relied on his evidence to 
influence your Honour to give these 
men a 2/- difference in their margin. 

Mr. O'Donoghue.—You have said 
that many times. 

Mr. Drakeford.—I am saying it 
now with very great feeling, and I 
say that when I produce a matt whom 
you cannot challenge as to qualifi-
cations, at least he should be allowed 
to go on without interruption. You 
can cross-examine him. (To witness); 
With regard to the accelerátion period, 
is that an important part of the dri-
ver's duty ?—Yes. There are numer-
ous circuits carrying heavy current 
during this time only. The motors 
are working well up to their maximum 
rating, and the paths of these cir-
cuits are frequently changed. Con-
sequently, any irregularities that 
show must be noted. The accelera-
tion period is the only period when 
motors are tested under the maximum 
load, and the driver, being the only 
employee present, is responsible for 
calling early attention to irregulari-
ties, by booking them on the trouble 
card, or, if they affect the running, 
by getting them remedied. 

You speak of numerous circuits and 
heavy current. What is the voltage 
and the amperage of the motor cir-
cuits ?—The voltage is 1500, and  the 
amps. 250. 

His Honour.—Well, what is a volt. 
and what is an amp.? I do not know? 
—Voltage is pressure. Amps. stands 
for amperage, which is volume or 
quantity. 

Mr. Drakeford.—As to this chang-
ing the path of the current, how often 
does this change occur during the 
acceleration periods ?—There are 12 
steps of acceleration; that is, 12 dif-
ferent circuits which come in and out 
in about 11 seconds. The function of 
each circuit is to short circuit a set 
of resistances, so that the strength of 
the current increases with the speed 
of the train. In about 11 seconds,  

all resistances are bridged by con- 
tactors, and the path of the current 
is direct from the line to the motors. 

His Honour.—Tell me this; If any 
one of those goes wrong, what is the 
indication to the driver ?—There would 
be a jolting of the train. 

Would that indicate definitely to 
him that a specific thing was wrong, 
or merely that something was wrong? 
—It would mean that something was 
wrong, on some part of the train. 

And then he has to find out what 
that something is, locate it, and so 
far as he can, put it right ?—That is 
so. He has to find out on which part 
of the 140 yards of train that fault 
is. He must know all those circuits, 
and if it is very bad, such as the rear 
part of the train jolting into the front 
portion, or the front portion tugging 
away from the rear motors, he has 
to use his judgment as to whether it 
is better to run on to Essendon or 
Sandringham, wherever he is going, 
make tests and cut out the fault, or 
whether it is better to stop at Kensing-
ton, or wherever he may be, test there 
and cut out. 

Most of these faults in circuits and 
that sort of thing can be discovered, 
can they not, inside the driver's corn-
partment on each of the carriages ?-
Yes, they can be discovered in a gene-
ral way, but which particular circuit 
it is has to be decided by tests. 

And how are those tests applied? 
What is done ?—The driver would say 
to himself, "Now, is the trouble on 
this car?" The ammeter gauge would 
show a high reading if it was a short 
circuit in his own car. Then he 
would cut his own motors out with 
the switch, and run on to the terminal. 
When he got to the other end, if he 
still had the jolting, he would put his 
own motors back again, and when he 
got to the other end, he would test 
from that end. If it was on neither 
end motor, it must be on the middle 
motor, so he would cut out the middle 
motor and send word to the depot. 

Let me go one step further. He has 
instructions issued to him by the De-
partment, which practically prescribe 
a formula which he has to go through. 
Is not that so ?—That .is so. 

What he has to do is to carry out 
this formula until he gets to the 
trouble ?—Yes. 

And then he carries spare connec-
tions and things of that sort on the 
train ?—Yes. 

Which he can put in place of any 
one that has blown out; and that is 
the programme he goes through when 
something goes wrong ?—Yes. 

And the skill of the thing, I take it, 
if he has a four unit train, for in-
stance, is to know from the feel of the 
train whether it is probably in the 
first, second, third or fourth unie?—
That would give him prima facie evi-
dence that the trouble was on one par- 

ticular motor car. 
So that, from his experience, he 

gradually develops the feel of the 
train. That is how I haveealways 
supposed it was, anyhow. 11,e gets 
to know the feel of his train, just like 
you get to know the feel of any instru-
ment you are in the habit of handling 
—a motor car, steam engine or any-
thing. From the feel of the train, 
you, get to have a pretty shrewd no-
tion where to go and look ?—That is 
so. 

Of course, that is a big element in 
the skill, experience and training of 
an enginedriver, whether steam or 
electric ?—Yes. 

And that is one of the things which 
he brings with him from steam, to 
a very large extent?—Yes, the steam 
experience would help him consider-
ably. 

That I have always regarded as 
one of the big factors in the skill of 
a driver, that sort of feel of a train, 
to know what is wrong and where to 
go and find it. Now, it is the . same 
with this fellow here. He is on an 
electric train, and from the feel of 
his train, he gets a pretty shrewd no-
tion of where to go  and find the de-
fect. Then he has formula which he 
applies, and  if his feel has been right, 
and he has gone to the right unit, 
then, if it is a simple thing that can 
be corrected on the line with the 
spare parts he carries, it is cor-
rected and the train goes on. Have 
I got it right ?—That is right. 

Mr. Drakeford—Would you say that 
it is more difficult for the driver of 
an electric train to discover the lo-
cation of faults than is the case with 
a steam driven train?—.Yes, I would 
say that more skill is required to de-
tect the faults on an electric train. 

His Honour.—That goes right to 
the root of my own particular trouble. 
I have not thought so up to now. 
I have always thought it was more 
difficult for the steam man to detect 
his faults, because he has not a pre-
scribed formula to go through. He 
has what appears to me to be a much 
more complicated bit of machinery 
to handle, which he can handle. Now, 
the real complications that come in 
an electric train he cannot possibly 
deal with, and they require the ex-
pert with the knowledge of electricity, 
of wiring and so on. He cannot pos-
sibly be expected to handle all those, 
and in fact, does not. Is not that 
right ?—My answer, as far as I can 
follow the question, is that his ex-
perience as a steam driver would . be 
of some assistance to him. He could 
get an idea which motor  car the 
trouble was on, but it would take 
minute tests to locate the particular 
trouble—one out of 20, say. 

Mr. Drakeford.—And do I under-
stand you to say, having had a wide 
experience of both, including super 
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vision of the electric train drivers, 
that you believe that the skill required 
of the electric train driver is as great 
as or greater than that required of a 
steam enginedriver ?—I say definitely 
that the skill of the electric train 
driver is greater than that of the 
steam driver. 

You say that out of your experience 
of both ?—That is my experience. 

Taking the question of the formula 
to which His Honour referred to be 
followed by electric train drivers, do 
you regard what they are taught in 
the school as being the only thing 
or the main thing of value 
in the running of electric trains ? 
—No. They would be taught 
for two weeks in the school, by all 
day lectures and demonstrations, and 
then they would be another week with 
a qualified driver. They would be 
one week with the instructional train 
on the road, demonstrating how to 
locate and fix un these faults; and 
then they would be one week further 
with a qualified driver. Then a man 
would be regarded sufficiently highly 
by the management to drive on his 
own, but the foreman would be in-
structed to keep a sharp watch on 
him and ride with him as much as 
possible. His principal qualifica-
tions would come later than in those 
four weeks. 

Does the steam engine driver get 
any riding on a demonstration car 
before he goes 'out on the road as a 
driver?— 

His Honour.—No, but he has some-
thing like 14 years as an offsider to a 
driver. 

Mr. Drakeford.—We have always 
put it that the fireman is a sort of 
assistant driver. He helps to drive 
the train. 

His Honour.—Quite. 
Mr. Drakeford.—(To witness): You 

say that the driver is responsible for 
locating faults at distances of 80 and 
140 yards respectively ?—Yes. The 
driver is responsible for locating any 
fault on any part of the train. 

Could a driver consult a foreman or 
leading hand when such cases arise? 
—No. Electric train drivers are dif-
ferent from men who work in parties 
or groups, where there is always a 
leading hand or foreman, or someone 
responsible. The driver works alone 
and must supply such higher know-
ledge or adjustment himself. 

You have dealt with the accelera-
tion of the train. Mr. O'Donoghue 
said at page 11631 of the transcript 
"whilst, in controlling the train, skill 
is required to stop it at a desired 
Point at platforms without incon-
venience to passengers, the higher 
degree of skill required of a 
steam driver to . handle long trains 
over undulating lines is not present." 
Do you accept that ?—No. The brak-
inrg'of electric trains requires greater  

skill. 	There is no justification for 
the qualification. The carrying capa-
city of the track, the economic use 
of current, wear of stock, safety and 
comfort of passengers, and other im-
portant matters, depend upon the skil-
ful use of the brake. The speed of 
trains approaching platforms varies 
from 25 m.p.h. to 50 m.p.h. Take a 
train at 30 m.p.h. and the retarda-
tion 2 m.p.h. per second. That is to 
say, each second after application, 
the speed would fall 2 m.p.h.. In 15 
seconds the train would come to a 
stop. The mean speed of the train 
would be 15 m.p.h. during those 15 
seconds. That 15 miles per hour is 
22 feet per second. 22 x 15 equals 
330 feet-110 yards. 

These stops, as you know, on the 
electric trains, have to be made every 
2 or 3 minutes?—Yes, every 2 or 3 
minutes these stops have to be made, 
It is admitted that skill is required in 
making them. The only meaning the 
statement can have is that the driver's 
skill is almost in constant use. There 
is • a heavy demand on the driver's 
skill for braking alone. 

The suggestion seems to be that 
two-car trains present less difficulty 
in handling. What do you say in re-
gard to that?—Any advantage to the 
driver on the two-car train is nulli-
fied by reason of the fact that in the 
event of any one of 20 defects arising 
an assisting train would be required, 
whereas with multiple units, if one 
motor-car fails, the train may be run 
to the terminus on the good motor. 
The driver's responsibility is to this 
extent increased in the case of single 
unit trains. 

Is there any opportunity for laxity 
whilst the driver is in running?—No. 
His mind is taxed all the time, and it 
is more taxed on account of the higher 
speed. The speed of his train is 
higher, and he has no sooner got away 
from the platform thin he has to 
look around for all those things I 
have mentioned. Then he has got to 
the next station within two minutes. 

He has to do all that plus all that he 
has to do in regard to the braking of 
the train, the watching in between of 
the overhead sear, and the observance 
of signals, and so on?—Yes. He is 
a very busy man, and his mind is taxed 
all the time in watching for all those 
various things. 

Dees the suggestion that running 
repairs are restricted to renewing 
fuses or hose pines or the removal 
of breakages, which Mr. O'Donoghue 
rlso suggested to the Court, present 
a proper picture of the true position? 
—No; running repairs are not restrict-
ed to fuses. When a fuse requires 
changing there is a cause for the fuse 
giving out—usually a short circuit. 
Which particular circuit has to be de-
tirmined by the driver, and as there 
are 14 fuses in each motor cab besides  

car lighting fuses, a good knowledge 
of the circuits is necessary to locate 
the defect and isolate it sothat the 
train may proceed. Unless the short 
circuit is isolated the second fuse will 
give way. 

Do you agree with the view sug-
gested in this passage:—"Freedom . 
. . from the difficulty of maintaining 
power and schedule time under such 

. conditions as arise from coal 
and water troubles?"—The compari-
son is made between an engine with 
defects, bad coal, bad water, etc., 
and an electric train, it seems to be 
suggested, has no defects. What are 
trouble cards for, what are tests for, 
what are refreshers for, if there are 
no defects ? Electric train drivers 
have more exacting duties in 
studying the performance of the 
traction motors, dynamo motors, 
compressor motors, and other equip-
ment entrusted to their care. For in-
stance, a seven-car train has 12 
traction motors each 140 horsepower, 
rating 1680 h.p. in all. During the 
acceleration period, after each stop, 
a load of 300 tons has to he started up 
from rest and accelerated to 30 miles 
per hour in 20 seconds. To be in good 
order all motors should take each of 
the 12 steps exactly simultaneously. 
The accelerating relays should act auto-
matically if in order, but if not, the 
driver must be able to direct the me 
chanical staff to the defects. 

On the same page Mr. O'Donoghue 
quoted Mr. Ruglen as saying in his 
evidence, on page 8975:—"Speaking 
from actual experience in operating 
Troth types of brakes . . subur-
ban- electric passenger service." What 
have you to say as to that?—
I have already dealt with that, and I 
say that Mr. Ruglen's statement is 
wrong. I have great respect for Mr. 
Ruglen as a professional officer, but 
I must say that in this case I think his 
statement is wrong. The braking of 
goods trains is clearly another subject. 
Goods trains do not stop every two or 
three minutes, nor is the retardation 
nearly as high as that of suburban 
trains. The skill required is mani-
festly higher in electric train  driving. 
Mr. Ruglen's experience as a driver. I 
must say, was limited. I knew all the 
drivers at Jolimont, but I never re-
member Mr. Ruglen doing any electric 
train driving: As far as I know, Mr. 
Ruglen would not have the driver's 
mind which is necessary. 

The following passage from Mr. 
O'Donoghue's statement reads (page 
11634) :—"On electric trains the sup- 
ply and regulation of the air pressure 

. than the electric train driver." 
Does the automatic control referred 
to lessen the responsibility or require 
less skill ?—No. These automatic 
Parts are of a highly sensitive charac- 
ter and are liable to get out of order, 
thus requiring the vigilance and skill 
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of the driver. The contention that  
the driver's skill and responsibility  
is less cannot be sustained.  

Mr. O'Donoghue, after stating on  
page 11637 that the electric train  

-drivers  are working under vastly  
better conditions, went on to compare  
the rates of pay with those of electric  

tram drivers. He said:—"Assuming  
the view . as the driver of an  
electric tram.'.' Do you think there  

• is any reasonable comparison between  
the two callings ?—No. I do not.  
Take the cost of an electric train; my  

information is that the cost of an  
electric train is £38,636. That is so  
much fixed capital entrusted to the  

driver to operate. It would almost  
be impossible to compare the two  
items. Then there is the speed. There  
is no station for the street trams to  
stop at; no signals. It is just a  
single unit. In my carreer in the  
Department I had about six months  
as a motor man on the St. Kilda to  
Brighton tram, and I can say de-
finitely that while it is important  
work, needing a good type of man  
and  requiring skill and character, it  
should not come into comparison with  
electric trains at all.  

Do you suggest that you have had  
experience?—I had experience on the  
St. Kilda-Brighton street railway as  
a motor man for about six months.  

When you say "street railway,"  
that is the tramway?—Yes.  

Would it compare in speed or weight  
with the handling of a train ?—No. I  
should say the average speed of a  
tram would be about 10 to 12 miles  
an hour; the average speed. The  
weight of an electric train would be  
over 300 tons, taking the nett effec-
tive weight of the train. Any com-
parison on any tests of the tram could  

not be compared to the electric train.  

His Honour.—Never mind about the  
weight, the value and speed of it;  

what about the skill that is involved  
in the handling of the two machines ?  
Is not one comparable in any way with  
the other?—No: I would not say that  
the skill required for a motorman on  
a tram could be compared with that re-
quired for an electric train driver. At  
all events, I would say that the skill  
required by an electric train driver  
is much higher than the skill required  
to drive a tram. The train has only  
one man on it, while the tram is a two-
man vehicle just jogging along from  
one street to another.  

I always have a feeling, probably  
not justified, that I would very much  
sooner drive a train than a .tram.  
One is running between fixed pro-
tection; the other is running down  
a rigid Iine in the middle of the street,  

while passengers and pedestrians and  
motor cars and horse vehicles are  
getting in the way.  

Mr. Drakeford.—We at no time de-
sire to belittle the electric tram dri- 

ver's job in any way. Everybody  
will admit that in the suburban areas,  

under the previous traffic rule, cars  

darted out of side streets without any  

warning and the tram driver had to  
have a quick eye and be ready all  
the time. But he has a man to as-
sist him at a moment's notice. It  
cannot be said that it is the same  
in regard to electric trains. Your  

Honour said something on the question  
of weight and speed: we place great  
importance on that, and we would  
remind .  Your Honour of the undis-
puted evidence of Mr. Smith, who  
frequently rode with the men, and  
who said there was as much com-
parison between the two as between  
a tug and an ocean liner. It is a  
very rare occurrence for Mr. Harris  
to go along with the men, but Mr.  
Smith was frequently on the engine;  
and of course you had the evidence of  
Mr. Rist. (To witness) : However,  
you have done both?—Yes.  

His Honour suggests that he would  
prefer to drive a train rather than  

a tram. Having done both, would  
you prefer to drive the train rather  
than the tram ?—I would feel much  

more responsibility in driving the  
electric train. II would feel that  
more skill was required. Although  
the line is fenced, as Your Honour  
mentioned, there are parties of men  
working inside the fence, there is the  
speed to attain and the various duties  
I have spoken of to attend to, and al-
most before you have time to think  
of those things you are into the sta-
tion to make one of those highly  
skilled stops.  

That period that you spoke of for  
the training of the men for electric  
train driving: Would that include the  
period for learning electric locos., or  
only the multiple unit men ?—That  
would be  just for passenger cars.  
There would be extra training for  
electric loco.  

CROSS-EXAMINED BY MR.  
O'DONOGHUE:  

Your evidence generally has been  
directed to a criticism of the conclud-
ing address delivered on behalf of the  
Commissioners when this case was be-
fore the Court originally. In regard  

to signals, you mentioned the indi-
cations to be obtained from various  
classes of signals. Did you mean to  
put that up as something which had  
not been conveyed to the Court pre-
viously ?—I felt it my duty to inform  
the Court as to the difference between  
the two classes of signals.  

But did you put it up as something  
that had not previously been put to the  
Court ? — Do you know what  
was previously put ? — From a  
perusal of the evidence given  
before the Court, I understood  
the statement was made that three-
position signals were favourable to  
the driver in the electrified area.  

My view is that they are not so simple  
as two-position signals.  

Do you say, then, from the driver's  
point of view, the present signalling  
system is not an advantage over the  
signalling system formerly existing in  
the surburban area?—I would say  
that the signals put more responsi-
bility on to the driver, and are more  
difficult to interpret.  

Do not they afford a better indica-
tion to the driver of the condition of  
the track ahead of him than did the  
old manually operated  signal ?—No.  

You have questioned, I understand,  
also, the statement that the responsi-
bility carried by an electric train driver  

is appreciably less than that of the  
steam driver, in that the former is  

not responsible for the generation  
of the motive power of the train, nor  
the safety of the power plant. Are  

you seriously contending that that is  
not a factor of the steam driver's work  
which brings in responsibilities not  
existing with an electric driver ?—I  
view it in this way: the driver has  

always an abundance of steam with  
him.  

Wait a moment. You have been a  
steam driver, have not you ?—Yes.  

Had you any trouble in regard to  
abundance of power of steam, as a  
steam driver?—Yes, we had all that  
trouble.  

Then is your statement right that  
he always has an abundance of power?  

—I must modify that. It is not al-
ways so, but, generally speaking, the  
driver has always got the steam with  
him. He has not to depend upon third  
parties who are at a remote distance  
to supply him with motive power.  

Will not you amend it further and  
say that the driver has to produce the  
power on a steam engine ?—No. That  

is the fireman's duty.  
And when you were a driver, did  

not you regard yourself responsible  
for seeing that the fireman did his  

duties properly in that regard ?—Yes.  
Did you ever have a fireman who  

was not doing that work properly?—
Very rarely.  

Apparently you are more fortunate  
than some of the witnesses in this  
Court. Have you never heard of a  
case where a fireman has been deemed  
not to be able to do his job fully?—
Yes. I have known drivers when they  
have had a junior with them who  
would not go past Essendon.  

If the electric train. driver is short  
of power, what is that due to ?—To  
any of 20 faults.  

What 20 faults are you referring  
to ?—There may be current off the  

overhead.  
What other fault could render him  

short of power ?—The main fuse may  
have blown.  

That would not render him short of  
power ?—Yes it would.  

It would render him short of the  
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ability to use the power. The power 
would be there to be used, but his 
equipment would not be in a condi-
tion to use it; would not that be the 
position ?—Not necessarily. The 
power may be off  the overhead al-
together. 

You questioned also the statement 
that in driving the train actually all 
the driver can do is to move the con-
troller handle to either one of two 
positions, to drive the train and to re-
turn to neutral position to shut off 
power. What did you say in criti-
cism of that?—There are four posi-
tions of the controller, and in regard 
to helping goods trains he would have 
to work the controller in several posi-
tions. 

What are you speaking of in regard 
to assisting goods trains ? Are you 
speaking of the electric locos. ?—No; 
the passenger trains. Say a train was 
stalled in Footscray cutting. 

How often does that happen ?—The 
frequency is quite sufficient to 
justify an instruction being issued. 

But is that a usual circumstance of 
an electric train driver's work, or is 
it very unusual?—It is very unusual, 
but I am talking about the driver's 
duties. When it does happen, it is 
a very important duty. 

Comparing electric train drivers and 
steam drivers, would you agree or 
disagree with these statements: "The 
steam locomotive contains many more 
parts which are potential sources of 
trouble than does the electric train?" 
—No, I would not agree with that at 
all. The electric train driver has 
more parts that are liable to get 
out of order. 

That is taking the boiler and all 
the parts of the engine into considera-
tion ?—Yes. 

Watching the level of the water in 
the boiler, the steam pressure and the 
lubrication: are those features which 
are not present on the electric train? 
—There is nothing identical with 
them, but there are corresponding 
things which require attention. 

You have nothing to do with lubri-
cation ?—No. 

Steam pressure ?—No steam pres-
sure. 

Not subject to water troubles in 
running ?—No. 

Bad coal?—No. These defects are 
comparing a defective engine with an 
electric train in good order. There 
are no identical troubles with coal, 
water or fire. but there are corres-
ponding troubles. Where you have 
not got the coal and water, you have 
fuses blowing and so on. If you com-
pare a defective engine with a de-
fective train, one defect is that when 
the driver opens his control to go 
ahead, the •pantograph may fall down 
through a cross circuit. All these 
circuits on the train meet in a nine 
core cable which goes right through  

the train. They 'are within a quarter 
of an inch of each other, and if the 
insulation is broken down, instead of 
the forward circuits being energised, 
they will cross  on to the easiest path 
and that will energise the pantograph 
circuits. You will see, therefore, that 
while there are no dirty boilers or bad 
coal, there are corresponding troubles 
on the electric train. 

You commented this morning on pro-
tection from weather, and I think you 
said that there were times when he 
had to prepare a train in the open, or 
something of that kind. 

The witness.—Yes, I made the 
statement that the driver has to pre-
pare trains in the open, on a day like 
yesterday, when we left the Court, 
for instance. A lot of drivers would 
then be preparing trains out in the 
open at Jolimont, to get ready for 
the peak loading. 

Mr. O'Donoghue.—Are the shifts of 
electric train drivers generally more 
regular than those of steam train 
drivers ?—I would say that there is a 
regularity about them. They are 
more regular than steam drivers. They 
know pretty well what time they are 
going to finish, better than steam 
drivers. 
QUESTIONED BY HIS HONOUR. 

I think you are probably aware 
that the system of drawing on  the 
steam service for electric train drivers 
does not altogether obtain in Eng-
land ?—I believe that, in England, 
where the electric railways are on a 
smaller scale, the authorities do not 
limit themselves to men with steam 
experience. 

From that, I draw this conclusion: 
that it is quite possible to develop 
electric train drivers quite indepen-
dently of steam drivers ?—They could 
be instructed if there was sufficient 
time. 

Yes, of course. Here, the practice 
is to teach guards some rudiments at 
all events of driving, but they must 
have a pretty substantial knowledge 
of signals; that is so, is it not?—Yes. 

Assuming that you had a guard 
with a complete knowledge of signals, 
and you decided to turn him into an 
electric train driver; how long do 
you think it would take to make him 
an ordinarily efficient train driver of 
about the commencing standard of the 
month's training that the steam man 
has now?—I should say 12 months 
at least. The reason I say that is 
that there are so many things besides 
the driving of a train which a guard 
has to learn, and which the steam 
man has already got—such as the 
WPatineehouse brake. and so on. 
DEPARTMENT'S FINAL ADDRESS. 

Mr. O'Donoghue adressed the Court 
at length and criticised the evidence 
given on behalf of the union. He 
strongly urged that the Award be 
not altered. 

At the conclusion of his adress, the 
following comments were made. 

Mr. O'Donoghue.—With regard to 
the evidence of Mr. Heagney, it was 
of a very general character and was 
mainly directed to criticism of various 
statements put forward in the con-
cluding address of the Commissioners. 
I suggest to the Court that considera-
tion of that evidence must have im-
pressed Your Honour with the fact 
that it was scarcely more than an 
expression of opinion by Mr. Heagney, 
his personal opinion, and of the dif-
ference of opinion with everybody, 
irrespective of which side of the case 
he appeared on, if he expressed any 
doubt as to the electric train driver 
being in any way inferior to the steam 
driver. 

His Honour.—Yes, it was an ex-
pression of opinion—backed by a long 
experience and a sound knowledge, 
which was quite obvious from the ex-
amination and the cross-examination 
he stood up to. 

Mr. O'Donoghue.—In that regard, 
Mr. Heagney showed a knowledge of 
the details of the work which would 
be expected of a man who occupied 
the position in the Department he 
did; but his experience as a practical 
electric train driver was, I suggest, 
very limited. He had about 15 
months. 

Mr. Drakeford.—Limited compared 
with Mr. Ruglen! 

His Honour.--Never mind about 
that. Granting that his actual driv-
ing was limited, his knowledge of it 
was obviously not very limited. It 
was pretty extensive. I have not 
done very much electric train driv-
ing, but I am beginning to have a 
fairly extensive knowledge of electric 
train driving. 

Mr. O'Donoghue.—Another factor 
that must have impressed the Court 
is that Mr. Heagney has not been 
in the service since prior to the pre-
sent Award operating. 

His Honour.—That may mean that 
he is not quite up to date; nor has 
Mr. Heagney a professional training; 
but he has a very sound practical 
knowledge of these matters. That 
is how it struck me anyhow. 

Mr. O'Donoghue.—I am not ques-
tioning his knowledge, but I am ques-
tioning whether his opinions as ex-
pressed should carry weight with the 
Court. 

His Honour.—I do not think I agree 
with you. I think they should carry 
weight. That they should carry as 
much weight as Mr. Drakeford would 
like is another matter. 

Mr. O'Donoghue.—Mr. Heagney 
was also very critical of Mr. Ruglen's 
evidence—probably inspired by the 
manner in which Mr. Drakeford has 
attacked Mr. Ruglen throughout the 
whole case. In Mr. Drakeford's con-
cluding address there were several 
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statements so extreme that at times I 
felt that a strong protest might and 
probably should have been made, but I 
refrained from making it in the circum-
stances, as the Court, I felt, fully 
appreciated the value of the evidence 
given by Mr. Ruglen. I relied upon 
Your Honour's judgment, having seen 
the man in the box, having heard him 
under cross-examination and seen the 
certainty with which he stood for it: 
I felt that you would be in a better 
position to assess the value of his 
evidence than would be shown by an 
acceptance of the biassed view put 
forward by Mr. Drakeford. 

I also read to Mr. Heagney Mr. 
Harris's opinions—which I have read 
again to the Court this morning. Some 
of those are so obvious that refusal to 
agree with them shows that he will 
agree with nothing, reasonable or un-
reasonable, which does not establish 
the superiority of the electric train 
driver. 

I think Your Honour has summed up 
the problem in this case, which is 
this: ' Did the Court err when it 
made its Award, from the point of 
view of underestimating the Union's 
evidence, over-estimating the Depart-
ment's evidence and addresses, or was 
the Court insufficiently informed when 
it gave its judgment? I suggest that 
much of the information which has 
been put in in these proceedings is re-
petition; the balance has been effec-
tively dealt with in cross-examination. 
Further, I suggest that nothing which 
has been put should decide the Court 
that any error was made, and I sub-
mit that the judgment as it now 
stands should remain. 
FINAL ADDRESS ON BEHALF OF 

THE UNION: 
Mr. Drakeford addressed the Court 

at length, and again strongly rrrá"d 
that the claim of the Union should he 
grrnted. 

He also suggested that the Court 
had erred in fixing the present mar-
gins as they were lower than those 
claimed by the Commissioners. 

The following is portion of the dis-
cussion:— 

Mr. Drakeford.—There is another 
aspect i n  connection with the counter 
claim regarding Your Honour's Award 
which we submit. the Court should 
take into consideration. It is clear 
that no locomotive driver in receipt 
of a margin of 6/- or 6/6d. should be 
reduced below that margin if trans-
ferred to the electric service. The 
log, before it was amended, and after-
wards, had this proviso: '`Provided 
that any driver in receipt of a margin 
of 6/- or 6/6d. transferred to this 
grade shall not be reduced below such 
margin." Your Honour has made a 
provision in sub-clause (6) of  clause 
5 which does not preserve to such 
men what the counter claim conceded. 

His Honour.—No: I have already 

got on to that point. It is doubtful 
if it does. 

Mr. Drakeford.—What we have now 
is this: a steam driver in receipt of 
a margin of 6/- in steam service, 
when he transfers to the electric ser-
vice, is paid only a margin of 5/-. 
Yet you have in the original claim 
that men transferred to this grade 
shall not be reduced below such mar-
gin. A steam driver in receipt of a 
margin of 6/- in steam service, when 
transferred to the electric service, is 
only paid a margin of 5/-. This is 
brought about as a result of Your 
Honour awarding increments of 6d. an-
nually to electric men as against steps 
of 1/ to steam men, so that a loco. 
driver with 3 years' service is actually 
paid 1/ per day less when he goes over 
to the electric side. The point I desire 
to emphasise is that it is entirely con-
trary to what the Commissioners 
claimed in their counter-log. 

Mr. Drakeford.—I hope that Your 
Honour will have taken notice of the 
fact that men are being transferred 
from steam at a lower rate than the 
claim warranted. The words "except 
at his own request" are in the Award, 
but we submit they should not be 
there. When a man is transferred 
from steam to electric at his own re-
quest, we find ourselves in the position 
that they are getting the lower rate. 

His Honour.—We had a long gap 
of 3 years and some things went out 
of one's mind. In turning up the 
papers I find that I have three drafts, 
one before the gap which included 
that, and one after it was finally a-
dopted. I will ask Mr. O'Donoghue 
to deal with the situation later. 

Mr. Drakeford.—We place impor-
tance on the fact that the Depart-
ment has done something which we did 
not anticipate they would do under 
their own log. They claimed that if 
a man was transferred at his own re-
quest he can be put on a lower rate, 
but I submit that the important word 
is "provided." It does not say in his 
third or fourth year, but it says 
"margin." The reason we are 
stressing this is that the Department 
is doing it notwithstanding their log. 
They say that if a man goes over at 
his own request they can reduce him 
from 6/- to 5/-, and we think that 
is wrong according to what is in the 
log. 

Isis Honour.—As the Award is at 
present. and disregarding the question 
of ambit, . I think they are perfectly 
within their rights, but if you go a 
step further and ask if Í was within 
my rights in drawing the Award in 
that form, it might eery well be said 
that you can upset it. 

Mr. Drakeford.—I have cleared the 
eround. on most things . to which I 
wanted to refer, and. now I will con-
clude by saying that assuming that 
Your Honour decides that there should  

be a difference in the rate between 
electric train drivers and steam dri-
vers, I submit that the difference 
should not be 2/- a day. We submit 
strongly that it should be at an equal 
rate, and the whole weight of evidence 
which has been given since the case 
started i'n the Arbitration Court 
first of all, and even in this Court, 
shows that the only man who claimed 
that the rate should be on a lower 
basis was Mr. Ruglen, although Mr. 
Harris put it to the Court that there 
was a distinction, and he placed them 
in the following order. steam, electric, 
and rail motor men. 

I say that assuming Your Honour 
still thinks that there should be a dif-
ference, I submit that it should not 
be 2/- as the Award prescribes. Apart 
from the N.S.W. Award prescribing 
a maximum rate of 2/- a day higher 
by four advances to 8/- maximum, 
instead of four advances to 6/-, there 
is the factor that the Department no 
longer provides uniforms, suits and 
overcoats, which the Department pre-
viously provided, and it is claimed that 
these were worth £5/19/6 per year, 
which is equivalent to 6d. per day. 
Let us suppose that notwithstanding 
what the Union has said through its 
witnesses, and what I have been able 
to say by way of argument, the Court 
still holds that there should be a dif-
ference between the maximum rate 
for electric train drivers and steam 
drivers, I submit with the utmost re-
spect that there is ample room for the 
expression of that difference in 6d. 
or 1/- per day, and not in 2/-, which 
has so far resulted from your'. Award, 
operating since January 8th of last 
year. 

I feel that I ought to say before I 
conclude that Mr. Harris did not at-
tempt to measure the difference in 
margins in his evidence. That he did 
not do so is brought into full re-
lief by the fact that in the final ad-
dress the Department did not make 
any reference to Mr. Harris with re-
spect to margins. I think it would be 
safe to say that the view of the De-
partment was similar to the view 
of the Union on Mr. Harris's evidence, 
th^t it did not assist the Department's 
claim, and it is therefore significant 
that they did not use it in the final 
address for the Department. The 
advocate relied upon the evidence of 
Mr. Ruglen, and that evidence, I sub-
mit, conclusively proves what my 
Union now claims: that the Depart-
ment. through its witness to the Court 
for electric train drivers, asked the 
Court to fix a rate which would provide 
a . difference in the maximum margin 
of 1/- per day between electric and 
steam drivers. I rely on what Mr. 
Ruglen said in his evidence on page 
8991 as follows:—"I have indicated 
that on the grounds of comparative 
skill required, responsibility and 
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general working conditions, I regard 
the electric train driver as below the  
steam driver. In my opinion the 
difference of 1/- per day provided in  
the counter claim correctly expresses  

the difference in the maximum value 
of the two positions. The work 
of class 2 electric train driver under 
the proposed classification would, I 
consider, be sufficiently inferior to 
Class 1 to justify a difference on the 
maximum of 1/- per day." That is 
the Departmental witness; there is 
nothing else against that, and in my 
considered view and in the view of my 
Union, that is the case. We hope 
that we have put sufficient evidence 
before Your Honour to enable you  
to restore the same margin for elec-
tric train drivers as for steam drivers, 
and if you cannot accept that point  

of view there is still room for the ex-
pression of some difference without  
leaving us in the position that we 
are now in. 

His Honour.—When were those uni-
forms abolished? 

Mr. Drakeford.—They were abolish-
ed some time after Mr. Ruglen gave 
evidence in 1930, and some time after 
the setting aside of the Award. 

His Honour.—Was I informed of it 
during the last stages of the proceed-
ings after the interval of 3 years.  

Mr. Drakeford.—I could not say as 
to that. 

Mr. O'Donoghue.—I drew attention 
to that in my address. 

Mr. Drakeford.—I could not say 
when it was, but it is only right to 
^ay that at some stage I think Your  
Honour was informed that the uni-
forms had been withdrawn.  

His Honour.—I do not recall that.  
I would like you to deal with this po-

sition, Mr. O'Donoghue:—Your count-
er log was in this form, as far as the  
electric train drivers were concerned:  

class 2, first year, 3/6d., second year,  
4/-, third year, 4/6; class 1, first year,  
5/-, second year, 5/6—making a maxi-

,um of 5/6 for the electric train dri-
ver. That was your claim. Then  
you put in this poviso: provided that  
any enginedriver in receipt of a mar-
gin of 6/- or 6/6 transferred to this  

grade shall not be .  reduced below such  
margin. "Any enginedriver trans-
ferred" shall not be reduced below 6/6.  
If he was receiving 6/6 or more than  
6/6d., or below 6/-, if he was receiving  
6/-. That is your claim.  

Mr. O'Donoghue.—That is the claim,  
Yes.  

His Honour.—The provision in the  
Award does not seem to go quite as  
far as that. Have you the provision  
before you ?  

Mr. O'Donoghue.—I know it all  
right, but it is a new feature to me.  
It is one that had not come under my  

notice until it was mentioned here to-
day.  

His Honour.—I caught it this morn- 

ing when I asked what the Clause was.  
Mr. O'Donoghue.—It has not oc-

curred to me that there was any ques-
tion of ambit in this case at all. Up  
to now that feature of it had not oc-
curred to me. But in reply to that, I  

can say, not that this perhaps helps  
in the matter of the ambit, but at the  

time that provision was put in the  
counter log the question was under  
consideration which was discussed this  
morning, of recruiting electric train  
drivers at least from the lower class  
of steam men, not from the maximum  

rate men as had been done previously;  
and that provision, I would say, was  
put in the counter log to take care  
of the case which it was considered  
would probably be exceptional or un-
usual, once the intended change got  
into swing, to cover the man who  
would be transferred for some reason  
other than to suit himself. I cannot  
claim that provision is there, but I  
say that is undoubtedly what the in-
tention was.  

His Honour.—I have no doubt that  
is so, and I have no doubt too that I  
had in my mind that we had got the  
last of the steam drivers at all events.  
That is what Mr. Carolan succeeded in  
conveying to me.  

Mr. O'Donoghue. — The maximum  
steam drivers.  

His Honour.—Yes; and on that basis  
the provision of the Award is still  
within the ambit. On the basis of  
transferring men over 6/ the Award  

as now drawn does not make pro-
vision for them.  

Mr. O'Donoghue.—Only in the case  
where a man is transferred compul-
sorily. There I suggest, the Award  
does make provision. But I would put  
another aspect if the question of ambit  

is to come into it, and it has been  
raised: Are we to look at the ques-
tion of Ambit from the point of view  
of principle or of amount. I raise  
that for this reason: as the Award  
stands at present the principles in  
the Award, Your Honour suggests,  
are in accordance with that claim as  

far as it prescribes in the case of a.  
man transferred other than at his  
own request. The provision prescribes  
that he shall get the rate of pay which  
he was in receipt of as steam driver.  

I suggest that whilst that principle is  
certainly suggested in the general log,  
if the question of the actual ambit of  
the dispute comes into it, at least the  
Court would be within the ambit in  
prescribing that in other cases, that is  

cases where a man is transferred of  

his ov'n accord, it would be within the  
claim in prescribing that the maxi-
mum rate payable to him should be  
6/6d. That is the amount which the  
Commissioners claimed, and on the  
question of ambit I am unable to  
put it that a lower rate is probably  
within the ambit. But it does not  
necessarily mean that the ambit of the  

Department is exceeded if a rate as  

low as 6/6 were fixed for voluntary  
transfers. In other words, that it  

does not necessarily mean that the  
Court must prescribe that the rate  
should be retained if that rate be  
higher than 6/6.  

His Honour.—That is so, I think.  
You put the question of principle. Let  
us look at another principle. You  
have, in effect, claimed that these men  

ought to be 1/- less—that is the maxi-
mum man and the general man, not  
the special man—in the electric ser-
vice than in the steam service. In  
other words, you asked for 5/6 and  
6/6. That is for the general. You  

supported that by evidence from Mr.  
Ruglen—the only evidence I think you  
gave on it.  

Mr. O'Donoghue.—On the actual  
amounts, yes.  

His Honour.—Your own estimate of  
the actual amount that should sepa-
rate the two classes of driver was 1/-.  

In addition to that, the same witness  
assessed the value of the uniforms,  

which they then got and which they do  
not now get at 6d., making a total of  

1/6.  
Mr. O'Donoghue.—But has Your  

Honour overlooked the fact that Mr.  
Ruglen's evidence was dealing with  
the counter log provision as it stood.  

His Honour.—No; I do not overlook  
that at all. You might have to work  
out a proportion sum, but it is a very  
definite statement of his view, and  

it is in his statement and is not some-
thing got out in cross-examination.  
It is a carefully prepared statement,  
and I have no doubt that this docu-
ment was well perused and checked.  

Mr. Drakeford.—It is the prepared  
view of the Department.  

His Honour.—It is on page 20 of  
his statement.  

Mr. O'Donoghue.—I think Your  
Honour has perhaps not quite under-
stood what I was suggesting in regard  
to the counter log. My point is that  
the counter log prescribed for passen-
ger drivers at 7/6, for other drivers  
6/6, and for electric train drivers 5/6.  

His Honour.—You can disregard the  
7/6 entirely and take the 6/6, because  
that is your general provision for  
drivers.  

Mr. O'Donoghue.—At this stage I  
will disregard the 7/6, though I may  
have to refer to it again. In other  

words, the Commissioners asked for  
two specified rates of pay for speci-
fied classes of steam driver, one lower  
than the other, and then a rate of pay  

for electric train driver. As I pointed  
out in my address this morning, the  
1/- per day—and that I submit is what  

is obviously referred to by Mr.  
Ruglen—the 1/- per day difference  
between that intermediate grade, that  

is what we cali the second class steam  

grade, was a claim on a margin of 1/-
per day above the electric train driver.  
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I suggest that at the time the 1/-
provided in the counter claim did not 
provide for any uniform. That was a 
matter under the counter claim which 
should be left to the Commissioner, 
and the Court agreed that it should. 

His Honour.—Yes, I did, and I added 
that 6d. in due course of time to the 
5/6., so that he should get it back 
again. I originally contemplated only 
giving him 5/6, so what I did was to 
make it 6/-, so that he would get it 
back. 

Mr. O'Donoghue.—Because it had 
been discontinued? 

His Honour.—Yes. That was one 
of the things I had to take into 
account when I added to the 5/6 by 
6d., that you had taken away some-
thing that he used to have when I 
originally contemplated the matter. 
Subsequently we will say that he got 
it back in the 6/-. Then where do we 
get to in regard to the difference of 
your own witness of 6/-, which ap-
parently at that stage I did not accept. 
There was a big gap between the time 
when I settled the matter and when 
I listened to the evidence. 

Mr. O'Donoghue.—Yes, and I admit 
that I overlooked it until today, and 
I am arguing this point now without 
any preparation whatever. Still, I 
am not objecting to that. 

His Honour —I only saw it this 
morning. 

Mr. Drakeford.—We indicated it 
yesterday. , 

His Honour.—I failed to grasp it 
yesterday. 

Mr. Drakeford.—We intimated that 
we intended to present it; we could 
have done it 12 months ago. Im-
mediately after the case we desired 
to remedy it. 

Mr. O'Donoghue.—I still suggest 
that the 1/- is definitely a matter of 
margin, and if that 1/- is indicated 
in the opinion of Mr. Ruglen, as to 
what it should be, it certainly was in 
support of the margin of 5/6, in the 
counter log. That margin had re-
ference to the 6/6 for general 
class driving; the Court disagreed 
with that, and the difference is be-
tween the Commissioners' opinion of 
the value of the general class driver 
and the Court's action in increasing 
the general class driver beyond the 
difference in the award of 2/-. 

Mr. Drakeford.—Beyond the dif-
ference of 3/- as compared with the 
electric train driver. 

His Honour.—We can disregard 
that. 

Mr. Drakeford.—I want to have 
something to say upon that point, as 
to the interpretation of the award. 

His Honoùr —I do not think we need 
go into that now. 

Mr. Drakeford.—But Your Honour 
has itemised it, they are all separate  

rates in the award. 
His Honour.—But there is the other 

provision which is supplementary. 
Mr. Drakeford.—Looking at the 

award, I submit that it cannot possibly 
be argued that there is not a difference 
of 3/- between the electric train driver 
and the top rate for other drivers. I 
submit that it is impossible to get 
away from that. 

His Honour.—You had better not. 
scrap with me over that point. I am 
helping you all I can at present. 

Mr.O'Donoghue.— I can only say, 
despite what Your Honour has said, 
that I still feel that the expression of 
opinion by Mr. Ruglen is not contrary 
to the counter log for a start for the 
reasons I have given. 

I do not agree that Mr. Ruglen's 
evidence can rightly be interpreted to 
mean that the 1/- difference because 
of a uniform being issued should be 
reduced to 6d. per day if the uniform 
were not issued. 

His Honour.—I do not see how you 
can make anything else of it, because 
he says that it is worth 6d. per day 
to the driver; that is what the driver 
was getting. Then Mr. Ruglen goes 
on in a later paragraph, contemplating 
what he had already said—he has 
already pointed out that the driver is 
getting it—"Now I recommend to the 
Court that he should get 1/- per day 
less than the steam driver because he 
is getting a uniform." Before next 
meeting the situation of the uniform 
had been taken away. In other 
words, you have in fact taken away 
another 6d. per day in value. 

Mr. O'Donoghue.—That construction 
is quite logical; I admit that. 

His Honour.—Accepting your 5/6 
as a reasonable thing, and giving him 
back the 6d. per day for the uniform, 
makes 6/-, and that is where he is at 
the moment. Then we run up against 
the next problem of the ambit, and 
whether to some extent he has to get 
that 6/6 or 6/- under the ambit. There 
is no doubt in regard to some, but the 
question is, how general is it to be 
made ? Is it only to be applied to 
senior men transferred, or is it to be 
general, to be applied to any driver ? 
It rather looks, under your own claim, 
as if it is to go to anybody who is a 
driver. 

Mr. O'Donoghue.—I am afraid that 
the claim does not express what I 
know to have been the intention; but 
probably we have to abide by the way 
in which it is worded. But in that 
regard I submit, even allowing that 
view, that the ambit of the dispute 
should be regarded as 6/6., and not as 
the Union claimed, 7/- or 8/-. I think 
there is a suggestion from Mr. Drake-
ford that the ambit of the dispute is 
not limited to the amount, but to the 
principle that the driver should retain  

his steam rate. I suggest that is 
not so. 

His Honour.—I think I can say now, 
to make the position clear, tnat nothing 
has happened in these proceedings 
to alter my view that there is some 
difference in value, and in the skill 
and responsibility between the steam 
driver and the electric train driver. 
As to what that difference is, I am not 
prepared to say at the moment. But 
I am satisfied, despite all the new 
evidence, that there is some difference. 

Mr. O'Donoghue.—Yes, and my 
submission was, before this question 
was raised, that the difference was the 
difference allowed by the award mar-
gin. Now in view of the question 
raised, I say that still obtains, so far 
as the relative values of the positions 
are concerned, in the values placed 
by the 'Court upon them, for the reason 
that if the Court came to the con-
clusion that 6/- was a proper margin 
for the electric train driver previously. 
nothing has occurred in these pro-
ceedings which would justify the 
Court in changing its view in regard 
to the value. But if the question of 
ambit, which has now been raised, 
obliges the Court to take the view 
that it must alter the position in order 
to conform to the ambit, I suggest, 
inasmuch as the Court fixed the rate 
with regard to its assessment of the 
value of the work, now it finds itself 
in a position that it may have to fix 
in respect of these men something 
more than its valuation of the work, 
then that extra should be the least 
that the ambit of the dispute will 
permit, and that I suggest is 6/6. 

His Honour.—I will consider this 
matter, and let you know at a not 
very distant date just what I will do 
about it. It is obvious that something 
has to be done to bring it within the 
ambit, in any event, whatever mY 
opinion is as to the real value of tr,e 

services. You yourself have put a 
limit on the ambit, and so the award 
must be made to conform to the ambit 
of the dispute, in any case. 

Mr. Drakeford.—Of course, I was 
not only relying on that. I was re -
lying on the Departmental evidence. 

His Honour.—I know, but I am 
pointing out that, in any event, I must 
make it conform to the ambit of the 
dispute. Otherwise, you might have 

to be spending quite a lot of moneY 
going to High Courts and other places.  
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